I3205
DISCUSS ITEMS
SSE GPS approach, SSE configuration point with or without VNAV, emergency voice reports (souls/fuel/emergency/intentions), flight director malfunctions, and autopilot malfunctions/disconnect procedures, landing gear system/malfunction.
SSE GPS Approach

Slow to 150 on the approach.
Slow to 120 at the dual engine configuration point.
Don’t forget to check for RAIM at 2 miles prior to the FAF with CRM call “Approach Mode Active”

SSE Configuration Point With or Without VNAV
Half dot below if using the glidepath.
Safe position to land if no glidepath.

Emergency Voice Reports (Souls/Fuel/Emergency/Intentions)
MAYDAY – Distress. Life-threatening situation. Top priority on all frequencies.

Derived from French venez m'aider “come help me”
PAN-PAN – Urgency. Not life-threatening system failure, but in need of assistance and priority handling.

Derived from French panne “breakdown”
When Approach/Center asks for fuel on board they probably want it in Hours + Minutes for vectoring purposes.

When Tower asks for fuel on board they probably want it in Pounds or Gallons for firefighting purposes.
AIM 6-3-2

Transmit a distress or urgency message consisting of as many as necessary of the following elements, preferably in the order listed: 

(a) If distress, MAYDAY, MAYDAY, MAY− DAY; if urgency, PAN−PAN, PAN−PAN, PAN−PAN. 

(b) Name of station addressed. 

(c) Aircraft identification and type. 

(d) Nature of distress or urgency. 

(e) Weather. 

(f) Pilots intentions and request. 

(g) Present position, and heading; or if lost, last known position, time, and heading since that position. 

(h) Altitude or flight level. 

(i) Fuel remaining in minutes. 

(j) Number of people on board. 

(k) Any other useful information.

FTI 

The emergency report should include as much of the following information as applicable, time permitting: 

i. Declaration of emergency or MAYDAY. 

ii. Identification. 

iii. Souls on board. 

iv. Nature of distress or urgency. 

v. Weather. 

vi. Intentions. 

vii. Present position and heading, or if lost, last known position, time, and heading since that position. 

viii. Altitude. 

ix. Fuel remaining in hours and minutes for ATC and total quantity for firefighting preparation. 

x. Any other useful information. 

Do not sacrifice aircraft control to give the emergency report. If time is critical, accomplish the first three items as a minimum.

Flight Director Malfunctions Autopilot Malfunctions/Disconnect Procedures

15.22 FLIGHT GUIDANCE SYSTEM

15.22.1 Autopilot

15.22.1.1 Autopilot Malfunctions, Altitude Losses

During autopilot malfunctions, the following altitude losses can be expected prior to corrective action being initiated.

1. Climb — 65 feet loss

2. Cruise — 120 feet

3. Descent — 120 feet

4. Non-Precision Approach (1 or 2 engines) — 55 feet

5. Precision Approach (1 or 2 engines)—40 feet.

15.22.1.2 Autopilot Disengagement

The conditions listed below will cause the autopilot to disengage automatically. When this happens, the autopilot warning horn will sound and a flashing red AP box will be displayed on both PFDs. This must be acknowledged by pressing the AP/YD disconnect button on the control wheel which will cancel the warnings:

1. Any interruption or failure of power

2. A failure condition is detected by FGC monitoring of the autopilot

3. Flight control system power or circuit failure

4. Autopilot trim failure

5. A stall condition is detected

6. The extreme attitude limits are exceeded.

The autopilot may be disengaged manually by any of the following methods listed below. This will result in both an aural and visual warning that will cancel automatically after a brief period of time.

WARNING

The AP or GA button does not disconnect the Yaw Damper.

1. Push the AP or YD button on the FGP.

2. Pushing the Go-Around button on the left power lever or copilot's control wheel.

3. Pressing the AP/YD disconnect switch on the pilot's or copilot's control wheel.

4. The manual pitch trim switch on the control wheels is operated.

5. The AP/YD DISC switch-bar on the FPS is positioned down.

6. Turn off the Avionics Master Switch.
15.22.1.3 Autopilot Mistrim

Illumination of a red boxed [E] Elevator or [A] Aileron annunciations on the PFDs indicate that the autopilot is flying the airplane in a mis-trimmed conditions. If the mistrim indications continue for more than a few seconds execute the following procedures:

1. Flight Controls — Hold Firmly

2. Autopilot — Disengage

3. Airplane — Retrim if necessary

4. Autopilot — As required

Note

Intentional or automatic free-stick disengagement of the autopilot into an annunciated red elevator mistrim indication will produce a significant aircraft response in the direction of the mistrim force. If a continuous mistrim indication is presented, the pilot should brace the flight controls and disconnect the autopilot. Upon disconnect, the pilot will experience a force in excess of 25 pounds. Re-engagement of the autopilot should not be attempted until the reason for the out of trim state has been isolated and rectified, and the aircraft has been returned to a trimmed condition.

15.22.1.4 Engine Failure With Autopilot Engaged

If an engine fails with autopilot engaged.

1. Disengage autopilot.

2. Retrim aircraft, and reengage autopilot if desired.

3. If autopilot is used in conjunction with an instrument approach, maintain 120 KIAS for single-engine approach speed until landing is assured.
15.22.4 Flight Director Failure

Flight Director (FD) inputs are received from the onside FGC. When pitch and roll outputs from the individual FGCs are missing or invalid, the red FD flag will appear on the associated PFD. When this happens, the FD command bars are removed from the PFD. To regain command bars, utilize the CPL button on the FGP to select the good FGC. 
Landing Gear System/Malfunction.

2.13 LANDING GEAR SYSTEM

The landing gear is a retractable, tricycle type, electrically operated by a single split field 28-Vdc motor located below the floor on the forward side of the center section main spar. The landing gear motor is powered through a circuit breaker placarded LANDING GEAR MOTOR and located on the control pedestal extension. A dynamic braking system and limit switches prevent coasting and overtravel of the gear. Torque shafts drive the main gear actuators, and duplex chains drive the nosegear actuator. A spring-loaded friction-type overload clutch is incorporated to prevent damage to the structure and torque shafts in the event of a mechanical malfunction. Spring-loaded locks secure the main gear in the down position, while the jackscrew in the actuator secures the nosegear in an overcenter down position. The jackscrew in each actuator holds all three gear in the up position. A push-pull type circuit breaker placarded LANDING GEAR MOTOR and located on the pedestal protects against electrical overload. The gear doors are opened and closed through mechanical linkage. The nosewheel steering mechanism is automatically centered and the rudder pedals relieved of the steering load when the landing gear is retracted. Air-oil type shock struts are incorporated with the landing gear. Gear extension time should not exceed 8 seconds. Gear retraction time should not exceed 10 seconds.

2.13.1 Landing Gear Control Switch

The landing gear system operation is controlled by a manually actuated wheel-shaped switch placarded LDG GEAR CONTROL UP AND DN on the right subpanel (FO-1). The control switch and associated relay circuits are protected by a circuit breaker placarded LDG GR on the copilot inboard subpanel.

2.13.1.1 Landing Gear Down Position-Indicator Lights

Landing gear down position is indicated by three green lights (FO-1) placarded GEAR DOWN. These lights have a press-to-test and rotate to dim feature. The circuit is protected by a circuit breaker placarded GEAR in the INDICATOR section on the right subpanel.

2.13.1.2 Landing Gear Handle Warning Lights

Two red bulbs, wired in parallel, are positioned inside the clear plastic grip on the landing gear control handle. These lights illuminate whenever the gear is unlocked, in transit, or the gear warning horn has been activated. Both bulbs will also illuminate when both power levers are retarded below a position corresponding to 79-percent ±2 N1 when the landing gear is not down and locked. Extending the landing gear will turn the lights off. Both red lights indicate the same warning conditions, but two lights are provided for a fail-safe indication in the event one bulb burns out. The circuit is protected by a push-pull type circuit breaker placarded GEAR on the copilot right subpanel.

2.13.1.3 Landing Gear Handle Warning Light Test Button

A test button placarded HD LT TEST is located on the right subpanel (FO-1). Failure of the landing gear handle to illuminate red when this test button is pressed indicates two defective bulbs or a circuit fault. The circuit protected by a circuit breaker placarded GEAR on the copilot right subpanel.

2.13.1.4 WHEELS UP Warning

A warning horn located behind the left side of the instrument panel will sound intermittently, the red WHEELS UP light on each side of the glareshield (FO-1) will flash, and the red lights in the gear handle will illuminate when all three landing gear struts are not down and locked and either (1) both power levers are below the 79-percent ±2 N1 rpm position or (2) the flaps are extended beyond the approach position. Since flap settings beyond the approach are not normally utilized during actual or simulated single-engine operation, the warning horn will normally only be activated during such operations when the landing gear is up or in transit and both power levers are below the 79-percent ±2 N1 rpm position. Warning horn circuitry is protected by a circuit breaker placarded GEAR HORN on the copilot right subpanel.

2.13.1.5 Landing Gear Warning Horn Silence Button

The landing gear warning horn can be silenced and the WHEELS UP lights extinguished during flight (with power retarded, gear and flaps up) by pressing the button placarded WARN HORN SILENCE on the right subpanel. After silencing the warning horn, it will remain silent until either the flaps are extended or at least one power lever is advanced beyond a position corresponding to 79-percent ±2 N1 rpm and is subsequently retarded below that setting.

WARNING

Overriding the landing gear warning horn in the traffic pattern or during final segment of an instrument approach could result in a gear-up landing.

Note

Cancellation of the wheels warning horn shall be at the direction of the pilot flying; however, shall not be overridden in the traffic pattern or during the final segment of an instrument approach.

2.13.1.6 Landing Gear Squat Switches

A squat switch (Figure 2-13) on each main landing gear shock strut controls the operation of various aircraft systems that function only during flight or only during ground operation. These switches are mechanically actuated whenever the main landing gear shock struts are compressed (normally after landing). The following aircraft systems operate in conjunction with the right squat switch. (

1. Landing gear circuit inoperative with aircraft on deck.

2. Deactivates stall warning.

3. With stall heat switch on, stall heat is switched from low to high setting following takeoff.

4. Activates the flight hour meter when airborne.

5. Right-engine inlet lip heat inoperative with aircraft on deck.

6. Certain capabilities of AHRS 1/2, DCU 1/2 and GPS are inhibited on the ground.

7. Transponder response is inhibited following landing.

8. TAS is switched from ON to STBY following landing.

WARNING

During runway operations, the landing gear handle downlock J-hook may not prevent inadvertent raising of the handle because of insufficient weight on the right main landing gear squat switch.

This switch also activates a downlock hook, preventing the landing gear handle from being raised with the weight of the aircraft on the wheels. The hook, which unlocks automatically after takeoff, can be manually overridden by pressing the red button placarded DN LOCK REL located adjacent to the landing gear handle. If the override is used and the landing gear control switch is raised, power will be supplied to the gear warning circuits. The following aircraft systems operate in conjunction with the left squat switch.
1. Left-engine inlet lip heat inoperative with aircraft on deck.

2. Switches electric heat from GRD MAX to NORMAL when airborne.

3. Ambient air solenoid opens when airborne.

4. Pressurization controls:

a. Dump solenoid closes when airborne.

b. Preset solenoid opens when airborne.

c. Cabin door seal solenoid opens when airborne.

2.13.1.7 Landing Gear Downlock Switches

Each landing gear strut/wheel assembly has a downlock switch that is closed when the strut/wheel assembly reaches its fully extended position. The flashing wheels up light and gear warning horn protection circuitry is deactivated by these downlock switches. All three switches must be closed (all three strut/wheel assemblies down and locked) before the wheels up light and horn will deactivate. Each individual green down and locked indicator is also wired through the downlock switches to provide independent confirmation that each strut/wheel assembly is safely down and locked. If one or more indicators do not indicate down and locked after the gear is selected down, the light in the landing gear selector handle will normally illuminate. These two independent circuits in the downlock switches normally provide landing gear position information and each may be utilized to isolate a problem such as a faulty downlock circuit if the other one should malfunction.

2.13.1.8 Landing Gear Uplock Switches

Each landing gear strut has an uplock switch that is closed when each strut is fully retracted. If one or more strut/wheel assemblies should not fully retract, a red light in the gear selector handle should remain illuminated. Also, the wheels up and warning horn will activate on demand by normal methods. Should it become necessary to determine if each individual strut/wheel assembly is in its fully retracted position, the use of various cockpit indicators can be utilized for confirmation.

The propeller sync annunciator light can be utilized to confirm the right main gear is fully retracted. If the propeller sync light remains extinguished when the propeller sync switch is activated, the right main uplock switch is closed indicating (normally) that the right main strut/wheel assembly is fully retracted.

The landing lights can indicate position of the nosegear (i.e., if selected, they will not illuminate or reflect any increase in generator loading if the nosegear uplock is closed). Normally, if the nosegear uplock is closed, the nosegear strut/wheel assembly is fully retracted.

The left main gear position can be ascertained by observing electric heater operations when airborne. Normally, if ground maximum heat is selected on the ground, an automatic trip to NORM (for normal heat) is activated by the left squat switch when airborne. However, after the trip, GRD MAX is still available if the electric heater switch is held in GRD MAX until the left main uplock is closed. With manual heat selected, first select the electric heater switch to NORM and note generator loading. Then select the electric heater switch to GRD MAX while monitoring generator loading. If only a slight fluctuation and no significant increase in generator loading is noted when GRD MAX is selected, the left main uplock switch is closed. Normally, if the left main uplock switch is closed, the left main strut is fully retracted.

2.13.1.9 Landing Gear Motor Limit Switches

Two landing gear motor limit switches are located on the landing gear drive train assembly underneath the floor of the cabin (Figure 2-14). A gear motor up limit switch deactivates the landing gear motor and prevents overtravel of gear when retracted. This switch also serves to deactivate the g-meters when the landing gear is extended. The gear motor down limit switch deactivates the landing gear motor and prevents overtravel of the gear during extension.

2.13.2 Landing Gear Alternate Extension Handle

The landing gear extension handle (Figure 2-14) located on the cockpit floor to the right of the pilot seat is used for manual extension of the landing gear. The landing gear extension system is actuated by pumping the handle up and down. This movement operates a double action ratchet mechanism which drives the normal system to extend the landing gear. The landing gear cannot be retracted manually. Refer to Part V for alternate gear extension procedures.

CAUTION

Reduce handle stroke length when nosegear indicates safe. Do not pump handle after all GEAR DOWN position indicator lights (three) are illuminated. Further movement of the handle could damage the drive mechanism, precluding normal retraction.

2.13.2.1 Landing Gear Clutch Disengage Lever

During manual landing gear extension, the landing gear motor must be disengaged from the landing gear drive mechanism. This is accomplished by a manually operated clutch disengage lever located adjacent to the landing gear emergency extension handle. To disengage the clutch, pull the clutch lever up and turn clockwise. To engage the clutch, turn the clutch lever counterclockwise and release.

2.13.3 Steerable Nosewheel

The aircraft can be maneuvered on the ground by the steerable nosewheel system. Direct linkage from the rudder pedals to the nosewheel steering linkage allows the nosewheel to be turned 12° to the left of center or 14° to the right. When rudder pedal steering is augmented by the main wheelbraking action, the nosewheel can be deflected up to 48° either side of center. Shock loads that would normally be transmitted to the rudder pedals are absorbed by a spring mechanism in the steering linkage. Retraction of the landing gear automatically centers the nosewheel and disengages the steering linkage from the rudder pedals.
16.5 LANDING GEAR EMERGENCIES

16.5.1 Landing Gear Unsafe Up Indication

Should one or more of the landing gear fail to retract or fail to indicate a safe up condition, proceed as follows:

1. Gear handle — DN.

2. Gear position — Check.

3. If a safe down indication is obtained and is confirmed visually, land as soon as practicable.

Note

Prior to landing, obtain a visual gear position check by utilizing the air-to-air (from another aircraft) or the tower fly-by method. It is possible to have a safe gear indication and not have three complete tire or wheel assemblies remaining on the aircraft.

4. If a safe gear down and locked indication is not obtained or visual check indicates unsafe conditions, proceed to the Landing Gear Unsafe Down Indications procedures.

16.5.2 Landing Gear Unsafe Down Indications

Should one or more of the landing gear fail to extend or fail to indicate a safe condition, the following steps should be taken. If during any of the following steps the problem is isolated and a visual check indicates a safe gear down situation, land as soon as practicable.

1. Landing gear relay circuit breaker — Check. [By Gear Handle]

2. Landing gear indicator circuit breaker — Check. [Right Seat, Right of Control Wheel]

3. Landing gear motor circuit breaker — Check. [Center Console, Right Side]

4. Cockpit gear position indicators — Check.

a. Conduct press-to-test checks for faulty bulbs in position light indicators.

b. If an unsafe green (for down) light is accompanied by a red light in the landing gear handle, momentarily retard both power levers well below the position corresponding to 79 ±2 percent N1 position. Check for presence or absence of flashing wheels up lights and gear up warning horn. If no wheels up lights or horn is detected, all three gears are most probably in a safe down position.

c. For a right main unsafe, activate propeller sync and check for an illuminated propeller sync light. If illuminated, the right main has dropped from its uplock.

d. For a nosegear unsafe, activate the landing/taxi lights and note presence or absence of generator load increase. If a load increase is noted, the nosegear is not in its uplock.

Note

The windshield heat, propeller deice, and engine lip boot heat incorporate a lockout mechanism that overrides the operation of the electric heater. Ensure these systems are secured prior to performing check of the left main landing gear.

e. For a left main unsafe, select manual heat and position the electric heat switch to NORMAL. Note generator load. Then hold the electric heat switch in the GRD MAX position and look for a significant generator load increase. If a significant load increase is noted, the left main is not in its uplock.
5. Gear position (visual) — Check.

6. If a visual check indicates a gear down condition, land as soon as practicable.

7. If the visual check confirms that the gear is not down and locked, determine if the malfunction is electrical or mechanical by comparing visual indications with cockpit gear indications and gear circuit breaker positions. If the problem appears to be electrical, raise the gear handle, attempt a manual gear extension, and obtain a visual check prior to landing.

Note

Attempt a landing gear emergency extension only if an electrical malfunction is indicated.

If the problem appears to be mechanical, proceed as follows:

8. Landing gear handle — Select UP.

9. Gear position (visual) — Check.

10. If the visual check confirms the landing gear are retracted, a gear up landing is recommended (refer to the Gear Up Landing procedure in paragraph 16.5.8). 

If the gear are not retracted, refer to the procedures concerning landing with gear up or unsafe. Time permitting, consult the home squadron through direct communications if possible or through an ATC/FSS relay.

CAUTION

Do not taxi with an unsafe gear indication.

16.5.3 Landing Gear Emergency Extension

CAUTION

If a mechanical malfunction is known or suspected, do not attempt a manual gear extension.

The landing gear may be extended manually if the electrical portion of the extension mechanism should fail; however, the gear cannot be retracted manually, and no provision is made for gear extension with mechanical linkage failure. As airspeed is reduced, it is correspondingly easier to manually actuate the alternate extension handle. The propeller reverse not ready light will not be illuminated with the landing gear relay circuit breaker pulled. When making an emergency extension, proceed as follows:

1. Airspeed — 120 KIAS Recommended (155 KIAS maximum).

2. Autopilot — As required.

3. Landing gear relay circuit breaker (LDG GR) — Pull.

4. Landing Gear handle — DN.

5. Clutch disengage lever — Lift and Turn Clockwise.

6. Manual extension handle— PUMP until three green indicator lights illuminate. Approximately 50 strokes are required to fully extend the landing gear. 

CAUTION

• For a PRACTICE manual extension: Reduce handle stroke length when nosegear indicates safe. Do not pump handle after all gear down position lights (three) are illuminated. Further movement of the handle could damage the drive mechanism precluding normal retraction.

• For an EMERGENCY manual extension: Reduce handle stroke length when nosegear indicates safe. After all gear down position lights (three) are illuminated, pump the handle until significant resistance is encountered. Do not stow handle or move any landing gear controls, reset any landing gear controls, switches or circuit breakers until the aircraft is on the ground and the cause of the malfunction has been determined and corrected.

7. Gear position (visual) — Check (for Emergency Manual Extension).

16.5.4 Landing Gear Retraction After Practice Manual Extension

After a practice manual extension of the landing gear, the gear may be retracted electrically as follows:

1. Emergency engage handle — Rotate counterclockwise and push down.

2. Extension lever — STOW.

3. Landing gear relay circuit breaker (LDG GR) — Push in.

4. Landing gear handle — UP.

16.5.5 Airborne Landing Gear Inspections

In the event an airborne visual inspection is required on a T-44C aircraft, proceed as follows:

1. Conduct sufficient cockpit-to-cockpit communications to coordinate a controlled joinup, inspection, and separation.

Abrupt changes in airspeed, attitude, and altitude shall be avoided.

2. Inspecting aircraft should check the general condition of the landing gear, tire inflation, mechanical downlock and J-hook in extended position, landing gear doors, and any indication of a hydraulic leak.

16.5.6 Landing With One Main Gear Up or Unsafe

If one main landing gear fails to extend and the opposite gear extends normally, a break in the drive mechanism to the unextended gear has occurred. Land the aircraft on a runway or on firm hard surface in preference to loose dirt or grass. Touch down smoothly, well to the same side of the runway as the extended gear to allow room for eventual groundloop. Roll on the down and locked gear, holding the opposite wing up and the nose straight as long as possible. As the wingtip strikes the ground, apply opposite brake to maintain a straight path.

WARNING

If the landing gear handle was raised while the aircraft was on the deck during a touch and go, the landing gear actuation system may have completely failed. Further attempts to manually or electrically extend the gear may not work. If a visual inspection identifies that the unsafe main landing gear is slightly forward of the down and locked position, experience has proven a down and locked result can be achieved by applying slight brake pressure on the unsafe landing gear immediately prior to and throughout the touchdown. This results in a pulling action on the landing gear upon touchdown, which may bring the gear far enough aft to lock the gear in place. The benefits of this procedure should be weighed against its own risks and the risks and benefits of attempting to retract the gear or landing with only two safe gear indications.

CAUTION

Field arresting cable should be removed from the runway to minimize structural damage to the aircraft.

Note

Night emergency egress may be facilitated by pre-positioning the threshold and spar lighting switch to on and turning on the aft compartment lighting.
Before touchdown:

1. Crew/passenger emergency briefing — Completed.

2. Seat belts/harnesses — Secure (passengers assume braced position).

3. Landing Checklist — Completed.

After touchdown:

4. Power levers — IDLE.

5. Condition levers — FUEL CUTOFF.

6. Use aileron and rudder as necessary to maintain directional control and keep wings level as long as possible.

7. Brake — As required.

8. Firewall valves — CLOSED.

9. Boost pumps — OFF.

10. Fire Extinguisher — As required.

11. AUX BATT — OFF.

12. Gangbar — OFF.

13. Evacuate aircraft. 

16.5.7 Landing With Main Gear Down, Nosegear Up or Unsafe

If all attempts to lock the nosegear fail, retract the main gear, complete the gear up landing procedure, and execute a gear up landing. If the main gear cannot be retracted, make a normal approach with power using a minimum of wing flap to hold the nose up as long as possible after touchdown. Lower the nose gently to the deck. DO NOT USE BRAKES.

WARNING

Safe and expeditious egress from the aircraft may be difficult because of the nose-low/tail-high attitude after landing.

CAUTION

Field arresting cables should be removed from the runway to minimize structural damage to the aircraft.

Note

Night emergency egress may be facilitated by pre-positioning the threshold and spar lighting switch to on and turning on the aft compartment lighting. 

Before touchdown:

1. Crew/passenger emergency briefing — Completed.

2. Seat belts/harnesses — Secure (passengers assume braced position).

3. Landing Checklist — Completed.

After touchdown:

4. Power levers — IDLE.

5. Condition levers — FUEL CUTOFF.

6. Firewall valves — CLOSED.

7. Boost pumps — OFF.

8. Fire extinguisher — As required.

9. AUX BATT — OFF.

10. Gangbar — OFF.

11. Evacuate aircraft.

16.5.8 Gear Up Landing

The main landing gear wheels protrude slightly from the wheelwell in the gear-up position and will roll when the aircraft is landed with the gear retracted. Because of decreased drag with the gear up, the tendency will be to overshoot the approach. The center of gravity with the gear retracted is aft of the main wheels. This condition will allow the aircraft to be landed with the gear retracted and should result in a minimum amount of structural damage to the aircraft, providing the wings are kept level. It is recommended that the landing be made with approach flaps and on a hard surface runway, preferably paved. In landing on soft ground or dirt, sod has a tendency to roll up into chunks, damaging the underside of the aircraft. Plan to touch down at approximately 85 KIAS. When making a gear up landing, proceed as follows:

Note

Night emergency egress may be facilitated by pre-positioning the threshold and spar lighting switch to on and turning on the aft compartment lighting.

Before touchdown:

1. Crew/passenger emergency briefing — Completed.

2. Seatbelts/harnesses — Secure (passengers assume braced position).

3. Clutch disengage handle — Lift and Turn Counterclockwise.

4. Manual extension handle — Stowed.

5. Landing gear relay circuit breaker (LDG GR) — PULLED.

6. Flaps — APPROACH.

Note

• Because of decreased drag with the gear up, the tendency will be to overshoot the approach. 

• If conditions permit, place the gangbar off prior to touchdown. 

Immediately prior to touchdown:

7. Condition levers — FUEL CUTOFF.

After touchdown:

8. Power levers — IDLE.

9. Condition levers—FUEL CUTOFF (only if power was utilized to the point of touchdown; refer to Step 7).

10. Brakes — As required.

Note

In previous T-44 gear up landings, directional control was maintained utilizing brakes and rudder control.

11. Firewall valves — CLOSED.

12. Boost pumps — OFF.

13. Fire extinguishers — Discharge.

14. AUX BATT — OFF.

15. Gangbar — OFF.

16. Evacuate aircraft.
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