Emergency

Procedures

APU FIRE
If a fire occurs in the APU compartment, the following actions take place automatically:

1. Flight station APU warning lights glow.

2. Flight station & cabin APU/Engine Fire Warning horns sound. (In flight, only the flight station horn will sound.)

3. The APU solenoid fuel valve closes.

4. As the engine runs down, intake & exhaust doors close.

5. HRD fire extinguishing agent is discharged when the exhaust door is fully closed. 

NOTE

· If the exhaust door fails to close, the HRD extinguisher agent will discharge 20 sec. after the fire warning.

To operate the system manually, 

1. Operate the APU fire extinguisher manual release switch:

a. The APU fuel valve closes.

b. Intake & exhaust doors close

c. HRD extinguishing agent is discharged after exhaust door is fully closed.

NOTE: 

· If an APU Fire Warning indication is received after engines are running, perform the Emergency Evacuation Checklist.

USE OF APU IN FLIGHT
Must be:

< 20,000’

< 225 KIAS

If an APU start is to be attempted with the MDC bus failed & the MEDC bus powered:

1. Shift flight controls to BOOST – OFF

2. Pull the 3-phase power c/b for TR #3 (MEAC)

3. APU control switch – On or Start

· This allows the flight essential bus starter relay to close when sequenced by the APU start control system.  If these steps are not followed in the sequence given, the APU will not start, in which case the APU control switch must be placed to OFF, then back to start. 

FIRE OF UNKNOWN ORIGIN
1. *Alert crew, activate fire bill – Alerted (CP, TC)

NOTE: The copilot shall verify obstacle clearance with NAV/COMM.

2. *Cabin exhaust fan – OFF (FE)   (Bus B/Ext. Main DC)

NOTE: Securing the cabin exh fan reduces air circulation in the A/C, thereby aiding in locating the source of the fire.  If location found, isolate by pulling cb or securing the bus.

3. Smoke masks – As required (P,CP, FE)

4. Loitered engines – Restart (P, CP, FE)

If the source is not determined:

5. Bus A – OFF (FE)

WARNING: Copilot must select INS-1 for heading source & STBY GYRO for attitude

NOTE: Most tactical station lighting will be inoperative.

6. Elevator, rudder, & aileron boost levers – Pull (FE)

7. Bus B – OFF (FE)

8. Generator switch Nos. 2 & 3 – OFF (FE)

9. Left or right EDC – DUMP (FE)

10. Emergency descent – AS REQUIRED (P) (Flight idle, min differential, dump remaining EDC.)

11. Remaining EDC – DUMP (FE)

12. Emergency Transmission – AS REQUIRED (CP)

13. Essential bus switch – Off (FE)

NOTE: ICS will be inop, the outflow valve is available electrically.

NOTE: The outflow valve is available electrically.

If fire persists:

WARNING: Electrically operated flight instruments may be necessary for safe flight & power to them must not be shut off except as a last resort.

14. Generator switch No. 4 – OFF (FE)

SMOKE OR FUME ELIMINATION

1. Cabin exhaust fan switch – ON (FE)   (Bus B/Ext. Main DC)

2. Smoke masks – As required (P, CP, FE)

3. Descend – As necessary (P)

4. Depressurize

With electrical power available:

a. AUX VENT switch – Open (FE)     (MON AC/MON DC)

Without electrical power available:

a. Depressurize pneumatically (FE)  “12, 10, 28, MAX”
1) A/C alt – Not above 12,000’

2) Cabin alt – Set 10.000’

3) BAR CORR knob – set 28 in. HG

4) Rate knob – MAXIMUM

If smoke or fumes persist:

1. Free-fall chute/sono chute #4 – Open (OBS)

2. Overhead smoke removal door – Open (FE)

3. Reduce airspeed (170 knots max) (P)

4. Starboard emergency exit – Open (OBS)

WARNING: Never open a vent or emergency exit in the flight station before there is an opening in the cabin.  Pressure buildup in the cabin (~1 ½ inches HG) makes opening of a vent or door more difficult.

WARNING: Keep hands clear as the negative pressure over the wings tends to seat/reseat the hatch prematurely.

RESTORING ELECTRICAL

POWER

1. Oxygen selectors – Off (P, CP, FE)

2. Affected equipment – Disconnect (FE)

3. Electrical load – Reduce to minimum (FE/CABIN)

4. Sync Servo switches – As required (FE)  

5. Generator switches (one at a time) – ON (FE)

6. Bus monitoring switches (one at a time) – On (FE)

7. Electrical load – Restore as required (FE)

8. Start selector – Off (FE)

9. Cabin exhaust fan switch – On (FE)  (Bus B/Ext. Main DC)

10. Sync system – Set (FE)
PRESSURIZATION LOSS

If cabin altitude exceeds 10,000 feet, the flight station shall:

1. *Don smoke masks

2. *Alert Crew

Regardless of cabin altitude, continue with the following steps:

3. Verify obstacle clearance.

4. Investigate pressurization loss.

EMERGENCY

DEPRESSURIZATION

With electrical power available:

1. *AUX VENT switch – Open (FE)  (MEAC/MEDC)

2. *Outflow valve switch – Open (FE)  (FEAC)

3. *EDC’s – Dump (FE)

4. *Aux Vent switch – Close at 1-inch differential (FE) 

Without electrical power:

5. *Free-fall chute #4 – Open (OBS)

RAPID DECOMPRESSION

May commence as a result of a landing gear scissor switch malfunction and can be recognized by a loss of spread on both EDC’s and the autopilot (if engaged).

1. *Pressurization ground check switch – TEST (FE)

2. *Ground air-cond switch – ON (FE)

NOTE: Manual modulation of the outflow valve may be required initially to minimize cycling.

Once press is regained:

3. Ground air sensing circuit breaker – PULL (FE)

4. Press ground check switch – Normal (FE)

CAUTION: In the event of scissor switch failure & performance of the above procedure, the ground air sensing circuit breaker should be reset after landing rollout.

EMERGENCY DESCENT

DESCENT WITH LANDING GEAR EXTENDED

1. *Autopilot – Disengaged (P)

2. *Power levers – FLIGHT IDLE (P)

3. *Landing gear lever – As required (CP)

4. *Airspeed – As required (P) 

(300 kts when possible below FL245 and Mach limit dive speed above FL245)

5. *Pressurization – As required (FE)

NOTE: Flight station shall verify obstacle clearance and altimeter setting.

BRAKE FIRE

If a brake fire  occurs after abort, landing or taxiing:

*1.   Request ground fire fighting equip (CP)

*2.   Stop the aircraft

NOTE: Stop the aircraft using reverse thrust and the good brake.  In order to keep the aircraft straight, the nosewheel must be used to counteract the aircraft’s tendency to turn into the applied brake.  Once the aircraft is stopped, the nosewheel must be held straight ahead and the parking brake set using only the good brake.

3. RPM switch (engine over burning wheel) – Normal (FE)

4. Power (engine over burning wheel) – Approx. 1000 SHP (P)

NOTE: Increase power on the engine over the burning wheel in an attempt to extinguish the fire.

On arrival of ground firefighting equipment:

5. Complete Emergency Evacuation Checklist – (CP)

NOTE: Evacuate crewmembers using the overwing exit opposite the fire.  All crewmembers are to stay a safe distance away from the aircraft.  It is preferable to stay well behind the aircraft.  If a wheel explodes because of repid cooling, the fragments tend to fly out sideways from the wheel. (A tire may also explode from the heat of the fire.) Do not use CO2 directly on the wheel as this may cause it to shatter.

ENGINE FIRE ON THE GROUND

NOTE:  If conducting a maximum power check in accordance with applicable maintenance manuals as part of a maintenance check, the power levers shall be retarded to flight idle if the fire warning activates.  Engine Fire on the Ground Procedures shall be executed if the fire warning continues.

NOTE:  During single-engine driven generator operations, both HRD bottles shall be discharged and control tower notified prior to pulling emergency shutdown handles(s).

*1.   E-handle – Pull (FE)

*2.   HRD – Discharged (P, FE)

3. START button – Pull (FE)

4. Control tower – Notified (P, CP)

5. Oil tank shutoff valve c/b – Set (FE)

6. Flaps – Takeoff (CP)

Confirmed fire only:

7. Alternate HRD – Discharge (FE)

8. Complete Emergency Evacuation Checklist – (CP)

ENGINE FAILURE DURING TAKEOFF

Prior to reaching Vr

· The power levers must not be retarded from the flight range when on the ground until speed drops below 135 knots, or may get pitchlock or decoupling. 

· Prior to reaching Vr – Pull power levers to ground range, when Beta lights come on, use reverse thrust & brakes to decelerate.  Avoid hard braking above 120 knots.  Maintain direction with rudder.

WARNING: A partial power loss may be the result of an undetected overspeed.  If further evaluation of engine operation dictates, or control difficulties are encountered, the e-handle should be pulled.

CAUTION: Brakes should be released immediately after stopping if hard braking has been used.  Use brakes sparingly during subsequent taxi to allow heat to dissipate.

ENGINE FAILURE DURING TAKEOFF

After reaching Vr

NOTE: If the automatic feathering system is operative and has been armed, the prop should feather automatically when the power drops below 500 lbs thrust.  If manual feathering is required, the flight engineer pulls the E-handle for the failed engine at pilot command.

1. Use rudder to maintain directional control. Full aileron away from the failed engine may be necessary to maintain wings level.

2. Hold the control column slightly forward for increased directional control.

3. When the a/c accel to VRO, rotate to reach the 3-engine climbout speed V50 (3 engine) by 50 feet.  After lift-off, raise the wing with the inop engine sufficiently to optimize control & climb performance (up to 5 deg if necessary.)

4. When a definite rate of climb has been established & at pilot command, the c/p will raise the landing gear.

5. After gear is up & obstructions cleared, accel to a min of 140 knots prior to repositioning flaps.  Prepare for landing pattern entry or raise the flaps & accel to 3-engine climb airspeed (190 knots), as desired.

6. Confirm engine/prop indications & commence Emergency Shutdown Procedures.  

7. The pilot calls for power reduction when advisable.  The FE sets the power as requested.

PROPELLER MALFUNCTION

Below Vr

1.  E-handle the effected engine as the power levers are being retarded towards flight idle.

· Pitchlocking is the most serious malfunction likely to occur.

· If RPM stabilizes above 103.5, assume pitchlock.

· Going to flight idle results in more than normal flight idle thrust, increasing stopping distance.

· Asymmetric thrust will cause the aircraft to yaw.

· Retarding the power lever into the reverse range further increases the forward thrust, aggravating the tendency to yaw.

· If a prop malfunction is detected below refusal speed: the E-Handle shall be pulled as the power levers are retarded toward Flight Idle, and the takeoff aborted.

WARNING: Excessive delay in retarding the power levers increases stopping distance.  However, rapid retardation of the power levers into the Beta range before securing the engine may result in severe directional control problems.

PROPELLER MALFUNCTION

Above Vr

1. Continue the takeoff.

2. After reaching a safe altitude, take appropriate Propeller Malfunction procedure action.

· In case of an overspeed, it must be recognized that excessive airspeed tends to aggravate the overspeed and/or the loss of torque, however, insufficient airspeed decreases the effectiveness of the flight controls & has an adverse affect on the ability of the pilot to counter yawing & rolling forces caused by high windmilling drag.

PROPELLER MALFUNCTIONS

DURING LANDING

· If a beta light fails to come on when power levers are moved into ground operating range (start position):

1. Flight Engineer announces the fact

2. If swerve occurs, pull the E-handle on the affected engine.

3. Use reverse thrust & brakes to stop.

TIRE FAILURE DURING TAKEOFF

· If below Vr, stop the a/c by moving the power levers to GROUND IDLE, maintaining directional control with brakes & asymmetrical power.  Avoid using NWS until speed drops below 50 knots.  Use reverse thrust as necessary.

· If above Vr, continue the takeoff but do not retract the landing gear. 

GENERATOR FAILURE

(Warnings and Notes)

WARNING: If the gen switch must be left in the OFF position because of a generator malfunction and the GEN MECH light is on (steady or intermittent), execute the Emergency Shutdown Procedure.

WARNING: A tripped Gen #4 Aux Cont CB located on FEDC will disable Gen #4 from assuming any part of the a/c electrical load and does not cause the light to illuminate.  The loss of Gen #2 or #3 will cause the electrical load to be placed on a single Gen and load monitoring will be activated if either the Prop or Emp De-ice systems are activated.

NOTE: If lose MEAC buss – Automatic power switch-over to FEAC in order to provide power for the pilot & copilot red instrument lights, FDI’s & vert. gyro.

NOTE: If MEAC is lost & MEDC bus is still energized, the POWER SENSING relay c/b on the MEDC bus panel must be deenergized or there will be no TIT indication when the engine start selector is operated.

NOTE: With loss of MEAC bus, info displayed on the copilot FDI with INS-2 selected will be unreliable because of loss of synchro-excitation voltage.  Standby gyro shall be selected by both the pilot & copilot.

GENERATOR RESET PROCEDURES

1. Generator switch – OFF (FE)

2. Generator Control CB for respective Gen (MEDC) – Pull and reset (FE)

3. Gen switch – ON (FE)

WARNING: A generator light that remains on steady may be indicative of a feeder fault, supervisory panel malf., generator flywheel diode malf., or generator bearing failure.

NOTE: If the gen light goes out momentarily and comes back on, the generator has a recurring malfunction.

If the GEN OFF light remains on steady or goes out momentarily and comes back on:

4. Generator switch – OFF (FE)

NOTE: Ensure GEN 4 AUX CONT and/or GEN 4 TRANS CBs are set appropriately.

5. Continue engine operation.  This mission should be aborted.

APU IN FLIGHT

WITH ALTITUDE AUTOMATIC LOAD MONITORING

Single engine-driven generator – Lose the following: (heaters, eaters & feeders)  

1. Floor & wall heaters

2. Side windshield heat

3. Galley power



4. Bus A electronic feeders

5. MDC electronic feeders 

(Monitored when prop or emp deice is activated.)

APU only < 8,000’ – Same as single engine-driven generator.

APU only > 8,000’ – Complete load monitoring whether or not deice selected.

· Additional loads lost:

1. Emp deice system

2. No. 1A Hydraulic pump

3. Electronic feeder #1 (P-3 A/B)

· To get emp deice back, manually monitor:  (“5 pumps & a blowjob”)
1. No. 1 & 2 hyd pumps (boost out)

2. 3 fuel boost pumps

3. Cabin exhaust fan 

ENGINE FAILURE

· E-handle the engine & retrim for continued flight

· Shutdown the engine for any of the following: “VPFOOTC”
1. Extreme or abnormal engine Vibration.

2. Excessive or uncontrollable Power loss.

3. Actuation of the Fire warning system.

NOTE: Operating at high power settings, high AOA, and low airspeeds may induce a valid engine fire warning.

4. Sudden or uncontrollable rise in Oil temperature.

5. Gear case or engine Oil pressure becomes low or excessive.

6. TIT increases & cannot be controlled.

7. CHIPS light (unless an emergency requiring power exists.)

WING FIRE

· Execute the engine shutdown procedure.

RESTORING OIL TO A

SHUTDOWN ENGINE

· If oil has been secured & the prop remains in a fails-to-feather condition, aircrews must carefully consider potential hazards prior to deciding whether oil should be restored (i.e., reintroduction of a fire source versus possible gearbox failure).

WARNING: Waiting too long to restore oil to a prop that has failed to feather may result in fire when oil is reintroduced as a result of heat buildup in the reduction gearbox.  Flightcrews electing to restore oil should do so as soon as they determine the engine has cooled to the point that reintroducing the initial fire source is not likely.  Such a decision requires flightcrews to weigh conflicting requirements.

Flightcrews shall use the following procedures if restoring oil is elected:

1. Pull both emergency shutdown c/b’s (MON DC) for the affected engine.

2. After waiting a minimum of 10 seconds, pull the corresponding oil tank shutoff valve c/b (MON DC).
3. Reset both emergency shutdown c/b’s (MON DC).
“TD” SYSTEM MALFUNCTION

If TIT, fuel flow & SHP begin to fluctuate assume TD malfunction and:

1. Move the TD control switch of the affected engine to NULL.

If this corrects the problem, continue operation & monitor TIT.

EMERGENCY SHUTDOWN

 PROCEDURE

1. *E-handle (on pilot command) – Pull (FE)

2. *HRD (Fire only) – Discharged (P, FE)

3. Crossfeed & boost pumps – Checked (FE)

4. Propeller – Feathered (P, CP, FE)

5. Oil tank shutoff valve c/b – As required (P, FE)

WARNING: The oil tank shutoff valve c/b should not be reset unless the engine is secured for a fire or an oil leak.  Because of potential failure of the reduction gearbox, consider maintaining oil to an engine when the propeller has failed to feather.

6. Alternate HRD (confirmed fire only) – As required (P, FE)

WARNING: Do not release the alternate HRD until it is determined that the first charge has not extinguished the fire.  If the fire does not extinguish after the second HRD, consider attempting to extinguish the fire by increasing airspeed.

7. Feather button light – Out (FE)

8. Tank 5 transfer valve (failed engine) – Closed (FE)

9. Power lever (failed engine) – Full forward (FE)

10. SYNC MASTER switch – As desired (FE)

11. SYNC SERVO switch (failed engine) – Off (FE)

12. APU – As required (FE)

SHIFTING TO BOOST OFF 

IN FLIGHT

Shift boost off if:

· Flight controls seem to be immovable or require abnormally high force.

· The a/c starts nosing up or down, rolling or yawing & application on controls is ineffective.

WARNING:  In certain flight control related malfunctions, shifting to Boost Off will not correct the problem and may result in serious control difficulties.

1. Attempt to obtain a safe altitude

2. Set Condition V

WARNING: If the trim tabs have been moved several degrees away from the normal trim position, the aircraft may react violently when shifting to boost off.

3. Disconnect the Autopilot

4. Trim tab setting – Check for normal position.

If abnormal force is still present:

5. Booster shift handle – Pull

WARNING: Be prepared to immediately return to boosted flight control operation if control of the aircraft is diminished.  Avoid force on the affected controls while shifting to prevent a sudden change in control surface position when the boosters are turned on or off.

If unable to shift for any reason:

6. Shift the other two control systems to boost off.

7. Turn off all AC hydraulic pumps.

8. Pull the shift control for the malfunctioning system.  If the shift cannot be completed, leave hyd pressure off for the remainder of the flight.

9. If the shift is completed, reestablish a/c hyd pressure & return the other two control systems to boost-on operations.

STUCK FUEL QUANTITY

 INDICATOR

CAUTION: When testing the gauges, do not allow the gauges to drive all the way to zero, or damage to gauge calibration may result.

1. Fuel gauge test switch – Test (FE)

2. Lightly tap the fuel quantity indicator – (FE)

WARNING: If a quantity indicator c/b trips, do not reset.

3. Check fuel quantity indicator c/b – (MEAC/Bus A) (FE)

WARNING: Connecting or disconnecting connector plugs may cause a 115-volt electrical arc to be generated inside the fuel tank under certain system failures conditions.

4. Start a fuel log – (FE)

5. Do not conduct further troubleshooting.

FUEL QUANTITY INDICATOR

GOES OFF SCALE

NOTE: A faulty quantity gauge test switch or relay may fail energized.  If all fuel quantity indicators begin to drive toward zero, pull fuel quantity system test CB (EMDC).

1. Both flight station & fueling panel quantity indicator circuit breakers (MEAC/Bus A) – Pull
WARNING: Connecting or disconnecting connector plugs may cause a 115-volt electrical arc to be generated inside the fuel tank under certain system failure conditions.

2. Start a fuel log – (FE)

3. Do not conduct further troubleshooting.

FUEL BOOST PUMP FAILURE

· Fuel boost pump failures are generally mechanical in nature, which may lead to electrical or thermal protective device actuation.  A normally operating fuel boost pump is capable of overriding the effects of aeration during climb.  Fuel aeration alone will not disable a fuel boost pump.

· Fuel aeration effect combined with an inoperative fuel boost pump has caused engine power loss to be experienced during climb-out or initial phase of cruise.  This combined condition causes a gradual power loss on the affected engine at approximately 13,000 feet, but may vary with the prevailing fuel temperature in the tank (the higher the fuel temperature, the lower the altitude at which the gradual power loss occurs).

NOTE: Complete power loss occurs if the climb is continued under these circumstances.

· Once fuel tank pressure has stabilized and excess air has escaped from the fuel, loss of a fuel boost pump has no effect on engine operation with maximum power settings at altitudes up to 30,000 feet.

FUEL BOOST PUMP FAILURE

IN A CLIMB
If get a BOOST indicator light during climb:

1. Verify pump failure and establish crossfeed (FE)

2. Inoperative boost pump switch – OFF (FE)

3. Boost pump control CB – PULL (FE)

4. Continue climb.

5. After sufficient time at cruise altitude, discontinue crossfeed and monitor engine operation.

If the engine operates satisfactorily, continue the mission.  If not, continue as follows:

6. Return to crossfeed operation.

7. Wait several more min & repeat step 5.  If repeated attempts produce unsatisfactory results, continue crossfeed operation.

NOTE: Adjust mission as necessary.  If the mission can be accomplished at lower altitude, descend until the engine runs satisfactorily in the tank-to-engine configuration.

TRANSFER PUMP FAILURE

TANK 5

Indicated by the PRESS LOW indicator light & the tank 5 quantity gauge showing fuel available.

1. Inop transfer pump switch – Off (FE)

2. Transfer pump c/b’s – Pull (FE)

3. Reduce tank 5 fuel to 3,000-lb. level with operating pump.

4. Close transfer valves & allow fuel quantity in each wing tank to drop 250 lbs.

5. Open all transfer valves & lower the fuel level in tank 5 by 1,000 lbs.

6. Repeat steps 4 & 5 until tank 5 is empty.

NOTE:  Some fuel may be trapped & may be recovered by nosedown attitude.

If both pumps fail:

1. Turn both tank 5 pumps off.

2. Ensure Tank 5 transfer pump c/b’s are pulled.

3. Determine zero fuel weight

4. If max zero fuel weight is not exceeded, adjust mission as necessary.

5. If max zero fuel weight is exceeded, continue:

a. Dump fuel until below max zero fuel weight

b. If max zero fuel weight is exceeded, do not exceed 2.1g’s, avoid turbulent air, ABORT MISSION & land.

FUEL DUMP PROCEDURE

1. Maintain airspeed – 140 to 300 knots

2. Aft observer – Posted

3. Flaps (recommended) – Up

WARNING: Fuel dumping is prohibited with wing flaps extended beyond the takeoff/approach position. 

4. Affected equipment: VHF – OFF, HF-1 & 2 – STANDBY

· TACAN – REC MODE

· IFF interrogator – OFF

· IFF transponder – STANDBY

· Radar – STANDBY

· Chaff/Flare dispenser – OFF

5. Fuel transfer valves – CLOSED

NOTE: If the fuel x-fer valves are shut off during fuel dump, a lower landing gross weight is affected as a result of fuel burnout from the main tanks.

6. Fuel dump switch – ON

7. Tank 5 gauge – MONITOR  (Approx. 1000 lbs./min.)
8. Fuel dump switch – OFF

9. Tank 5 transfer pumps – OFF

10. Affected Equipment – AS REQ’D

PROPELLER

MALFUNCTIONS

(First 6 steps)

“I Scare My Grandma To Death”

WARNING: Vibrations, prop fluid leaks, and/or Prop pump lights indicative of impending prop failure

WARNING:  Overspeed above 115% reduce airspeed as rapidly as practical but not less than 150 KIAS.

1. Smoothly advance (Increase) power levers toward cruise & Increase TAS noting engine indications.

a. If RPM was less than 100%, & advancing power causes RPM to go to 100% with increase in SHP, the prop is pitchlocked w/o overspeed.  Perform Pitchlocked W/O Overspeed procedure.

b. If RPM remains onspeed, continue engine operation throughout landing evolution.

c. If prop is offspeed, proceed as follows:

2. SYNC SERVO switch (affected prop) – Off (FE)

3. SYNC MASTER switch – AS REQUIRED (FE)

4. Gen switch (if RPM exceeds 109%) – Off (FE)

CAUTION:  Due to excessive RPM, the EDC’s may produce smoke or fumes. If detected, consider dumping the respective EDC.

5. If RPM is fluctuating, TEMP DATUM CONTROL switch – NULL

a. If RPM is flux & directional control is affected, consider performing Operation w/ a Pitchlocked Prop procedure.

WARNING:  This procedure may decrease available range. RPM near 106% power loss around 2500 SHP.

b. If flux is not corrected continue with step 7.

6. Determine if pitchlocked by increasing TAS.  With increase in TAS, the prop is pitchlocked if any of the following occur:

a. RPM increases & SHP decreases (SHP will be 0 or wandering if decoupled)

b. RPM stabilizes at the fuel topping governor (104.2 – 106.7)

INDICATIONS OF A 

PITCHLOCKED PROPELLER

Coupled:
With an increase in TAS, prop is pitchlocked if any of the following:

· RPM increases & SHP decreases (SHP will be 0 or wandering if decoupled)

· RPM stabilizes at the fuel topping governor (104.2 – 106.7)

Decoupled:
· SHP near 0 or wandering

· Fuel flow approx. 600 lbs./hour – TIT approx. 550o
· Increase in RGB oil pressure

· RPM extremely sensitive to changes in TAS

PITCHLOCK WITHOUT

OVERSPEED

· Certain malfunctions of the pitchlock regulator can cause a prop to pitchlock in the governing range without an overspeed condition.  In this circumstance, retarding the power lever produces a decrease in RPM, but moving the power lever forward again causes RPM to increase only to 100%.  Continued forward movement of the power lever will cause the SHP indication to increase.  If this condition occurs, continued operation is permissible.

CAUTION: Do not permit RPM to drop below 95%

· When in the terminal area & at a sufficient distance from the field to allow for power & control changes prior to landing, pull the emergency shutdown handle.

PROPELLER FAILS

TO FEATHER

“Big Button, Little Button, Alternate Bus, Breaker”

1. Ensure feather button in (FE).

2. Push feather pump pressure cutout override (FE).

3. Select alternate bus for propeller #1 or #4 (FE).

4. Check propeller feather circuit breakers IN (FE).  (MEDC or EXT MAIN DC)

5. Decrease airspeed initially toward a minimum of 150 knots (P). 

NOTE: Subsequent airspeed selection should be based on aircraft gross weight & controllability. 

6. If feather button light remains on, pull propeller feather c/b’s (FE).

NOTE: If the propeller remains in an overspeed condition, refer to OPERATION WITH A PITCHLOCKED PROPELLER PROCEDURES.

OPERATION WITH A 

PITCHLOCKED PROPELLER

1. SYNC SERVO (all) & SYNC MASTER switches – OFF (FE)

2. FUEL GOV & PRO PITCHLOCK switch (affected prop) – TEST (FE)

3. SYNC SERVO switch (affected prop) – NORMAL (FE)

4. Gen switch for affected engine (if RPM exceeds 109%) – OFF (FE)  

CAUTION:  Due to excessive RPM, the EDC’s may produce smoke or fumes. If detected, consider dumping the respective EDC.

5. If not decoupled, proceed to step 9.  If decoupled, proceed as follows: WARNING
6. Prop RPM – Adjust TAS to maintain 115% or less if possible (P)

7. Power lever (affected engine) – FULL FORWARD (FE)

When clear of the active runway:

8. FUEL & IGNITION switch (affected engine) – OFF (FE)

9. If not decoupled:

WARNING:  Do not allow SHP to go negative.  Reduce TAS in order to increase SHP if necessary.

WARNING:  Limit the use of bleed air from the affected engine to engine anti-ice only.

10. Power lever (affected engine) – Adjust power and/or TAS to maintain approx. 100% RPM

11. NTS/FEATHER VALVE switch – FEATHER VALVE (FE)

WARNING:  Do not allow RPM to drop below 95%.  Increase TAS, alt and/or power to increase RPM.

NOTE:  The following factors should be considered before fuel chopping . . .

Consider the 3 outcomes (Good, Bad, Ugly) CAUTION  WARNING  CAUTION  
12. FUEL & IGNITION switch – OFF (FE)

If the prop/engine goes to a stabilized NTS, the e-handle should be pulled.

13.  Power lever (affected engine) – FULL FORWARD (FE)

CRACKED FRONT

WINDSHIELD

“De-Heat, De-Helmet, Determine”

1. Turn off heat of affected panels.

2. Helmets on, visors down (P, CP, FE)

3. Determine which of the glass layers is cracked:

a. Outer – Do not exceed 240 knots below 10,000’

b. Middle (structural) – Slow to 240 knots, cabin diff pressure to 2.0 in. & make normal descent to 10,000’ or lower

NOTE: Maintain 2.0 inHg press differential until reaching the final app phase

c. Inner – Turn windshield heat to LOW (helmets may be removed)

NOTE:  If unable to determine, perform step 3 b.  

CRACKED SIDE WINDSHIELD

If the side windshield cracks in flight, use the following procedure:

1. Turn side windshield defogging off.

2. If crack is in one layer, normal flight profile is permitted.

3. If unable to determine if crack is in one pane only or if crack is in both panes, reduce cabin differential pressure to 2.0 inches Hg & make a normal descent to 10.000’ or lower.

CRACKED SKYLIGHT OR 

CABIN WINDOWS

If a skylight or cabin observer window cracks in flight, use the following procedure:

1. Determine if the crack is in outer or inner pane:

a. Outer pane – Reduce cabin differential pressure to 2.0 inches Hg & make a normal descent to 10,000’ or lower.

b. Inner pane – No action required.

2. Evacuate crewmembers from immediate area if crack is in outer pane or if undetermined.

CRACKED FLIGHT STATION ESCAPE HATCH OPTICAL WINDOW

1. Reduce cabin differential pressure to 2.0 inches Hg & make a normal descent to 10,000’ or lower.

2. Evacuate nonessential cremembers from immediate area (electronic rack A1)

WINDSHEAR ESCAPE

PROCEDURE

*1.  Apply maximum power

*2.  Set & maintain approx. 10˚ of noseup pitch on the attitude indicator.

WARNING:  Any attempt to recover loss of airspeed by decreasing pitch or allowing the aircraft nose to fall through is not recommended.

*3.  Select landing gear up.

*4.  Do not change the flap position until the a/c has exited the windshear.

Indications of windshear:

· +/- 15 knots airspeed

· +/- 500 fpm vertical speed

· +/- 5 deg. pitch attitude

· +/- 1 dot glideslope deviation

· Unusual power requirements

SPLIT FLAP MALFUNCTION

*1.  Regain control of the aircraft.  If the aircraft is uncontrollable, reset the flap position to the previous position.

*2.  If the a/c is controllable, land with the flap handle in the selected position.

3.  If a safe landing cannot be made, climb to a sufficient altitude in order to determine minimum approach and landing speeds during a slow flight check.

4.  Visually inspect flaps for position & damage.

WARNING: During slow flight, determine the best airspeed where aileron and rudder can be used to turn the aircraft in either direction.  Rapid or large power increases during slow flight will increase corrective control requirements and minimum control airspeeds.

NOTE:  Any change in slow flight airspeed versus controllability may be indicative of a further flap split.  If this occurs, another slow flight check should be conducted.  Flap position should be monitored visually by aft observers following the slow flight check until just prior to landing to ensure that no further flap movement occurs.

5.  Select a runway that offers an extended final with no lateral & vertical hazard & minimal crosswind.

WARNING:  High-speed/high-power setting approaches may negate the 153 KIAS/power lever switch activation features.  Ensure that the Landing checklist is complete.

PROPELLER MALFUNCTIONS

DURING LANDING

If a beta light fails to come on when power levers are moved into ground operating range (start position):

1. FE announces the fact.

2. If swerve occurs, pull the e-handle on affected engine.

3. Use reverse thrust & brakes to stop.
