MERGENCY IMSTRUCTIONS

Model B-28, B-26A, B-26B Airplanes

July 5lst, 1942

The instructions given on the following pages are
those which heve been followed on previous ocgcasions and
may therefore be considered as the bast procedure avail-
able wnder the noted conditions. However, unforseen con-
ditions muy arise which have not previously heen expor-
ienced, It is therefore essential that each pilot and
orew member thorouphly familiorize hinsell with the air-
plane and iks operating systems in order bto sacisfactorily
accomplish intended missions,



ELECTRICAL SYSTHM EMERGENCIER

A. In the event that a complete failure of the electrical system
is imminefit; i.e., both generators have ceasod to function and this fact
has not besn noted in time to save the remaining energy in the battories;
uaually there will be an indieation of the coming failtre by ocseillation
of the Lending Gear and Flap indicator undKOr oscillation of the Autosym
Instruments:

1. Plage Propeller Toggle Switches in FIALD PITCH.

2. IIIEDIATELY turn off both Generator Switches
(This Ts Importank).

3. TMMEDIATELY turn off hoth Batlbery Switcohes.

NOTE: Ewven though Propeller Togple Switeh romaing in AUTO-
MATIC, propellers: subtomatieally fix when cleetrical current
is cut, but place Propoeller Toggle Switch in FIXED PITCH
position to prevont surge when batteries are turned buck on.
Remember that any change in air speed immediately changes

the RPM. For insbtanece, if eoruising spoed wms 200 TAS, RPM
2000, manifeld prossure 25", and aliitude 5000 feet at time
glegcbrieal eurrent is lost, or you place propellers in fixed
pitch, your RPM will remsin the samo as long as you accurate-
Iy hold your altitude and Air Speed. If you allow nose ©o
drop and your air speed increnses to 220 MPH you may got an
inercase of Trom 200 to 400 HEPM. Conversely, if you allow
Airplane to climb, your RPM will immediately decrense, This
entirely normal re-sction of Propellers in a fixed pitch con-
dition, somotimes in momonts of stross, causos pilots to be-
liowve thot Propellers are "rumning away" or conversely "try-
ing to feather". Naoturally changos in throttle settings will
also affect your RPM; for you nre now flying & Fixed Fitch
Propaller Type Airplone.

After 156 to 30 minutcs flying, your batteries should
rebuild sufficient onergy to allow you opproximately five
(5) minutes; {(this ias an estimate only), te set your pro=-
pellers to desired RPM by use of INCREASE and/or DECREASE
RPM Swritches,

4, TFor lending purposes in FIXED PITCH, it has been found
by experimoenting that a pood opbimum setting is approxi-
mately 2200 RPH, with 25" monifold pressure at 150 MPH.
This will give you plenty of power if needed, to drag in
the field or go around again,

B. The mext condition of an electricnl emergency to be considered
is the discovery that both Gonerators have failed bub that the Battories
are not completely discharged. In this condition, it is estimated from
the known capacitiss of the Batteries that you have at least Thirty min-
utes of full operation. In this case, if you ars still several hours from
o landing, follow the same procedura:
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Set Power and RPM to Desired Cruising.
Placec Propeller Toggla Switches to FIXED PITCH.
Turn off both Gensrotor Swilitches,

Turn of'f both Battory Switches.

Now, with a known reserve of olectricnl ornergy in batbterics,
it is possible to turn on Batbery S8witches every ten or fiftcon minubtes,
to chieck Engine Instruments, etc., reserving sulfticient onergy to make
2 normel landing at destinntion with Propeller Toggle Switches in AUTO=-
MATIC. If any doubt of suffieient eurrent when praparing to land,
follow procedure of sotting propellérs, ebc. as outlined in (A-4) above.



FROPELLER ENERGETCIES

FROPELLER GOVERNORS

CASE I.

On some toke-offs, cspocially whors Tarcstles are "Jammad" oON
too suddenly %o allownble rated power of 49", one or both engines may
over-rev momentarily causing a howling sound. This is entiroly normal
and govurnors usunlly control the RFH back to 2600 or 2650 ReM. If,
however, as nceeleration of airplanc inersascs, and the RPM goss above
the allowable without instuntly coming back:

1. Cut Throttles - discontinuing toke-off.

HOTE: On most ficlds this con be done with absolutely
ro danger oven after roaching tolwe-~off spoods. of from
100 to 110 HMPH.

2. Chuock to see if Propeller Safcty Switches ars ON and
if Propeller Toggle Switches are in AUTOMATIC. If these
are in proper sebbings - governor failure is indicated.

3. Have Governor setbing chocked.

In many cnscs whore Propsllers go to as high as 2700 to 2725
HPK on take-off run, it is caused by Governor setbing boing o littlo high.
An exporienced pilot generally has time cnough during take-off rum to
see if they hold at this RPI and also to try his Propeller Govornor Con-
trols to see if they decreaso the RPM, and hold it. In any case of doubt,
however, cut throttles and discontinus takc-off.

CASE IX.

If shortly after tnke-off a propeller Governor fails, allow-
ing RPIl to increase rapidly, causing what is lmown crroncously as a "Run-
Awny!" Propellar, the scoriousness of this gmargency dopends mainly on the
Alr Spoed, RPN and Power ot time of Governor failure.

I fer instance governor failed at 120 MPH with Landing Gear
retracting or fully retractod with 48" HE Manifold Prussure and 2800
RPM, your Air Spuzed is naturally incroasing, so BEPM storés inc rensing
ropidly. I Adr Spuod is held at 120 MPH, HPM should romoin noarly con-
stant at 2600, Nowever, the nabural inclinabion and in fuct, IMPERATIVE
one is to chbuin u safer airspoed, of ot least 150 MPil. In doing This,
RPM will probably increass to 3000 BPM or more., Ho are making this
preblen difficult by assuming that the DECREASE PPl Switch and FEATHERING
SWITCH are also Inoporative.

Haturally, if DECHEASE RPH Switch is worlding, the correction
is relatively simple by allowing Air Spced Go incroase wherce dosirod
and holding RPY within safc limits by means of the DECREASE REM Switch.

Continuing our problom, however, from the point 120 HMUH, 48"
ond 2600 RPM and the propoller starts "Running Awwr", the following
procedure will be accomplished very rapidly.



l. Leave good Engine alone but be prepared Jor Yall towuard
"Fun Away" Engine.

ge Full back Propeller Governor Control Hondles, if RPU
does not decrvase immadiaitely.

. Hold Propeller Toggle Switch to DECREASE RPH, ond if
RPld deoos not descrease immediatoly.

4. BRelease Propeller Toggzle Switeh te FIXED IITCI POSITION.

5. Reduce Manifold Pressurc on "Ium Awny'" Engine to hold
HPl at a maximum of 3000.

6. WATCH FOR YAW - DON'T FORGET TO FLY AIRPLANE. Until
safe Alr Speed and Alecibtude i1s ronched, This is of more
importance thoin mmythine 2lscl IG may bo necessnry ot
this point to reduce power and RPM on good Engine to
koop Airplane under control. Use Trim Tabs to obtain
best Dlying conditions o hold 180 MPH in level flight.
A8 Y¥Oou drop nossg, power mist be reduced to koop from
increasing fAir Speed (which in turm will causc fixed
Propeller to inercase REIf). K:ep good Engine slightly
down and make all turmns (gentle only) toward it. Re-
turn toward landing position.

It should be possible now by experinenting to find the bost
sotiing for the "Run-Awny" Engine. Reduece Hanifeld Prossuro to roduce
HPM 28 low as possible, holding Air Specd constant but do not roduco
Manifeld Pressure below 15" until ready to land. TUse cxtremc caubiom in
making approach, being especinlly earcful net to uwadershoob. Try o
malke your landing a good 400' 4o H00' inside fiold, remombering thab
this airplane can be brought to a sbtop in a very short distance.

CASE III.

From the obove proesdure it con be seen thot a Propeller
Governor failure while at cruising speeds nnd altitudes is a rolative=-
" 1y simple problem, ewen should both Propeller Governors fail simuliono-
ouslir,

By all laws of avorages, this is an extremely romote possibil-
ity, oxeept in the case of a partial or complete electrical powor feilure,
which is not truly a governor failure bubt would cause propellurs ©tn fail
to respond to governors.

Propcllar sebting and Landing Preoecedure is fully covercd under
the heading of BLECTRIC.L SYSTEM EMERGTENCIES.



HYDRLULIC ELERGENCIES

These con be evidenced in several wnys such as; (1) failura
of landing gear to retract fully after take-off, (2) pressure guuge read-
ing below normal, or (3) pressure gauge reading "o",

C.SE I. B=25, B=-26., B-26R. Airplones.

Hydraulic pressure normnl before take-off, but Landing Gear
fails to retract aftor take-off. This generally indieates an air leck
around Hydraulie Pumps, but may be o mors sericus conditim, sa if
possible follow this procodurss

1. Return Landing Gear Handle to "DOWN" position.

2« Fump Lending CGenr down and locked with Hydraulic Hand
Pump (on Right Side of Podsstal),

&« Fump Flaps dowm os desired.
4. 411 Yhite Handles €o "HEUTRL". (Important)
8. Cheeck Landing Gear Indientor that Gear is down and locked.

6. Depress Brokes; pump up pressure to approximately 1200E,
Relonase and repout several timaes,

7. Land, with Brakos slightly Jdepressed (WaklNING: Do not
lond with brakes locked.) and co-pilet sténdily pumping
Hond Pump. Do not fully releasc Brake Pedals ot any
Time during plide and landing run, for this will release
the pressure being built up on them by the Hand Pump,
With this procedure, it should be possible to moke a
normal braking stop. If nob, use Emergency dir Broke
Handle (on Center Stringor above and to the right of
Pilot's heed),

8. Havo Hydraulic System chacked for mal-funetianing,

If nir is present in system, "Bleeding" en be ncconplished
from copk-pit by the following precedure on ground:

IMPORTANT: CHECE FUR PROPER FHESERVOIR LEVEL AWD

1- Hl:'tlh Er-_gineﬂ ldlmsi

é. 4All Thite Handlas to "NEUTRAL" - cxcept Londing Guar,
vhich is down,

3. Slowly push Emergency Yose Gear Handle (Red) to full
DO position,
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8.

9.

Slowly pump Brake Pedals twenty to thirty times, fully
depressing and releasing.

Plaece Emergeoncy Nose Gear Handle (Red) to Full “uypt
position.

Increase RP'M to 1000 - 1200.
Hydraulic Pressure should go to Normal - 950 - 10504,
If not, repeat above procedure ond check.

If no Hydraulic Pressure results, the mal-functioning
probably coused by othcr then air in systom.

In the ovent that Hand Pump (as outlined in :*2 above) fails

1]

to pump Landing Gear down, "Bleeding" procedure in air may be tricd as

fallows:

1.

Ee

Climb to safe altitude (2000' to 4000') and trim o r-
plane for level flying.

Hawve member of crew pheck for leals nnd thet there is
sufficient Hydraulie Fluid in Resarvoir.

Roduce RPM to 1600 = 1800, increasing powor to com-
fortably hold altitude at anproximately 150 VPH. Pilot
must not forget to hold altitude and air speed vhile ho
is busy with "Bleeding" procedure. Straight flying with
no tums, or turns of pgontic bank cnly, rocormondsd.

All Thite Pointed Handles "UEUTRALM.

Emergoncy Hose Gear Handle (Paintod Red)-to Full “poim®
position.

Slowly pump Brake Pedals, Full "DOTN" and rclomse, 20
to 30 times.

Imergency Hese Goar Handls (Paintod Red) Full "Up",

Chook Hydroulie Prossure Gaure. If indicntion of
prassurc (10G) to 300") is showm immediately, wnit
onu to three minutes. If pressurs does not come up
to normal, ropent above procedurc. Usually, two to
three operations will be sucesssful and Hydraulic
system will function normmally theraafter.

If aftor two or throc "Bleeding" opurations, no Hydraulic Press-
ure ean be obtnined, it is recommended that the Emergancy Goar procodurs
ag outlined on Podustal be uscd.

It must bo strossed at this point, that "Bloeding" is uscloss
if Hydraulie failure is caused by loss of Hydraulic Fluid, so it is



necesgary to check thut suffieiont fluid is availeable befsre starting
"Blecding” proccdurs.

CASE II. Loss of Hydraulic Fluid (B-28 and B-264 Airplancs)

There is o Stand Pipe in the Hydraulic Hesorvoir which, in case
of lealks anywhere in the normal hydraulie system, rotains encugh fluid
to lower Landing Gear by menns of an Emergoncy Landing Gear System. This
procadure is outlined on Pedestal and iz as follows:

1. Main Landing Gear Handle (White) to "DOWN" position.
2. Emergency Nose Viheol Hwmdle (Red) to "DOWN" positiom.
3. Pump hand pump until Neose fear is dowm and locked,
4, Emergency HMnin Goar Handlo (Red) to "DOWN" positinn.
5. Pump Uand Pump until Main Gear is .down and locked.

HOTE: One Main Gear usually will unlock and go to the
dovn positicn first. Hoeep pumping Hand Pump oand the
other will go down and lock,

€. Roturn Emergency Main Gear Handle and Emerponcy Nose
thesl Handle (Red) to "UPM position.

7. Plaes Main Landing Gear Handle (Vhite) to "NEUTRAL".

8. Tith Flap Handle "BOVN", pump Flaps down and roturn
Handle to "BRUTRAL". If thers is insufficiont prossure
remaining te pump Flaps down, ploce Flap Control Hnndle
(ihite) to "DOWH" position. ({This is important). Hember
of crow may now crank flaps dewn mochaniecally, by means
or cranlk on Rear Bulkhead of Forwnrd Bomb Bay.

9. Check Air Bottle forwnrd of Navipatorts Seat to seco that
Valve is open and pressure is normal (1000%}).

10. If possible, use braking procedure outlined in 547, Case
I, but landing con be made using Emergency JAir DBroke.
Dz not pull wtil you have used s much of your landing
run to kill ofP spead, ns is consistont with safety.
This must alwwyrs be o matter of the pilet's judgement,
however. Remembar that when the Air Brakes are pulled,
the Brakes nre locksd fully on and exort powsriul
braking ncbtion, so if the spsed cm be docrsosed to
40 to 50 MPH or less, tires, propeller tips, etec. may
be saved from damape,



CASE III. Loss of Hydraulic Fluid (B-26B) TYhers Brnorgency Tonl: Hus
Buen Crovided, Suond FPipe in pein Tnnk Has Boen  Ramoved)

1. Bome procedurc us above, oxcopt place valve (which is
iovcated right of pilot pedestal) to "EUERGENCY" position
and make cortain that this valwve is in sxtrume position
for cmergonoy.

In any cusa of hydraulic failurce, where the "Blucding

procedure is umsuccossful, rosort o tho Emerpgency Landing Goar pracedurc.



LOAD AND FIRE VALVE BNERGENCIES

liose Wheel Goor

There have boen two instoncos where Pilot's Entrance Ladder has
not been folded up and secursd bofore take-off, resulting in dumageo to
Nose Viheel Doors when Gear is retracted. This in turn will prevent Noss
theel Gear Load and Fire Valve from operation when it is desired to lower
Landing Gear, The Muin Gours will operate normally, but the Hose Thool
will not uniock. 1% is essentinl that the erew be Pamilinr with locabion
of this valve as it will b> neccesary to "foel" for it when following this
proccdure. One should practice on.ground finding this valve and sroper
placing of index smd third finger on it, in order to hold it in firing
position. This wnlwve is lucated out of gight, formmrd and slightly tc
right of Bell Crank on upper cnd of rod £o left Nose iheel Duor and on
forward side of Cross lfomber Casting. The wvnlve lias parallel to this
or'oss member with plinger facing tovmed Lefé, .

CaUTION: Do not proctice wnen gear is in normal opernting
condition beemuse nomnl valve-oporabing cam may
pinen fingers agninst plunger,

fi. The praocedura is ns Psllows:
1. Ploes Lending Gear Hondle in "UPY position,

2. One of the crew, vhile standing in Hevigntor's Compartment,
opens sliding hatchos, resbing body woight on laft hand
placed em caclpit flonr.

CAUTTION: Do not rest weight on Nose Thoel which will bo
direetly under you.

8. Reoch right hand under and Porward until valve is Located:
placing index and third Tfinger on EDGES of valve plunger.

4. Press vulvs plunger in and hold - Tell or aipnal pileot to
imediately roturn Londing Gonr Handle to "Doua position,
Hold valve in wntil Nosc iheel goes to "DOWE" and lecked
position,

B. Should it be inmpossible by above procedurc to locute wvalve with
Pingers or impossible to prass it in snd hold it; thure is another pro=-
cedurc by which it is passible to ~btoin dircob access Lo this Valves

1. Flying will be done from Cu-nilob's pasition during this
procaduro,

2« Heasure back & inchus from botbon roar of broke control cover
(this is the raiscd eover oxbonding back from bobtwoen Rudder
Pednls on Pilot's side) and one inch over to the laft from
inside odge of Right hand track of Pilot's Slidinz Beat.

This point will be approximately over Lead and Fire

Valve.

N



S« Carefully "gouge" a small hole (3" to 4" square) through
dural flonr, Extreme caution must be used as engine control
cables and hydraulic linas are under this point.

4. Plungor end of Lead and Fire Valve will be exposed and ean
be pushed in with screwdriver or other suitable means as
follows:

Da

d.l

Main Landing Gear Handle "UPY position.
5 P

Fress in Load and Fire Valwe and hold; simultaneously
plecing Hain Lending Gear Handle to "DOWN" position.

Hold Load and Fire Valve in until liose Goar is "DoRmY
ond lackad,

Cheel: Landing Gear Indieator for Gear "DOIN" and locked.

In some rare cases, with hydraulic systom normal bub with im-
proper adjustmont of Load and Fire Valwve, the Wose ‘hool Gear will not
release, Elther of above praocodures mny be followed, but use eoution if
the first or "Pinger" method is tried us the valve operating com may coms
around and strike contoer of valwe plunger while being held in.

SR s



MLIH GEAR

There mny be a condition, usually rare, with Hydraulie Pressure
normal whore one, or the other of the Main Gear, Load and Fire Valves re-
fuse ta fire when L'mding Gear Handle is nlaced to "DOVN" position. On
one lmowm seension, this wos made to function by the following procedure,
which will bo included in this list, in ease it should ever be neaded
again. This may or may not work, but if it does, will save & "belly land-

j_.‘.lE;Tli

1. Try retracting ard lowcring Goeor several times to sec
4 J_ : E & :
if it will work. If not, rotroct Main Coar.

2. Clirb to fairly high altitude (10,000 t0-12,000') as
altitude will be lost-during "Bleeding" operztion.

S. Set Propellsr Governor C-mirols te full High Pitch (Low
'l - appreximately 13C0) with os much power os is safe;
not to gxccad 25" HG. above 6000' or 31" HG. below 60001,

4, Landing Gear Huudle to "UPY position.

5. Bleed Hydraulic Fressuro as LOI as possible (300 - 600:F)
by placing Dmergency Nose Goar Hnndle DOV ond pumping
Bral-es,

6. Vhile continuing "Bleudinpg" to hold Pressure as low os
passible, Main Londing Geor Hundle (ihite) to DOWAT pasitian.
If mal-fimctining ool his not released before 000! is
reachad, advonce RPM and Power and climb up to altitude,
Rapeat procedure, If not suceessful, a "belly loanding" is
indiecated. ‘ihen it is deeided that n "Belly landing! is
NCCCSEATY .

& Rotract pear. Leave Hain Landing Gear Hadle in "yp"

Pusltictl.
—

b. Ploce Emcrgoncy linse Gear Hundle “Duim".

e« Bleed syston as low as possible. (500 - 800;4)

d. Place Main Gear Handle in "DO'N" position.
HOTE: 4t this point the guod main gear may unlock
A o A . s A i = T 3
1f 1% is inpossible to bYSGd hydraulic pressurc low
enough. Obviously if this happens it will bo necessary

to RETRAGT all gear and make a full "belly landing".

2. Fump Nose Gear "DOGN" and "LOCKED" by hand pump.

HOTE: uccording to the Piletts Monusl, it iz bottor
o make a "belly landing" with Nose Gear DO and LOCKED.

I's Roburn nzin goanr handle o HEITRAL.

Seqoes



ENGINE FAILURE AT TARE-OFF

A. Probably the most serious emorgency which can arise during
talce~off is failurc of one or both engines. Action possible hy the
pilot in event of failure of both engines is very limited, therefore,
this discussion will be rostricted teo recormended procedure in svent of
failure of one engine.

1. If one engine should fail during the ground run of a
take-off, the imnediate result would be that the airplane would swsrve.
The pilot should immediately cut ths other engine and use the brukes as
much as possible. It will be impossible, even with a light load, to con-
tinue the take-off with one enpine.

2. Sudden failure of one engine during the short interwal
immediately after leaving the ground and before roaching the minimm specd
for flying on single engine will cause the airplane to become uncontrol-
lnble, ond if this talkes place, the pilot should cubt the other engine and
lond straight shead. It is not practicnl to state definitely the mini-
mm spead for single enpgine flying as this is determined to & larpe ex-
tent by the pilot's cnpabilities, the gross weight of the airplane, the
power avaidable from the remaining engine and the position of the landing
gear. The average pilot on the mlert and rsacbing quickly will be sble to
euntinue toke-off with a nomnl gross weight, the landing gear in the pro-
coss of retracting, if the nir spocd at the time of engince failure is not
less than approxinately Hﬁhﬁ.l—‘.ll. The airplane specd should not be
allowed to drop below the minimun of approximately 385 M.P.H. at any
time during flight on one cagine. is¢

5. Tho following actions on the part of the pilot, arrangod
in proper asequence, should enabls him to accomplish the most possible
in event of one engine failura.

f. Immediately apply all the rudder possible into the
rmning engine and at the some time banlk the airplanc with the rumning
engine down until a reasonable etraipht course can be nesintained.

b. Retract the landing gear if it is not already rotrached.
¢, Feather the propeller on the failing engine. This

noction should Be deliberate as it would naturally be disastrous to make

2 mistnke tnd feuther the running ongine. Also, there is always a baro

possibility that the failing cngine may pick up and start running again.

de Increcse tho power of the running enpine to the full-
ost extent possible but do not groatly cxcced rated take-off manifold
pressure as this will lead to dotonation with a conseguent loss of power.
Do not excecd rated manifold pressure at all if it is not necessary.

. Reduce rudder forces, which will be heavy, by usc of
the rudder trim teb, thercby enabling the flipht to continue on a
straight course with the wings nearly horizontal. Do not under any cir-
cumstanees permit the running engine to got above the foiling engine

- 13 =



while flying nt a slow speed, It is supgssted that 200 M.P.H. be the
minimum speed at which 2 tum is made into the failing enpine while at
low altitude.

£, If the pilotiis using T wing flap for take-off, it
will be necessary to raise the flaps as soon ¢s possible in order to
deeronse drag. Thiz will be a difficult operation at Low altitude and
at slow speeds. In order to provent loss of altitude when the flaps are
raised, it will be nccessary to counteract the loss of lift by immedi-
ately pulling the nose up. If conditions are eritieal, i.e., low nlti-
tude nnd slow spood, the fleps should Le raised in several steps or in-
cromente din order to avoid largs changes in either aspecd or altitude.

g+ Tne drag of the nirplane may bé further reduced, thero-
fore incrsacing sinple enginc perfomance, by cloging the cowl flap and
0il ceoler shutter an the engine with fie Peathered propeller.

4. "hon making o single engine landing it should be romem-
bered that the airplene eannot maintain altitude mm one enpine with the
landing gear exterded. Tha rudder trim tab used for single enpine flight
should be at least purtially reduced before landing to prevent high rudder
Porces when the one engine is throttled. It should also be pointed out
thot the pilot is in serious difficulty again if he commnletely svershoots
the landing field whilo on one engine with the lending gear down. On such
2 landing, the pilot should under ne circumstances permit the spoad to fall
below 155 M.P.H. until he is definitely sure of maleine the laonding.

e



HOSE GE..R UNLOCKED

There hove been several ocases whers - lose Vhesl is dowm but
lock pin does not insert (dus to faulty alignment). This is indiented
by warning horn when threttles are reterded and by position of Noso
Goar Indientor Instrument. Successful landings have been nccomplished
with no damage, by the following procedurs,

1. Move C. G. rearwnrd (within allowable limits) by mowving
ballnst or crew menbers rearword.

2. Co-pilot incroase hydraulic prossurc as high as possible
by Hand Fump (Usuolly about 1200 1bs.),

3. Mnke normul Twn-Foint (Hose Up) Landing on Main Gear as
close to end of run woy ns is consistont with safety. Co-pilot steadily
pump hand pump during entire londing run -nd keep hydraulic pressurc os
high a8 possible (Hydrualiec T'ressurn koeps Hose Gear from collapsing so
this is importont). Immodintoly aftcr landing, lower nose wheel gontly
for o slight tap on run way, =nd raise again slipghtly, holding »fT as long
agpossible. (This probably will tap Lock I'in in place). Use as mich of
runwny o8 possible without use of brakes, keeping control ecolumm nll the
way boeck. When neecssary, opply brakes smosthly, avoiding sudden ap-
pligation,

"IHMFORL.MT" when nirplane hes shopped, DO NOT MHOVE AGLIN UHTIL
HOSE GREAR LOCY PIN IS VISUALLY CHECKED. If the 1andInp Jolted it in
place = procced With normnl Taxi-in ©o linue., If Iose Gear still unlocked,
lock by some mechanicnl meons usunlly cesily accomnlished,

. Cheek hydrealie pressure for nornnl.
b. All “hite Painted Haudlos to WEUTR.L oxceph Llending Goor.

¢. Chock vhoels or pull emergency air brake and Helocase
Brakos (Important).

e

Cut angines,



