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PURPOSE.

What is the Purpose of This Advisory Circular (AC)? This AC provides guidance and
standardized methods for meeting the training requirements outlined in Title 14 of the
Code of Federal Regulations (14 CFR) Part 91 Subpart N, Mitsubishi MU-2B Series
Special Training, Experience, and Operating Requirements, for Mitsubishi MU-2B
aircraft. The new part 91 subpart N mandates training, experience, and operating
requirements to ensure the highest level of operational safety for the Mitsubishi MU-2B
series airplanes. This AC describes an acceptable means, but not the only means, of
complying with the requirement that all training and checking for the MU-2B aircraft
must be conducted in accordance with a Federal Aviation Administration
(FAA)-approved training program. This AC is not mandatory and does not constitute a
regulation; however, it may be used by training providers to meet the requirements of
part 91 subpart N. Training providers may also use this AC as a reference for developing
their own MU-2B training programs to submit for FAA approval pursuant to the
requirements of part 91 subpart N.

BACKGROUND.

SFAR 108 Issuance. In 2008, the FAA published SFAR 108 to mandate flight training
and experience requirements for operators of the Mitsubishi Heavy Industries, LTD.
(MHI) MU-2B twin turboprop aircraft. The rule became effective in 2009 and does not
have an expiration date. The flight training and experience requirements were based on
an FAA safety evaluation of the aircraft, which has unique control surfaces and
characteristics. There is a fleet of approximately 300 aircraft operating today in
accordance with 14 CFR parts 91 and 135. In the 20 years leading up to SFAR 108, the
MU-2B series aircraft experienced 80 accidents with 40 fatalities. Since the effective date
of SFAR 108, there have only been two fatal accidents. In addition to experience and
annual training requirements for pilots, SFAR 108 mandates training curriculum and
flight profiles for operators and training providers.

SFAR 108 Evaluation. Following the issuance of SFAR 108 on February 5, 2008, with a
compliance date of February 5, 2009, Mitsubishi Heavy Industries America, Inc. (MHIA)
began an evaluation to identify errors in flight profiles published in SFAR 108. At that
time, MHIA notified the FAA of at least one error in procedure in the One Engine
Inoperative Maneuvering/Loss of Directional Control (Minimum Controllable Airspeed
with the Critical Engine Inoperative (Vmc) Demonstration) profile.
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3.1

3.2

Continuous Descent Final Approach (CDFA) Use. Since the publication of SFAR 108,
the FAA has approved the use of CDFA procedures in all training programs, including
the training programs for the MU-2B. The MU-2B FAA Flight Standardization Board
(FSB) subsequently included CDFA profiles in its FSB Report for use in MU-2B training
programs. Because the FAA had not included CDFA procedures in SFAR 108, pilots
were not permitted to train on these procedures or operate the aircraft consistent with
them.

Revision of Procedures and Programs. In 2012, the FAA revised its stall recognition
and recovery procedures for all aircraft and all training programs by removing the
emphasis to ensure a “minimum loss of altitude” when performing stall training
maneuvers and by emphasizing a positive reduction in angle of attack (AOA) procedure
as the proper stall recovery method (refer to the current edition of AC 120-109, Stall
Prevention and Recovery Training). The FAA also introduced the use of “startle factor”
training through the use of the autopilot during stall recognition and recovery practice in
all aircraft training programs. However, until now, the FAA had not included the
“startle factor” training requirements in MU-2B training programs.

Flight Training Profiles. The MU-2B flight training profiles included in Appendix A,
MU-2B Training Program, of this AC are now consistent with FAA policy on stall
recognition and recovery procedures essential to proper MU-2B training and safety of
flight.

APPLICABILITY.

Who Does This AC Apply To? Part 91 subpart N and this AC apply to all persons who
operate the Mitsubishi MU-2B series airplane, including those who act as pilot in
command (PIC), act as second in command (SIC), or other persons who manipulate the
controls while under the supervision of a PIC. Part 91 subpart N and this AC are also
applicable to those persons who provide training and checking conducted in the aircraft,
as well as currency and experience for the Mitsubishi MU-2B series airplane. A single
standard of training, checking, and currency to all MU-2B operations, including part 91
operations, is necessary to achieve safety. The part 91 subpart N requirements are in
addition to the requirements of 14 CFR parts 61, 91, 135, 141, and 142.

What is the Approval Process for a Training Program? Part 91, 8 Section 91.1705,
Required Pilot Training, states that only training programs approved by the Administrator
may be used to satisfy the standards of part 91 subpart N. Part 91 subpart N, Preamble
Section 111, Discussion of Final Rule (81 FR 61583), states that training providers may
submit the most current version of Appendix A of this AC for training program approval.
Appendix A specifies a training program curriculum that meets the requirements of

8 91.1705(h) and meets the standards for FAA approval. Appendix A may be
electronically submitted to the FAA as a proposed training program for approval.
Alternate means of compliance must also be approved by the FAA. If alternate
compliance is sought, air carriers under part 135, program managers under part 91
subpart K (part 91K), and parts 91, 141, and 142 training providers (i.e., operators and
training providers) must demonstrate that the proposed alternate means meets the
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standards of part 91 subpart N. Analysis, demonstrations, proof of concept testing,
Differences documentation, or other evidence may be required. If the means of
compliance in Appendix A is submitted as a proposed training program, it must conform
to it in all significant respects.

1. The proposed MU-2B training program must include factory type design
Differences as specified in part 91 subpart N, as applicable to the training
and/or operation. The FAA recommends that where MU-2B Differences in
addition to factory type design differences are applicable to training and/or
operation, the Differences specified in the MU-2B series FSB Report be
included in the training provider’s proposed MU-2B training program.

2. The Administrator may require revision of an approved MU-2B training
program at any time. An operator or training provider must present its
approved training program and FAA approval documentation to any
representative of the Administrator, upon request.

3. In order to provide subpart N of part 91-compliant instruction under an
approved training program, each MU-2B qualified instructor must be an
authorized instructor of an operator under parts 91K, 135, 141, and/or 142, or
be named on the letter of authorization (LOA) approving an MU-2B training
program for a part 91 training provider.!

3.2.1 Operators and Training Providers Under Parts 91K, 135, 141, and 142.

3211 Proposed Training Program Submission. Operators and training providers
may submit their proposed training program to their principal operations
inspector (POI) or Training Center Program Manager (TCPM) for approval
and inclusion in their approved training curriculum.

3.2.1.2 MU-2B Training Program Submission. Operators and training providers
may submit an MU-2B training program that meets the content requirements
of part 91 subpart N and include any Differences specified in the MU-2B
series FSB Report applicable to the operator’s MU-2B training. This proposed
MU-2B training program may be submitted in accordance with existing
FAA approval process guidance for training programs.

3.21.3  MU-2B Instructors. MU-2B qualified instructors are authorized instructors
in accordance with the operator or training provider’s approved training
program.

3.2.2 Part 91 Training Providers.

3221 MU-2B Part 91 Subpart N Training. All MU-2B part 91 subpart N training,
including those conducted under part 91, must be conducted in accordance
with an FAA-approved training program. The term “part 91 training provider”

! The term “part 91 training providers” refers to training providers providing training under part 61 authority in a
part 91 operation.
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refers to training conducted under part 61 authority in a part 91 operation.
Part 91 training providers may submit a proposed training program to their
jurisdictional FAA Flight Standards District Office (FSDO), who will then
forward the proposed training program to the Flight Standards Service (AFS)
General Aviation and Commercial Division (AFS-800) for approval. With
AFS-800 approval, the jurisdictional FSDO will issue an LOA to the part 91
training provider, if it is determined that the proposed training program meets
the standards of part 91 subpart N. Training programs approved for part 91
training providers will be approved for 24 calendar-months, unless superseded
or rescinded prior to the approval expiration date.

1. Any proposed MU-2B training program that differs substantially
from the training program curriculum presented in Appendix A of
this AC must be coordinated with AFS-800 and the Kansas City
Aircraft Evaluation Group (AEG) prior to FAA approval.

2. With AFS-800 approval, the jurisdictional FSDO will issue an
LOA to the part 91 training provider, if it is determined that the
proposed training program meets the standards of part 91
subpart N.

3. Means of compliance must conform to Appendix A in all
significant respects. Proposed training programs that differ from
the program described in Appendix A may be submitted as an
alternative means of compliance if it meets the standards of part 91
subpart N.

3.2.2.2  Qualified Instructors. For part 91 training providers, MU-2B qualified
instructors are listed by a certified flight instructor (CFI) certificate on the
LOA approving the part 91 subpart N MU-2B training program. The FAA
may request reporting of MU-2B-qualified instructor activity when issuing
LOA-affiliated CFls, similar to the reporting used for the renewal of a CFlI
certificate. Each MU-2B-qualified instructor may hold an LOA for their own
FAA-approved MU-2B training program, or multiple MU-2B-qualified
instructors may be listed on the same LOA for one FAA-approved MU-2B
training program.

RELATED DOCUMENTS.
What Are the Related Documents (current editions)?

e Title 14 CFR Part 91 Subpart N.
e AC 120-108, Continuous Descent Final Approach.
e AC 120-109, Stall Prevention and Recovery Training.

Does This AC Cancel Any Prior ACs? No.
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4.3  Where Are This AC and Other FAA Publications Located? You can view a list of all
ACs at http://www.faa.gov/regulations_policies/advisory_circulars/. You can view the
FAA Regulations at http://www.faa.gov/regulations_policies/faa_regulations/.

5 AC FEEDBACK FORM. For your convenience, the AC Feedback Form is the last page
on this AC. Note any deficiencies found, clarifications needed, or suggested
improvements regarding the contents of this AC on the Feedback Form.

(E=Qdke

John Barbagallo
Deputy Director, Flight Standards Service


http://www.faa.gov/regulations_policies/faa_regulations
http://www.faa.gov/regulations_policies/advisory_circulars
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APPENDIX A. MU-2B TRAINING PROGRAM

A.l  MU-2B General Training Requirements.

A.1.1 What Are the General Training Requirements for the Mitsubishi MU-2B?

Alll

All?2

Al1l1l3

AllA4

Training Requirements. The Mitsubishi MU-2B training program consists of
both ground and flight training. The minimum pilot training requirement
hours are shown in Table A-1, Minimum Ground Instruction Training Hours,
for ground instruction and Table A-2, Minimum Flight Instruction Training
Hours, for flight instruction. An additional ground training requirement for
Differences Training is shown in Table A-3, Minimum Differences Training
Hours.

Training Credit. The MU-2B is certificated by the Federal Aviation
Administration (FAA) as a single-pilot airplane. No training credit is given for
second-in-command (SIC) training and no credit is given for right seat time
under this program. Only the sole manipulator of the controls of the MU-2B
airplane, flight training device (FTD), or Level C or D simulator can receive
training credit under this program.

Training Program Differences. The training program references the
applicable MU-2B Airplane Flight Manual (AFM) in several sections. There
may be differences between sequencing of procedures found in the AFM’s
procedures sections and the checklists, procedures, and techniques found
within this training program. Title 14 CFR part 91 subpart N requires that if
there are any differences between the AFM’s procedures sections (Normal,
Abnormal, and Emergency) and the training and operating requirements of
part 91 subpart N, the person operating the airplane must operate the airplane
in accordance with the training specified in part 91 subpart N and an approved
MU-2B training program.

Minimum Programmed Training Hours.

Table A-1. Minimum Ground Instruction Training Hours

Ground Instruction

Initial/Transition Requalification Recurrent

20 hours 12 hours 8 hours




7122/16

AC 91-89

Appendix A

Table A-2. Minimum Flight Instruction Training Hours

Flight Instruction

Initial/Transition

Requalification Recurrent

12 hours with a minimum of
6 hours at Level E

8 hours Level C
or Level E

4 hours at Level E, or 6 hours
at Level C

Table A-3. Minimum Differences Training Hours

Differences Training

Two factory type design
models currently

1.5 hours at Level B

More than two factory
type design models
currently

3 hours at Level B

Each additional factory
type design model added

1.5 hours at Level B

Each model modified from
factory type design at
Level C (recommended
for part 91; refer to
MU-2B Flight
Standardization Board
(FSB) Report for specific
Differences applicable to
training programs
requiring FAA approval
apart from part 91
subpart N)

Sufficient program hours to ensure proficiency in
the variant aircraft for all Differences, with
minimum 1.5 hours for Level C Initial/Transition
Differences and 0.5 hours for Level C Recurrent
Differences

Each model modified from
factory type design at
Level D (recommended
for part 91; refer to
MU-2B FSB Report for
specific Differences
applicable to training
programs requiring FAA
approval apart from
part 91 subpart N)

Sufficient program hours to ensure proficiency in
the variant aircraft for all Differences, with
minimum 4 hours for Level D Initial/Transition
Differences and 1 hour for Level D Recurrent
Differences

A-2
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Definitions of Levels of Training as Used in This AC.

Level A Training. Training that is conducted through self-instruction by the pilot. No
minimum training program hours apply. Level A Differences are those Differences which
need awareness, but which have no effect on procedures.

Level B Training. Training that is conducted in the classroom environment with the aid
of a qualified instructor who meets the requirements of part 91 subpart N, applicable as
specified in § 91.1705(h)(4). Level B Differences are of great enough degree to require
formal training, but are not of great enough degree to require systems integration training,
such as aircraft systems Differences that have only minor procedural Differences.

Level C Training. Training that is accomplished in an FAA-approved Level 5, 6, or

7 FTD or simulator. In addition to the basic FTD requirements, the FTD must be
representative of the MU-2B cockpit controls and be specifically approved by the FAA
for the MU-2B airplane for Level C Initial, Transition, Requalification, or Recurrent
Training. Level C Training is applicable for recurring MU-2B training and to each model
modified from factory type design where the change meets the definition for Level C
Differences. Level C Differences are those Differences of great enough degree to require
a systems integration training, but that are not of great enough degree to require actual
flight training to ensure proficiency, such as installation of an Area Navigation (RNAV)
System. Level C Initial Differences Training must include a Training Course Final Phase
Check of items affected by the differences in type design.

Level D Training. Training that must be accomplished in the MU-2B airplane or
approved MU-2B simulator. Level D Training is applicable to each model modified from
factory type design where the change meets the definition for Level D Differences.

Level D Differences are those Differences for which flight training is necessary to ensure
proficiency, such as installation of an electronic flight instrument system (EFIS) with a
primary flight display (PFD) format. Level D Initial and Recurrent Differences Training
must include a Training Course Final Phase Check of items affected by the differences in
type design.

Level E Training. Training that must be accomplished in the MU-2B airplane, Level C
simulator, or Level D simulator. Level E Training is applicable to the MU-2B aircraft in
relation to other Airplane Multiengine Land (AMEL) aircraft.

MU-2B Ground Training Curriculum Contents.

What Are the MU-2B Required Ground Training Tasks? All items in the ground training
curriculum must be covered. The order of presentation is at the discretion of the
instructor. The student must satisfactorily complete a written or oral exam given by the
training provider based on this MU-2B training program.

A.3.1.1  Aircraft General.

1. Introduction.
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. Airplane (Structures/Aerodynamics/Engines) Overview.

Fuselage.

Wing.

Empennage.

Doors.

Windshield and Windows.

. Airplane Systems.

Electrical Power.
Lighting.

Fuel System.

Powerplant.
Environmental.

Fire Protection.

Ice and Rain Protection.
Landing Gear and Brakes.
Flight Controls and Trim.
Pilot Static System/Flight Instruments.
Oxygen System.

. Operating Limitations.

Weights.

Center of Gravity (CG) and Loading.
Airspeeds.

Maneuvering Load Factors.

Takeoff and Landing Operations.

En Route Operations.

Required Placards.

Instrument Markings.

Flight Characteristics.

Control System.
Stability and Stall Characteristics.
Single-Engine Operation.

A-4
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Maneuvering and Trim.

Takeoff and Landing.

A.3.1.2 Electrical Power.

1.
2.

General Description.

Direct Current (DC) Electrical System.

Alternating Current (AC) Electrical System.

DC Power Generation.
DC Power Distribution.
Battery System.
External Power System.

AC Power Generation.
Controls and Indicators.
AC Power Distribution.

Limitations.

General Limitations.

Instrument Markings.

A.3.1.3 Lighting.

1.

Exterior Lighting System.

Navigation Lights.
Anti-Collision Lights.
Wing Inspection Lights.
Taxi Lights.

Landing Lights.
Rotating Beacon.
Operation.

Interior Lighting System.

Flight Compartment Lights.

Passenger Compartment Lights.

A-5

AC 91-89
Appendix A



7122/16

3. Emergency Lighting System.

Cockpit Emergency Lighting.
Aircraft Emergency Lighting.

4. Procedures.

A3.14

1. System Description and Operation.

Normal.

Abnormal.

Emergency.

Master Caution System.

Master Caution Light and Reset Switch.

Annunciator and Indicator Panels.

Operation Lights.
System Tests.

2. Procedures.

A3.15

1.

Fuel System.

Fuel Storage.

Refueling/Balancing.
Defueling and Draining.

Tank Vent System.

Fuel Distribution.

Fuel Transfer.
Fuel Balancing.
Boost Pump Operation.

Fuel Indicating.

Fuel Quantity.
Low Fuel Warning.

Fuel System Limitations.

Approved Fuels.
Fuel Anti-lcing Additives.

Fuel Temperature Limitations.

A-6
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Fuel Transfer and Fuel Imbalance.

Fuel Pumps.
Refueling.
Capacity.

Unusable Fuel.

Powerplant.

1.

Engine Description.

Major Sections.
Cockpit Controls.
Instrumentation.

Operation.

Engine Systems.

Lubrication.
Fuel.

Ignition.

Engine Starting.
Anti-Ice.

Propeller System.

Ground Operations.
In-Flight Operations.
Synchronization.

Deice.

Ground Checks.

Overspeed Governor.

Single Red Line (SRL) and Delta Pressure/Pressure (P/P).
Negative Torque System (NTS) and Feather Valve.

Supplementary NTS.

In-Flight Post Maintenance Checks.

NTS In-Flight.
Flight Idle Fuel Flow.

A-7
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6. Limitations.

7. Engine Malfunctions and Failures.

A3.17

Powerplant.

Engine Starting Conditions.

Airstart Envelope.
Engine Starting.
Qil.

Fuel.
Starter/Generator.

External Power.

Instrument Markings (as applicable).

TPE331-10-511M.
TPE331-5/6-252/251M.
TPE331-1-151M.

Propeller Coupling.
Torque Sensor.
Engine Overspeed.

Fuel Control Spline.

Fire Protection.

1. Introduction.

2. Engine Fire Detection.

System Description.

Annunciator.

3. Portable Fire Extinguishers.

A3.18

Pneumatics.

1. System Description.

2. System Operation.

Air Sources.

Limitations.

A-8
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3. Wing and Tail Deice.
e System Description.
e Controls.
4. Entrance and Baggage Door Seal.
e Air Source.
e Operation.

Ice and Rain Protection.

1. General Description.
2. Wing Deice.

e System Description.

e Operation.

e Controls and Indications.
3. Engine Anti-Ice.

e System Description.

e Operation.

e Controls and Indications.
4. Window Defog.

e Controls.

e Operation.
5. Tail Deice.

e Horizontal Stabilizer Deice.

e Vertical Stabilizer Deice.
6. Pitot Static System Anti-Icing.

e Pitot Tube Heating.

e Static Port Heating.

e Angle of Attack (AOA) Transmitter Heating.

7. Windshield Deice/Anti-Ice.
e System Description.

e Controls and Indications.

AC 91-89
Appendix A



7122/16

A3.1.10
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8. Windshield Wiper.

9.

e System Description.

e Control and Operation.
Propeller Deice.

e System Description.

e Controls and Indications.

10. Ice Detector.

e System Description.
e Controls and Indications.
e Operation.

11. Limitations.

e Temperatures.

e Cycling.

Air Conditioning.

1.

2.

System Description and Operation.
e Refrigeration Unit (Air Cycle Machine (ACM)).

e Air Distribution.

e Ventilation.

e Temperature Control.
e Water Separator.
Limitations.

Pressurization.

1.
2.

General.
Component Description.

e Cabin Pressure Controller.

e Altitude Pressure Regulator.

e Ram Air.
e Outflow Safety Valves.
e Air Filters.

e Manual Control Valve.

A-10
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e Pneumatic Relays.
e Venturi.
3. System Operation.
e Ground Operation.
e Takeoff Mode.
e In-Flight Operation.
e Landing Operation.
4. Emergency Operation.
e High Altitude.
e Low Altitude.
5. Limitations.
e Maximum Differential.
e Landing Limitations.

A.3.1.12 Landing Gear and Brakes.

1. General Description.
e Landing Gear Doors.
e Controls and Indicators.
e Warning Systems.
e Emergency Extension.
Nosewheel Steering.
Landing Gear/Brakes/Tires.
4. Limitations.
e Airspeed (with flaps).
e Emergency Extension.
e Tire Speed.
e Brake Energy.

A.3.1.13 Flight Controls.

1. Primary Flight Controls (elevator/rudder/spoilers).
e Description.

e Operations.

A-11
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2. Trim Systems.

System Description.

Roll Trim.

Normal Operation.
Emergency Operation.
Rudder Trim.

Pitch Trim.

General.

Operations.

Trim-in-Motion Alert System.

3. Secondary Flight Controls.

System Description.

Flaps.

4. Limitations.

Instrument Markings.

Placards.

5. Flight Characteristics.

Control Systems.

Stability and Stall Characteristics.
Single-Engine Operation.
Maneuvering and Trim.

Takeoff and Landing.

A.3.1.14 Avionics.

1. Pitot-Static System.

System Description.
Pilot’s System.
Co-Pilot’s System.
Alternate Static.

2. Air-Data Computer (ADC).

A-12
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. Attitude Instrument Displays (EFIS and standard).

e Electronic Altitude Director Indicator (EADI).
e Standard Attitude Gyro.

. Attitude and Heading Reference System (AHRS).

e System Description.

e Controls and Indications.
Navigation.

e Navigation Systems Descriptions.
e Compass System Descriptions.

e Display Systems.

e Terrain Awareness System.

e Traffic Avoidance System.

e Automatic Dependent Surveillance-Broadcast (ADS-B).
. Communications.

e Very High Frequency (VHF) Communications Systems.

e Audio Control.

. Standby Flight Instruments.

e System Description.

e Controls and Indications.

. Automatic Flight Control System (AFCS).

e Controls and Indications.

e Yaw Damper.

e Trim-in-Motion Alert System.

e Autopilot Automatic Disconnect.

e Aural Alert System.

. AOA System.

e System Description.
e Controls and Indications.

10. Limitations.

A.3.1.15 Oxygen System.

1. System Description.

A-13
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2. Crew Oxygen.
e Oxygen Cylinder Assembly.
e Pressure Gauge.
e Qutlet Valves.
e Duration.
3. Passenger Oxygen.
e System Description.
e Duration.
4. Limitations.

A.3.1.16 Performance and Planning.

1. Takeoff Performance Charts.
e Runway Requirements.
e Normal and with One Engine Inoperative.
2. Climb Performance.
e Normal and with One Engine Inoperative.
e Obstacle Clearance.
e Power Assurance Charts.
3. Cruise Performance.
e Power Charts.
e Maximum Practical Altitude.
e Cruise Speeds/Engine Health.
e Buffet Boundary.
4. Landing Performance.
e Runway Requirements.
0 Dry Runway.
o0 Wet Runway.
e Go-Around.
0 One Engine Inoperative.
o All Engines.

A.3.1.17 Weight and Balance (W&B).

1. Aircraft Loading Procedures.

A-14
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2. Limitations.

e Weight Limits.

e CG Limits.
3. Plotter.

e Description.

o Use.
4. Calculations.

e AFM Procedures.

e Examples.
A.3.1.18 General Subjects.

Controlled Flight into Terrain Awareness.
2. Crew Resource Management (CRM)/Single Pilot Resource

Management (SRM).
e CRM.
e SRM.

3. MU-2B FSB Report.
What Are the MU-2B Required Flight Training Tasks?

General Flight Training Requirements. All flight training maneuvers must be consistent
with this training program and the applicable MU-2B checklist accepted by the FAA. The
maneuver profiles shown in this advisory circular are presented to show the required
training scenarios. Profiles conducted in-flight require planning and care on the part of
both the instructor and student in order to provide the highest level of safety possible. The
maneuver profiles shown in this advisory circular do not account for local geographic and
flight conditions. The instructor and student must consider local conditions when
performing these maneuvers in-flight.

Special Emphasis Items. Certain aspects of pilot knowledge, skills, and abilities must be
emphasized and evaluated during the training and checking process of the MU-2B
training program.

A.4.2.1  Accelerated stall awareness and recovery procedures with an emphasis on
Configuration Management (CM) must be included in the training program.
Awareness of the margin to stall in all flight operations and configurations
must be emphasized throughout training.

A.4.2.2  Minimum controllable airspeed with the critical engine inoperative (Vmc)
awareness and early recognition must be trained and checked. Minimum
airspeeds for one engine inoperative must be emphasized in all configurations.

A-15
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A.4.2.3  Airspeed management and recognition of airspeed deterioration below
recommended speeds and recovery methods must be emphasized throughout
training and checking.

A.4.2.4  Knowledge of icing conditions and encounters must be emphasized
throughout training and checking, including equipment requirements,
certification standards, minimum airspeeds, and the use of the autopilot and
other applicable AFM procedures.

A.4.2.5 Airplane performance characteristics with all engines operating and with
one engine inoperative must be emphasized.

MU-2B Flight Training Program Proficiency Standards.

A.43.1 General Visual Flight Rules (VFR)/Instrument Flight Rules (IFR).

1
2.
3.
4. Airspeed: £10 knots.

Bank Angle: +5 degrees of prescribed bank angle.
Heading: 10 degrees.
Altitude: £100 feet.

A.4.3.2 Instrument Approach—Final Approach Segment.

A.4.3.2.1 Precision Approach.

1.
2.

Heading: 10 degrees.
Altitude: £100 feet.

3. Airspeed: 10 knots prior to final.
4,
5. Glideslope (GS)/Localizer Deviation: within % scale, not below

Airspeed: £10 knots after established on final.

GS.

A.4.3.2.2 Nonprecision Approach (NPA).

A.4.3.2.3 Straight-In.

1.

Initial Approach Altitude: +100 feet.
Heading: 10 degrees.

2
3. Altitude (minimum descent altitude (MDA)): +100 feet, -0 feet.
4,

5. Course Deviation Indicator: within % scale or £10 degrees on the

Airspeed: +10 knots.

radio magnetic indicator (RMI).

A-16
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A.4.3.2.4 Circling Approach.
1. Maximum Bank: 30 degrees.

2. Heading: within 10 degrees.

3. Altitude: +100 feet, -0 feet.

4. Airspeed: within 10 knots, but not less than the reference speed for
final approach (Vrer).

Note: In all cases, a pilot must show complete mastery of the aircraft, with the
outcome of each maneuver or procedure never seriously in doubt.

A.4.4 Maneuvers and Procedures. All flight training maneuvers and procedures must be
conducted, as applicable to the MU-2B and each type of operation involved.

A44.1  Preflight.

1. Preflight Inspection. The pilot must:

e Conduct an actual visual inspection of the exterior and interior of the
airplane, locating each item and explaining briefly the purpose of
inspecting it; and

e Demonstrate the use of the appropriate checklist, appropriate control
system checks, starting procedures, radio and electronic equipment
checks, and the selection of proper navigation and communications
radio facilities and frequencies prior to flight.

2. Taxiing. This maneuver includes taxiing in compliance with
instructions issued by the appropriate air traffic control (ATC)
facility or by the person conducting the check.

3. Pre-Takeoff Checks. The pilot must satisfactorily complete all
pre-takeoff aircraft systems and powerplant checks before takeoff.

A.4.4.2  Takeoff and Departure.

1. Normal. One normal takeoff, which, for the purpose of this
maneuver, begins when the airplane is taxied into position on the
runway to be used.

2. Instrument Takeoff. Takeoff with simulated instrument conditions
at or before reaching an altitude of 200 feet above the airport
elevation and visibility of 1800 Runway Visual Range (RVR).

3. Crosswind. One crosswind takeoff, if practical, under the existing
meteorological, airport, and traffic conditions.

4. Powerplant Failure. One takeoff with a simulated failure of the
most critical powerplant at a point after liftoff speed (VLoF). In the
MU-2B airplane, all simulated powerplant failures must only be
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initiated when the person conducting the training or checking
determines that it is safe under the prevailing conditions. The
instructor must assure that the power lever does not move beyond
the flight idle gate.

5. Rejected Takeoff. A rejected takeoff performed in an airplane
during a normal takeoff run after reaching a reasonable speed,
determined by giving due consideration to aircraft characteristics,
runway length, surface conditions, wind direction and velocity,
brake heat energy, and any other pertinent factors that may
adversely affect safety or the airplane.

6. Area Departure. Demonstrate adequate knowledge of departure
procedures, establishing appropriate ATC communications, and
following clearances.

A.4.4.3  Flight Maneuvers and Procedures.

1. Steep Bank Turns. Each steep turn must involve a bank angle of
50 degrees with a heading change of at least 180 degrees, but no
more than 360 degrees.

2. Approaches to Stalls. Must be performed in each of the following
configurations: takeoff, clean, and landing. One approach to a stall
must be performed in either the takeoff, clean, or landing
configuration while in a turn with a bank angle between 15 degrees
and 30 degrees.

3. Accelerated Stalls. Must be done in the flaps 20 degrees and flaps
0 degrees configurations.

4. Recovery Procedures. Must be initiated at the first indication of a
stall.

A.4.4.4  Normal and Abnormal Procedures and Operations.

Runaway trim.
2. Normal and abnormal operations of the following systems:
e Pressurization;
e Pneumatic;
e Air conditioning;
o Fuel;
e Electrical;
e Flight control;
e Anti-icing and deicing;
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e Autopilot;

e Stall warning devices, as applicable;

e Airborne radar and weather detection devices;
e Other systems, devices, or aids available;

e Electrical, flight control, and flight instrument system malfunction or
failure;

e Landing gear and flap system malfunction or failure; and

e Failure of navigation or communications equipment.
Flight Emergency Procedures.

Powerplant failure.

Powerplant, cabin, flight deck, wing, and electrical fires.
Smoke control.

Fuel jettisoning, as applicable.

o M W D oE

Any other emergency procedures outlined in the appropriate AFM
or FAA-accepted checklist.

Instrument Procedures.

1. Area departure.

2. Use of navigation systems, including adherence to assigned course
and/or radial.

Holding procedures.
4. Aircraft approach category airspeeds.

5. Approach procedures. Each instrument approach must be
performed according to all procedures and limitations approved for
that facility. An instrument approach procedure begins when the
airplane is over the initial approach fix (IAF) for the approach
procedure being used, and ends when the airplane touches down on
the runway or when transition to missed approach configuration is
completed.

e Instrument landing system (ILS), ILS/distance measuring equipment
(DME), approach.

0 A manually controlled ILS with a powerplant inoperative;
occurring before initiating the final approach course and
continuing to full stop or through the Missed Approach Procedure
(MAP).
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0 A manually controlled ILS utilizing raw data to 200 feet or
decision height (DH).

0 An ILS with the autopilot coupled.
e NPA:s.

0 Non-Directional Beacon (NDB), NDB/DME approach, straight-in
or circle.

o Very high frequency Omnidirectional Range (VOR), VOR/DME,
straight-in or circle.

Localizer (LOC), LOC/DME, LOC back course.

Global Positioning Satellite (GPS) approach. (If the
aircraft/FTD/flight simulator has a GPS installed, the applicant
must demonstrate GPS approach proficiency.)

o Airport surveillance radar (ASR) approach.

e MAP. One missed approach procedure must be a complete, approved
MAP as published or as assigned by ATC.

o From a precision approach.

o From an NPA.

o0 With a simulated powerplant failure.
e Circling approach.

0 The circling approach must be made to the authorized MDA,
followed by a change in heading and the necessary maneuvering
(by visual reference) to maintain a flight path that permits a normal
landing on the runway.

o0 The circling approach must be performed without excessive
maneuvering and without exceeding the normal operating limits of
the airplane, and the angle of bank must not exceed 30 degrees.

A.4.4.7  Landings and Approaches to Landings.

Airport orientation.

Normal landings with stabilized approach.
Crosswind landings.

From a precision instrument approach.

o M w D E

From a precision instrument approach with a powerplant
inoperative.

From a nonprecision instrument approach.

From a nonprecision instrument approach with a powerplant
inoperative.
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8. From a circling approach or VFR traffic pattern.

9. Go-around/rejected landings. A normal MAP or a visual go-around
after the landing is rejected. The landing should be rejected at
approximately 50 feet and approximately over the runway
threshold.

10. Zero flap landing.
e Runway requirements.

e Airspeeds.
What Are the Applicable MU-2B Differences Training Tasks?

General Differences Training Requirements. When Differences Training is required, it
must be consistent with this training program. Differences Training is required for
operation of more than one factory type design MU-2B model, as specified in Table A-3.
Differences Training is not required if Initial, Transition, Requalification, or Recurrent
Training is conducted in each model and/or modified model of the MU-2B operated. The
following Differences Training requirements do not account for every modification to
MU-2B aircraft that should be trained for pilot proficiency. For these identified Levels B,
C, and D Differences, and any similarly applicable Differences, an MU-2B pilot must be
trained to safely operate MU-2B aircraft with applicable equipment with sufficient
proficiency to meet the requirements of the Training Course Final Phase Check. Levels C
and D Initial Differences and Level D Recurrent Differences must include a record of the
Training Course Final Phase Check for evaluation items affected by applicable
differences in aircraft type design.

Level B Differences Training. Level B Differences Training is applicable when operating
more than one factory type design model of MU-2B, except the factory type design K
and M models and the factory type design J and L models, which may be completed at
Level A Training. Level A or B Differences Training is not a recurring annual
requirement. Once a person has completed Level A or B Initial Differences Training
between the applicable different models, no additional Differences Training between
those models is required. When Level B Differences Training is applicable, it should
include the following items that apply to the specific difference aircraft models or
modification:

A5.2.1 Training.

DC and AC Electrical Power: system and distribution.

Fuel System: including configuration, indications, and sequencing.
Landing Gear: including usage, brakes, and safety switch location.
Flaps: settings and operation.

o &M w D E

Oxygen System: outlets and bottle sizes.
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6. Engines: including torque/temp limiters, NTS, and SRL, as
applicable.

7. Propeller: 3-, 4-, and 5-blade models, as applicable.

8. Ice and Rain Protection: including heated windshield, glycol,
wipers, and Japan Civil Aviation Board (JCAB) versus FAA
equipment.

A5.2.2  Training Course Final Phase Check. Not required.

Level C Differences Training. Level C Differences Training is recommended for part 91
operations (refer to the MU-2B FSB Report for specific Differences applicable to training
programs requiring FAA approval apart from part 91 subpart N). This training is needed
when there are modifications that fall within the definition of Level C Degrees of
Differences, as defined in FAA Order 8900.1, Flight Standards Information Management
System (FSIMS), Volume 3, Chapter 19, Section 9, subparagraph 3-1314C, Level C
Differences. Level C Initial Differences Training should include a record of the Training
Course Final Phase Check for evaluation items affected by applicable differences in
aircraft type design. Recurrent Differences are applicable to Level C Differences Training
items without a record of the Training Course Final Phase Check. When Level C
Differences Training is applicable, it should include all items that apply to the specific
difference aircraft modification. A typical difference aircraft modification would be
installation of an RNAV System, such as a GPS, and would include the following:

A53.1 Training.
1. Autoflight: RNAV System use with autopilot or flight director
(FD).
2. Electrical Power: sources and distribution.

3. Navigation: RNAYV selection, RNAV display, course indication,
Traffic Alert and Collision Avoidance System (TCAS), Terrain
Awareness and Warning System (TAWS), and (Traffic
Information Services-Broadcast (TI1S-B).

4. Information Systems: such as electronic charts or Flight
Information Service-Broadcast (FIS-B).

Preflight.

Instrument Approach: types of approaches, selection, sequencing,
and use.

Normal Procedures.
8. Abnormal Procedures.

A.5.3.2 Training Course Final Phase Check Items Accomplished at Level C.

1. Preflight Check: system verification and setup.
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Area Departure and Arrival: selection and sequencing of flight
plans.

Approach: selection and sequencing of each type of instrument
approach.

Missed Approach: selection and sequencing.

A.5.4 Level D Differences Training. Level D Differences Training is recommended for part 91

operations (refer to the MU-2B FSB Report for specific Differences applicable to training
programs requiring FAA approval apart from part 91 subpart N). This training is needed
when there are modifications that fall within the definition of Level D Degrees of
Differences, as defined in Order 8900.1, Volume 3, Chapter 19, Section 9,

subparagraph 3-1314D, Level D Differences. Level D Initial Differences Training must
include a record of the Training Course Final Phase Check for evaluation items affected
by applicable differences in aircraft type design. Recurrent Differences are applicable to
Level D Differences Training items with a record of the Training Course Final Phase
Check. When Level D Differences Training is applicable, it should include all items that
apply to the specific difference aircraft modification. A typical difference aircraft
modification would be installation of an EFIS with PFD format, such as a G600 or
SAGEM, and would include the following:

A541 Training.

1
2
3.
4

o

Instrument Panel Layout.

. Autoflight: RNAV System use with autopilot or FD.

Electrical Power: sources and distribution.

Indication Systems: multifunction display (MFD) and PFD
systems indications.

Lighting: cockpit, instruments, and displays.
Flight Instruments: PFD and MFD format information.

Navigation: RNAYV selection, RNAV display, course indication,
TCAS, TAWS, TIS-B.

8. Vacuum: changes in design and use for EFIS instruments.

10.
11.
12.
13.
14.
15.

Information Systems: such as electronic charts or FIS-B.
Engine Indicating (if applicable).

Normal Procedures.

Abnormal Procedures.

Preflight.

Start and Taxi.

Takeoff.
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16. Engine Failure on Takeoff: Airspeed and Altitude indication in
PFD tape format.

17. In-flight Maneuvers: low speed awareness indications, steep turns,
stalls, and Vwmc.

18. Instrument Approaches: RNAYV source selection and display, and
types of approaches.
Training Course Final Phase Check Items Accomplished at Level D.

Preflight.
Start and Taxi.
Rejected Takeoff.
Normal Takeoff.
Steep Turns.
Approach to Stall (1): for low speed awareness cues.
Maneuvering with One Engine Inoperable.
Precision Approach (one engine inoperable).
Go-Around.

. Normal Landing.

© © N o g s~ w Db E
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. Additional for Instrument Rated.

. Unusual Attitude.

. Missed Approach: including sequencing missed approach RNAV.
. NPA.

. Circle-to-Land.

16. Landing.

T~ e o
g~ W N

A.6  MU-2B Training Course Final Phase Check Requirements.

A.6.1 What Are the Training Course Final Phase Check Requirements?

A6.1.1

Completion of the MU-2B training program requires successful completion of
a Training Course Final Phase Check taken in the MU-2B airplane or a

Level C or D simulator for Initial/Transition Training. The Training Course
Final Phase Check for Requalification or Recurrent Training may be taken in
the MU-2B airplane, a Level C or D simulator, or in a Level 5 or 6
FAA-approved MU-2B FTD. The Training Course Final Phase Check must be
conducted by a qualified flight instructor who meets the requirements of

part 91 subpart N. Simultaneous training and checking is not allowed for
Initial/Transition Training.
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For pilots operating under 14 CFR part 135, checking must be done in
accordance with applicable regulations. For the purpose of recurrent testing in
part 135, § 135.293(b), the MU-2B is considered a separate type of aircraft.

The Training Course Final Phase Check must be conducted using the
standards contained in the FAA Commercial Pilot—Practical Test Standards
(PTS) for Airplane: Airplane Multiengine Land and Instrument Rating.

The Training Course Final Phase Check portion of the training is comprised of
the following tasks for all airmen (instrument rated and non-instrument rated).
An (*) indicates those maneuvers for Initial/Transition Training which must
be completed in the MU-2B airplane or a Level C or D simulator.

Preflight Check.

Start and Taxi Procedures.

*Normal Takeoff (X-Wind) (Two Engine).

*Takeoff Engine Failure.

Rejected Takeoff.

*Steep Turns.

*Approach to Stalls (3) (must include accelerated stalls).

G N o g bk~ w DN RE

*Maneuvering with One Engine Inoperative—Loss of Directional
Control (Vmc).

9. Abnormal and Emergency Procedures: to include MU-2B
operation in icing conditions without the autopilot, or without
trim-in-motion or automatic autopilot disconnect.

10. *Precision Approach (One Engine Inoperative).

11. Go-Around/Rejected Landing.

12. Normal Landing (X-Wind).

13. *Landing with One Engine Inoperative.

14. *Landing with Nonstandard Flap Configuration (0 or 5 degrees).

15. Postflight Procedures.

The following additional tasks are required for those airmen who possess an
instrument rating. An (*) indicates those maneuvers for Initial/Transition
Training which must be completed in the MU-2B airplane, or a Level C or D
simulator.

1. Preflight Check.

2. Unusual Attitudes.

3. Abnormal and Emergency Procedures.
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Basic Instrument Flight Maneuvers.

Area Arrival and Departure.

Holding.

Precision Approach (Two Engine).

*NPAs (2): must include an NPA with one engine inoperative.

© ®©® N o g &

Missed Approach from Either Precision or Nonprecision
Instrument Approach (Two Engine).

10. Landing from a Straight-In or Circling Approach.
11. Circling Approach.
12. Postflight Procedures.
A.6.1.6 A form has been included for use in creating a training and final check record

for the student and the training provider (see Figure A-29, Training Course
Final Phase Check Form).
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Figure A-29. Training Course Final Phase Check Form

TRAINING COURSE FINAL PHASE CHECK

NAME OF AIRMAN (last, first, middle initial) | GRADE OF CERTIFICATE |CERTIFICATE NUMBER

DATE OF LOCATION OF TYPE OF CHECK MU-2B MODEL |FTD MODEL
CHECK CHECK

SCHOOL NAME INSTRUCTOR NAME CFI NUMBER EXPIRES

FLIGHT MANEUVERS GRADE (S-Satisfactory, U-Unsatisfactory)

MANEUVERS REQUIRED FOR ALL AIRMEN
A/C FTD

PREFLIGHT CHECK

START AND TAXI PROCEDURES

*NORMAL TAKEOFF (X-WIND) (TWO ENGINE)

*TAKEOFF ENGINE FAILURE

REJECTED TAKEOFF

*STEEP TURNS

*APPROACH TO STALL (3)

*MANEUVERING WITH ONE ENGINE INOPERABLE (Vwmc)

ABNORMAL AND EMERGENCY PROCEDURES—TO INCLUDE THE MU-2B
OPERATIOIN IN ICING CONDITIONS WITHOUT THE AUTOPILOT OR WITHOUT
TRIM-IN-MOTION/AUTOMATIC AUTOPILOT DISCONNECT.

*PRECISION APROACH (ONE ENGINE INOPERATIVE)

GO-AROUND/REJECTED LANDING

NORMAL LANDING (X-WIND)

*LANDING WITH ONE ENGINE INOPERATIVE

*LANDING WITH NONSTANDARD FLAP CONFIGURATION

POST-FLIGHT PROCEDURES

ADDITIONAL MANEUVERS REQUIRED FOR INSTRUMENT RATED AIRMEN
A/C FTD

PREFLIGHT CHECK

UNUSUAL ATTITUDES

ABNORMAL AND EMERGENCY PROCEDURES

BASIC INSTRUMENT FLIGHT MANEUVERS

AREA ARRIVAL AND DEPARTURE

HOLDING

PRECISION APPROACH (TWO ENGINE)

*NONPRECISION APPROACHES (NPA) (2)

MISSED APPROACH FROM EITHER PRECISION OR
NONPRECISION APPROACH (NPA) (TWO ENGINE) MUST
INCLUDE AN APPROACH WITH ONE ENGINE INOPERABLE

LANDING FROM A STRAIGHT-IN/CIRCLING APPROACH

CIRCLING APPROACH

POST-FLIGHT PROCEDURES

RESULTS OF CHECK |SATISFACTORY FLIGHT AIRCRAFT FTD
UNSATISFACTORY TIMES

INSTRUCTOR SIGNATURE AIRMAN SIGNATURE
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A7 MU-2B Maneuver Profiles.

1. The Maneuver Profiles are provided to develop pilot proficiency with the
procedures and techniques contained within this MU-2B flight training
program.

2. Though constructed for use in the airplane, they may also be used in the FTD.
When an FTD is used, a maneuver may be performed at lower altitudes or
carried to its completion. When training is conducted in the MU-2B airplane,
all maneuvers must be performed in a manner sufficient to evaluate the
performance of the student while never jeopardizing the safety of the flight.

A.7.1 What Considerations Should be Made for the Maneuver Profiles?

A.7.1.1  Engine Performance. The following should be considered in reference to
power settings and airspeeds:

1. Power settings shown in italics are provided as guidance only
during training, and are not referenced in the AFM. Power setting
guidance is provided to show the approximate power setting that
will produce the desired airspeed or flight condition. Actual power
settings may be different from those stated and should be noted by
the instructor and student for reference during other maneuvers.
Power settings in the profiles are stated in torque or pounds per
square inch (psi) and will vary with aircraft model, engine model,
weight, and density altitude. Power settings are based on standard
atmospheric conditions.

2. Some pilots prefer to set power initially using fuel flow, because
the fuel flow system is not field-adjustable. Fuel flow settings refer
to engine operations only. If fuel flow is used to set power for
takeoff, check torque and temperature after setting fuel flow and
adjust torque or temperature, whichever is limiting, for maximum
takeoff power prior to liftoff.

3. Improperly adjusted torque or improperly calibrated temperatures
are a safety of flight issue and must be checked and corrected prior
to conducting flight training.

4. The pilot should refer to the performance section of the AFM to
determine actual speeds required for his or her particular model
and specific weight for any given operation.

A.7.1.2 In-Flight Maneuvering.

1. Maneuvers conducted at altitude, such as stalls and steep turns,
must always be preceded by clearing turns, and at least one
crewmember must continually clear the flying area during the
maneuver. The instructor must emphasize the importance of
clearing the area, even if the maneuvers are being done in an FTD
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or simulator. This will create the habit pattern in the pilot to clear
the area before practicing maneuvers.

2. During stalling maneuvers and upon recognition of the indication
of a stall, the pilot must call the stall to the instructor and then
proceed with the recovery. In addition, during training, the pilot
must announce the completion of the stall recovery maneuver.
Instructors must exercise caution when conducting stall maneuvers
and be prepared to take the controls if the safe outcome of the
maneuver is in doubt.

3. During stall maneuvers, it is important that the instructor pay close
attention to the position of the balance ball throughout the
maneuver and recovery. Stall recognition and recovery is the
completion criteria, although the stall in the training and
proficiency check phases should progress past initial recognition
(stick shaker). For training purposes, stall recovery procedures
must include an at the *“onset (buffeting) stall condition.” At this
condition, the stick shaker will have already been actuated.
Caution must be exercised to ensure a safe recovery by positively
reducing the AOA and accelerating prior to addition of power.
Minimization of altitude loss is not a consideration in evaluating
these maneuvers. AC 120-109 should be used as the guidance to
completion of stall recognition and recovery maneuvers.

4. When demonstrating a loss of directional control with one engine
inoperative, the engine failure must only be simulated. During the
slowing of the aircraft to demonstrate loss of directional control,
the instructor should use the rudder block method to allow the
student to experience the loss of directional control associated with
Vwmc, at a speed of approximately 10 knots above actual Vmc.

Note: To accurately simulate single-engine operations, zero thrust
must be established. The zero thrust torque setting will vary greatly
from model to model. It is important to establish to zero thrust torque
setting for your aircraft. This requires that the aircraft be flown on

one engine to establish the zero thrust setting. This is accomplished by
establishing single-engine flight with one propeller feathered and
noting the performance with the operating engine at maximum torque
or temperature. It is suggested that two airspeeds be established for
zero thrust power settings. They are 120 knots, flaps 20 degrees, gear
up for takeoff; and 140 knots, flaps 5 degrees, gear up for in-flight and
approach maneuvering. Once performance has been established and
recorded for each airspeed, restart the other engine and find the torque
setting that duplicates the performance (climb or descent rate,
airspeed) as was recorded with that propeller feathered. This torque
setting will be zero thrust for the simulated inoperative engine. The
student/pilot should note that the performance experienced with one
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engine operating at flight idle may produce greater performance than if
the engine were stopped and the propeller feathered.

5. Premaneuver briefings for any maneuver that requires either an
actual engine shutdown or a simulated engine failure must be
undertaken when using an aircraft. In the case of an actual engine
shutdown, the aircraft must be operating at a minimum altitude of
3,000 feet above ground level (AGL), and the maneuver must be
done in a location where a safe landing can be made at an airport in
the event of difficulty.

A.7.1.3 Takeoff and Landing.

1. When using the profiles to establish the procedure for configuring
the aircraft for takeoff or landing, it is important to understand that
each task for the procedure, as noted on the procedure diagram,
establishes the point at which each task should have been
completed and not the exact point at which the task should be
completed, unless otherwise stated in the task box. Numbers which
represent performance, such as descent rates or other maneuvering
information that is not contained in the AFM, are shown in italics.

2. In all takeoff profiles, the prompt for the gear to be retracted is
“No Runway Remaining, Gear Up.” This should set the decision
point for making a landback after an engine failure and should
normally be reached at altitudes of less than 100 feet AGL. It is
impractical to attempt a landback from above 100 feet AGL
because it can require distances of up to 10,000 feet from the
beginning of the takeoff run to bring the aircraft to a stop.
Although, even on very long runways, landback will not be
necessary above 100 feet AGL and above best single-engine
rate-of-climb speed (Vysg) for the flap configurations, if the
single-engine climb capability found in the charts in the Pilot
Operating Manual (POM), with the gear up, is positive (250 feet
per minute (fpm) or better) and obstacles clearance is not an issue.

3. The manufacturer’s FAA-accepted checklists describe a procedure
for the discontinuance of flight following an engine failure after
takeoff and the realization that the aircraft cannot climb. The
corresponding flight profile in this training program is “Takeoff
Engine Failure, Unable to Climb.” This maneuver must not be
attempted in the aircraft, but must be the subject of a classroom
discussion or be demonstrated in the FTD.

4. The focus of all landing procedures, whether two engine or
engine out, is on a stabilized approach from an altitude of 500 feet.
This will not be possible for all approach procedure maneuvering,
especially during NPAs or circle-to-land approaches. Approach
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procedures for these two approaches should be stabilized from the
point at which the pilot leaves the MDA for the landing.

5. When performing one engine inoperative approaches, landings, or
missed approaches, the instructor must be prepared to add power to
the simulated failed engine at the first sign of deteriorating
airspeed or other situation that indicates the student’s inability to
correctly perform the maneuver.

6. While maneuvering in the pattern or during instrument approach
procedures with one engine inoperative, a 30-degree bank angle
must not be exceeded. This will become especially important when
executing NPAs and circle-to-land approaches.

Emergency and Abnormal Procedures.

1. During training, either in the FTD or in the aircraft, the
performance of emergency and abnormal procedures is critical to
the completion of the training program. All emergency and
abnormal procedures should be simulated when training in the
MU-2B airplane.

2. When presenting emergency scenarios to the student, the instructor
must not introduce multiple emergencies concurrently.

3. When practicing simulated engine failures, the instructor should
also train engine failures under low power conditions. Detection of
an engine failure under low power conditions, such as when
slowing to approach speeds, can be more difficult to detect and
attention to the identification of, and reaction to, a failed engine
under low power conditions should be practiced. It may be prudent
when experiencing a low power engine failure, such as when in
close proximity to the final approach fix, to execute a missed
approach as described in the single-engine missed approach profile

Scenario-Based Training (SBT). SBT creates an environment of realism.
The SBT programs utilize a highly structured flight operation scenario to
simulate the overall flight environment. The pilot is required to plan a routine,
point-to-point flight, and initiate the flight. During the conduct of the flight,
“reality-based” abnormal or emergency events are introduced without
warning. Because the pilot is constantly operating in the world of unknowns,
this type of training also builds in the “startle factor,” and, just as in the

real world, the consequences of the pilot’s actions (decisions, judgment,
airmanship, tactile skills, etc.) will continue to escalate and affect the outcome
of the planned flight. Although flying skills are an integral part of this type of
training, SBT enables the pilot to gain experience in dealing with unexpected
events and, more importantly, further enhances the development of good
judgment and decisionmaking.
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A.7.2 How Are the MU-2B Maneuver Profiles Structured? Each MU-2B Maneuver Profile, in

its respective section, follows the outline below:

M w e
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Normal Takeoff (5- and 20-Degree Flaps).
Takeoff Engine Failure (5- and 20-Degree Flaps).
Takeoff Engine Failure on Runway or Rejected Takeoff.

Takeoff Engine Failure after Liftoff—Unable to Climb (Classroom or FTD
Only).

Steep Turns.

Slow Flight Maneuvers.

One Engine Inoperative Maneuvering/Loss of Directional Control.
Approach to Stall (Clean Configuration/Wings Level).

Approach to Stall (Takeoff Configuration/15- to 30-Degree Bank).

. Approach to Stall (Landing Configuration/Gear Down/40-Degree Flaps).
11.
12.
13.
14.
15.
16.
17.
18.
19.
20.
21.
22.
23.
24,
25.
26.
27.
28.

Accelerated Stall (No Flaps).

Emergency Descent (Low Speed).

Emergency Descent (High Speed).

Unusual Altitude Recovery (Nose High).

Unusual Altitude Recovery (Nose Low).

Normal Landing (20- and 40-Degree Flaps).
Go-Around/Rejected Landing.

No Flap or 5-Degree Flaps Landing.

One Engine Inoperative Landing (5- and 20-Degree Flaps).
Crosswind Landing.

ILS and Missed Approach.

Two Engine Missed Approach.

One Engine Inoperative ILS and Missed Approach.

One Engine Inoperative Missed Approach.

NPA and Missed Approach.

One Engine Inoperative NPA and Missed Approach.
Circling Approach at Weather Minimums.

One Engine Inoperative Circling Approach at Weather Minimums.
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A.7.3 Section Model Groups. The three sections of this program are:

1. Marquise (-60), Solitaire (-40), N (-36A), P (-26A): Figures A-1 through
A-28.

2. J(-35), K (-25), L (-36), M (-26): Figures B-1 through B-28.

3. B, D (-10), F (-20), G (-30): Figures C-1 through C-28.
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PRIOR TO TAKEOQOFF, CONSULT THE “WEIGHT
FOR POSMTWVE GRADIENT AFTER LIFTOFF® AND
“SINGLE ENGINE RATE OF CLIMB® CHARTS FOR

THE TAKEOFF FLAP SETTING SELECTED.

Figure A-1

MU-2B MARQUISE {-60), SOLITAIRE (-40), N (-36A), P (-26A)
NORMAL TAKE-OFF, 5° OR 20° FLAPS

AJS 155 KCAS (MARQ, N),
150 KCAS (SOL, P} MIN

AFTER GEAR IS FULLY RETRACTED, IF
FLAPS 20° RETRACT FLAPS TO 5°
INCREASE RITCH TO APPROX. 10° 140
KCAS, THEM FLAPS UP

NORMAL PITCH.
APPROX 8°-FLAPS 20°,
APPROX 10-12°-FLAPS 5°

POS RATE, NO RUNWAY REMAINING FOR LAMDING,
IF 20°FLAPS 113 KCAS MIN. IF 5°FLAPS
120 KCAS (MARQ, M) 125 KCAS (SOL, P} MIN

873°ITT, WHICHEVER OCCURS
FIRST. BETA LIGHTS OUT.
RELEASE BRAKES. RAM RISE
WILL CAUSE TORQUEOR
TEMP TO RISE TO MAXIMUM
TAKEQFF POWER DURING
TAKEQFF ROLL.

TAKE OFF SPEEDS
ROTATE
FLAPS 5% N, MARQ P _SOL
11,575 LBS. 109
11,000 LBS. 106
10,470 LBS. 110
10,000 LBS. 1m 108
5,000 LBS. 100 106
8,000 LBS. 104
FLAPS 20° N, MARQ P.SOL
11,573 LBS. 105
11,000 LBS. 103
10,470 LBS. 103
10,000 LBS. 100 102
5,000 LBS. 100 100
&,000 LBS. 59
GEAR UP.
*TORQUE 30% OR 600° EGT/

WR - ROTATE 13°
MAX NOSE UP

FITCH

A-34
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COMPLETE AFTER T/O
AND CLIMB CHECKLIST

ACCELERATE TO
DESIRED CLIMB SPEED

*HOTE: IF RUNWAY LENGTH OR
OBSTACLE CLEARAMNCE 15
CRMCAL, SET POWER TO
EMHER TORGUE OR TEMP

MAXIMUKN, WHICHEVER
OCCURS FIRST. RETARD
POWER LEWERS ASREQUIRED
TO MAINTAIN WMAXIMUKM
ALLOWABLE TORQUE OR TEMP.
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Figure A-2
MU-2B MARQUISE (-60), SOLITAIRE (-40), N (-36A), P (-26A)
TAKE-OFF ENGINE FAILURE - FLAPS 5°0R 20°
PRIOR TO TAKEOFF, COMSULT THE “WEIGHT FOR
POSMIVE GRADIENT AFTER LIFTOFF® AND
“SINGLE ENGINE RATE OF CLIMB® CHARTS FOR APPROX 300-800 FEET .
THE TAKEQFF FLAP SETTING SELECTED. (OBSTRUCTION CLEARANCE). IF 8
FLAPS 20° ADJUST PTCH TO
ACCELERATE TO Vyze 135 KCAS
N, MARQ/P S0L (MARD,N), 130 KCAS (SOL,P), FLAPS
FLAP SETTING Vxse (KCAS Vyse (KCAS b e i
®EE [ } Wee [ } c
0= 140 /135 * 185 / 150 * céﬂﬁcETIJEKTFSfEH
ge 130/130 ¢ 140/ 140 ¢ TAKE.OEF AND
o C =] £ % T
a i Aaln . W ENGINE SHUTDOWN
*P SOl L— ; CHECKLIST

PIMCH TO MAINTAIN Vxse MIN. APPROX 8° PITCH,
FLAPS 207, APPROX 10-12° PITCH, FLARPS 5°
MAINTAIN DIRECTIONAL CONTROL WITH RUDDER
AND MINIMUNM  SPOILER.  FAILED EMGINE -
CONDIMOMN LEVER, EMERGENCY STOF, POWER
LEVER, TAKE OFF = TRIM AIRCRAFT

AJS 140 KCAS MINIMU K.
FLAPS UP

LANDING, GEAR UP. IF 20° FLAPS 113 KCAS
MINIMUM. IF 5°FLAPS 120 KCAS (MARQ, N)
125 KCAS (SOL, P)

POS RATE, NO RUNWAY REMAINING FOR g

b ooy Sl 57 | 02 ] |
MAKE NORMAL T/OD ,r
= |F SUFFICENT RUNWAY
CAUTION REWMAINS, OR UNABLE TO CLIME:
GEAR DOWN, REDUCE POWER TO
Z SIMULATED ENGINE L&ND STRAIGHT AHEAD USING

o EREHD MOE A E AIS APPROPRIATE FOR WEIGHT,

s THAN 200 FT AGL) 110 KCAS (MARQ, N}

105 KCAS (S0L, P).
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Figure A-3
MU-2B MARQUISE (-60), SOLITAIRE (-40), N (-36A), P (-26A)
TAKE-OFF ENGINE FAILURE ON RUNWAY

CAUTION

SIMULATED ENGINE FAILURE OR
MALFUNCTION 15 TO BE GIVEN BY
INSTRUCTOR AT NOT MORE THAN 50% OF
ROTATE SPEED.

CLEAR RUNWAY
OR EVACUATE
ARCRAFT AS
NECESSARY *

ENGINE FAILS OR
MALFUNCTION OCCURS

POWER LEWVERS TO GROUND D
IDLE, BRAKES AS NECESSARY. NOTIFY TOWER
REVERSE THRUST AS OF ABORT
REQUIRED. USE NOSE WHEEL
STEERING, BRAKES, ANDVOR
REVERSE THRUST TO
MAINTAIM DIRECTIONAL
CONTROL.

POWER SET,
BRAKES RELEASED

*IF EVACUATING
AIRCRAFT, BOTH
CONDITION LEVERS TO
EMERGENCY STOP AND
MASTER SWITCH TO
EMERGENCY

CAUTION

0D MOT USE SINGLE
ENGINE REVERSE THRUST
WITH THE SIMULATED
FAILED ENGINE POWER
LEVER ABOWE FLIGHT
IDLE.
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Figure A4

MU-2B MARQUISE (-60), SOLITAIRE (-40), N (-36A), P (-26A)
TAKE-OFF ENGINE FAILURE - UNABLE TO CLIMB

CLASSROOM DISCUSSION OR FTD USE ONLY

PRIOR TO TAKEQFF, CONSULT THE “WEISHT FOR
POSMMNE GRADIENWT AFTER LIFTOFF™ AND
“SINGLE EWGINE RATE OF CLIMB® CHARTS FOR

THE TAKEQOFF FLAP SETTING SELECTED.

WARNING

PILOT MAKES DECISION TO ETHER
RETURN TO THE RUNWAY SURFACE OR
TO FLY BEY'OND AIRPORT BOUNDARY

AC 91-89
Appendix A

105 KCAS (MARQ,
100 KCAS (SOL, P}

DO MWOT LET AIRSPEED
DECELERATE BELOW SINGLE
ENGINE AIRSPEED.

TO SUMMABLE LANDING AREA

N,
KM

ENGINE FAILS

POS RATE, NO RUNWAY REMAINING FOR
LANDING, GEAR UP.
IF 20° FLAPS 113 KCAS MIN. IF 5° FLAPS
120 KCAS (MARQ, N), 125 KCAS (SOL, P} MIN

ROTATE

POWER SET,
RELEASE BRAKES

3

o

L

G
-

A-37

PROPELLERS BETA, THEN
REVERSE AND BRAKES AS

REQUIRED

F RUNWAY REMAINS OR A LANDING CAN
SAFELY BE MADE ON THE AIRPORT
SURFACE, CHECK GEAR DOWN, FLAPS
REMAIN IN TAKE-OFF POSTION,
POWER ON OPERATING ENGINE AS
REQUIRED TO LAND.

LAND USING SINGLE ENGINE AIRSPEED,
110 KCAS (MARQ, N)

105 KCAS (SOL, P)

—

CAUTION

ANTICIPATE SWERWVE
TOWARD OPERATING
ENGINE WWHEN
ENTERING BETA




7122/16

AC 91-89
Appendix A
Figure A-5
MU-2B MARQUISE (-60), SOLITAIRE {-40), N {-36A), P (-26A)
STEEP TURNS
SET HEADING START NORMAL TURN. POWER
BUG TO ROLL ASREQUIRED. (INCREASE
OUT HEADING APPROXIMATELY 10% TORQUE)
*CLEAR AREA, 50° BANK
GEAR UP, FLAPS ESTABLISHED. PITCH
UP, AJS 180 KCAS, UP APPROXIMATELY 2°
TRIM AJC TO3° ORAS
NECESSARY TO
MAINTAIN ALTITUDE
D — T —— e e—y N -
- : o — N
- .
-
r
*THIS MANEUVER SHOULD BE PERFORMED IN 74
BOTH CLEAN AND LANDING CONFIGURATIONS ./ CHECK FOR
{USE 130 KCAS FLAPS 20°, GEAR DOWN, FOR kb AJS AND
LANDING CONFIGURATION) *"rqj'i-- ' ——  altmupe — Feipd
a3 TRENDS

**MOTE: TURNS WWILL
BE DONE THROUGH
3807 ASWELL AS 180°

REDUCE POWER TO
MAINTAIN 180 KCAS

ROLL OUT OH
HEADING ON ALT.

=3TART ROLL OUT
20*BEFORE ROLL
OUT HEADING
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Figure A6
MU-2B MARQUISE (-60), SOLITAIRE (-40), N (-36A), P (-26A)
SLOW FLIGHT MANEUVERING
MINIMUM CONTROLLABLE AIRSPEED

SLOW FLIGHT MANEUVERIMNG 1S CONDUCTED ASFOLLOWS: STALL SPEEDS (APPROXIMATE)
AT MAXIMUN GROSS TAKEOFF WEIGHT

CLEAR THE AREA PRIOR TO BEGINNING THE MANEUWER. M, MARQ /P, S0L

START WITH CLEAN CONFIGURATION AMND CHANGE AIRCRAFT COMFIGURATION

ANGLE OF BANK o i
FROM CLEAN TO FULL FLAP AND GEAR IN STAGES. USE AMAXIMUN OF 15% BANK FLAPS
AND PERFORM HEADING CHANGES OF 90° LEFT AND RIGHT. CONSTANT ALTITUDE up 106104 108/106*
|5 REQUIRED THROUGHOUT. g2 99 9e* 100/ 99
MAINTAIN 115KCAS IN ALL CONFIGURATIONS. (e a7/ Bgr an) Ao
402 a1/ 73t &3 7o
=APPROXIMATE POWER SETTINGS ARE: P, 80U

WMo FLAPS 5799 KCAS (MARG, M), 100 KCAS (S0L, P)

CLEAN TORGQUE (35%) PER ENGINE APPROX PITCH +12 Bttty g i
5° FLAP TORGUE (32%) PER ENGINE APPROX PITCH +8 > : PG
5° FLAP & GEAR TORGUE (44%) PER ENGINE APPROX PITCH +9

20°FLAP & GEAR  TORGUE (42%) PERENGINE APPROX PITCH +4 CAUTION

40°FLAP & GEAR  TORQUE (54%) PER ENGINE APPROX PITCH 0

STALL WARNING MAY ACTIWATE

= \OTE: POWER SETTINGS WILL VARY WITH AIRCRAFT WEIGHT AND ALTITUDE. 4TO 9 KCAS ABOVE STALL

KMINIMUK CONTROLLABLE AIRSPEED IS CONDUCTED ASFOLLOWS:

CLEAR THE AREA PRIOR TO BEGIMMIMG THE MAMEUWER.

THE MANEUVER MAY BE DONE IN ANY COMBINATION OF GEAR OR FLAP
CONFIGURATIONS. IF BAMK IS TO BE USED, M SHOULD BE DONE AT BAMK OF NOT
MORE THAM 10° BEGIN THE MANEUWVER BY CONFIGURING THE AIRCRAFT IN THE
DESIRED GEAR AND FLAP CONFIGURATION. SLOW THE AIRCRAFT UNTIL THE STALL
WARHNING (STICK SHAKER) 1S ACTWATED AND ADD POWER TO MAINTAIN ALTTUDE
AND & SPEED JUST ABOWVE AERODYMAMIC STALL. DO NOT ALLOW THE AIRCRAFT
TO REACH AERODWMAMIC STALL “ONSET™ BUFFET.
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Figure A-7
MU-2B MARQUISE, SOLITAIRE, NP
ONE ENGINE INOPERATIVE MANEUVERING
LOSS OF DIRECTIOMAL CONTROL
CLEAR AREA, FLAPS 207, GEAR UF,
CONDITION LEVERS T/O AND LAND, SYNC
OFF, SLOW TO 125 KCAS, TRIMMED
WITH THE FIRST INDICATION OF LOSS OF DIRECTIONAL

WITHOUT RETRIMMING, SET POWER ON SIMULATED RO PR e Th S SR DR e AT
OPERATIVE ENGINE FOR LEVEL FLIGHT, THEM SET ' OPERATIVE ENGINE TO RECOVER

POWER ON SIMULATED FAILED ENGINE TO ZERO :

THRUST (VARIES BETWEEN 5% AND 17% TORQUE). e

MAINTAIN BANK AND BALANCE BALL TOWARD THE Sk OHN L EEL Y
OFERATIVE ENGINE AS NECESSARY FOR ZERO SIDE TAKEOFF POWER ON AT VmcPLUS 15 KCAS,

SLIP (APPROXN 3° BANKA/3 BALL) SIMULATED ADD POWER TO
OPERATIVE EMGINE SMULATED
CAUTION WHILE INCREASING :
OPERATIVE EMGINE
GEAR HORN MAY SOUND CONTINUOUSLY. IF PITCH TO DECELERATE AND RECOVER TO AJS 125 KCAS TRIMMED
INSTRUCTOR ELECTS TO DISABLE GEAR HORM WITH 1_KC~A5 PER SECOND STRAIGHT AND LEVEL FOR STRAIGHT AND
CIRCUIT BREAKER, THEN CIRCUT BREAKER MUST BE WWHILE MAINTAINING FLIGHT LEVEL FLIGHT
RESET FRIOR TO LANDING BANK AND BALANCE
BALL POSTION.

‘ o i
R . s . j 'N_"!
. e ——— T

INSTRUCTOR CAUTION

ONE ENGINE LOSS OF DIRECTIONAL CONTROL IS BEST TRAINED AND
ACCOMPLISHED USING EARLY RECOGNITION AND RECOVERY INSTRUCTOR WARNING
TECHNIQUES. SEAT POSITION AND RUDDER TRAVEL SHOULD BE MIN. ALT. SOekS TRIDES IF STALL WARNING
EMPHASIZED DURING THIS MANEUVER. RUDDER BLOCKING BY THE 5,000° AGL TO CAUSE LOSS ACTIVATES, REDUCE
INSTRUCTOR TO PRODUCE LOSS OF DIRECTIONAL CONTROL AT OF DIRECTIONAL Pt
APPROXIMATELY Vmc PLUS 10 KCAS IS ENCOURAGED, BECAUSE EARLY CONTROL AT Vme Sahbili ATED
RECOGNTION AND RECOVERY IS THE PRIMARY OBJECTVE OF THIS PLUS 10 KCAS OPERATIVE ENGINE
MANE LY AND RECOVER
20° FLAPS - (Vmc 99 KCAS (MARG, N) 93 KCAS (SOL, P)

5° FLAPS - (Vmc 99 KCAS (MARG, N) 100 KCAS (SOL, P)
“\yse 125 KCAS"
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Figure A-8
MU-2B MARQUISE (-60), SOLITAIRE (-40), N (-36A), P (-26A)
APPROACH TO STALL CLEAN CONFIGURATION [WINGS LEVEL
ON STALL RECOGNITION (STICK SHAKER OR *ONSET” BUFFET), CALL THE *STALL”,
|
CLEAR AREA, CONDITION LEVERS DISCONNECT AUTOPLOT IF ON.
TIO AND LAND, SYNC OFF, IMMEDIATELY AND SIMULTANEOUSLY REDUCE ANGLE OF ATTACK UNTIL STALL
1201130 KCAS, AIRCRAFT TRIMMED INDICATIONS CEASE AND LEVEL WINGS IF IN A BANK. ACCELERATE, INCREASE
- POWER SLOWLY ASAPPROPRIATE, TRIM AS NECESSARY. STALL WARNING MAY
RETER R cHTE L OF: DN ER ACTIVATE AT 4 TO 9 KCAS ABOVE STALL. ACCELERATE TO
AIRCRAFT WITHOUT AUTOMATIC it
AUTOPILOT DISCONNECT. i -
CONTINUE TO APPLY AFT POWER AS
CONTROL, WHILE MAINTAINING REQUIRED
(20% TORQUE) ALTTUDE UNTIL FIRST
MDEATRR OF ASTAL AFTER A SAFE FLIGHT CONDTION
MAINTAIN LEVEL * DR ALLOW AUTOPILOT TO
Tl FEIE{EETD ccas CONTINUE TO TRIM NOSE UP HESEE EEEQC:EEE;[E gﬁéﬁf s
v WHILE MAINTAINING ALTITUDE BEGIN CLIME TO ORIGINAL
ikl R s s L B ALTITUDE ANDIOR FLIGHTPATH,
STALL..
_ |
T T — T —— T — e
o L) L. i L S——. "
INSTRUCTOR NOTE: A SR
ADVISORY CIRCULAR 120-109 STATES THAT
PERFORMANCE OF STALL MANEUVERS FLAPS SET up 5 20 40
DURING TRAINING SHOULD INCLUDE BOTH GR.WT.
MANUAL FLIGHT AND FLIGHT WITH Lk 7,000 185 * /80 * m2* /64 *
AUTOPILOT ENGAGED. PILOTS SHOULD BE 3,000 AGL 7,500 188 * 18z * s 165 *
TAUGHT HOW TO RESPOND APPROPRIATELY 8,000 1 185+ e* /68 *
TO THE STARTLE FACTOR WHEN 8,500 193 * 138 * g+ 70+
ENCOUNTERING AN UNEXPECTED STALL.. 9,000 93/95 * 87/90 * 768i81 * 7272 *
9,500 95/99 * 90/93 * 79/83 * 7474+
10,000 98/101* 92/96 * 31/85 * 7576 *
STALL TRAINING PROCEDURES WITH THE 10,470 Mno4= 198 * 138 s*
AUTOPILOT ENGAGED ARE NOTED WITH AN 10,500 101/ 94/ 83/ 77
ASTERISK® 11,000 103/ 95/ a5/ 79/
11,575 106/ 99/ a7 31/
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Figure A-9
MU-2B MARQUISE (-60), SOLITAIRE (-40), N (-36A), P (-26A)
APPROACH TO STALL
TAKEOFF CONFIGURATION 15-30° BANK
CLEAR AREA, CONDTION LEVERS ON STALL RECOGNITION (STICK SHAKER OR “0OMSET™ BUFFET), CALL THE *STALL",
T/O AND LAND, S¥HC DFF, *DISCONNECT AUTOPILOT IF ON,
1200130 KCAS, AIRCRAFT TRIMMED
IMMEDIATELY AND SIMULTANMEQUSLY REDUCE ANGLE OF ATTACK UNTIL STALL
* OFTIONAL AUTOPILOT ON FOR INDICATIONS CEASE AND LEVEL WINGS IF IN A BANK. ACCELERATE, INCREASE
AIRCRAFT WITHOUT AUTOMATIC POWER SLOWLY AS APPROPRIATE, POSIMTIVE RATE, GEAR UP, TRIM AS
AUTOPILOT DISCOMMECT. MECESSARY. STALL WARNING MAY ACTNMATE AT4TO 5 KCAS ABOVE STALL.
CONTINUE TO APPLY AFT
FLAPS 5% OR 20° GEAR DOWN, CONTROL, WHILE MAINTAINING
ALTITUDE UNTIL FIRST AFTER A SAFE FLIGHT CONDITION AS5140 KCAS

{20% TORGQUE)
HAS BEEN ACHEVED AND AS A/S

INCREASES ABOWVE 120 KCAS
BEGIN CLIMB TO ORIGINAL
ALTMUDE ANDVOR FLIGHTPATH.

MIMIMUN, FLAPS UP,
POWER AS REQUIRED

MDICATION OF & STALL..

*0R ALLOW AUTOPILOT TO
CONTINUE TOTRIM NOSE UP
WHILE MAINTAIMING ALTITUDE
UNTIL FIRST IMDICATION OF A

STALL..

INSTRUCTOR NOTE:

INITIATE 15-307 BANK
M LEVEL FLIGHT
TRIM FOR 120 KCAS

IF FLAPS 20° RETRACT FLAPS
TO 5% INCREASEFPITCHTO
APPRON. 109

ADVISORY CIRCULAR 120-108 STATES THAT
PERFORMAMNCE OF STALL MANEUWERS
DURING TRAINING SHOULD INCLUDE BOTH
MANUAL FLIGHT AND FLIGHT WITH

AUTOPILOT ENGAGED. PILOTS SHOULD BE AMNGLE OF BANK 10 20 30 40 50 &0
TAUGHT HOW TO RESPOND APPROPRIATELY M. ALT. FLAPS
TO THE STARTLE FACTOR WHEN 3,000° AGL up 1071104 109/108* 113/112% 120/119% 131/130* 148/146*
ENCOUNTERING AN UNEXPECTED STALL.
5o 99/ 98¢ 102/101* 106/105* 113/112* 123/122* 138/138*
STALL TRAINING PROCEDURES WITH THE 200 87/ 88* 8% 90* 93/ 94* 9&/100* 108/109* 122/123*

AUTOPILOT ENGAGED ARE NOTED WITH AN
ASTERISK®

STALL SPEEDS (APPROXIMATE)
AT MAXIMUN GROSS TAKEOFF WEIGHT
M, MARQ /P, S0L

&2 T9* B84/ 80* 87/ o4*

g2/ 90 101/ S8* 113M110%
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Figure A-10
MU-2B MARQUISE (-60), SOLITAIRE (-40), N (-36A), P (-26A)
APPROACH TO STALL
LANDING CONFIGURATION GEAR DOWN - FULL FLAPS

CLEAR AREA, CONDITIOM LEVERS
T/O AND LAND, SYMNC OFF,
120/M30 KCAS, AIRCRAFT TRIMMED

*OPFTIOMAL AUTOPILOT ON FOR
AIRCRAFT WITHOUT AUTOMATIC
AUTOPILOT DISCONMECT.

ON STALL RECOGNTION (STICK SHAKER OR “0ONSET® BUFFET), CALL THE “STALL®,
*DISCONNECT AUTOPILOT IF ON,

IMMEDIATELY AND SIMULTANEOUSLY REDUCE ANGLE OF ATTACK UNTIL STALL
NDICATIONS CEASE AND LEWEL WINGS IF IN A BANK. ACCELERATE, INCREASE
POWER SLOWLY ASAPPROPRIATE, FLAPS 20° POSMTNME RATE, GEAR UP, TRIM

ASMNECESSARY. STALL WARNNG MAY ACTNWATE AT 4 TO 9 KCAS ABOWVE STALL.

ASS 140 KCAS MIN,
FLAPS UP, POWER AS
REQUIRED

FLAPS 20°, GEAR DOWN,
(20% TORQUE)

CONTINUE TO APPLY AFT AFTER A SAFE FLIGHT CONDITION

AJS 120 KCAS,

FLAPS FULL 20%

TORGUE, BEGIN CLIMB TO ORIGINAL
FLIGHT, TRIM CONTIMUE TO TRIM NOSE UP
FOR 120 KCAS WHILE MAINTAINING ALTITUDE

CONTROL, WHILE MAINTAINING
ALTIMUDE UNTIL FIRST
NDICATION OF & STALL..

T Y ™, [ I
T — T — T — T —

UNTIL FIRST INDICATION OF A
STALL..

A-43

HAS BEEN ACHIEVED AND AS AMS
INCREASES ABOWE 120 KCAS |

e

ASS130 KCAS IF FLAPS

20% RETRALCT FLAPS TO

ST INCREASEPITCHTO
APPRON. 10°

STall SPEEDS e
FLAPS SET up 5 20 a0 INSTRUCTOR NOTE:
GR.WT. ADVISORY CIRCULAR 120-109 STATES THAT
7,000 g5 * B0t ff2: 6a PERFORMANCE OF STALL MANEUVERS
7,500 /38 = v ffqt /Be* DURING TRAIMING SHOULD INCLUDE BOTH
8,000 ;o /a5t g it MIN. ALT MANUAL FLIGHT AND FLIGHT WITH
8,500 M3 * B33 gt = = 000" AGL AUTOPILOT ENGAGED. PILOTS SHOULD BE
g,000 93/56 * eris0 * TEI31* 727z i TAUGHT HOW TO RESPOND APPROPRIATELY
9,500 o5/og = 90/93 * TOVB3 * 474 TO THE STARTLE FACTOR WHEN
10,000 98/101* 9285 * g1/gs* 7aiig* EMCOUNTERING AN UNEXPECTED STALL..
10,470 1104 ¢ 198 * 8g* ik
10,500 1014 04/ g 77
11,000 103 e/ 83 7o S5TALL TRAINING PROCEDURES WITH THE
11,575 106/ oo/ a7 a1 AUTOPILOT ENGAGED ARE NOTED WITH AN
PRS0 ASTERISK®
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Figure A-11
MU-2B MARQUISE (-60), SOLITAIRE (-40), N (-364), P (-26A)
ACCELERATED STALLS

INTIATE PROGRESSNE  BANK TOWARD A

CLEAR AREA, CONDITION CLEAN, AJS 115 KCAS,
0% BANK ANGLE

LEVERS T/O AND LAND, AJC POWER AND TRIM
SYNC OFF FOR LEVEL FLIGHT

APPLY BACKPRESSURE TO
MAINTAIN ALTITUDE UNTIL
FIRST INDICATION OF A
STALL OR *ONSET® BUFFET.

™

Ly T v T - T —— NS ;?31\

*THIS MANEUWER SHOULD ALSO BE
ACCOMPLISHED M THE LAMNDING

CONFIGURATION WITH GEAR DOWN, FLAPS * 140 KCAS * 125 KCAS
207, A5 100KCAS TRIMMED FLAPS UP FLAPS TO 52 * POSITVE
RATE, GEAR UP
e o]
| M‘;ﬁ"-"”
ACCELFRJ:'«TE TO 140 KCAS, / OM STALL RECOGNITION (STICK SHAKER OR

POWER AS REQUIRED *ONSET” BUFFET), CALL THE *“STALL",.

AFTER ASAFE IMMEDIATELY AND SIMULTANEQUSLY

STALL SPEEDS (APPROXIMATE) FLIGHT CONDITION REDUCE ANGLE OF ATTACK UNTIL STALL

AT MAXIMUM GROSS TAKEOFF WEIGHT
M, MARQ /P, SOL

ANGLE OF BANK 10 20 30 49 50 50
FLAPS

up 107/104* 108/108* 113M112% 120/118* 131/130° 145/145*
5= 99/ 98¢ 102M101* 106M05* 113M112* 123122 138/138*
20+ 37/ 88* 8% 90* 03/ B4* B5EM00* 108108 122123
40° B2 79 B4/ B0* ST/ B4* 9/ 90* 104/ 98* 113110*

HAS BEEN
ACHEVED AND AS
AJSINCREASES
ABOWVE 120 KCAS |
BEGIN CLIMB TO
ORIGINAL ALTITUDE
ANIVOR
FLIGHTPATH.

INDICATIONS CEASE, LEVEL WINGS,
ACCELERATE, INCREASE POWER SLOWLY AS
APPROPRIATE, TRIM ASMNECESSARY.
STALL WARNING MAY ACTIWATE AT4TO &
KCAS ABOVE STALL.
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Figure A-12

MU-2B MARQUISE (-60), SOLITAIRE (-40), N (-36A), P (-26A)
EMERGENCY DESCENT (LOW SPEED)

*CLEAR AREA, CRUISE
CONFIGURATION START
AT ASSIGNED ALTITUDE.

ASS 150 KCAS WMIN.

: i
e e L

POWER LEVERS Fil. CONDITION LEVERS T/O AND LAND,
SYWNC OFF. FLAPS 5° AT 1TSKCAS, & GEAR DOWN
(MTOKCAS S50L. P, 175 KCAS MARQ, N) FLAPS 20°AT
155 KCAS, FLAPS 40° AT 120 KCAS

SIMULATE EXPLOSNE
DECOMPRESSION AT
ASSIGNED ALTITUDE.
OXGEN MASKS ON.

‘DECLARE EMERGEMNCY™

AWHILE CLEARING THE AREA,
COORDINATE WITH AIR TRAFFIC COMTROL
TO CLEAR TRAFFIC AT LOWER ALTITUDES.

GEAR/FLAP SPEEDS
M, MARQ P, SOL
GEAR 175 KCAS 170 KCAS
FLAPS 5° 173 KCAS 173 KCAS
FLAPS 20° 155 KCAS 155 KCAS
FLAPS 40° 120 KCAS 120 KCAS
Wrs FLAPS 40° 155 KCAS 155 KCAS

[

B ™,
Wl e ™, -

- " w W.
L= e

ESTABLISH DESCENT IN A 30°BANK, 155 KCAS MAX.
INITIAL NOSE DOWNIS APPROXN 20° UNTIL REACHING
155 KCAS. THEN RAISE NOSE TO MAINTAIN SPEED.

A
ATl

AFTER ESTABLISHING DESCENT, ROLL
WINGS LEVEL. CONTIMUE DESCENT ON
STEADY HEADING OR AS REQUIRED BY ATC.

CHECK 1000 FT
ABOVELEVEL
OFFALTITUDE

500" ABOVE, STARTLEVEL OFF

"‘-'--.._._.__‘_‘_‘_H COMPLETE EXERCISE AT ASSIGHNED ALTITUDE.
REDUCE TO 120 KCAS AND CLEAN UP AJC. =D0
MOT RAISE FLAPS UNTIL AJC IS BELOW 120 KCAS.
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Figure A-13

MU-2B MARQUISE (-60), SOLITAIRE (-40), N (-36A), P (-26A)
EMERGENCY DESCENT (HIGH SPEED)

*CLEAR AREA, CRUISE
CONFIGURATION START
AT ASSIGNED ALTITUDE.

A5 150 KCAS MIN.

a.__zﬂl

M
AW

POWER LEVERS Fil
CONDITION LEVERS THO
AND LAND SYNC OFF.

?'1 = . T

SIMULATE EXPLOSME
DECOMPRESSION AT
ASSIGNED ALTITUDE.
O3CrGEN MASKS ON.

DECLARE EMERGENCY

e é__ﬁ!

AWHILE CLEARING THE AREA,
COORDINATE WITH AIR TRAFFIC CONTROL
TO CLEAR TRAFFIC AT LOWER ALTITUDES.

ESTABLISH DESCENT IN A 30%BANK, ACCELERATING
TO Vo (220 KCAS) . INITIAL 15-20° NOSE DOWN,
REDUCING TO APPROX. 8° NOSE DOWN AS A/S
APPROACHES V wo (250 KCAS).

[-

A
W

AFTER ESTABLISHING DESCENT, KEEP WINGS
LEVEL, CONTINUE DESCENT ON STEADY HEADING
OR ASREQUIRED BY ATC

AC 91-89
Appendix A

MWOTE

DECREASE INDICATED
AIRSPEED BY 5 KCAS
BELOWY 250 KCAS,
FOR EACH 1,000 FT
ABOWE 21,300 FT

CHECK 1000 FT
ABOVELEVED
OFFALTITUDE

o0 FTABOVE, START
LEVEL OFF

e
f
‘-H-‘-H\‘—-., COMPLETE EXERCISE AT ASSIGNED ALTITUDE.

REDUCE SPEED TO 200 KCAS
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Figure A-14

AC 91-89
Appendix A

MU-2B MARQUISE (-60), SOLITAIRE (-40), N (-36A), P {-26A)

UNUSUAL ATTITUDE RECOVERY (NOSE HIGH)

UNLOAD AND INMATE ROLL TOWARD 807 BANK
USING SPOILER AND RUDDER AND ALLOWMNOSE TO
FALL THROUGH THE HORLEOM

CAUTION

DO WOT G LOAD WINGS DURING BANKING
MANEUWER TO PREVENT AN ACCELERATED STALL.
*IF ATOR NEAR STALL BEFORE RECOWVERY, DO WOT

USE RUDDER TO INMATE ROLL.

UPON RECOGNITION OF ANOSE
HIGH UWUSUAL ATTITUDE,
POWER TO TAKEOFF

*CLEAR AREA

P

*WHILE CLEARING THE AREA, COORDINATE
WITH AIR TRAFFIC CONTROL TO CLEAR TRAFFIC
BOTH ABOVE AND BELOW YOUR ALTITUDE.

WHEN NOSE LOW, ROLL WINGS
LEVEL, REDUCE POWER TO
FLIGHT IDLE, AND COMMENCE A
WINGS LEVEL PULL UP TO A
LEVEL FLIGHT ATTITUDE.

ONCE LEVEL, ADD POWER
TO MAINTAIN LEVEL FLIGHT

INSTRUCTOR WOTE

THE WSTRUCTOR SHOULD INMTATE THE
UNUSUAL ATTITUDE WOT TO EXCEED 30° OF
PMCH ANDVOR 80° OF BANK AND USE POSITNE
CONTROL TO TRAMSFER CONTROL TO THE
STUDENT FOR RECOWVERY

A-47
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Figure A-15
MU-2B MARQUISE (-60), SOLITAIRE (-40), N (-364), P (-26A)
UNUSUAL ATTITUDE RECOVERY (NOSE LOVV)

UPON RECOGNITION OF AMOSE LOW
UNUSUAL ATTITUDE, REDUCE POWER
TO FLIGHT IDLE, INMATE AROLL

TOWARD WINGS LEVEL IF IN A BANK, ONCE WINGS ARE LEVEL IN NOSE LOW
*CLEAR AREA AND MAINTAIN NOSE LOVY PITCH ATTIMUDE, COMMENCE A WINGS LEVEL
ATTITUDE WHILE LEVELING WINGS PULL UP TO A LEVEL FLIGHT ATTITUDE.

CAUTION

)

o
|#

00 NOT G LOAD AIRCRAFT UNTIL WINGS
ARE LEVEL TO PREVENT AN ACCELERATED
STALL AND UNEVEN G LOADS ON WING.

IF AIRSPEED IS ATOR NEAR Wmo, DO HOT
USE ABRUPT CONTROL MOWEMENTS
DURING RECOWERY.

“WHILE CLEARING THE AREA, COORDINATE WITH
AR TRAFFIC CONTROL THE CLEAR TRAFFIC
BOTH ABOVE AND BELOW YOUR ALTITUDE.

OWCE LEVEL, ADD POWER
TO MAINTAIN LEVEL FLIGHT

INSTRUCTOR NOTE
THE INSTRUCTOR SHOULD INTIATE THE 5
UNUSUAL ATTITUDE NOT TO EXCEED 30° OF ‘3;«?
PITCH AND/OR 60° OF BANK AND USE POSITIVE . '\*}1 .
CONTROL TO TRANSFER CONTROL TO THE =t
STUDENT FOR RECOVERY
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APPROXIMATELY
1500 FT AGL

COMPLETE DESCENT AMND
APPROACH CHECKLISTS

Figure A-16

AC 91-89
Appendix A

MU-2B MARQUISE (-60), SOLITAIRE (-40), N (-36A), P (-26A)

NORMAL LANDING (20%or 40° FLAPS)

TOUCHDOWN. POWER LEVERS RETARD TO
FLIGHT IDLE STOP. THEN RETARD BOTH
POWER LEVERS RETARD TO GROUND IDLE,
CHECK BOTH PROPS BETA. THEW REVERSE
AND BRAKING AS REQUIRED.

AJS 150 KCAS MIN.
(25%-30% TORGQUE)

WEIGHT
7,500 LBS
&,000 LBS
8,500 LBS
5,000 LBS
5,500 LBS
5,955 LBS

10,000 LBS

10,500 LBS

11,025 LBS

“P, #0L

LAMNDING APPROACH SPEEDS - ref

1.3 V=1
FLAPS 20°
I 96*
f 99*
89 /102
1004105
1027108 *
o
1054
108/
1104

1.5 Vs1
FLAPS 40
8
noz=
105106 *
108 108 *
M1 M12*
M15*
1144
116/
118/¢

THRESHOLD (10%:-20%
TORQUE) Vref

LANDING ASSURED, GEAR DOWN .
AJS 140 KCAS MIN.
COMPLETE LANDING CHECKLIST

A-49

FINAL CHECK. FLAPS Z0%or 407
ASS SLOWING TO Wref.
CHECK SINK RATE 500-600 FPM

AJS 120 KCAS MIN
DESCENT 500-500 FPM
(20%-25% TORQUE)

FLAPS 20° AJS 120-130 KCAS.
500 FPM SINK RATE.
(APPROX 25% TORGQUE)
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Figure A-17

MU-2B MARQUISE (-60), SOLITAIRE (-40), N (-36A), P (-26A)

GO AROUND - REJECTED LANDING

AFTER GEAR IS FULLY RETRACTED, ASS
130 KCAS, IF FLAPS 207 RETRACT TO

ACCELERATE TO
DESIRED CLIMB SPEED

AC 91-89
Appendix A

FLAPS 5° INCREASEPITCHTO 107

AJS 140 KCAS,

APPLY MAX POWER, AITCH &
UP AND SELECT FLAPS 20° IF 40¢
PREVIOUSLY SELECTED

WHEN LAMNDING REJECTED, FLAPS UP.

MORMAL
APPROACH,
STABILIZED AND
CONFIGURED FOR
LANDIMG

POSTIVE RATE,
GEAR UP, F FLAPS
20%, 113 KCAS MIN.,
F FLAPS 52,
120 KCAS MIN.

A-50

COMPLETE AFTER T/O
AND CLIMB CHECKLIST
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Figure A-18
CAUTION MU-2B MARQUISE {-60), SOLITAIRE (-40), N (-36A), P (-26A)
DO MOT SELECT
REVERSE UNTIL NO FLAP OR 5° FLAP LANDING (ABNORMAL PROCEDURE)
BELOW S0 KCAS
WITH NOSE
VWHEEL ON CHECK BOTH PROPS BETA. BRAKES AND NOTE
CROUND REVERSE ASREQUIRED. MOTE: BETA MAY LANDING DISTANCE
NOTEE AVAILABLE UNTIL BEELOW S0 KCAS WILL INCREASE
APPROXIMATELY APPROXIMATELY
1500 FT AGL TOUCHDOWN — POWER 00
- LEVERS SLOWLY RETARD

TO FLIGHT IDLE STOP

THRESHOLD (10%:-20% TORGQUE).
MO FLAP Wref1.25Ws1, BUT NOT
BELOW 115 KCAS (SEE CHART)

COMPLETE DESCENT AMND
APPROACH CHECKLISTS

FINAL CHECK. ASS
SLOWING TO NO FLAP
Wref. 113 KCAS MIN.

AJS 150 KCAS MIN.
(25%-30% TORQUE)

NO FLAP Vref1.25 Va1 BUT NOT BELOW 115KCAS
(USE FOR FLAPS UP OR 5°)
_ - CHECK
ip go LANDING ASSURED, GEAR DOWN ﬁy SINK RATE

. S o AIS 140 KCAS MIN, A%

2000 f 4958 115 COMPLETE LANDING CHECKLIST L

8,500 1116 /115

9,000 11671200 115/ 115

- FLAPS 0° OR 5°.

9,500 197123 15/ 1T il il
e S ey 500-600 FPM SINK RATE.
st s ki (APPROX 25%-30% TORGUE)
11,025 129/ 1214
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Figure A-19
MU-2B MARQUISE (-60), SOLITAIRE (-40), N (-36A), P (-26A)
CAUTION ONE ENGINE INOPERATIVE LANDING
ANTICIPATE
SWERVE TOWARD WHILE MAINTAINING TRACK WITH
DPERATING RUDDER, MOVE OPERATING CAUTION T
ENGINE WHEN ENGINE POWER LEVER GROUND T R
ENTERING BETA IDLE, CHECK PROP BETA., DO MOT USE SINGLE DO HOT ATTEMPT A
REVERSE AND BRAKES AS TOUCHDOWN, EMGINE HEWERSE GO-AROUND WITH
REQUIRED. OPERATING ENGINE THRUST WITH THE GEAR DOWN BELOW
APPROXIMATELY POWER LEVER SLOWLY SIMULATED FAILED 400" AGL OR AFTER
RETARD TO FLIGHT IDLE ENGINE POWER 20° FLAPS ARE
SELECTED.

1500 FT AGL
t STOP

LEVER ABOWVE FLIGHT
IDLE.

COMPLETE DESCENT AND
APPROACH CHECKLISTS AND
REVIEEW SINGLE EWGINE LANDING
CHECKLIST

AJS 150 KCAS
140 KCAS (MARQ, N} MIN, 135 KCAS (SOL, P} MIN.
(APPROX 50%-55% TORGQUE)

THRESHOLD, [10%:-20%
TORQUE). Vref.

45110 KCAS (MARQ, N).
105 KCAS (0L, P).

CHECK SINK RATE.
300-600 FPM

FLAPS 5% AJS 140 KCAS
(130 KCAS MIN}

N, MARCYP,S0L
FLAP SETTING Wuse (KCAS) Wyse (KCAS)
up 140 /135 * 150/150*
5 130 /130 * 140 /140 *
20° 1251125* 1357130+
P, 50U

A-52

FINAL CHECK. FLAPS 20°.
AlSVxse MIN. (SEE CHART)
COMPLETE LANDING CHECKLIST,
RUDDER TRIM CENTERED, HOLD
BALLIN CENTER WITH RUDDER.

I 500 - 600

CHECK
SINK RATE,

FEFET PER
MINUTE

LANDING ASSURED

GLIDE PATH, GEAR DOWN.
(APPROX 40% TORQUE)

CHECK
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Figure A-20

MU-2B MARQUISE (-60), SOLITAIRE {-40), N (-36A), P (-26A)

« WIND

CROSSWIND LANDING

DEMONSTRATED
CROSSWIND

ALL MODELS

TAKEQOFF 22 KCAS
LANDING 18 KCAS

=
',.3 1
St kall

AIRCRAFT WILL BE FLOWN DOWMN AN EXTENSION OF
THE RUNWAY CENTER LIME WITH DRIFT CORRECTION
ESTABLISHED SUFFICEENTLY IN ADVANCE TO PERMIT
CENTER LINE TO BE FLOWN WITH ONLY MINOR
COORDINATED CORRECTIONS

INCREASE WrefFOR CROSSWIND LANDING BY OME-
HALF THE STEADY WIND SPEED PLUS OME-HALF THE
GUST SPEED NOT TO EXCEED “refPLUS 10 KCAS.

e 0o « WIND
e

* WIND

FRIOR TO TOUCHDOWN, THE UPWIND WING 15
LOWERED AMD SMOOTHLY MODULATED. OPPOSITE
RUDDER IS APPLIED 30 THAT AIRCRAFT PATH
CONTIMUES DOWN RUNMVWAY CENTERLINE. THE
AIRCRAFT SHOULD MOT BE ALLOWED TO DEVELOP
ANY TEMDENCY TO DRIFT DOWNWIND.

MOTE: RUDDERS CENTERED BEFORE WOSE WHEEL
TOUCHDOWWN. SPOILERS INTO WIND ASMECESSARY
TO KEEP WINGS LEWVEL

A-53
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L * WIND
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MU-2B MARQUISE (-60), SOLITAIRE (-40), N (-36A), P (-26A)
ILS, LPV, RNP, LNAV/VNAV APPROACH

ASS 140 KCAS MIN.  [20%-25% TORQUE],
DESCEND 500 FPM TO PROCEDURE
TURM OR OTHER APPROACH SEGMENT
ALTITUDE

FLAPS 5° 140 KCAS MIN.
{259-30% TORGQUE)

e
S

AJS 140 KCAS MIN.
(25%-30% TORQUE)

MISSED APPROACH:
CONTINUE WITH
WMISSED APPROACH
PROFILE

LANDING ASSURED, CHECK. GEAR
DOWWN, FLAPS 20° APPROACHING
GLIDE SLOPE (ONE DOT BELOW GIS),
ASS 120 KCAS MIN.

7122/16
COMPLETE DESCENT AMND APPROACH
CHECKLISTS. AJSS 150 KCAS (140 KCAS MIN}
REVIEW APPROACH PLATE. RADIOS: TUNE &
IDENTIFY. CHECK FINAL APPROACH FIX
ALTMUDE, MARKER BEACON RECENER “ON°
LANDING APPROACH SPEEDS —Wref
1.3 Vs1 1.5Vs1
WEIGHT FLAPS 20 FLAPS 40%
7,500 LBS I 96* I a9+
4,000 LBS I 99* noz=
8,500 LBS &9 /102 = 105 /106 *
9,000 LBS 100/105* 108106 *
5,500 LBS 1027108~ 111112 =
5955 LBS f111* Mnis*
10,000 LBS 105/ 114/
10,500 LBS 108/ 116/
11,025 LBS 1104 119/
P, 201

COMPLETE LANDING CHECKLIST
(APPROX 25% TORGQUE)

FINAL CHECK. FLAPS 20° (OR 407)
IF DESIRED, BELOW 120 KCAS

TOUCHDOWVN: POWER LEVERS RETARD TO FLIGHT

IDLE STOP. POWER LEVERS RETARD TO GROUND

IDLE, CHECK BOTH PROPS BETA. REVERSE AND
BRAKES AS REQUIRED.

A-54



7122/16

Figure A-22

MU-2B MARQUISE (-60), SOLITAIRE (-40), N (-36A), P (-26A)

TWO ENGINE MISSED APPROACH

COMPLETE AFTER
TAKEOQOFF CHECKLIST

ACCELERATE TO
DESIRED CLIMB
SPEED

ASS 140 KCAS.
FLAPS UP

AFTER GEAR IS FULLY RETRACTED, AJSS 130 KCAS,
IF FLAPS 20° RETRACT TO FLAPS 5% INCREASE
PITCH TO f0®

MISSED APPROACH GO-
AROUND. WAX POWER.
PIMCH UP &%AND SELECT
FLAPS 20°IF 40
PREWIOUSLY SELECTED

POSIMTMVE RATE. GEAR UP,
IF FLAPS 20 113 KCAS MIN,
IF FLAPS 5%, 120 KCAS MIN.

MAaP

A-55
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Figure A-23
MuU-2B MARQUISE (-60), SOLITAIRE (-40), N (-36A), P (-26A)
ONE ENGINE INOPERATIVE ILS, LPV, RNP, LNAVA/NAV APPROACH

AJS 140 KCAS (130 KCAS MIM.},
{90%-60% TORQUE), FLAPS 5% DESCEMD 500 FFM TO
PROCEDURE TURW OR OTHER APPROACH SEGMENT ALTITUDE.

COMPLETE DESCENT AND APPROACH
CHECKLISTS. AJS 150 KCAS 140 KCAS
(MARQ, N} MIN , 135 KCAS (SOL, P) MIN.
REVIEW APPROACH PLATE. RADIOS:

FLAPS 5%, 140 KCAS (130KCAS MIN)

TUNE & IDENTIFY. CHECK FINAL (30%-60% TORQUE)
APPROACH FIX ALTITUDE, MARKER
RECENVER *ON°
VIARNING AJS 140 KCAS (130 KCAS MIN.)

= oo
. (50%-60% TORGQUE), FLAPS

GO-AROUND WITH
GEAR DOWN BELOW MISSED APPROACH:
400" AGL OR AFTER CONTINUE WITH ENGINE OUT
20° FLAPS ARE MIESED APPROACH PROFILE LANDING ASSURED, CHECK GEAR
SELECTED. DOWN APPROACHING GLIDE
SLOPE (ONE DOT BELOW G/S),
ASS 140 KCAS (130 KCAS MIN)
CAUTION i -
% r‘d\_.._. 7
DO NOT USE SINGLE - LANDING CHECK
ENGINE REVERSE L T - - (50%-55% TORGUE)
THRUST WITH THE DH

SIMULATED FAILED
ENGIME POWER
LEVER ABOWE FLIGHT
IDLE.

\ RUNWAY IN SIGHT, FINAL CHECK. FLAPS 20°,
SLOWING TO CROSS THRESHOLD AT
110 KCAS (MARQ, N}, 105 KCAS (S0L, P},
COMPLETE LANDING CHECKLIST. RUDDER TRIM

CENTERED, HOLD BALL IN CENTER WITH RUDDER.
CHECK FINAL LANDING CONFIGURATION.

1A
e B e T
P LT T SLOWLY RETARD TO FLIGHT
IDLE, CHECK PROP DLE STOP
BETA. REVERSE AND ;

BRAKES AS REQUIRED.
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Figure A-24
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MU-2B MARQUISE (-60), SOLITAIRE (-40), N (-36A), P {-26A)
ONE ENGINE INOPERATIVE MISSED APPROACH

N, MARQ/P,SOL

FLAP SETTING Wxse (KCAS) Myse (KCAS
0 140 /135* 1504150 *
° 1304130 * 1407140 *
20 125/125* 1357130 *

A5 150 KCAS, COMPLETE
AFTER TAKEOFF CHECKLIST

AJS 140 KCAS.
MINIMUM, FLAPS UP

AFTER GEAR IS FULLY RETRACTED AND OBSTRUCTIOMS

CLEARED,

IF FLAPS 20® ADJUST PIMMCH TO ACCELERATE TO Vyse

AJS 130KCAS (P,50L), 135KCAS (N,MARQ), FLAPS TO 5@,

PITCHAPPROX. 10¢

PITCH TO MAINTAIN VxseMINIMUM, APPROX 8° PITCH, FLAPS 207,
APPROX 10-12° PITCH, FLAPS 5°.

IF 20° FLAPS 113 KCAS MIN. IF 5° FLAPS 120 KCAS (MARQ, N) MIN.

OR 125 KCAS (SOL, P} MIN.

COMMENCING MISSED APPROACH, SET

WA POWER., MAINTAIN DIRECTIONAL

CONTROL, RUDDER AND SPOILER AS
MECESSARY, GEAR UP.

KMAP

*IF TRANSITIONING FROM ADESCENT,
MAINTAIN PITCH TO MAINTAIN 140 KCAS,
RAISE GEAR, THEN 10° AITCH. SOME
ALTITUDE LOSS IS TO BE EXPECTED.

A-57

WARNING

UNDER CERTAIN COMBINATIONS OF WEIGHT,
TEMPERATURE, AND PRESSURE ALTITUDES, WITH LANDING
GEAR DOWH AND FLAPS 20% SINGLE ENGINE GO
AROUND MAY MOT BE POSSIBLE AT ALTITUDES OF LESS

THAN 400 FEET AGL. (SEE PAGE A-24a)
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Figure A-25
MU-2B MARQUISE (-60), SOLITAIRE (-40), N (-364), P (-26A)
NONPRECISION STRAIGHT-IN APPROACH

MOTE

EMHER THIS PROCEDURE, OR
ALTERMATELY PROFILE A-25a
MUST BE DEMONSTRATED. AJS 140 KCAS (130 KCAS MIN).
(20%-25% TORGQUE), DESCEND 500
FPM TO PROCEDURE TURN OR
OTHER. APPROACH SEGMENT
ALTITUDE

COMPLETE DESCEMT AND APPROACH CHECKLISTS.
AJS 150 KCAS (140 KCAS MIN). REVIEW APPROACH
PLATE. RADIOS: TUME & IDENTIFY. CHECK FIMNAL
APPROACH FIX CROSSING ALTITUDE, MARKER
RECEMNER “ON° IF REQUIRED.

FLAPS 5°,
AIS 140 KCAS MIN.
LANDING APPROACH SPEEDS — Vref (25%-30% TORGUE)
1.3 Va1 15 Vst N
WEIGHT FLAPS 20° FLAPS 40° o538
7,500 LBS ] 96+ 99+ =T
2,000 LBS ! 99+ 1102+
3,500 LBS 99 /102 * 1057106 *
9,000 LBS 1007105 * 1087109 * AIS 140 KCAS MIN.
9,500 LBS 1027108 * 1117112 (25%-30% TORQUE)
9,955 LBS 1111+ 1115+
10,000 LBS 1057 114/
10,500 LBS 108/ 1161 LANDING ASSURED CHECK GEAR
11,025 LBS 1104 1197 DOWN, FLAPS 20° APPROACHING
FIX INBOUND, LANDING CHECKLIST
“Fo COMPLETE AJS 120 KCAS MIN.
o AIS 120 KCAS MIN, (25%-30% TORGUE,
MISSED APPROACH: i:{‘h i BO0-1000 FPM DESCENT
GO-AROUND, WAX | —~ —=
POWER, PITCHTO 8 AJS 120 KCAS MIN.
CONTINUE WITH TWO (APPROX 50% TORQUE)
= ENGINE MISSED
APPROACH PROFILE
VISUAL DESCENT POINT FINAL CHECK. FLAPS 40°F DESIRED, BELOW 120 KCAS
AN APPROACH

TOUCHDOWHN: POWER LEVERS RETARD TO FLIGHT IDLE STOP,
THEW POWER LEVERS RETARD TO GROUND IDLE, CHECK BOTH
PROPS BETA. REVERSE AND BRAKES AS REQUIRED.

CONSTRUCTED WITH A
WOP SHOULD HANME THE
AIRCRAFT CROSS THE
K04 ATOR BEYOND
THE VDP.
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WOTE

ETHER THIS PROCEDURE,
OR ALTERMATELY PROFILE
A-25MUST BE
DEMONSTRATED.

AC 91-89
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Figure A-25a
MuU-2B MARQUISE (-60), SOLITAIRE (40), N (-36A), P (-26A)

NONPRECISION STRAIGHT-IN APPROACH
*OPTIONAL USE OF CONTINUOUS DESCENT FINAL APPROACH (CDFA)

AJS 140 KCAS (130 KCAS MIN).
(20%:-25% TORQUE), DESCEND 500

COMPLETE DESCENT AND APPROACH CHECKLISTS. FPM TO PROCEDURE TURN OR
A5 150 KCAS (140 KCAS MIN). REVIEW APPROACH OTHER APPROACH SEGMENT
PLATE. RADIOS: TUNE & IDENTIFY. CHECK FINAL ALTITUDE

APPROACH FIX CROSSING ALTITUDE, MARKER
RECENER “0ON” IF REQUIRED, **CALCULATE VDA,

FLAPS 5,

AJS 140 KCAS MIM.

LANDING APPROACH SPEEDS —Vref (25%-30% TORQUE)
1.3 Va1 1.5 Va1 :

WEIGHT FLAPS 207 FLAPS 40° .ﬂ's

7,500 LBS I 9%6* I 99*

2,000 LBS [ 99* Moz =

8,500 LBS 99 /102 * 105 M06 * t

LI 0 L0 A bt CAUTION - STEPDOWN FIXES ) AJS 140 KCAS MIN.

9,500 LBS 1027108+ 111 A2 | el \ (2536-30% TORGUE)

G G55 LBS T111 ¢ H15% =OURING ALL APPROACHES, \

10,000 LBS 108/ 114/ USE CDFA THAT MEETS ALL |

10,500 LBS 10814 1161 ALTIMUDE COMNSTRAINTS LANDING ASSURED, CHECK. GEAR
11,025 LBS 1104 119/ | DOV, FLAPS 20° APPROACHING

ey 1| FI¥ INBOUMD, LANDING CHECKLIST

A [}
“DERIVED DECISION ALTITUDE (DDA) | &/ ”'-,-' bR e A i
=CAUTION

ASS 120 KCAS MIN, (25%-30% TORGQUE,

P MDA
MISSED APPROACH: N~

AIRCRAFT CROSS THE
WMO& ATOR BEYOMND
THE VDP.

;ﬁgggnuilgfﬂ S;?Eﬁ rr11EUTSI-_II_D E'E BEGIN CALCULATED DESCENT RATE
. : GO-AROUND, MAX o
EXECUTED UPOM REACHING - “DP
DDA. DESCENT BELOW MDA POWER, PITGHTO 8 ﬂ AIS 120 KCAS MIN.
s CONTINUE WITH TWO . (APPROX 50% TORQUE)
T ATHORETE ENGINE MISSED ——
AL TRt APPROACH PROFILE AN Al
Ty I i CHECK FINAL LANDING CONFIGURATION
VISUAL DESCENT POINT P il i ,\»\
ol e TOUCHDOWN: POWER LEVERS RETARD TO FLIGHT IDLE STOF,
AN AF‘PF‘-UAEH - _- - THEM POWER LEVERS RETARD TO GROUND IDLE, CHECK BOTH
EES%LPE;UUCJDE ﬁA;I}’E”iHﬁEk e g PROPS BETA. REVERSE AND BRAKES ASREQUIRED.
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Figure A-26
e MU-2B MARGQUISE (-60), SOLITAIRE (-40), N {-364), P (-264A)
ONE ENGINE INOPERATIVE STRAIGHT-IN NOMPRECISION APPROACH
EMMHER THIS
PROCEDURE, OR
ALTERNATELY PROFILE AJS 140KCAS (130 KCAS MIN), (S0%-60% TORGQUE),
A-26a MUST BE FLAPS 5® DESCEND 500 FPM TO PROCEDURE
DEMONSTRATED. TURMN ALTMUDE OR OTHER APPROACH SEGMENT
ALTITUDE
COMPLETE DESCENT AMND APPROACH FLAPS 5° 140 KCAS
CHECKLISTS. AJS 150 KCAS (140 KCAS (130 KCAS MIN},
(MARC, N} MIN. 135 KCAS (SOL, Py MIN}. (50%-60% TORGQUE)
REVIEW APPROACH PLATE. RADIOS: ™~
TUNE & IDENTIFY. CHECK FINAL U, |
APPROACH FIX ALTMUDE, MARKER i f -
RECENER *ON® IF REQUIRED.
A5 140 KCAS
“OP \
(130 KCAS MIN,
VISUAL DESCENT POINT (50%-60% TORQUE),
AN APPROACH MISSED APPROACH: FLAPS 5%
CONSTRUCTED WITH A CONTINUE WITH ENGINE
WDOP SHOULD HAVE THE OUT MISSED APPROACH
AIRCRAFT CROSS THE PROFILE
MDA ATOR BEYOND AJSS140 KCAS (130 KCAS MIN),
THE VOP. (20%-30% TORGQUE), B00-1000 FAM DESCENT
VWARNING . AJS140 KCAS (130 KCAS MIN),
L >y {50%-60% TORGQUE)
DO NOT ATTENMPT A S Eo

GO-AROUND WITH
GEAR DOWN BELOW
400" AGL OR AFTER

WHEN RUNWAY M SIGHT, LANDING ASSURED, GEAR DOWN, FLAPS
20° SLOWING TO CROSS THRESHOLD AT
110 KCAS (MARQ, N}, 105 KCAS (SOL, P).

20° FLAPS ARE
Sty BEFORE LANDING CHECKLIST COMPLETE
CAUTION
CAUTION fompt St GEAR EXTENSION TIME
e s CHECK FINAL LANDING CONFIGURATION e o

EMGINE REWVERSE
THRUST WITH THE
SIMULATED FAILED
ENGINE POWER
LEVER ABOWE FLIGHT
IDLE.

17 SECONDS MARQ, M,
15 SECONDS SOL, P.

TOUCHDOWWN, OPERATING EMGINE POWER LEVER SLOWLY RETARD
TO FLIGHT IDLE STOP. THEN POWER LEVER GROUND IDLE,
CHECK PROP BETA. REWVERSE AND BRAKES ASREQUIRED.
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Figure A-26a
MU-2B MARQUISE (-60), SOLITAIRE (-40), N (-36A), P{-26A)

ONE ENGINE INOPERATIVE STRAIGHT-IN NONPRECISION APPROACH
*OPTIONAL USE OF CONTINUOUS DESCENT FINAL APPROACH (CDFA)

NOTE
A5 140 KCAS (130 KCAS MIN), (50%-80% TORGQUE),
ETHER THIS PROCEDURE, OR FLAPS 5° DESCEMD 500 FPM TO PROCEDURE
ALTERNATELY PROFILE A-26 TURN ALTITUDE OR OTHER APPROACH SEGMENT
MUST BE DEMONSTRATED. ALTITUDE
FLAPS 5% 140 KCAS
(130 KCAS MIN),

COMPLETE DESCENT AND APPROACH
CHECKLISTS. AJS 150 KCAS
(140 KCAS (MARQ, N) MIN. 135 KCAS (SOL)MIN). [~
REVIEW APPROACH PLATE. RADIOS: TUNE & 4
IDENTIFY. CHECK FINAL APPROACH FIX -~
CROSSING ALTITUDE, MARKER RECENER *“ON°
IF REQUIRED, *CALCULATE WDA.

(50%-60% TORGQUE)

\

AJS 140 KCAS (130 KCAS MIN.}

“VDP CAUTION - STEPDOWN FIXES (50%-60% TORQUE), FLAPS 5°.
il i el “DURING ALL APPROACHES, | . \ LANDING ASSURED, CHECK GEAR
AN APPROACH USE CDFA THAT MEETS ALL g e o
CONSTRUCTED WITH AVDP ALTITUDE CONSTRAINTS e
b INBOUND, LANDING CHECKLIST
R o Al S COMPLETE AJS 120 KCAS MIN.
proeblinhiiall ke =DERIVED DECISION ALTITUDE (DDA} I
AJS180KCAS (130 KCAS MIN} (20%-30% TORQUE),
W ' BEGIN CALCULATED DESCENT RATEAT FAF
VUARNING \;_._H_ il ; i
DO NOT ATTEMET. A MISSED APPROACH: A G O “/DP
GO-AROUND WITH CONTIMUE WITH ‘_._'_'_.d_,_,_._-—-—'-""'_'_
; , ENGINE OUT
G&?F‘A%ng iEHL%E MISSED APPROACH FINAL CHECK. FLAPS 20° CHECK FINAL LANDING CONFIGURATION.
P LA PROFILE -y SLOWING TO CROSS THRESHOLD AT 110 KCAS (MARQ, N}, 105
ety KCAS (SOL, P).
SELECTELL T o BEFORE LANDING CHECKLIST COMPLETE
Fam— e TOUCHDOWN, OPERATING ENGINE POWER LEVER SLOWLY RETARD
LAVTION e ~ TO FLIGHT IDLE STOP. THEN POWER LEVER GROUND IDLE, CHECK
DO NOT USE SINGLE e g PROP BETA. REVERSE AND BRAKES AS REQUIRED.
ENGINE REVERSE e ol R
THRUST WIMTH THE 4 - i - = A UTION
e e WHEN USING CDFA METHOD, MISSED
ENGINE POWER ~ V ; . W
T il I ke APPROACH MUST BE EXECUTED UPON
=g REACHING DDA. DESCENT BELOW MDA
DURING MISSED APPROACH NOT
AUTHORIZED
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Figure A-27
MU-2B MARQUISE (-60), SOLITAIRE (-40), N (-364), P (-26A)

CIRCLING APPROACH AT WEATHER MINIMUMS

COMPLETE DESCENT AND APPROACH CHECKLISTS. AJS
150 KCAS (140 KCAS (MARQ, M), MIN. (135KCAS 50L, P)
MIN}. PREVIEW APPROACH PLATE. RADIOS: TUNE & ‘\
IDENTIFY. CHECK FINAL APPROACH FIX CROSSING .
ALTITUDE, MARKER RECEWER *ON° IF REQUIRED. . "fi?’!-\

CATC 121-140KCAS 1.7NM

CATD 141 -1853 KCAS 2.3HNM FROM APPROACH:

GEAR DOWN, FLAPS 5%,
AJS 140 KCAS

TOUCHDOWN, RETARD POWER LEWVERS TO FLIGHT
IDLE STOP, THEN POWER LEVERS RETARD TO
GROUND IDLE, CHECK BOTH PROPS BETA.
REVERSE AND BRAKES ASREQUIRED.

MISSED APPROACH:
GO-AROUND, MAX
POWER, AITCH TO &2
CONTINUE WITH TWO
ENGINE MISSED
APPROACH PROFILE

THRESHOLD:
(20% TORQUE), Vref

CHECK 5INK RATE
S00-600 FPM

AJS 140 KCAS (130 KCAS MIN).
(APPROX 50% TORQUE), NOT v
BELOW CIRCLING MIMIMUK :
DESCENT ALTITUDE FINAL CHECK. FLAPS

20° OR 40° CHECK
FIMAL LANDING
/ CONFIGURATION.

*IAXK BANK
1.3 V=i 1.5Vs1 "\, 300
WEIGHT FLAPS 20® FLAPS 40° AlS120 KCAS MIN,
7,500 LBS I 95* 1 99* — (20%-25% TORGUE),
8,000 LBS f 99* noz= 500-600 FPM
8,500 LBS 99 /102 * 105 106 * DESCENT
9,000 LBS 100/105* 108 M09 *
5500 LBS 1027108 * 1112
9555 LBS = Mn15* v Hﬁﬁﬁ_\"""
10,000 LBS 10517 114/ LANDING ASSURED, DONOT DESCEND
10,500 LBS 1087 1164 CHECK GEAR DOWN, UNTIL WITHIN 30° OF
11,025 LBS 1107 1194 FLAPS 20° COMPLETE RUNWAY CENTERLINE
i LANDING CHECKLIST
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ONE ENGINE INOPERATIVE CIRCLING APPROACH AT WEATHER MINIMUMS

COMPLETE DESCENT AMND

Figure A-28

MU-2B MARQUISE (-60), SOLITAIRE (-40), N (-36A), P (-26A)

CATC 121 - 140 KCAS 1.7NM
CATD 141 - 185 KCAS 2.3NM

APPROACH CHECKLISTS.

WMISSED APPROACH:
CONTIMUE WITH
ENGINE OUT
MISSED APPROACH
PROFILE

FROM APPROACH:

ASS 140 KCAS

GEAR UP, FLAPS 5%

CAUTION

ANTICIPATE SWERVE
TOWARD OPERATING EMGIME
WHEN ENTERING BETA

AJS 140 KCAS (130 KCAS MIN).
(APPROX 70% TORQUE),
NOT BELOW CIRCLING

MINIMUN DESCENT ALTITUDE

CAUTION

DO NOT USE SINGLE
ENGINE REWVERSE
THRUST WITH THE
SIMULATED FAILED

ENGINE POWER LEVER

ABOVE FLIGHT IDLE..

WARNING

00 HOT ATTEMPT A
GO-AROUND WITH
GEAR DOWN BELOW
400" AGL OR AFTER
20° FLAPS ARE
SELECTED.

AC 91-89
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WARHNING

D0 WOT USE COFA APPROACH
PROCEDURES DURING ENGINE
OUT CIRCLING APPROACH
PROCEDURES

** NOTE:

ENGINE OUT CIRCLING

APPROACH SHOULD BE FLOWHN WITH

F*FLAPS AND GEAR UP. WHEN

LANDING ASSURED, GEAR DOVYN,

FLAPS 20°, SLOWING TO
AJS 110 KCAS (MARQ, N).
AJS 105 KCAS (SOL, P).

TOUCHDOWN. OPERATING EMNGINE POWER LEVER SLOWLY RETARD TO
FLIGHT IDLE STOP, THEN POWER LEVER TO GROUND IDLE. CHECK PROP
BETA. REVERSE AND BRAKES ASREQUIRED.

CHECK FLAPS 52 DONOT
DESCEND UNTIL WAITHIN
30° OF RUNWAY
CENTERLINE

A-63

THRESHOLD FLAPS 20°,
A5 110 KCAS (MARQ, N).
105 KCAS (SOL, P).

"
"

" MAX BANK

30=

CHECK SINK RATE
S00-600 FPM

FINAL CHECK. FLAPS 20%
CHECK FINAL LANDING
CONFIGURATION.

AJS 125 KCAS MIN.
COMPLETE LANDING
CHECKLIST

CHECK DESCENT
PROFILE, LANDING
ASSURED, GEAR
DOWWN, CHECK SINK
RATE 500-600 FPM
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Figure B-1
MU-2B J (-35), K {-25), L {-36), M(-26)
NORMAL TAKE-OFF, 5° OR 20° FLAPS

PRIOR TO TAKEOFF, CONSULT THE “WEIGHT
FOR POSITIVE GRADIENT AFTER LIFTOFF® AND
: : AJS 155 KCAS (J, L),
SINGLE ENGINE RATE OF CLIMB® CHARTS FOR 150 KCAS (K. M), Mk

THE TAKEQFF FLAP SETTING SELECTED.

TAKE OFF SPEEDS
AFTER GEAR IS FULLY RETRACTED, IF
FOR ROTATE SPEEDS SEE FLAPS 20° ADJUST PMTCH TO
TABULAR CHART ON ACCELERATE. 130 KCAS (K, MOD S/R10MK,
REVERSE SIDE OF NOT MOD S/R10), 140 KCAS (J, L, W) iﬁg%ﬁ;g SEEEJQ
PROFILE. RETRACT FLAPS TO 5® INCREASE PITCH
TOAPPROX. 10° THEN FLAPS UP.

HORMAL PIMCH.
APPROX 8% FLAPS 20°,
APPROX 10-12°-FLAPS 5°

ACCELERATE TO
DESIRED CLIMB SPEED

POS RATE, NO RUNWAY REMAINING
FOR LANDING, GEAR UP. IF 20°FLAPS
113 KCAS MIN. IF 5°FLAPS
120 KCAS (J, L) 125 KCAS (K, M) MIN

* TORGQUE 90% CR 6007
EGT/875°ITT, \
WHICHEVER OCCURS
FIRST. BETA LIGHTS WR - ROTATE 13°
OUT. RELEASE BRAKES. MAX NOSE UP ,
RAM RISE WILL CAUSE PITCH r =ik

TORQUE OR TEMP TO
RISE TO MAXIMUM
TAKEQFF POWER

DURING TAKEOFF ROLL.

*NOTE: IF RUNWAY LENGTH OR
OBSTACLE CLEARAMNCE IS
CRIMICAL, SET POWER TO

TORQUE OR TEMP MAXIMUM,
WHICHEVER OCCURS FIRST.
RETARD POWER LEVERS AS
REQUIRED TO MAINTAIN
MAXIMUM ALLOWABLE TORQUE
OR TEMP.
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Figure B-1a

FLAPS 5%
11,575 LBS
11,000 LBS
10,800 LBS
10,470 LBS
10,000 LBS
9920 LBS
9500 LBS
9,000 LBS
&,000 LBS
7,500 LBS

FLAPS 20°
11,575 LBS
11,000 LBS
10,800 LBS
10,470 LBS
10,000 LBS
5920 LBS
9,500 LBS
5,000 LBS
8,000 LBS
7,500 LBS

TAKE OFF SPEEDS

ROTATE
K

108
107
106
104
102

1=

102
m
100
&5
58

M

1110
108

107
106
104

[

103
102

m
100
&9

d

105
105
103

1M
100

=

105
102
M

100
100

105
106
105
104
1M
11
1M
100

105

103

100

100
100
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Figure B-2
MU-2B J (-35), K (-25), L (-36), M(-26)
TAKE-OFF ENGINE FAILURE - FLAFS 5°OR 20°

PRIOR TO TAKEQFF, CONSULT THE “WEISHT
FOR POSMTVE GRADIENT AFTER LIFTOFF® AND
“SINGLE ENGIME RATE OF CLIMB® CHARTS FOR

THE TAKEOFF FLAP SETTING SELECTED.

APPROX 300-400 FEET (OBSTRUCTION
CLEARANCE). IF FLAPS 20° ADJUST PITCH TO
ACCELERATE. 130 KCAS (K, MOD S/R10)

(K, NOT MOD S/R10),140 KCAS (J, L, M), FLAPS 5°

AC 91-89
Appendix A

LKL M

FLAP SETTING Vxse KCAS) Vyse (KCAS)
up 140 /135 % 150/ 150 %
g 130/130* 1407140 %
20° 125/125* 135/130 %

K,

AJS 150 KCAS.
COMPLETE AFTER
TAKE-OFF AND
ENGINE SHUTDOWN
CHECKLIST

PMCH TO MAINTAIN VxseMIN, AFPROX 8° FITCH,
FLARS 20° APPROX 10-12° AITCH, FLAPS 5°
MAINTAIN DIRECTIONAL COWNTROL WMH RUDDER
AND MINIMUK  SPOILER. FAILED ENGINE —
CONDITION LEVER, EMERGENCY STOP, POWER
LEWVER, TAKE OFF **, TRIM AIRCRAFT

POSMNE RATE, NO RUNWAY REMAINING FOR

113 KCAS MIN. IF 52 FLAPS 120 KCAS (J, L) MIN,

LANDING, GEAR UP. IF 20° FLAPS

125 KCAS (K, M) MIN

MAKE NORKMAL T/O

AJS 150 KCAS MIN
FLAPS UP

7
Z
(]

i =1 1

* |F SUFFICIENT RUNWAY

CAUTION

SIMULATED ENGINE
Tk FAILURE (NOT LESS
il THAN 200FT AGL)

e

REMAINS, OR UNABLE TO CLIMB:
GEAR DOWN, REDUCE POWER TO
LAND STRAIGHT AHEAD USING
AJS APPROPRIATE FOR WEIGHT,
105KCAS (J, L}, 100KCAS (K, M).

[
I
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Figure B-3
Mu-2B J (-35), K (-25), L {-36), M|-26)
TAKE-OFF ENGINE FAILURE ON RUNWAY

CAUTION

SIMULATED ENGINE FAILURE OR
MALFUNCTION 15 TO BE GIVEN BY
INSTRUCTOR AT NOT MORE THAN 50 OF
ROTATE SPEEDS.

CLEAR RUNWAY
OR EVACUATE
AIRCRAFT AS
MECESSARY *

ENGIME FAILS OR
MALFUNCTION OCCURS

POWER LEVERS TO GROUND

IDLE, BRAKES AS NECESSARY. HOTIFY TOWER '

REVERSE THRUST AS OF ABORT
REQUIRED. USE NOSE WHEEL e

_

E J |

STEERING, BRAKES, ANDVOR -

REVERSE THRUST TO
MAINTAIN DIRECTIONAL
CONTROL. _

POWER SET,
BRAKES RELEASED

*IF EVACUATING
AIRCRAFT, BOTH
CONDITION LEVERS TO
EMERGENCY STOP AND

= CAUTION MASTER SWITCH TO

TR EMERGENCY
< DO WOT USE SINGLE

ENGINE REWERSE THRUST
WITH THE SIMULATED
FAILED ENGINE POWER
LEVER ABOWE FLIGHT
IDLE.
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Figure B4
MU-2B J (-35), K {-25), L {-36), M|-26)

TAKE-OFF ENGINE FAILURE - UNABLE TO CLIMB
CLASSROOM DISCUSSION OR FTD USE ONLY

PRIOR TO TAKEOFF, CONSULT THE “WEISHT FOR
POSMNE GRADIENT AFTER LIFTOFF™ AMND
*SINGLE EMWGINE RATE OF CLIMB® CHARTS FOR
THE TAKEOFF FLAP SETTING SELECTED.

WARNING

DO NOT LET AIRSPEED
DECELERATE BELOW SINGLE
ENGIME AIRSPEED.

105 KCAS (J, L} 100 KCAS (K, M} MIN

PILOT MAKES DECISION TO EMHER
RETURN TO THE RUNWAY SURFACE OR
TO FLY BEYOND AIRPORT BOUNDARY
TO SUMTABLE LANDING AREA

POS RATE, NO RUNWAY REMAINING
FOR LANDING, GEAR UP.

IF 20°FLAPS 113 KCAS MIN. IF 5° FLAPS

120 KCAS (J, L) 125 KCAS (K, M} MIN s

ROTATE

POWER SET,
RELEASE BRAKES

3

L
Z
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-
ENGINE FAILS .
e
5 d) s
g o =z ‘,1,.'.')
} i 2o
L PROPELLERS BETA, THEN
5 REVERSE AND BRAKES AS
ﬂ REQUIRED
F RUNWAY REMAINS OR A LANDING CAN
SAFELY BE MADE ON THE ARPORT [ CAUTION

SURFACE, CHECK GEAR DOWN, FLAPS
REMAIN IN TAKE-OFF POSITION,
POWER ON OPERATING ENGINE AS
REQUIRED TO LAND.

LAND USING SINGLE ENGINE AIRSPEED,
105 KCAS (J, L), 100 KCAS (K, M)

ANTICIPATE SWERWE
TOWARD OPERATING
EMGINE WHEN
ENTERING BETA
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Figure B-5
MU-2B J (-35), K (-25), L (-36), M{-26)
STEEP TURNS
SET HEADING START NORMAL TURN, POWER
BUG TO ROLL ASREQURED. INCREASE
OUT HEADING APPROXIMATELY 10% TORQUE
*CLEAR AREA, 50° BANK ESTABLISHED.
GEAR UP, FLAPS PITCH UP
UP, AJS 180 KCAS, APPROXIMATELY 2° TO
TRIM AJC 3° ORAS NECESSARY
TO MAINTAIN ALTITUDE.
T T T A t
=X '!-:—-1?_3'*1-__-3_":—95552»— — e e e Vet
- "..‘.-"‘ =4 i
-
o
*THIS MANEUVER SHOULD BE PERFORMED IN 4
BOTH CLEAN AND LANDING CONFIGURATIONS # CHECK FOR
(USE 130 KCAS FLAPS 20°, GEAR DOWN, FOR o A AJS AND
LANDING CONFIGURATION) = i ' —  ammuoe [— P
™ TRENDS

*MOTE: TURNS WILL
BE ONE THROUGH
380° ASWELL AS 1807

REDUCE POWER TO
MAINTAIN 180 KCAS

ROLL OUT OHN
HEADING ON ALT.

*3TART ROLL OUT
20®BEFORE ROLL
OUT HEADING
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Figure B-6
MU-2B J (-35), K (-25), L (-36), M{-26)
SLOW FLIGHT MAMEUVERING
MINIMUM CONTROLLABLE AIRSPEED
SLOW FLIGHT MAMNEUVERING IS CONDUCTED AS FOLLOWS: STALL SPEEDS (APPROXIMATE)
AT MAXIMUM GROSS TAKEOFF WEIGHT
CLEAR THE AREA PRIOR TO BEGINNING THE MANEUVER. JKE LM
START WITH CLEAN CONFIGURATION AND CHANGE AIRCRAFT COMFIGURATION TILIKIM TILIKIM
FROM CLEAN TO FULL FLAP AND GEAR IN STAGES. USE & MAXIMUM OF 15° BANK ANGLE OF BANK 0° 152
AND PERFORM HEADING CHANGES OF 90° LEFT AND RIGHT. CONSTANT ALTITUDE FLAPS -
IS REQUIRED THROUGHOUT. up 104/106/101/104 1071081031108
MAINTAIN 115 KCAS IN ALL CONFIGURATIONS.
5o 98/ 99/ 95/ 8%  100/101/ S7/100
=APPROXIMATE POWER SETTINGS ARE: 200 a5/ 27/ 8BS/ BT 88/ 29/ 87/ 89
40P 7O/ B/ 7B/ TE 82 B3 T8 80
CLEAN TORGQUE (35%) PER ENGINE APPROX PITCH +12
5% FLAP TORQUE (32%) PER ENGINE APPROX PITCH +8 VMG FLAPS 57 99 KCAS (J,L). 100 KCAS (K. M)
50 FLAP & GEAR TORQUE (44%) PER ENGINE APPROX PITCH +3 TAPE I S0 RS (), 59 KCAS L) S RCAE I W)
20°FLAP & GEAR  TORGQUE (42%) PER ENGINE APPROX PITCH +4 CAUTION
40° FLAP & GEAR  TORGUE (54%) PER ENGINE APPROX BITCH 0
STALL WARNING MAY ACTWATE
= NOTE: POWER SETTINGS WILL VARY WITH AIRCRAFT WEIGHT AND ALTITUDE. 4TO 9 KCAS ABOVE STALL

MINIMUKM CONTROLLABLE AIRSPEED IS CONDUCTED ASFOLLOWS:

CLEAR THE AREA PRIOR TO BEGINNIMG THE MAMEUVER.

THE MAMNEUVER MAY BE DONE IN ANY COMBINATION OF GEAR OR FLAP
CONFIGURATIONS. IF BANK IS TO BE USED, M SHOULD BE DONE AT BANK OF HOT
MORE THAMN 10° BEGIN THE MANEUVER BY CONFIGURING THE AIRCRAFT IN THE
DESIRED GEAR AND FLAP CONFIGURATION. SLOWW THE AIRCRAFT UNTIL THE STALL
WARNING (STICK SHAKER) 1S ACTWATED AND ADD POWER TO MAINTAIN ALTITUDE
AND & SPEED JUST ABOWE AERODYMAMIC STALL. DO NOT ALLOW THE AIRCRAFT
TO REACH AERODYMAMIC STALL “OMSET™ BUFFET.
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Figure B-7

MU-2B J (-35), K (-25), L (-36), M(-26)

ONE ENGINE INOPERATIVE MANMEUVERING

LOSS OF DIRECTIONAL CONTROL

CLEAR AREA, FLAPS 207, GEAR UP,
CONDITION LEVERS T/O AND LAND, SYNC
OFF, SLOW TO 125 KCAS, TRIMMED

WITHOUT RETRIMMING, SET POWER ON SIMULATED

AC 91-89
Appendix A

WITH THE FIRST INDICATION OF LOSS OF DIRECTIONAL
CONTROL, REDUCE PMCH AND POWER ON SIMULATED
OPERATNE ENGINE TO RECOVER.

OPERATNE ENGINE FOR LEVEL FLIGHT, THEM SET
POWER ON SIMULATED FAILED ENGINE TO ZERO
THRUST (VARIES BETWEEN 5% AND 17% TORGQUE).
MAINTAIN BANK AND BALANCE BALL TOWARD THE
OPERATIVE ENGINE AS NECESSARY FOR ZERO SIDE
SLIP (APPROX 3" BANKA/3 BALL)

INSTRUCTOR ELECTS TO DISABLE GEAR HORMN WITH
CIRCUIM BREAKER, THEM CIRCUM BREAKER MUST BE
RESET PRIOR TO LANDIMNG

SLOWLY APPLY
TAKEOFF POWER
ON SIMULATED
OPERATNE ENGIMNE
WHILE INCREASING

CAUTION PMCH TO
DECELERATE
GEAR HORM MAY SOUND CONTINUOUSLY. IF 1 KCAS PER

SECOND WHILE
MANTAINING BANK
AND BALANCE BALL

POSITION.

ATWVmcPLUS 15 KCAS,
ADD POWER TO
SIMULATED
OPERATNE ENGINE
AND RECOVER TO
STRAIGHT AMD LEVEL
FLIGHT

AS5 125 KCAS TRIMKMED
FOR STRAIGHT AND
LEVEL FLIGHT

= TT‘“‘—_..'E'-T 'f“:_;":.'_'l "-—:__"l =

-
- -.-I‘_l - o
-*h.__‘! -'?:—L_1 e,

INSTRUCTOR CAUTION

ONE ENGINE LOSS OF DIRECTIONAL CONTROL IS BEST TRAINED AND
ACCOMPLISHED USING EARLY RECOGNITION AND RECOVERY
TECHNIQUES. SEAT POSTION AND RUDDER TRAVEL SHOULD BE
EMPHASIZED DURING THIS MANEUVER. RUDDER BLOCKING BY THE
INSTRUCTOR TO PRODUCE LOSS OF DIRECTIONAL CONTROL AT
APPROXIMATELY Vmec PLUS 10 KCAS IS ENCOURAGED, BECAUSE  EARLY
RECOGNITION AND RECOVERY IS THE PRIMARY OBJECTIVE OF THIS
MANEUVER.
20° FLAPS — Vmc 90 KCAS (J) 99 KCAS (L) 93 KCAS (K, M)
5° FLAPS - Vmc 99 KCAS (J, L) 100 KCAS (K, M)
“\3:2125 KCAS"

| I

MIN.
5,000

ALT.
" AGL

A-71

MSTRUCTOR
BLOCKS RUDDER
TO CAUSE LOSS OF
DIRECTIOMAL
CONTROL AT Vmc
PLUS 10 KCAS

WARNING

IF STALL WARHNING
ACTIVATES, REDUCE
PITCH AND POWER OHN
SIMULATED
OPERATIVE ENGINE,
AND RECOVER
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Figure B-8
MU-2B J (-35), K (-25), L (-36), M(-26)
APPROACH TO STALL CLEAN CONFIGURATION [WINGS LEVEL
ON STALL RECOGNITION (STICK SHAKER OR “ONSET® BUFFET), CALL THE *STALL®,
|
AR ATEL ORI TS DISCONNECT AUTOPILOT IF ON,
T/O AND LAND, SYNC OFF, IMMEDIATELY AND SIMULTANEOUSLY REDUCE ANGLE OF ATTACK UNTIL STALL
1204130 KCAS, AIRCRAFT TRIMMED: INDICATIONS CEASE AND LEVEL WINGS IF IN A BANK. ACCELERATE, INCREASE
- POWER SLOWLY ASAPPROPRIATE, TRIM AS NECESSARY. STALL WARNING MAY ACCELERATE
OPTIONAL AUTOPILOT ON FOR ACTIVATE AT 4 TO 8 KCAS ABOVE STALL. TO 140 KCAS,
AIRCRAFT WITHOUT AUTOMATIC POWER AS
AUTOPILOT DISCONNECT. REQUIRED
CONTINUE TO APPLY AFT
CONTROL, WHILE MAINTAINING
{20% TORGUE) ALTITUDE UNTIL FIRST
INDICATION OF A STALL..
MAINTAIN LEVEL - = AFTER A SAFE FLIGHT CONDITION
FLIGHT OR ALLOW AUTOPILOT TO HAS BEEN ACHEVED AND AS AJS
TRIM FOR 120 KCAS ﬁﬁlﬂ"“r'ﬂ;m%m‘g ’Lﬁﬁm'-'ni IMCREASES ABOVE 120 KCAS
V " BEGIN CLIMB TO ORIGINAL
UNTIL FIRST INDICATION OF A ALTITUDE AND/OR FLIGHTPATH.
STALL..
o, r o | L}
T T — O — e — " — Dy,
INSTRUCTOR NOTE: STALL SPEEDS
ADVISORY CIRCULAR 120-109 STATES THAT FLAPS SET UF 5 0 a0
PERFORMANCE OF STALL MANEUVERS : et i o o
GR.WT. KM JiL /M JIL KM Jil KM JiL
DURING TRAINING SHOULD INCLUDE BOTH g “’? B e . - L HT
MANUAL FLIGHT AND FLIGHT WITH e . s e it s G
AUTOPILOT ENGAGED. PILOTS SHOULD BE A0SO s it S e e S
TAUGHT HOW TO RESPOND APPROPRIATELY s ey 0. i e byl g
TO THE STARTLE FACTOR WHEN 9,000 97/ 96/ 95/ 93 91/ 91/ 8% 88 B2 B TH TT T3 OTH TH T2
ENCOUNTERING AN UNEXPECTED STALL.. 9,500 G5 /5% & 96 O3 5% S B0 B4 BN B TE TS T4 TH T4
2,520 1014 Lt 85/ TE
10,000 0210 58 S0/ 94) 52 J BAY B4/ B P TR TH OTE
STALL TRAMING PROCEDURES WITH THE 10,470 gy - = LS
AUTOPILOT ENGAGED ARE NOTED WITH AN 100 MG i S04 g AL
ACTERISK® :l-ErEl i 314.-__ ) 3 J 5'3- i B ?
L] 03 97 § B85 {713
11,500 L [s] - § BT i 8
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Figure B9
MU-2ZB J (-35), K (-25), L {-38), M{-26)
APPROACH TO STALL
TAKEOFF CONFIGURATION 15-30° BANK

CLEAR AREA, CONDITION LEVERS
T/IO AND LAND, SYNC OFF,
1200130 KCAS, AIRCRAFT TRIMMED

*OPTIONAL AUTOPILOT ON FOR
AIRCRAFT WITHOUT AUTOMATIC
AUTOPILOT DISCONNECT.

ON STALL RECOGHNITION (STICK SHAKER OR *ONSET® BUFFET), CALL THE *STALL",
*DISCONNECT AUTOPILOT IF OHN,

IMMEDIATELY AND SIMULTANEOQUSLY REDUCE AMGLE OF ATTACK UNTIL STALL
INDICATIONS CEASE AND LEWEL WINGS IF IN A BANK. ACCELERATE, INCREASE
POWER SLOWLY ASAPPROPRIATE, POSITIWE RATE, GEAR UP, TRIM AS

MECESSARY. STALL WARNING MAY ACTWATE AT 4 TO 8 KCAS ABOVE STALL.

(20% TORGUE)

FLAPS 5% 0OR 20° GEAR DOWN,

CONTINUE TO APPLY AFT
CONTROL, WHILE MAINTAINING

ALTITUDE UNTIL FIRST

INDICATION OF A STALL..

INCREASES ABOWVE 120 KCAS |

INMTIATE 30° BANK IN
LEVEL FLIGHT TRIM
FOR 120 KCAS

*0R ALLOW AUTOPILOT TO BEGIN CLIMB TO ORIGINAL

POWER AS REQUIRED

AC 91-89
Appendix A
AFTER A SAFE FLIGHT CONDITION AJS 140 KCAS
HAS BEEN ACHEVED AND AS A/S MINIMUM, FLAPS UP

CONTINUE TO TRIM NOSE UP

ALTITUDE ANDVOR FLIGHTPATH.
WHILE MAINTAINING ALTITUDE

UNTIL FIRST INDICATION OF A

» — -

INSTRUCTOR NOTE:

ADVISORY CIRCULAR 120-102
STATES THAT PERFORMAMNCE OF
STALL MANEUVERS DURING
TRAINING SHOULD INCLUDE BOTH
MAMUAL FLIGHT AMD FLIGHT WITH
AUTOFILOT ENGAGED. FILOTS
SHOULD BE TAUGHT HOW TC
RESFPOND AFPROFRIATELY TO THE
STARTLE FACTOR WHEN
ENCOUNTERING AN UNEXFECTED
STALL..

STALL TRAINING PROCEDURES
WITH THE AUTOPILOT ENGAGED
ARE NOTED WITH AM ASTERISK=

STALL..

TO 5% INCREASERITCHTO

IF FLAPS 20° RETRACT FLAPS

‘ APPROX. 10°.
/ |

STALL SPEEDS (AFFROXIMATE)
AT MAYIMUM GROSS TAKEOFF WEIGHT
JOKL M
BAMK
ANGLE 10 20 20 40 0 4]
MIM. ALT. b : e
) FLAPS J/L/K/M JILIK /M JIL/IKIM JIL/K/IM JILIK/ M JILJKSM
3,000° AGL
up 106107102105 108109105/108  1121114/1000112 20120116120 1301321126130 1481500143047
& S5/ 100 /58 36 109/102 38710 Q51071027108 T2 112 12292011812 138140124138
20e BT/ BB 8O/ BB B S0 BB/ S0 G20 odd 925 94 S8/100¢ 577100 108/ 108/ 107/109 2222023
4 BI/ B TT/ TS B3 B4 T B B BT/ B2 B4 920 83 BTV S0 100102 56 38 215108110
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CLEAR AREA, CONDITION LEVERS
T/O AND LAND, SYNC OFF,
1200130 KCAS, AIRCRAFT TRIMMED

* OPTIONAL AUTOPILOT ON FOR
AIRCRAFT WITHOUT AUTOMATIC
AUTOPILOT DISCONNECT.

Figure B-10
MU-2B J (-35), K (-25), L (-36), M{-26)

APPROACH TO STALL LANDING
CONFIGURATION GEAR DOWN -
FULL FLAPS

ON STALL RECOGNITION (STICK SHAKER OR *OMSET® BUFFET), CALL THE *STALL",

*DISCONNECT AUTOPILOT IF ON,

IMMEDMATELY  AND SIMULTANEOUSLY REDUCE ANGLE OF ATTACK UNTIL STALL
INDICATIONS CEASE AND LEWEL WINGS IF IN & BANK. ACCELERATE, INCREASE
POWER SLOWLY ASAPPROPRIATE, FLAPS 207 POSMTIWVE RATE, GEAR UP, TRIM AS

AC 91-89
Appendix A

ASS 140 KCAS MIN,
FLAPS UP POWER AS

MNECESSARY. STALL WARNING MAY ACTNWATE AT4 TO 9 KCAS ABOVE STALL. REQUIRED
FLAPS 20® GEAR DOWN,
(20% TORQUE) COMTINUE TO APPLY AFT
CONTROL, WHILE MAINTAINING AFTER A SAFE FLIGHT CONDITION
AJ5 120 KCAS, ALTITUDE UNTIL FIRST HAS BEEN ACHIEVED AND AS A/S
FLAPS FULL 20% INDICATION OF A STALL.. INCREASES ABOVE 120 KCAS
TORQLE, R ALFOAC AT T T BEGIN CLIMB TO ORIGINAL
MAINTAIN LEVEL CCATRRTE TG TEM FIOSE DB ALTITUDE AND/OR FLIGHTPATH.
FLIGHT, TRIM WHILE MAINTAINNG ALTTUDE
FOR 120 KCAS UNTIL FIRST INDICATION OF A AJS 130 KCAS IF FLAPS
STALL. 20°, RETRACT FLAPS TO
B INCREASERPITCHTO
| APPROX. 10°
- N . T ' .
T — T — _\L F“
v .
INSTRUCTOR NOTE: =
ADVISORY CIRCULAR 120-109 STALL SFEEDS
STATES THAT FERFORMAMCE OF FLAFS SET o 5 =0 an
STALL MANEUVERS DURING
TRAINING SHOULD IMCLUDE BOTH GR.WT. KM J/L Kd M JIL KiMiJIL
MANUAL FLIGHT AND FLIGHT WITH M. ALT 7,000 BE/ BES B B T TH B4y
AUTOFILOT ENGAGED. FILOTS ity 7,500 BB/ B By B3 T4¢ T g
SHOULD EE TAUGHT HOW TO 2,000° AGL 8,000 91/ 91/ S BE/ BE/ B4/ T TT T4 B
RESFOMD AFFROFRIATELY TO THE g, 500 o4/ o4 3 BN BEOBTY T T TT T
STARTLE FACTOR WHEN 9,000 9T/ 96/ 95/ 93 91/ 91/ 8%/ 88 g 81/ T 1T X
ENCOUNTERING AN UNEXFECTED 5,500 35 /R 3B 36 33/ =3 5 20 B4/ &3 B/ T3 T/
STALL.. 5,520 101/ o5 85/ T
10,000 J102/100 98 =TT /BB B4 81 T8/ T TB
10,470 04 i 58/ /B8 T8
STALL TRAINING PROCEDURES 10,500 MOS0 | S8 54 | 8BS/ B3 I T TT
WITH THE AUTORILOT ENGAGED 10,800 104 ! 8T gay BV TE
ARE NOTED WITH AN ASTERISK® 11,000 103 i aT B /T3
11,500 1106 = /BT i B
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Figure B-11

MU-2B J (-35), K (-25), L (-36), M(-26)
ACCELERATED STALLS

AC 91-89
Appendix A

CLEAR AREA, CONDITION
LEVERS T/0 AND LAND,
SYNC OFF

CLEAN, A/S 115 KCAS,
A/C POWER AND TRIM

INITIATE PROGRESSIVE BANK TOWARD A
60° BANK ANGLE

FOR LEVEL FLIGHT

™
L=~

*THIS MANEUVER SHOULD ALSO BE

APPLY BACKPRESSURE TO
MAINTAIN ALTITUDE UNTIL
FIRST INDICATION OF A
STALL OR “ONSET” BUFFET.

~

p¢

*POSITIVE
RATE, GEAR UP

ACCOMPLISHED IN THE LANDING
CONFIGURATION WITH GEAR DOWN, * 140KCAS *130KCAS
FLAPS 20°, A/S 100 KCAS TRIMMED FLAPS UP FLAPS TO 5°
e ]
ACCELERATE TO 140 KCAS,
POWER AS REQUIRED
STALL SPEEDS (APPROXIMATE)
AT MAXIMUM GROSS TAKEOFF WEIGHT
JK. LM
BAMK
ANGLE 10 20 40 ] 60
FLAPS JIL/KIM JIL/KIM JIL/KIM JIL/KIM JIL/KIM JIL/KIM

Ur 106/107/102/105
ge 99/100/ 96/ 98

200 87/ 88/ 86/ 88
400 81/ 82/ 77/ 79

108/109/105/108
101/102/ 98/101

89/ 90/ 88/ 90
83/ 84/ 79/ 81

112/114/109112
105/107/102/105

92 /947 92/ 94
86/ 87/ 82/ 84

120121116120 130/132/126M130  148/150143/147

112113109112 122123/119M122  138/140/134/138

122123120123
112/115/108/110

108/109/107/109
100/102/ 96/ 98

98/100/ 97/100
92/ 93/ 87/ 90

\?w/

/

AFTER A SAFE
FLIGHT CONDITION
HAS BEEN
ACHIEVED AND AS
A/S INCREASES
ABOVE 120 KCAS,
BEGIN CLIMB TO
ORIGINAL ALTITUDE
AND/OR
FLIGHTPATH.

ON STALL RECOGNITION (STICK SHAKER OR
“ONSET” BUFFET), CALL THE “STALL",
IMMEDIATELY AND SIMULTANEQUSLY

REDUCE ANGLE OF ATTACK UNTIL STALL
INDICATIONS CEASE, LEVEL WINGS,

ACCELERATE, INCREASE POWER SLOWLY AS

APPROPRIATE, TRIM AS NECESSARY.
STALL WARNING MAY ACTIVATE AT 4TO 9
KCAS ABOVE STALL.
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*CLEAR AREA, CRUISE
CONFIGURATION START
AT ASSIGNED ALTITUDE.

AJS 150 KCAS KIN.

P o
. e L

AC 91-89
Appendix A

Figure B-12
MU-2B J (-35), K (-25), L (-36), M{-26)
EMERGENCY DESCENT (LOW SPEED)

POWER LEVERS F/. CONDITION LEWVERS T/O AND LAND,
SYNC OFF. GEAR AND FLAPS EXTEND AT SPEEDS BASED
ON SCHEDULE FOR MODEL AND S/R10 COMPLIANCE UNTIL

FULL FLAPS ARE DEPLOYED.

e ';\‘—'1--&

-
e i

/

SIMULATE EXPLOSMNE
DECOMPRESSION AT
ASSIGNED ALTITUDE.
QX GEN MASKS ON.
“DECLARE EMERGEMNCY™

ESTABLISH DESCENT IN A30°BANK, NOSE DOWN
APPROXNIMATELY 20° UNTIL REACHING MAXIMUK FULL
FLAP SPEED ALLOWED (vfe), THEN RAISE THE NOSE
TO MAINTAIN SPEED.

=l

“WHILE CLEARING THE AREA,
COORDINATE WITH AIR TRAFFIC CONTROL
TO CLEAR TRAFFIC AT LOWER ALTMTUDES.

GEARIFLAP SPEEDS

FOR GEARSFLAP SPEEDS SEE
TABULAR CHART ON
REVERSE SIDE OF PROFILE.

N

CHECK 1000 FT
ABOVE LEVEL
OFFALTITUDE

AFTER ESTABLISHING DESCENT, ROLL
WINGS LEVEL. CONTIMUE DESCENT ON
STEADY HEADING OR AS REQUIRED BY ATC.

500" ABOVE, STARTLEVEL OFF

,"
¥
"
e

At
_J-—
"‘"-—-..._,__\H COMPLETE EXERCISE AT ASSIGNED ALTITUDE.
REDUCE TO 120 KCAS AND CLEAN UP AJC. =DO0
NOT RAISE FLAPS UNTIL AJC IS BELOW MAXIMUK
ALLOWABLE Vo SPEED FOR FULL FLAPS.
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Figure B-12a

GEAR AND FLAP EXTEND SCHEDULE

(K+ AND J+ ARE MODIFIED BY 5/R10)
GEAR
K, K+: 160 KCAS
M, ., J+: 170 KCAS
L 175 KCAS
FLAPS a’ 20° 40°
J: 5/N 548 — 609 NOT MODIFIED BY 5/R10 146 KCAS 146 KCAS 120 KCAS
J+: 5/N 548 — 609 MODIFIED BY S5/R10 AND S/N 610 - 654 175 KCAS 146 KCAS 120 KCAS
K: S/N 239 - 279 NOT MODIFIED BY S/R10 140 KCAS 140 KCAS 120 KCAS
K+: S/N 239 — 279 MODIFIED BY S/R10 AND S/N 280 - 318 175 KCAS 140 KCAS 120 KCAS
LM 175 KCAS 155 KCAS 120 KCAS

A-TT
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*CLEAR AREA, CRUISE
CONFIGURATION START
AT ASSIGNED ALTITUDE.

ASS 150 KCAS WMIN.

o LA
e e LW

Figure B-13
MU-2B J (-35), K (-25), L (-36), M{-26)
EMERGENCY DESCENT (HIGH SPEED)

POWER LEVERS Fil.
CONDITION LEVERS T/O
AMND LAND SYNC OFF.

T
L

™ :
AT %&i‘
P

SIMULATE EXPLOSMNE
DECOMPRESSION AT
ASSIGNED ALTITUDE.
OXGEN MASKS OM.
DECLARE EMERGEMWCY

ESTABLISH DESCENT IN A 30°BANK, ACCELERATING
TO Wheo (250 KCAS). IMITIAL 15-20° NOSE DOWN,
REDUCING TOAPPROXN. 8°* NOSE DOWN AS AS

WHILE CLEARING THE AREA,
COORDINATE WITH AIR TRAFFIC CONTROL
TO CLEAR TRAFFIC AT LOWER ALTITUDES.

APPROACHES Vmo (250 KCAS).

AFTER ESTABLISHING DESCENT, KEEP WINGS
LEVEL, CONTINUE DESCENT ON STEADY HEADING
OR ASREQUIRED BY ATC

AC 91-89
Appendix A

HOTE

DECREASE INDICATED
AIRSPEED BY 5 KCAS
BELOWY 250 KCAS,
FOR EACH 1,000 FT
ABOVE 21,300 FT

\

CHECK 1000 FT
ABOVE LEVEL
OFFALTITUDE

700 FTABOVE, START
LEVEL OFF

e

__._.ﬂ..-r-/t'

A

COMPLETE EXERCISE AT ASSIGNED ALTITUDE.
REDUCE SPEED TO 200 KCAS
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Figure B-14
MU-2B J (-35), K (-25), L {-36), M{-26)
UNUSUAL ATTITUDE RECOVERY (NOSE HIGH)

UNLOAD AND INMATE ROLL TOWARD &07 BANK
USING SPOILER AND RUDDER AND ALLOWNOSE TO
FaLL THROUGH THE HOREEZONM

CAUTION

D0 MOT G LOAD WINGS DURING BANKING
MANELWER TO PREWVENT AM ACCELERATED STALL
*IF ATOR NEAR STALL BEFORE RECOWVERY, DO MWOT

USE RUDDER TO INMATE ROLL.

UPON RECOGNITION OF ANOSE

HIGH UNUSUAL ATTITUDE, WHEN MOSE LOW, ROLL WINGS
POWER TO TAKEOFF LEVEL, REDUCE POWER TO
FLIGHT IDLE, AND COMMENCE A
7P WINGS LEVEL PULL UP TO A
LEWEL FLIGHT ATTITUDE.

*CLEAR AREA

OMCE LEVEL, ADD POWER
TO MAINTAIN LEVEL FLIGHT

.

WHILE CLEARING THE AREA, COORDINATE
WITH AIR TRAFFIC CONTROL TO CLEAR TRAFFIC

BOTH ABOVE AND BELOW YOUR ALTITUDE. "\—"_ri#g-_,

INSTRUCTOR HWOTE

THE INSTRUCTOR SHOULD INTATE THE
UNUSUAL ATTITUDE WOT TO EXCEED 30° OF
PMCH ANDJ/OR 60° OF BANK AND USE POSITIVE
CONTROL TO TRAMSFER CONTROL TO THE
STUDENT FOR RECOVERY
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Figure B-15
MU-2B J (-35), K (-23), L (-36), M{-26)
UNUSUAL ATTITUDE RECOVERY (MOSE LOWV)

UPON RECOGNITION OF ANOSE LOW
UNUSUAL ATTITUDE, REDUCE POWER
TO FLIGHT IDLE, INITIATE AROLL
TOWARD WINGS LEVEL IF IN ABANK,
“CLEAR AREA AND MAINTAIN NOSE LOW PITCH
ATTITUDE WHILE LEVELING WINGS

ONCE WINGS ARE LEVEL IN NOSE LOW
ATTITUDE, COMMENCE A WINGS LEVEL
K PULL UP TO A LEVEL FLIGHT ATTITUDE.

CAUTION

DO NOT G LOAD AIRCRAFT UNTIL WINGS
ARE LEVEL TO PREVENT AN ACCELERATED
STALL AND UNEVEN G LOADS ON WING

IF AIRSPEED 15 ATOR NEAR “mo, DO NOT
USE ABRUPT CONTROL MOWVEMENTS
DURING RECOWERY.

P

I
|¥

"WHILE CLEARING THE AREA, COORDINATE WITH
AIR TRAFFIC COMTROL THE CLEAR TRAFFIC
BOTH ABOWE AND BELOW YOUR ALTITUDE.

OMCE LEVEL, ADD POWER
TO MAINTAIN LEVEL FLIGHT

INSTRUCTOR WOTE
THE IWSTRUCTOR SHOULD INMTATE THE 3}5’
UNUSUAL ATTITUDE WNOT TO EXCEED 30° OF = N
PIMCH ANDVOR 60° OF BANK AND USE POSMTIVE =,
CONTROL TO TRAMSFER CONTROL TO THE
STUDENT FOR RECOWERY
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APPROXIMATELY

1500 FT AGL

COMPLETE DESCENT AND

APPROACH CHECKLIST

AC 91-89
Appendix A
Figure B-16
MU-2B J (-35), K (-25), L (-36), M(-26)
NORMAL LANDING (20°r 40° FLAPS)

TOUCHDOWN. POWER LEVERS RETARD TO FLIGHT

IDLE STOP. THEN RETARD BOTH POWER LEVERS TO

START (GROUND IDLE). CHECK BOTH PROPS BETA.
THEN REVERSE AND BRAKES AS REQUIRED.

A/S 150 KCAS MIN.
(25%-30% TORQUE)

THRESHOLD (10%-20%
TORQUE) Vref

FINAL CHECK. FLAPS 20%r 40°.
A/S SLOWING TO Vref.
CHECK SINK RATE 500-600 FPM

AJS 120 KCAS MIN
DESCENT. 500-600 FPM
(20%-25% TORQUE)

WEIGHT
7,000
7,500
8,000
8,500
9,000
9,435
9,500
9,955

10,000

10,260

10,500

11,000

11,025

K
93
96

100

103

106

108

LANDING APPROACH SPEEDS Vref
J K LM
FLAPS 20° (1.3 Vs1)

M

96
100
103
106
109

112
115

J

93
96
100
103

106

109
110

L

99
99

103
105
108

110
110

FLAPS 40° (1.5 Vs1)

K
99
103
106
109
112

M

96
100
103
106
109

112
115

J

100
103
106
109

112

115
17

FLAPS 5°

I~

105 LANDING ASSURED, GEAR DOWN, &%j
108 A/S 140 KCAS (J, L, M, K+) MIN , V)
130 KCAS (K) MIN,

111 COMPLETE LANDING CHECKLIST

114 FLAPS 20°,
A/S 120-130 KCAS. 500 FPM SINK RATE.

i (APPROX 25% TORQUE)

119
119
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AFTER GEAR IS FULLY RETRACTED,
IF FLAPS 20° RETRACT FLAPS TO 5°.
INCREASE PITCH TO APPROX. 10°,
130 KCAS (K, NOT MOD SR10),
140 KCAS (K MOD SR10) (J, L, M)

WHEN LANDING REJECTED,
APPLY MAX POWER, PITCH &%
UP AND SELECT FLAPS 20° IF 40°
PREVIOUSLY SELECTED

HORMAL
APPROACH,
STABILIZED AND
CONFIGURED FOR
LANDING

POSTIVE RATE,
GEAR UP. IF FLAPS
20°,113 KCAS MIN.

IF 5° FLAPS
120 KCAS (J, L) MIN,
125 KCAS (K, M) MIN

¥
..L- .J‘-\-b_;

iyl
™ " -
“_.g: =
A
4L,

AC 91-89
Appendix A

Figure B-17
MuU-2B J (-35), K (-23), L (-36), M{-26)
GO AROUND - REJECTED LANDING

ACCELERATE TO
DESIRED CLIMB SPEED

COMPLETE AFTER T/O
AND CLIMB CHECKLIST

A5 140 KCAS.

FLAPS UP.

a4 A

ﬂED
i

V- S RRTRT |

o

i J |

]
I
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Figure B-18
CAUTION MU-2B J (-35), K (-25), L (-36), M(-26)
DONOTSELECT
REVERSE UNTIL NO FLAP OR 5° FLAP LANDING (ABNORMAL PROCEDURE)

BELOW 90 KGAS
WITH NOSE WHEEL
ON GROUND CHECK BOTH PROPS BETA. BRAKES AND NOTE
REVERSE ASREQUIRED. NOTE: BETA MAY
- LANDING DISTANCE
NOT BE AVAILABLE UNTIL BELOW 90 KGAS N BCEEASE

APPROXIMATELY APPROXIMATELY
1500 FT AGL TOUCHDOWN — POWER 30%

LEVERS SLOWLY RETARD TO
FLIGHT IDLE, THEN START
{GROUND IDLE).

MO FLAP YWref1.25Ws1, BUT NOT

‘ THRESHOLD (10%e-20% TORGQUE).
BELOW 113 KCAS (SEE CHART)

COMPLETE DESCENT
AND APPROACH
CHECKLISTS

FINAL CHECK. AJS
SLOWING TO NO FLAP
ref. (SEE CHART)

AJS 150 KCAS MIN.
(25%-30% TORQUE)

NO FLAP Vref 1.25Vs1 (BUT NOT BELOW 115 KCAS)
USE FOR FLAP UP OR 5°
FLAPS UP FLAPS 5°
WEISHT 4 K L N 4 K L M
7,500 115 115
2.000 115 118 115 115 118 5 CHECK
2500 117 118 118 115 115 115 LANDING ASSURED, GEAR DOWN SINK RATE
9.000 118 122 117 120 115 115 115 115 AJS 140 KCAS MIN.
3,435 124 117 COMPLETE LANDING CHECKLIST v
9.500 123 120 124 115 115 117
9.955 127 119
x - FLAPS 0°OR 5=,
::gggg ﬁﬂ = e R AJS 140KCAS MIN.
s o S 500-600 FPM SINK RATE.
4 b 5 54 (APPROX 25%-30% TORGUE)
11.025 129 124
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CAUTION
AMNTICIPATE

MU-2B J (-35), K {-25), L (-36), M(-26)

Figure B-19

ONE ENGINE INOPERATIVE LANDING

AC 91-89
Appendix A

SWERWE TOWARD
OPERATING ENGIME
WHEN ENTERING
BETA

WHILE MAINTAINING TRACK WITH
RUDDER, MOWE OPERATING ENGIME
POWER LEWVER START (GROUND
IDLE), CHECK PROP BETA, REVERSE
AND BRAKES ASREQUIRED.

TOUCHDOWWN,
OPERATING ENGINE
POWER LEVER SLOWLY
RETARD TO FLIGHT IDLE
STOP

APPROXIMATELY
1500 FT AGL

COMPLETE DESCENT AND
APPROACH CHECKLISTS AND

CHECKLIST

REVIEWW SINGLE ENGINE LAMNDING

AJS 150 KCAS 140 KCAS MIN (J, L),135 KCAS MIN
(K, M). (APPROX 50%-70% TORGQUE)

JK LM
FLAP SETTING Wxse (KCAS) Myse (KCAS)
up 140 /135 * 150 /150 *
" 130/130% 140 /140 *
20° 1257125+ 135/130*
K, M

CAUTION

00 NOT USE SINGLE
ENGINE REVERSE
THRUST WITH THE
SIMULATED FAILED

ENGINE POWER LEVER
ABOVE FLIGHT IDLE.

WARNING

00 NOT ATTEMPT A
GO-AROUND WITH
GEAR DOWN BELOW
4000 AGL OR AFTER
20 FLAPS ARE
SELECTED

THRESHOLD, [10%-20%
TORQUE). Vref.
AIS 110 KCAS (), L),
105 KCAS (K, M)

CHECK SINK RATE.
300-600 FEM

FLAPS 5°A/S 140 KCAS
(130 KCAS MIN)

A-84

FINAL CHECK. FLAPS 20°.
A5 Vyse MIN. (SEE CHART)
COMPLETE LANDING CHECKLIST,
RUDDER TRIM CENTERED, HOLD
BALLIN CENTER WITH RUDDER

LANDING ASSURED CHECK
GLIDE PATH, GEAR DOWHN.
(APPROX 45%:-55% TORGQUE)

CHECK
SINK RATE,
500 - 600
FEFT PER
MINUTE
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Figure B-20

AC 91-89
Appendix A

MU-2B J (-35), K (-25), L (-36), M{-26)

CROSSWIND LANDING

DEMONSTRATED
CROSSWIND

Pt
V" ALL MODELS
TAKEOFF 22 KCAS

LANDING 18 KCAS
# WIND

AIRCRAFT WILL BE FLOWN DOWN AN EXTENSION OF
THE RUMWAY CENTER LIME WITH DRIFT CORRECTION
ESTABLISHED SUFFICENTLY IN ADVANCE TO PERMIT
CENTER LINE TO BE FLOWN WITH ONLY MINOR
COORDINATED CORRECTIONS

MCREASE WrefFOR CROSSWIND LANDING BY OMNE-
HALF THE STEADY WIND SPEED PLUS OME-HALF THE
GUST SPEED NOT TO EXCEED VrefPLUS 10 KCAS.

_ o— *‘;—1;,@7"4—’? « WIND
P ’7/ o \\\\

A-85

« WIND

PRIOR TO TOUCHDOWN, THE UPWIND WING IS
LOWERED AND SMOOTHLY MODULATED. OPPOSITE
RUDDER IS APPLIED SO THAT AIRCRAFT PATH
CONTIMUES DOWN RUNVWWAY CENTERLIME. THE
AIRCRAFT SHOULD NOT BE ALLOWED TO DEVELOP

AMNY TENDEMCY TO DRIFT DOWNWWIND.

MOTE: RUDDERS CENTERED BEFORE MWOSE WHEEL
TOUCHDOWN. SPOILERS INTO WIND ASMECESSARY
TO KEEP WINGS LEVEL

h%h # WIND
- o
/// /rfJJI.-"f I'IJI'.I ,‘__\:\ \\&H\\\H
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Figure B-21

MU-2B J (-35), K (-25), L (-36), M(-26)

COMPLETE DESCENT AND APPROACH CHECKLISTS. AJS

150 KCAS, 140KCAS (J, L, M, K+) MIN,130 KCAS (K) MIN,

REVIEW APPROACH PLATE. RADIOS: TUNE & IDENTIFY.
CHECK FINAL APPROACH FIX ALTITUDE, MARKER

IL5, LPV, RNP, LNAVNNAY APPROACH

A5 140 KCAS MIN.  (20%-25% TORQUE],
DESCEND 300 FPM TO PROCEDURE
TURN OR OTHER APPROACH SEGMENT
ALTITUDE

BEACON RECENER “0ON°
FLAPS 5% 140 KCAS MIN.
(25%-30% TORQUE)
[ENDING APPROALCH SPEEDS wiel
LE LM :..“-..c:fil'"
FLAPS XP [1.3 V51) FLAPS 4P [1.5 V51) :},15.1

WesHT 0 K M 4 L K M 4 L g

7.000 T ® ]

7500 % 100 93 % 100 100

8,000 100 108 % 1B B 1

8500 103 106 100 99 106 106 106 105 :

gy e g e o MISSED APPROACH:

o435 108 112 CONTINUE WITH

9500 112 106 103 112 112 1 MISSED APPROACH

9955 115 115

10,000 Y m s s 1 PROFILE

10:260 110 17

10,500 108

11,000 110

11,025 110

AJS 140 KCAS MIN.
(25%-30% TORQUE)

AC 91-89
Appendix A

LANDING ASSURED, CHECK GEAR DOWN,
AJSS 140 KCAS (1, L, M, K=) 130 KCAS (K)
FLAPS 20° APPROACHING GLIDE SLOPE

(ONE DOT BELOW GIS), A/S 120 KCAS MIN.

(APPROX 25% TORGQUE])

COMPLETE LANDING CHECKLIST

FINAL CHECK. FLAPS 20° (OR 407)
IF DESIRED, BELOW 120 KCAS

TOUCHDOWWN: POWER LEVERS RETARD TO FLIGHT
IDLE STOP. POWER LEVERS RETARD TO START
(GROUND IDLE), CHECK BOTH PROPS BETA.

REVERSE AND BRAKES ASREQUIRED.
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Figure B-22
MU-2B J (-35), K (-25), L (-36), M{-26)
TWO ENGINE MISSED APPROACH

COMPLETE AFTER
TAKEQFF CHECKLIST

ACCELERATE TO
DESIRED CLIMB
SPEED

AJS 130 KCAS (K),
140 KCAS (J, L, M),
FLAPS UP

AFTER GEAR IS FULLY RETRACTED, AJS 130 KCAS.
IF FLAPS 20° RETRACT FLAPS TO 5°(F INSTALLED).
INCREASE PITCH TO APPROX. 10°,

AJS130 KCAS (K), 140 KCAS (J, L, M)

AC 91-89
Appendix A

MISSED APPROACH GO- POSIMIVE RATE, GEAR UP.
AROUND. MAX POWER. IF 20°FLAPS 113 KCAS MIN.
PMCH UP &° AND SELECT IF 5% FLAPS 120 KCAS (], L) MIN,
FLAPS 20°IF 407 125 KCAS (K, M) MIN
PREVIOUSLY SELECTED | TR [

AP
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Figure B-23

MU-2B J (-35), K (-25), L (-36), M(-26)
ONE ENGINE INOPERATIVE ILS, LPV, RNP, LNAV/VNAV APPROACH

COMPLETE DESCENT AND APPROACH

CHECKLISTS. AJSS 150 KCAS, 140 KCAS MIN (J, L},
135 KCAS MIN - (K,M). REVIEW APPROACH PLATE.

RADIOS: TUNE & IDEMTIFY. CHECK FINAL
APPROACH FIX ALTMTUDE, MARKER RECENER
SO

WARNING

0D NOT ATTEMPT A
GO-AROUND WITH

AC 91-89
Appendix A

DESCEND

AJS 140 KCAS (130 KCAS MIN.},
300 FPM TO PROCEDURE TURN OR OTHER APPROACH

(5096-60% TORQUE), FLAPS 5=,

SEGMENT ALTITUDE.

FLAPS 5°, 140 KCAS (130 KCAS MIN)
(50%-60% TORQUE)

GEAR DOWN BELOWW
400" AGL OR AFTER
20F FLAPS ARE
SELECTED.

WMISSED APPROACH:
CONTIMUE WITH ENGINE OUT
MISSED APPROACH PROFILE

CAUTION : "

D0 NOT USE SINGLE
ENGINE REVERSE
THRUST WITH THE
SIMULATED FAILED

ENGINE POWER

LEVER ABOWE FLIGHT

IDLE.

AIS 140 KCAS (130 KCAS
MIN.} (50%-60% TORGQUE),
FLAPS 5°.

LANDING ASSURED, CHECK GEAR
DOWWN APPROACHING GLIDE
SLOPE (ONE DOT BELOW GiS),
A5 140 KCAS (130 KCAS KIN).

OH

LANDING CHECK
(50%-55% TORQUE)

e

RUNWAY IN SIGHT, FINAL CHECK. FLAPS 20°

SLOWING TO CROSS THRESHOLD 110 KCAS (J, L}, 105
KCAS (K, M). COMPLETE LANDING CHECKLIST. RUDDER
TRIM CENTERED. HOLD BALL IN CENTER WIMTH RUDDER.

CHECK FINAL LANDING CONFIGURATION.

OPERATING ENGINE POWER
LEVER START (GROUND

IDLE), CHECK PROP BETA,

REVERSE AND BRAKES AS

SLOWLY RETARD TO FLIGHT

TOUCHDOWHN, OPERATING
ENGINE POWER LEVER

IDLE STOP.

REQUIRED.
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Figure B-24
MU-2B J (-35), K (-25), L {-36), M{-26)
ONE ENGINE INOPERATIVE MISSED APPROACH
TR AJS 150 KCAS, COMPLETE
R AFTER TAKEOFF CHECKLIST
FLAP SETTING Vxse (KCAS) Vyse (KCAS)
up 140 /135 * 150/ 150 *
5= 1307130 * 140/ 140 * AJS 130 KCAS (K),
20° 1257125+ 1357130+ 140 KCAS (J, L, M),
FLAPS UP
K, M
AFTER GEAR IS FULLY RETRACTED AND OBSTRUCTINS
ARE CLEARED, IF FLAPS 20° ADJUST PITCH TO
ACCELERATE TO Vyse, IF FLAPS 5° INSTALLED, RETRACT
FLAPS TO 5°. INCREASE PITCH TO APPROX. 10° AJS130
KCAS (K}, 140 KCAS (J, L, M)
PITCH TO MAINTAIN VxseMIN, APPROX 8% PITGH, FLAPS 20°,
APPROX 10-13°PITCH, FLAPS 5° IF 20°FLAPS 113 KCAS MIN. IF 52
FLAPS 120 KCAS (J, L)MIN, 125 KCAS (K, M) MIN.
COMMENCING MISSED APPROACH, SET - 3 2 |
MAX POWER. MAINTAIN DIRECTIONAL
CONTROL, RUDDER AND SPOILER AS
NECESSARY. GEAR UP.

MAP
|
".j;r‘}r—m:% VIARNING
_ UNDER CERTAIN COMBINATIONS OF WEIGHT,
*F TRANSTIONING FROM ADESCENT TEMERATURE ANMD PRESSURE ALTITUDE, WITH LANDING
MAINTAIN PTCH TO MAINTAIN 140 KCAS GEAR DOWN AND FLAPS 20°, SINGLE ENGINE GO
RAISE GEAR, THEM 10°PITCH. SOME ' AROUND MAY NOT BE POSSIBLE AT ALTMUDES OF LESS
ALTTUDE LOSS IS TO BE EXPECTED. THAMN 400 FEET AGL. (SEE PAGE B-24a)
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Figure B-25
NOTE
MU-2B J (-35), K (-25), L (-36), M(-26)
EMHER THIS PROCEDURE, OR
ALTERNATELY PROFILE B-25a3 NOMPRECISION STRAIGHTAN APPROACH
MUST BE DEMONSTRATED.
COMPLETE DESCENT AND APPROACH CHECKLISTS. AV RED MG 65 1130 IEAS "T‘f'
f ; ; (20%-25% TORGQUE), DESCEND 500 FPM
AIS 150 KCAS 140KCAS (J,L, M, K+), 130 KCAS (K) MIN.
: ; TO PROCEDURE TURMN OR OTHER
REVIEW APPROACH PLATE. RADIOS: TUME & APPROACH SEGMENT ALTITUDE
IDENTIFY. CHECK FINAL APPROACH FIX CROSSING ;i
ALTTUDE.
FLAPS 5°,
ASS 140 KCAS MIN.
LANDING APPROACH SPEEDS Vel {25%'30% TC'H':‘UE,I
LE LM N
FLAPS 20° (1.3 Wig1) FLAPS 40° [1.5 V1) Pl
WEGHT K M J L K M 4 L iﬁ’;f"
7000 a3 o5 o5
T.500 o5 100 93 99 100 100
8,000 10 1B 56 15 103 103
8500 10 106 100 99 106 106 106 105
9;:-:1 106 109 103 @ 109 109 109 128 ASS 140 KCAS MIN.
9435 138 12 (25%-30% TORQUE)
9,500 112 106 105 112 12 1N
2855 115 . 115 &
o o e A LANDING ASSURED, CHECK GEAR
12500 13 17 DOWN, FLAPS 20° APPROACHING
b b k- FIX INBOUND, LANDING CHECKLIST
COMPLETE AJS 120 KCAS MIN.
_\%*,_ - ASS 120 KCAS MIN, (25%-30% TORGUE,
MISSED APPROACH: R~ B00-1000 FPM DESCENT
GO-AROUND, MAX f,_d__#--'
POWER, AITCH TO 8" AJS 120 KCAS MIN.
CONTIMNUE WITH TW0O (APPROX 50% TORQUE)
ENGINE MISSED
VP APPROACH PROFILE = = =
e e N FIMAL CHECK. FLAPS 40°(IF DESIRED, BELOW 120 KCAS)

CONSTRUCTED WITH

ANVDP SHOULD HAVE

THE AIRCRAFT CROSS
THE MDA AT OR
BEY'OND THE VDP.

TOUCHDOWHN: POWER LEVERS RETARD TO FLIGHT IDLE STOP,
THEMN POWER LEVERS RETARD TO START (GROUND IDLE),
CHECK BOTH PROPS BETA. REVERSE AND BRAKES ASREQUIRED.
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Figure B-25a
NOTE MU-2B J {-35), K (-25), L {-36), M(-26)
ETHER THIS PROCEDURE. NONPRECISION STRAIGHT-IN APPROACH
OR ALTERNATELY PROFILE *OPTIONAL USE OF CONTINUQUS DESCENT FINAL APPROACH (CDFA)
B-25 MUST BE
DEMONSTRATED. COMPLETE DESCENT AND APPROACH CHECKLISTS.
AJS 150 KCAS, 140 KCAS (L, M, K+) MIN, 130 KCAS (K} MIN. AJS 140 KCAS (130 KCAS MIN).
REVIEW APPROACH PLATE. RADIOS: TUNE & IDENTIFY. (20%-25% TORGQUE), DESCEND 500 FPM
CHECK FINAL APPROACH FIX CROSSING ALTITUDE. TO PROCEDURE TURM OR OTHER
=LAl CULATE VDA, APPROACH SEGMENT ALTITUDE
FLAPS 5°, (IF INSTALLED)
LANDING APPROACH SPEEDSE Vel AJS 140 KCAS MIM.
JE LM
FLAPS 2P [1.3 W51} FLAPS 4P {15 Vs1) (29%-30% TORGUE)
WEIGHT E M 4 L K M 1 L .
T.000 a9 ] 2% _ﬁl
T.500 95 100 93 99 100 100
8000 100 1013 %5 1B 105 106
8,500 103 106 100 9| 106 106 106 105
2,000 MM 108 105 9. 108 18 18 108
9435 105 112
2500 12 106 10 1922 A CAUTION - STEPDOVIN FIXES AJS 140 KCAS MIN.
2355 115 ] 15 (25%-30% TORQUE)
10000 010 R =NURING ALL APPROACHES,
s e e USE CDFA THAT MEETS ALL
11,000 110 119 ALTITUDE CONSTRAINTS LANDING ASSURED, CHECK GEAR
1azs 1 13 DOWHN, FLAPS 20° APPROACHING
FI{ INBOUND, LANDING CHECKLIST
~DERVED DECISION ALTITUDE (DDA) | COMPLETE AJSS 120 KCAS MIN.
ZCAUTION ® AJS 120 KCAS MIN, (25%-30% TORGQUE),
; g BEGIN CALCULATED DESCENT RATEAT FAF
WHEN USING CDFA METHOD, MISSED APPROACH. T s\~
MISSED APPROACH WMUST BE o AR P
EEé{E\FEnEEEEHTPDgEE&Avagi POWER, PITCHTOS. | __— AJS 120 KCAS MIN.
DURING MISSED APPROACH CONTINUE WITH TWO (APPROX 50% TORGQUE)
NOT AUTHORIZED ECEE e 2D T
e e APPROACH PROFILE P s
T e FINAL CHECK.
“DP L = -~ CHECK FINAL LANDING CONFIGURATION
VISUAL DESCENT POINT - ;_ ,\
- - e -~
AN APPROACH - TOUCHDOWN: POWER LEVERS RETARD TO FLIGHT IDLE STOF,
COMSTRUCTED WITH AVDP —_ - -~ THEM POWER LEVERS RETARD TO START (GROUND IDLE), CHECK
SHOULD HAVE THE AIRCRAFT N - BOTH PROPS BETA. REVERSE AND BRAKES AS REQUIRED.
CROSS THE MDA AT OR . -~
BEYOND THE VDP. S
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ALTERMATELY PROFILE

HOTE

EMHER THIS
PROCEDURE, OR

B-26b MUST BE
DEMONSTRATED.

Figure B-26
MU-2B J (-35), K {-25), L {-36), M{-26})

AC 91-89
Appendix A

ONE ENGINE INOPERATIVE STRAIGHT-IN NONPRECISION APPROACH

AJS 140 KCAS (130 KCAS MIN.} (50%-60% TORQUE),
FLAPS 5°(IF INSTALLED). DESCEND 500 FPM TO
PROCEDURE TURN ALTITUDE OR OTHER
APPROACH SEGMENT ALTITUDE

FLAPS 5% (IFINSTALLED)

COMPLETE DESCENT AMND APPROACH

RADIOS: TUNE & IDENTIFY. CHECK FINAL
APPROACH FIX ALTITUDE.

CHECKLISTS. ASS150 KCAS 140 KCAS (J, L), MIN,
135KCAS (K, (M) MIN. REVIEW APPROACH PLATE.

*DOP

WISUAL DESCENT POINT

AN APPROACH
COMSTRUCTED WMH AWDP
SHOULD HAWE THE

CONTINUE WITH

WMISSED APPROACH:

OUT MISSED APPROACH

AJZ 140 KCAS
(130 KCAS MIN)
(503-50% TORQUE)
e |
ENGINE

ARCRAFT CROSS THE MDA THORE
AT OR BEYOND THE VDP.
M
VIARMING T MAP

00 NOT ATTENMPT A
GO-AROUND WITH
GEAR DOWHN BELOW
400° AGL OR AFTER
20° FLAPS ARE
SELECTED.

CAUTION

00 NOT USE SINGLE
ENGINE REVERSE
THRUST WITH THE

AJS 140 KCAS (130 KCAS MIN.)
(50%-60% TORGUE),
FLAPS 5° (IF INSTALLED).

ASS140 KCAS (130 KCAS MIN)
(20%:-30% TORGUE], 800-1000 FPM DESCENT

AIS140 KCAS (130 KCAS MIN)
(50%-60% TORQUE)

WHEN RUMNWAY IN SIGHT, LANDING ASSURED, GEAR DOWN,

FLAPS 20° SLOWING TO CROSS THRESHOLD AT
110 KCAS (J, L), 105 KCAS (K, M),
BEFORE LANDING CHECKLIST COMPLETE

FINAL CHECK.
CHECK FINAL LANDING CONFIGURATION

CAUTION

GEAR EXTENSION TIME.
APPROXIMATELY

17 SECONDS J, L,
15 SECONDS K, M.

SIMULATED FAILED
ENGINE POWER
LEVER ABOMWE FLIGHT
IDLE.

TOUCHDOWN, OPERATING EMGINE POWER LEVER SLOWLY RETARD
TO FLIGHT IDLE STOP. THEW POWER LEVER START (GROUND IDLE),
CHECK PROP BETA, REVERSE AND BRAKES ASREQUIRED.
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Figure B-26a

WEIGHT
7,000
7,500
8,000
8,500
9,000
9,435
9,500
9,955

10,000

10,260

10,500

11,000

11,025

JKLK

FLAPS 20°(1.3Vs1}

K
93
96

100
103
106
108

M

96
100
103
106
109

112
113

J L

93
oG
100 99
103 99

106 103

109 105
1110
108
1110
1110

LANDNG APPROACH SPEEDS Wref

FLAPS 40%(1.5 Vs1}

K

&9
103
106
109
112

M
96
100
103
106
109

112
115

J

100
103
106
109

112

115
"7

L

105
108

111
114
117

115
118
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Figure B-26b
MU-2B J (-35), K (-25), L {-36), M(-26)

AC 91-89
Appendix A

ONE ENGINE INOPERATIVE STRAIGHT-IN NONPRECISION APPROACH

MOTE

EMHER THIS PROCEDURE, OR
ALTERMNATELY PROFILE B-28
MUST BE DEMONSTRATED.

*OPTIONAL USE OF CONTINUOUS DESCENT FINAL APPROACH (CDFA)

ASS T40KCAS (130 KCAS MIN. (50%-60% TORGUE],
FLAPS 5% (IF INSTLALLED). DESCEND 500 FPM TO
PROCEDURE TURMW ALTIMTUDE OR OTHER
APPROACH SEGMENT ALTITUDE

FLAPS 5% (IF INSTALLED),

COMPLETE DESCENT AND APPROACH

RADIOS: TUME & IDENTIFY. CHECK FINAL
APPROACH FIX CROSSING ALTITUDE.
*CALCULATE VDA,

CHECKLISTS. AJSS150 KCAS 140KCAS (J, L MIN,
T135KCAS (K, M) MIN. REVIEW APPROACH PLATE.

140 KCAS (130 KCAS MIN)
(50%-60% TORGQUE)

5 3

“DP
WISUAL DESCENT POINT

AN APPROACH
CONSTRUCTED WITH ANDP
SHOULD HAVE THE

CAUTION - STEPDOWWN FIXES

=DURING ALL APPROACHES,
USE CDFA THAT MEETS ALL
ALTITUDE CONSTRAINTS

AIRCRAFT CROSS THE MDA
AT OR BEY'OND THE WDP.

=DERNED DECISION ALTITUDE (DDA _f?

\

AJS 140 KCAS (130 KCAS MIN.)
(50%-60% TORQUE), FLAPS 5°.

LANDING ASSURED, CHECK GEAR DOWWH,
APPROACHIMG FIX INBOUND, LANDING
CHECKLIST COMPLETE AJS120 KCAS MIN.

WARHNING

00 NOT ATTEMPT A
GO-AROUND WITH
GEAR DOWHM BELOW
400° AGL OR AFTER
20° FLAPS ARE
SELECTED.

MISSED APPROACH:
CONTINUE WITH
EWGIHE OUT
MISSED APPROACH

PROFILE

CAUTION

D0 NOT USE SINGLE
ENGINE REWVERSE
THRUST WITH THE
SIMULATED FAILED

ENGINE POWER

LEVER ABOWE FLIGHT

IDLE.

AIS140 KCAS (130 KCAS MIN) (20%-30% TORQUE),
BEGIN CALCULATED DESCENT RATEAT FAF

FINAL CHECK,

FLAPS 20% CHECK FINAL LANDING CONFIGURATION,
SLOWING TO CROSS THRESHOLD AT 110 KCAS (J, L, 105 KCAS (K, M)

BEFORE LAMNDING CHECKLIST COMPLETE

TO FLIGHT IDLE STOP.

TOUCHDOWN, OPERATING ENGINE POWER LEWER SLOWLY RETARD

PROP BETA. REVERSE AND BRAKES AS REQUIRED.

THEM POWER LEVER GROUND IDLE, CHECK

=CAUTION

WHEN USING CDFA METHOD, WISSED
APPROACH MUST BE EXECUTED UPON
REACHING DDA, DESCENT BEL OV MDA

DURING MISSED APPROACH NOT
AUTHORIZFED
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Figure B-27
MU-2B J (-35), K (-25), L {-36), M(-26)
CIRCLING APPROACH AT WEATHER MINIMUMS

COMPLETE DESCENT AMD APPROACH CHECKLISTS.
AJS 150KCAS 140 KCAS (J, L) MIN | 135 KCAS (K, M) MIN.
REVIEW APPROACH PLATE. RADIOS: TUNE & IDENTIFY. [™~__
CHECK FIMAL APPROACH FIX ALTITUDE. “»;4;\’!-\

CATC 121 - 140 KCAS 1.7NM
CATD 141 — 1685 KCAS 23MM FROM APPROACH: GEAR

DOWN, FLAPS 3°(F  —
INSTALLED), AJS 140 KCAS

§

TOUCHDOWN, RETARD POWER LEWVERS TO FLIGHT IDLE STOP,

MISSED APPROACH: THEN POWER LEVERS RETARD TO START (GROUND IDLE),
GO-AROUND, MAX CHECK BOTH PROPS BETA, REVERSE AND BRAKES AS
POWER, PITCHTO B° REQUIRED.
CONTINUE WITH TWO

ENGINE MISSED
APPROACH PROFILE THRESHOLD:

{10%-20% TORQUE)
Vref CHECK SINK RATE

S00-600 FPM

AJS 140 KCAS (130 KCAS MIN.)
(APPROX 50% TORQUE), NOT |—— _
BELOW CIRCLING MIMIMUNM
: FINAL CHECK. FLAPS

DESCENT ALTITUDE
20°0R 40° CHECK

f’ FINAL LANDING
CONFIGURATION.

L[ANDING AFPROACH SPEEDS Vet
LELM
FLAPS 2P (1.3 W51} FLARS 40° (15 Ws1} SLOWING TO Vref
WEIGHT K M J 1L K M J L ~ MAX BANK
7.000 o ® = % ;
7500 ® 100 % @ 100 100 +, 30 AJS 120 KCAS MIN,
8000 0 1B % 15103 103 — (20%:-25% TORQUE),
&350 103 106 100 99 106 106 105 105 ;
20m 1% 1@ 1 % 18 18 1@ 103 S00-600 FAM
9435 108 112 DESCENT
2500 12 106 103 12 1z 1M
2853 115 115
10,000 108 105 15 114
10:260 110 17 e -
L s Hi LANDING ASSURED DO NOT DESCEND
1,125 110 19 CHECK GEAR DOWN, UNTIL WITHIN 30° OF
FLAPS 20°® COMPLETE RUNWAY CENTERLINE
LANDING CHECKLIST
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. WARNING
MU-2B J (-33), K (-25). L (-36), M(-26) DO MOT USE CDFA APPROACH
ONE ENGINE INOPERATIVE CIRCLING APPROACH AT WEATHER MINIMUMS PF‘SSTE%'I'RF’E:ELISNGD”E'P”P‘;DE“S_:”E
COMPLETE DESCENT AND PROCEDURES

APPROACH CHECKLISTS.

CATC 121 - 140 KCAS  1.7HM
CATD 141 -165 KCAS 23NN ;_?)?3,
= .,

** MOTE: ENGINE OUT CIRCLING
APPROACH SHOULD BE FLOWN WITH 5°

MISSED APPROACH: FROM APPROACH: FLAPS AND GEAR UP. WHEN LANDING
CONTINUE 'WITH GEAR UP, FLAPS 5%, ASSURED, GEAR DOWN, FLAPS 20°,
ENGINE OUT AJS 140 KCAS SLOWING TO

A5 110 KCAS (J, L),
A5 105 KCAS (K, M)

<] MISSED APPROACH
PROFILE \

CAUTION

ANTICIPATE SWERVE
TOWARD OPERATING ENGINE
WHEN ENTERING BETA

TOUCHDOWN. OPERATING EINGIME POWER LEVER SLOWLY RETARD TO
FLIGHT IDLE STOP, THEN POWER LEVER TO START (GROUND IDLE).
CHECK PROP BETA. REVERSE AND BRAKES ASREQUIRED.

THRESHOLD FLAPS 207,
AIS 110 KCAS (J, L), 105 KCAS(K, M)

ASS 140 KCAS (130 KCAS MIN.} CHECK SiNK RATE

(APPROX 7% TORQUE] S00-600 FPM
MOT BELOW CIRCLING

MINIMUK DESCENT ALTITUDE
FINAL CHECK. FLAPS 20°,

CHECHK FINAL LANDING
CONFIGURATION.
— A5 125 KCAS MIN.
COMPLETE LANDING
CHECKLIST

"I MAX BANK
s, 300

CAUTION WARHNING
DO NOT USE SINGLE DO NOT ATTEMPT A CHECK DESCENT
EMGINE REVERSE GO-AROUND WITH CHECK FLAPS 5¢ DONOT PROFILE, LANDING
THRUST WITH THE GEAR DOWN BELOWW DEECEND UNTIL WITHIN Sy :‘:';'SSURED. GEAF:-
SIMULATED FAILED 400" AGL OR AFTER 300 OF RUNWAY L — DOWN, CHECK SINK
ENGINE POWER LEWVER 20° FLAPS ARE CENTERLINE RATE 500-600 FPM
ABOVE FLIGHT IDLE. SELECTED
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*5INGLE ENGINE RATE OF CLIMB®

PRIOR TO TAKEOFF, CONSULT THE *WEIGHT FOR
POSMVE GRADIENT AFTER LIFTOFF® AND

THE TAKEOFF FLAP SETTING SELECTED.

CHARTS FOR

TORQUE AND EGT LIMITS
TAKEQFF SPEEDS

_FOR TORQUE AND EGT LIMITS
AND TAKEOFF SPEED CHARTS
SEE TABULAR CHARTS ON
REVERSE SIDE OF PROFILE.

* TORQUEPS! OR TEMP
SET AT MAXIMUM LESS

Figure C1

AC 91-89
Appendix A

MU-2B B, D (-10), F {-20), G {-30)

NORMAL TAKE-OFF, 5° OR 20° FLAPS

AJS 140 KCAS (B, D), 150 KCAS
(F), 155 KCAS (G) MIN.

AFTER GEAR IS FULLY RETRACTED, IF FLAPS 20°
ADJUST PTCH TO ACCELERATE. RETRACT FLAPS TO
5° INCREASE PITCH TO APPROX. 10°, 130 KCAS
(F, NOT MOD S/R10}, 140 KCAS (F, MOD S/R10),
130 KCAS (B, D), 140 KCAS (G), THEN FLAPS UP.

COMPLETE AFTER THO
AMND CLIMB CHECKLIST

MORMAL PITCH.
APPROX 8% FLAPS 20°,
APPROX 10-12°-FLAPS 5¢

POS RATE, NO RUNWAY REMAINING
FOR LANDING, GEAR UP.
F 20° FLAPS 113 KCAS MIN. IF 5° FLAPS
120 KCAS (G),125 KCAS (B, D, F) MIN.

10% WHICHEVER
OCCURS FIRST. BETA
LIGHTS OUT. RELEASE

BRAKES. RAM RISE WILL

WH - ROTATE 13
WA NOSE UP
PITCH

CAUSE TORQUE OR
TEMP TORISETO
MAXIMUNM TAKEOFF
POWER DURING
TAKEQFF ROLL.

A-97

ACCELERATE TO
DESIRED CLIMB SPEED

* NOTE: IF RUNWAY LENGTH OR
OBSTACLE CLEARAMNCE 15
CRIMCAL, SET POWER TO

TORQUEMPS! OR TEMP
MAXIMUNM, WHICHEVER
OCCURS FIRST. RETARD
POWER LEVERS ASREQUIRED
TO MAINTAIN KMAXIMUK
ALLOWABLE TORQUEPS! OR
TEMP.
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Figure C-1a
TORGQUE LIMITS TAKE OFF SPEEDS
ROTATE
B, D 64 PS5 e B Be D F &
F, G 60 PSI {STATIC) 10,800 LBS 108
10,000 LBS 105
64 PSI (RAM CONDITIONS § MINUTES) g po
EGT LIMITS DEPEND ON OUTSIDE AIR TEMPERATURE, 9,500 LBS 107 103
CHECK EGT LIMITS PRIOR TO DEPARTURE. 9,350 LBS 111 111
9,000 LBS 110 110 106 101
8,930 LBS 108
2,000 LBS 107 107 107 104 100
7,500 LBS 106 106 106 102
7,000 LBS 104 104 104
FLAPS 20° B B+ D E G
10,300 LBS 105
10,000 LBS 102
9,920 LBS 102
9,500 LBS 101 101
9,350 LBS 104 104
9,000 LBS 103 103 100 100
2,930 LBS 103
8,000 LBS 101 101 101 59 100
7,500 LBS 100 100 100 38
7,000 LBS 59 59 59
B: NOT MODIFED BY S/B 036 AND S/B 092
B+ MODIFIED BY S/B 036 AND S/B 092
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Figure C-2
MU-2B B, D (-10), F {-20), G (-30)
TAKE-OFF ENGINE FAILURE - FLAPS 5°OR 20°
PRIOR TO TAKEOFF, CONSULT THE “WEIGHT FOR
POSMIVE GRADENT AFTER LIFTOFF® AND
“SINGLE ENGINE RATE OF CLIMB® CHARTS FOR
THE TAKEOFF FLAP SETTING SELECTED. APPROX 300-400FEET (OBSTRUCTION
CLEARANCE). IF FLAPS 20° ADJUST PITCH
TO ACCELERATE 130 KCAS (B, D), Vyse >
B.D/FIG (F, G) MIN. FLAPS TO 5°IF FLAPS 5°
INSTALLED, PITCHAPPROX. 10° (IF FLAPS
FLAP SETTING Vxse (KCAS Vyse (KCAS) 5 NOT INSTALLED, FLAPS UP* (F.'TCH
APPROX. 10°TO 13°) 5
B0 F S BD F. G f COMPLETE. AFTER
C C C ¥
up 1307135/ 14D 1357150/ 150
el . TAKE-OFF AND
5 1157130/ 130 1207140/ 140 e S
o 5 5 5 5 y
20 1007125/ 125 1057130/ 135 % T
¥
PITCH TO MAINTAIN Vxse 125KCAS MIN, APPROX 8 =

PITCH, FLAPS 20° APPROX 10°-12° PITCH, FLAPS 52, A= 135 KEA3 8, )
MAINTAIN DIRECTIONAL CONTROL WITH RUDDER 113?}?&5 E:F \'jf SE-FI:-‘.11UEI}‘I
AND MINIMUM  SPOILER. FAILED ENGINE — 5 (F wio b
CONDITION LEVER, EMERGENCY STOP; POWER 140 KCAS (G} MIN.
LEVER, TAKE OFF * TRIM AIRCRAFT FLAPS UPE,

D *IF SR 10 NOT INSTALLED,

= " MAXIMUM FLAP SPEED DURING
POS RATE, NO RUNWAY REMAINING

D RETRACTION IS 140 KCAS.
DURING RETRACTION, PITCH TO
FOR LANDING, GEAR UP. ﬂ MAINTAIN 140 KCAS MAX UNTIL
IF 20° FLAPS 113 KCAS MIN. IF 5°FLAPS FLAPS UP.
120 KCAS (G} 125 KCAS (B, D, F)
|
4 D | E ] |
MAKE NORMAL T/O ’r

*|F SUFFICENT RUNWAY

],
REMAINS, OR UMABLE TO CLIMB:

CAUTION

SIMULATED ENGINE
iR FAILURE (MOT LESS
4 THAN 200 FT AGL)

GEAR DOWN, REDUCE POWER TO
LAND STRAIGHT AHEAD USING
AJS APPROPRIATE FOR WEIGHT,
100 KCAS (B, D) MIN
105 KCAS ( F) MIN.
110 KCAS (G) MIN,

-




7122/16

Figure C-3
MU-2B B, D (-10), F (-20), G (-30)
TAKE-OFF ENGINE FAILURE ON RUMNWYAY

CAUTION

SIMULATED ENGINE FAILURE OR MALFUNCTION
IS TO BE GIVEN BY INSTRUCTOR AT NOT MORE
THAN 50% OF ROTATE SPEEDS.

ENGIME FAILS OR CLEAR RUNWAY
MALFUHCTION OCCURS OR EVACUATE
AIRCRAFT AS

POWER LEWVERS TO GROUND MECESSARY *

IDLE, BRAKES AS NECESSARY.
REVERSE THRUST AS
REQUIREDr. USE NOSE WHEEL
STEERING, BRAKES, ANDVOR
REVERSE THRUST TO

MAINTAIN DIRECTIONAL HOTIFY TOWER
CONTROL. OF ABORT
POWER SET, — 1

BRAKES RELEASED

* I EVACUATING
AIRCRAFT, BOTH
CONDITION LEVERS TO
EMERGENCY STOP AND
MASTER SWITCH TO
- CAUTICH EMERGENCY

< DO NOT USE SINGLE

ENGINE REWERSE THRUST
WITH THE SIMULATED
FAILEDr ENGINE POWER
LEVER ABOWE FLIGHT

IDLE.

A-100
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Figure C4

MU-2B B, D (-10), F (-20), G (-30)

AC 91-89
Appendix A

TAKE-OFF ENGINE FAILURE - UNABLE TO CLIMB
CLASSROOM DISCUSSION OR FTD USE ONLY

PRIOR TO TAKEQFF, CONSULT THE “WEIGHT FOR

POSMTVE GRADIENT AFTER LIFTOFF® AND
“SINGLE ENGINE RATE OF CLIMB® CHARTS FOR
THE TAKEOFF FLAP SETTING SELECTED.

WARNING

PILOT MAKES DECISION TO EMTHER
RETURN THE RUMWANY SURFACE OR TO
FLY BEYOMD AIRPORT BOUNDARY TO

0O NOT LET AIRSPEED
DECELERATE BELOW SINGLE
ENGINE AIRSPEED.

105 KCAS (G) 100 KCAS (B, D, F} MIN.

SUMABLE LANDING AREA

ENGINE FAILS

POS RATE, NO RUNWAY REMAINING
FOR LANDING, GEAR UP.
F 20°FLAPS 113 KCAS MIN. IF 5° FLAPS
120 KCAS (G), 125 KCAS (B, D, F) MIN.

\

POWER SET,
RELEASE BRAKES

3

ma
=

ROTATE

S
e

N AT

=1

PROPELLERS BETA, THENM
REVERSE AMND BRAKES AS

REQUIRED

L’

F RUNWAY REMAINS OR A LANDING CAN
SAFELY BE MADE ON THE AIRPORT
SURFACE, CHECK GEAR DOWN, FLAPS
REMAIN IN TAKE-OFF POSITION,
POWER ON OPERATING ENGINE AS
REQUIRED TO LAND.

LAND USING SINGLE ENGINE ARSPEED,
100 KCAS MIN (B,D)

105 KCAS MIN( F)

110 KCAS MIN (G)

-~

CAUTION

ANTICIPATE SWERVE
TOWARD OPERATING
ENGINE WHEHN
ENTERING BETA

A-101
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SET HEADING
BUG TO ROLL
OUT HEADING

*CLEAR AREA,
GEAR UP, FLAPS
UP, AJS180 KCAS,
TRIM AJC

= 1__T~_ ‘-'_-_g

*THIS MANEUVER SHOULD BE PERFORMED IM

BOTH CLEAN AND LANDING CONFIGURATIONS

(USE 130 KCAS FLAPS 20° GEAR DOWN, FOR
LANDING CONFIGURATION)

= MNOTE: TURNS WILL
BE DONE THROUGH
350 ASWELL AS 180"

Figure C-5

MU-2B B, D {-10), F (-20), G (-30)

STEEP TURNS

START HORMAL TURN POWER AS
REQUIRED. (INCREASE
APPROXIMATELY 10% TORQUE)

/.
T ———

REDUCE POWER TO
MAINTAIN 180 KCAS

AC 91-89
Appendix A
50° BANK
ESTABLISHED. PITCH
UP APPROXIMATELY
2°TO3*ORAS
NECESSARY TO
MAINTAIN ALTITUDE.
T Eain i E'T-L';;"_L"‘.J

_r,,.- r--" =4
o
4
L CHECK FOR
_"l.._':l.lgn- ] Al AND
'_*'I__ : ammupe [~ F
T TRENDS

ROLL OUT OHN
HEADING ON ALT.

*=START ROLL OUT
20°BEFORE ROLL
OUT HEADING

A-102
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Figure C-6

MU-2B B, D (-10), F (-20), G (-30)
SLOW FLIGHT MANEUVERING
MINIMUM CONTROLLABLE AIRSPEED

AC 91-89
Appendix A

SLOW FLIGHT MAMNEUNWERING IS CONDUCTED ASFOLLOWS:

CLEAR THE AREA PRIOR TO BEGIMMING THE MAMNEUWER.

START WITH CLEAN CONFIGURATION AMND CHAMGE AIRCRAFT CONFIGURATION
FROM CLEAN TO FULL FLAP AND GEAR IN STAGES. USE AMAXIMUM OF 157 BANK
AND PERFORKM HEADING CHAMGES OF 50° LEFT AND RIGHT. COMSTANT ALTITUDE

IS REQUIRED THROUGHOUT.
MAINTAIN 115 KCAS IN ALL CONFIGURATIONS.

*APPROXIMATE POWER SETTINGS ARE:

CLEAN TORQUE (35%) ORPSI(23) PER ENGINE  APPROX PITCH +12
5% FLAR TORQUE (32%) ORPSI(21) PER ENGINE  APPROX PITCH +8
5% FLAR & GEAR TORGQUE (44%) OR PS5l (23) PER ENGINE  APPROX FITCH +3
20° FLAP & GEAR TORGQUE (42%) ORP5I(27) PER ENGINE  APPROX AITCH +4
40° FLAP & GEAR TORGUE (54%) OR P5I(35) PER ENGINE APPROXFAITCH 0

*=NOTE: POWER SETTINGS WILL WVARY WITH AIRCRAFT WEIGHT AND ALTITUDE.

STALL SPEEDS (APPROXIMATE})
AT MAXIMUK GROSS TAKEOFF WEIGHT
B, B+ D F G

BfB+/DIFIG
ANGLE OF BANK o
FLAPS
up G5/ 98/ 58/ 102104
5 8o/ 68/ 86/ 95/ 98
2 &y 81/ 81/ 85/ 86
40° 72 73 T 780

Vmc: 20° FLAPS (90 KCAS (G), 93 KCAS (F), 89 KCAS (D), 59/91 KCAS (B)

5° FLAPS (99 KCAS (G), 100 KCAS (F), 97 KCAS (D), 97/99 KCAS B)
(FOR B MODEL vmo 3PEED CONZULT 2ERWLL NUMBER APPLICABILITY IN AFM)

B/IB+IDIFIG

15°

Ga/ 99 99/ 103107
o/ 89/ &% 97M00
81/ 83 83 &7/ 88
T T4 T4 TE 81

CAUTION

STALL WARNING WMAY ACTNATE
4 TO 5 KCAS ABOVE STALL

MIMIMUN CONTROLLABLE AIRSPEED IS CONDUCTED ASFOLLOWS:

CLEAR THE AREA PRIOR TO BEGIMMWING THE MAMNEUWER.

THE MANEUVER WAY BE DONE IN ANY COMBINATION OF GEAR OR FLAP
CONFIGURATIONS. IF BANK IS TO BE USED, T SHOULD BE DONE AT BANK OF NOT
MORE THAN 10 BEGIN THE MANEUWER BY CONFIGURING THE AIRCRAFT IN THE
DESIRED GEAR AND FLAP CONFIGURATION. SLOW THE AIRCRAFT UNTIL THE STALL
WARNING (STICK SHAKER) 15 ACTWATED AND ADD POVWER TO MAINTAIN ALTITUDE
AND A SPEED JUST ABOWVE AERODWMAMIC STALL. DO NOT ALLOW THE AIRCRAFT
TO REACH AERODYNAMIC STALL*OMSET" BUFFET.
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Figure C-7
MuU-2B B, D (-10), F (-20), G (-30)

ONE ENGINE INOPERATIVE MANEUVERING
LOSS OF DIRECTIONAL CONTROL

CLEAR AREA, FLAPS 207, GEAR UP,
CONDITION LEVERS T/O AND LAND, S¥NC
OFF, SLOW TO 125 KCAS, TRIMMED

WITHOUT RETRIMKING, SET POWER ON SIMULATED
OPERATNE ENGINE FOR LEVEL FLIGHT, THEN SET

WITH THE FIRST INDICATION OF LOSS OF DIRECTIONAL
CONTROL, REDUCE PMCH AND POVWER OM SIMULATED
OPERATIVE ENGIME TO RECOWVER.

POWER ON SIMULATED FAILED ENGINE TO ZERO
THRUST (VARIES BETWEEN 5% AND 17% TORGQUE OR
3 TO 11 P&l MAINTAIN BANK AND BALANCE BALL
TOWARD THE OPERATNWE ENGINE ASMNECESSARY
FOR ZERO SIDE SLIP (APPROX 3° BANKA/3 BALL)

CAUTION

GEAR HORN WMAY SOUND CONTIMUOUSLY. IF
INSTRUCTOR ELECTS TO DISABLE GEAR HORMN WITH
CIRCUIT BREAKER, THEN CIRCUIT BREAKER MUST BE

RESET PRIOR TO LAMDING

SLOWLY APPLY
TAKEQFF POWER
ON SIMULATED
OPERATIVE ENGINE

ATWmcPLUS 15 KCAS,
ADD POWER TO
SIMULATED

WHILE INCREASING OPERATMVE EMNGINE
PMMCH TO AND RECOVER TO ASS 125 KCAS TRIMMED
DECELERATE STRAIGHT AND LEVEL FOR STRAIGHT AND
1 KCAS PER FLIGHT LEVEL FLIGHT

SECOND WHILE
MAINTAINING BANK
AND BALANCE BALL

INSTRUCTOR CAUTION

ACCOMPLISHED USING EARLY RECOGMITION AND RECOWVERY
TECHWIQUES. SEAT POSIMON AND RUDDER TRAWEL SHOULD BE

OME ENGINE LOSS OF DIRECTIOMAL CONTROL 15 BEST TRAINED AND

EMPHASIEED DURING THIS MANEUWER. RUDDER BLOCKING BY THE
INSTRUCTOR IS ENCOURAGED TO PRODUCE LOSS OF DIRECTIONAL
CONTROL AT APPROXIMATELY Wmc PLUS 10 KCAS, BECAUSE EARLY

POSTION
! L -
Z e —— et
T i I
INSTRUCTOR VARHING
MIN. ALT. BLOCKS RUDDER IF STALL WARNING
5,000° AGL TO CAUSE LOSS OF ACTIVATES, REDUCE
DIRECTIONAL '
PITCH AND POWER ON
CONTROL AT Vmc i s
PLUS 10KCAS OPERATIVE ENGINE,
AND RECOVER

MANEUWER.

Ve 125 KCAS"
[FOR B MODEL Vme SPEED CONSULT SERIAL NUMBER APPLICABILITY IN AFM}

RECOGHNITION AND RECOVERY IS THE PRIMARY OBJECTWE OF THIS

20° FLAPS - Vmc 90 KCAS (G), 93 KCAS (F), 89 KCAS (D), 89/91 KCAS (B)
5° FLAPS - VVmc 99 KCAS (G), 100 KCAS (F), 97 KCAS (D), 97/99 KCAS (B)
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Figure C-8
MU-2B B, D (-10), F (-20), G (-30)
APPROACH TO STALL CLEAN CONFIGURATION /WINGS LEVEL
ON STALL RECOGNITION (STICK SHAKER OR *ONSET® BUFFET), CALL THE “STALLS,
*DISCONNECT AUTOPILOT IF ON
CLEAR AREA, CONDITION LEVERS ;
TI0 AND LAND, SYNC OFF, IMMEDIATELY AND SMULTANMEOUSLY REDUCE ANGLE OF ATTACK UNTIL STALL
1200130 KCAS, AIRCRAFT TRIMMED INDICATIONS CEASE AND LEVEL WINGS IF IN A BANK. ACCELERATE, INCREASE
POWER SLOWLY AS APPROPRIATE, TRIM AS NECESSARY. STALL WARNING MAY ACCELERATE
* OPTIONAL AUTOPILOT ON FOR ACTIVATE ATZT0 9 KCAS ABOVE STALL. TO 140 KCAS,
AIRCRAFT WITHOUT AUTOMATIC POWER AS
AUTOPILOT DISCONNECT. REQUIRED
CONTINUE TO APPLY AFT
CONTROL, WHILE MAINTAINING
(20% TORQUE OR ALTITUDE UNTIL FIRST
10 PEI) INDICATION OF A STALL..
R e g AFTER A SAFE FLIGHT CONDITION
/ HAS BEEN ACHEVED AND AS AJS
MAINTAIN LEVEL CONTINUE TO TRIM NOSE UP NCREASES ABOVE 120 KCAS
FLIGHT WHILE MAINTAINING ALTITUDE BEGIN CLIME TO ORIGINAL |
TRIM FOR 120 KCAS UNTIL FIRST INDICATION OF A ALTITUDE AND/OR FLIGHTPATH
STALL.. :
. . |
T T — T — T —— " — __._?-“*1 e
INSTRUCTOR NOTE: STALL SPEEDS
ADVISORY CIRCULAR 120-109 STATES THAT FLAFS SET 0 5 20 40
PERFORMANCE OF STALL MANEUVERS LR, 55 D/E/G B/ B D/F/ G 5/8. DIF/G 5/ Be. OVF/ G
DURING TRAINING SHOULD INCLUDE BOTH T : e : = e
MANUAL FLIGHT AND FLIGHT WITH ol s it Ly n) ki oy sty
AUTOPILOT ENGAGED. PILOTS SHOULD BE =00 et 560 S ns  Giiharat. EhGpacis  egieastis
TAUGHT HOW TO RESPOND APPROPRIATELY 5,500 53/ 53/ 34/ 33 83/ 53/ 58/ 8T T TR/ TS TT T TV TH/ T
TO THE STARTLE FACTOR WHEN 8,530 35/ 85/ TS0 72
ENCOUNTERING AN UNEXPECTED STALL.. 9,000 { 95/ 57/ 95 { 86/ 91/ 90 | 80/ 81/ 79 172 TY T3
8,350 9T i 8T I8l I Ty
?.?}:l 55.-_ 28 E".’u 2z /B3 Bi T?. 75
STALL TRAINING PROCEDURES WITH THE ot s a8 RN S
AUTOPILOT ENGAGED ARE NOTED WITH AN 10500 Hhi i ; 85 /73
ASTERISK® 10,800 /105 - i ET i B
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Figure C-9
MU-2B B, D {-10), F {-20), G (-30)
APPROACH TO STALL
TAKEOFF CONFIGURATION 15-30° BANK

CLEAR AREA, CONDITION LEVERS

OW STALL RECOGNITION (STICK SHAKER OR “ONSET® BUFFET), CALL THE *STALLS,

TIO AMD LAND, S%'NC OFF,
1208130 KCAS, AIRCRAFT TRIMMED

*DISCOMNECT AUTOPILOT IF ON,

* OPTIONAL AUTOPILOT ON FOR
AIRCRAFT WITHOUT AUTOMATIC
AUTOPILOT DISCONNECT.

MMEDATELY  AND SIMULTANEOUSLY REDUCE ANGLE OF ATTACK UNTIL STALL
INDICATIONS CEASE AMD LEWEL WINGS IF IN A BANK. ACCELERATE, INCREASE
POWER SLOWLY AS APPROPRIATE, POSIMTVE RATE, GEAR UP, TRIM AS
MECESSARY. STALL WARNING MAY ACTIWATE AT4 TO 5 KCAS ABOVE STALL.

CONTIMUE TO APPLY AFT

FLAPS 5% 0R 20", GEAR DOWHN,

CONTROL, WHILE MAINTAINING

(20% TORQUE OR 10 P5i)

INTATE  30° BANK IN
LEVEL FLIGHT TRIM

ALTITUDE UNTIL FIRST
IMDICATION OF A STALL..

*0R ALLOW AUTOPILOT TO
CONTIMUE TO TRIM NOSE UP
WHILE MAIMNTAINING ALTITUDE

AFTER ASAFE FLIGHT CONDITION
HAS BEEN ACHIEEWVED AND AS AMS
INCREASES ABOWVE 120 KCAS
BEGIN CLIMB TO ORIGINAL
ALTMUDE ANDMOR FLIGHTPATH.

AC 91-89
Appendix A

A5 130 KCAS (F
NOT MOD S/R10),
140 KCAS (F, MOD
S/R 10}, 130 KCAS
(B, D}, 140 KCAS
(G), MINIMU M
FLAPS UP,
POWER AS
REQUIRED

ORI RO LI Fmsg}ﬁﬁ““ e F FLAPS 20° RETRACT FLAPS
TO 5= INCREASERITCHTO
APPROX. 10°
':',.\ L ™ e . :‘f e _‘_.‘1—, o / -.1' T .-\
e e —— ﬂ?_;—zﬁ_.r_—; V-’j—_‘g T —— T
A STRARC T NOTE: STALL SPEEDS (AFFROXIMATE)
ADVISORY CIRCULAR 120-108 AT MAXIMUM GROSS TAKEOFF WEIGHT
STATES THAT PERFORMANCE OF B.B+ D.F.G
STALL MANEUVERS DURING BANK
TRAINING SHOULD INCLUDE BOTH ANGLE 10 20 30 40 =0 &0
MANUAL FLIGHT AMD FLIGHT WITH
AUTOFILOT ENGAGED. PILOTS MIN. ALT. FLAPS B/Be VF/IG  B/B+ DIFIG B/B: D/FIG  B/B: DIF/G BB+ DIF/G  B/Be DVF/G
SHOULD BE TAUGHT HOW TO 5,000° AGL
RESPOND APFROPRIATELY TO THE UP 96/ SO/102M106 SO/ 101/105/108 103105108112 1081107116120 1200221260130 136/1380143/148
STARTLE FACTOR WHEN
ENCOUNTERING AN UNEXPECTED £ BT/ B/ B 95 85/ SV BRADT  BY SAMOZ0S  SBRAONIOSAIZ  10T0SAINAZ2 1201124135138
STALL..
2° B0/ BY 88/ 87 B2 B4/ B/ B9 BG/ BT/ 9 53 91 93 5T/ 8B SWIOIMOTA0E 113141201122
N Mr  TY TH/TT/81 T TH TW B2  TI/ TH B BB BN B3 BT/ 81 BV 51/ 85100  102/103/108/113
WITH THE AUTOPILOT ENGAGED
ARE NOTED WITH AN ASTERISK®

A-106
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Figure C-10

MU-2B B, D (-10), F (-20), G {-30)

APPROACH TO STALL LANDING

CONFIGURATION GEAR DOWN FULL

FlLAPS

CLEAR AREA, CONDITION LEVERS
T/IO AND LAND, SYMNC OFF,

OM STALL RECOGNITION (STICK SHAKER OR *ONSET® BUFFET), CALL THE *STALLS,

AC 91-89
Appendix A

120/M30 KCAS, AIRCRAFT TRIMMED

*DISCONMECT AUTOPILOT IF ON,

* OPTIONAL AUTOPILOT ON FOR
AIRCRAFT WITHOUT AUTOMATIC
AUTOPILOT DISCONMECT.

IMMEDIATELY AND SIMULTANEOUSLY REDUCE AMGLE OF ATTACK UNTIL STALL
INDICATIONS CEASE AND LEVEL WINGS IF IN A BANK. ACCELERATE, INCREASE
POWER SLOWLY ASAPPROPRIATE, FLAPS 20° POSMNWE RATE, GEAR UP, TRIM AS

MECESSARY. STALL WARNNG MAY ACTNWATE AT4 TO 8 KCAS ABOWE STALL.

FLAPS 207 GEAR DOWN,
(20% TORQUE OR 10 5]

CONTINUE TO APPLY AFT
CONTROL, WHILE MAINTAINING

AJS 120 KCAS,

FLAPS FULL

TRIM FOR 120
KCAS

ALTITUDE UNTIL FIRST
INDICATION OF A STALL..

*0R ALLOW AUTOPILOT TO
CONTINUE TO TRIM NWOSE UP

WHILE MAINTAINING ALTITUDE
UNTIL FIRST INDICATION OF A
STALL..

AJS 130 KCAS (F, NOT
MOD S/R10), 140 KCAS
(F, MOD SR 10),
130 KCAS (B, D),
140 KCAS (G}, MIN.
FLAPS UP, POWER AS
REQUIRED

AFTER A SAFE FLIGHT CONDITION
HAS BEEN ACHIEVED AND AS AMS
INCREASES ABOWVE 120 KCAS |
BEGIN CLIMB TO ORIGINAL
ALTITUDE ANDVOR FLIGHTPATH.

ASS130 KCAS. IF FLAPS

20° RETRACT FLAPS TO

3° INCREASERITCHTO
APPROX. 10°

e T [, P
L :_._\ T -'1'1&_\-'1%_\"1'_"*"

e T

T

INSTRUCTOR NOTE:

ADVISORY CIRCULAR 120-103
STATES THAT FERFORMANCE OF
STALL MANEUVERS DURING
TRAINING SHOULD INCLUDE BOTH
MANUAL FLIGHT AND FLIGHT WITH

AUTOPILOT ENGAGED. PILOTS
SHOULD BE TAUGHT HOW TO
RESFOND AFFROFRIATELY TO THE

STARTLE FACTOR WHEN
ENCOUNTERING AN UNEXFECTED
STALL..

STALL TRAIMING PROCEDURES
WITH THE AUTOPILOT ENGAGED
ARE MOTED WITH AM ASTERISK®

STALL SPEEDS

FLAPS SET 1] B 20 4

GR.WT. B/B+ DVFIG B/B+ DVFIG B/B+ DVFIG B/B+ DVFIG

7.000 BE/ 85/ BE TR/ T B0 OO TV T2 83 61 64
MM, ALT. T.500 BE/ BB/ BE/ TR/ TR BY T4 TV TH 66/ BB BT
5,000 AGL 8,000 S0 S0 91/ 50 B1/ 81/ B/ 84 T/ TE TT/ T4 68/ B&/ B9/ 69

8 500 9 93 94 93 BY BY BR BT TR TR TW TT TV TP TH/ T

8 930 ey BEJ T T

2,000 I 85/ g7/ 895 § B 917 80 B Bl TS JTH T T3

5,380 - T I BT I B Ty

5,500 ! 95 58 5 52 Bl & I TH Th

5,520 AL B, i/ BE ¥ Ta

10,000 1101 24 /&3 177

10,500 1103 a7 / 85 /79

10,800 /105 a8 | 87 ! 81

A-107
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Figure C-11
MU-2B B, D (-10), F (-20), G (-30)
ACCELERATED STALLS

AC 91-89
Appendix A

INITIATE PROGRESSIVE BANK TOWARD A
60° BANK ANGLE APPLY BACKPRESSURE TO

CLEAR AREA, CONDITION
LEVERS T/0 AND LAND,

CLEAN, A/S 115 KCAS
A/C POWER AND TRIM

SYNC OFF FOR LEVEL FLIGHT

*THIS MANEUVER SHOULD ALSO BE
ACCOMPLISHED IN THE LANDING

MAINTAIN ALTITUDE

CONFIGURATION WITH GEAR DOWN, FLAPS * 140 KCAS * 125 KCAS
20°, A/S 100 KCAS TRIMMED FLAPS UP FLAPS TO 5° *POSITIVE
| RATE, GEAR UP
,4:—1"—/"; At

ACCELERATE TO 140 KCAS,
POWER AS REQUIRED

~.

—

APPLY BACKPRESSURE TO
MAINTAIN ALTITUDE UNTIL
FIRST INDICATION OF A
STALL OR “ONSET” BUFFET.

/

AFTER A SAFE FLIGHT CONDITION HAS BEEN
ACHIEVED AND AS A/S INCREASES ABOVE
120 KCAS , BEGIN CLIMB TO ORIGINAL
ALTITUDE AND/OR FLIGHTPATH.

BANK

ANGLE 10 20

FLAPS BB+ DIFIG B/B+ DVFIG
Ur 96/ 99/102/106 99/101/105/108
ge 87/ 88/ 96/ 99 89/ 90/ 98/101
200 80/ 82/ 86/ 87 82/ 84/ 88/ 89
40° 720 740 T 81 T4/ T8/ 79/ 82

STALL SPEEDS (APPROXIMATE)

AT MAXIMUM GROSS TAKECFF WEIGHT

B,B+ D.F.G
30 40
B/B+ DVFIG B/B+ DVFIG
103/105/109/112 109/111/116/120
92/ 94/102/105 98/100/109/112
86/ 87/ 92/ 93 91/ 93/ 97/ 98

77/ 79/ 82/ 86 82/ 83/ 87/ 9

50 60
B/B+ DVFIG B/B+ DVFIG
120/122/126/130 136/138/143/148
107/109/119/122 120/124/135/138
99/101/107/108 1131141200122

90/ 91/ 95/100 102/103/108/113

A-108

ON STALL RECOGNITION
(STICK SHAKER OR
“ONSET” BUFFET), CALL
THE “STALL", IMMEDIATELY
AND SIMULTANEOQUSLY
REDUCE ANGLE OF ATTACK
UNTIL STALL INDICATIONS
CEASE, LEVEL WINGS,
ACCELERATE, INCREASE
POWER SLOWLY AS
APPROPRIATE, TRIM AS
NECESSARY.

STALL WARNING MAY
ACTIVATE AT 4 TO 9 KCAS
ABOVE STALL.
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*CLEAR AREA, CRUISE
CONFIGURATION START
AT ASSIGMED ALTITUDE.

ASS 150 KCAS MIN.

N

T
e

AC 91-89
Appendix A

Figure C-12
MU-2B B, D (-10), F (-20), G (-30)
EMERGENCY DESCENT (LOW SPEED)

POWER LEVERS F/l. CONDTION LEVERS T/O AND LAND,
SYNC OFF. GEAR AND FLAPS EXTEND AT SPEEDS BASED
OW SCHEDULE FOR MODEL AND S/R10 COMPLIANCE UNTIL

FULL FLAPS ARE DEPLOYED.

SIMULATE EXPLOSME
DECOMPRESSION AT
ASSIGNED ALTITUDE.
0 GEN MASKS ON.

“DECLARE EMERGENCY™

ESTABLISH DESCENT IN A 30°BANK, NOSEDOWN
APPRONIMATELY 20°  UNTIL REACHIMG FULL FLAP
SPEED ALLOWED (fe), THEN RAISE NOSE TO

MAINTAIN SPEED. = |

WHILE CLEARING

COORDINATE WITH AIR TRAFFIC CONTROL
TO CLEAR TRAFFIC AT LOWER ALTITUDES.

THE AREA,

GEARIFLAP SPEEDS

FOR GEARFLAP SPEEDS SEE
TABULAR CHART ON
REVWERSE SIDE OF PROFILE.

CHECK 1000
ABOVELEVEL
OFFALTITUDE

AFTER ESTABLISHING DESCENT, ROLL
WINGS LEVEL. CONTIMUE DESCENT ON
STEADY HEADING OR AS REQUIRED BY ATC.

500 ABOVE, STARTLEVEL OFF

e

[

'
__#.-—
""\._\‘1 COMPLETE EXERCISE AT ASSIGNED ALTITUDE.
REDUCE TO 120 KCAS AND CLEAN UP AJC. =D0O
NOT RAISE FLAPS UNTIL AJC IS BELOW MAXIMUK
ALLOWABLE Vo SPEED FOR FULL FLAPS.

A-109
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Figure C-12a

GEAR

B, D, F, F+:

G, G+

FLAPS

G: NOT MODIFIED BY S/R10
G+: MODIFIED BY S/R10

F: NOT MODIFIED BY 5/R10
F+: MODIFIED BY S/R10
B,D

GEAR AND FLAP EXTEND SCHEDULE

(F+ AND G+ ARE MODIFIED BY S/R10)

160 KCAS
170 KCAS
5o
146 KCAS
1753 KCAS
140 KCAS
1753 KCAS
140 KCAS

20°
146 KCAS
146 KCAS
140 KCAS
140 KCAS
140 KCAS

40°
120 KCAS
120 KCAS
120 KCAS
120 KCAS
120 KCAS

A-110
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*CLEAR AREA, CRUISE
CONFIGURATION START
AT ASSIGNED ALTITUDE.

AJ5150 KCAS MIN.

v &,
i A=W,

Figure C-13

MU-2B B, D (-10), F (-20), G (-30)
EMERGENCY DESCENT (HIGH SPEED)

POWER LEVERS Fil.
CONDITION LEVERS T/O
AND LAND SYNC OFF.

™, T
L A

SIMULATE EXPLOSME
DECOMPRESSION AT
ASSIGNED ALTITUDE.
OXYGEN MASKS ON.
DECLARE EMERGEMCY

PR . [ —
—-—- 2
o7

“WHILE CLEARING THE AREA,
COORDINATE WITH AIR TRAFFIC CONTROL
TO CLEAR TRAFFIC AT LOWER ALTITUDES.

ESTABLISH DESCENT IN A30°BANK, ACCELERATING
TO Vmo (250 KCAS). MTIAL 15-20° NOSE DOWRN,
REDUCING TO APPROXN. & NOSEDOWNAS AS
APPROACHES Vmo (2500 KCAS)

AFTER ESTABLISHIMG DESCEMT, KEEP WINGS
LEVEL, CONTINUE DESCENT ON STEADY HEADING
OR ASREQUIRED BY ATC

A1 _.-#F_-

AC 91-89
Appendix A

HOTE

DECREASE INDICATED
AIRSPEED BY 5 KCAS
BELOWY 250 KCAS,
FOR EACH 1,000 FT
ABOVE 21,300 FT

CHECK 1000 FT
ABOVELEVEL
OFFALTITUDE

700 FTABOVE, START
LEVEL OFF

L

A-111

COMPLETE EXERCISE AT ASSIGMED ALTITUDE.
REDUCE SPEED TO 200 KCAS
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Figure C-14
MU-2B B, D (-10), F (-20), G {-30)

UNMUSUAL ATTITUDE RECOVERY (NOSE HIGH)

UNLOAD AND INTIATE ROLL TOWARD S50° BANK
USING SPOILER AND RUDDER AND ALLOWMNOSE TO
FALL THROUGH THE HORLEZOHN

CAUTION

00 HOT G LOAD WINGS DURING BAMNKING
MANEUNVER TO PREVENT AN ACCELERATED STALL.
*IF ATOR NEAR STALL BEFORE RECOWVERY, DO MOT

USE RUDDER TO INMATE ROLL.

UPOM RECOGNITION OF ANOSE
HIGH UHUSUAL ATTITUDE,
POWER TO TAKEOFF

AC 91-89
Appendix A

*CLEAR AREA

A

o i

"WHILE CLEARING THE AREA, COORDINATE
WITH AIR TRAFFIC CONTROL TO CLEAR TRAFFIC
BOTH ABOWVE AND BELOW YOUR ALTITUDE.

WHEN NOSE LOW, ROLL WINGS
LEVEL, REDUCE POWER TO
FLIGHT IDLE, AND COMMEMCE A
WINGS LEVEL PULL UP TO A
LEVEL FLIGHT ATTITUDE.

ONCE LEVEL, ADD POWER
TO MAINTAIN LEVEL FLIGHT

INSTRUCTOR WOTE

THE INSTRUCTOR SHOULD INTATE THE
UNUSUAL ATTITUDE WOT TO EXCEED 30° OF
PIMCH ANDJ/OR 60° OF BANK AND USE POSITIE
CONTROL TO TRAWMSFER CONTROL TO THE
STUDENT FOR RECOVERY

A-112
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*CLEAR AREA

AC 91-89
Appendix A

Figure C-15
MU-2B B, D (-10), F (-20), G (-30)
UNUSUAL ATTITUDE RECOVERY (NOSE LOW)

UPON RECOGNITION OF AMNOSE LOW
UNUSUAL ATTITUDE, REDUCE POWER
TO FLIGHT IDLE, INMATE AROLL
TOWARD WINGS LEVEL IF IN ABANK,
AND MAINTAIN NOSE LOW PITCH
ATTITUDE WHILE LEVELING WINGS

OMCE WINGS ARE LEVEL IN NOSE LOW
ATTITUDE, COMMENCE A WINGS LEVEL
PULL UP TO A LEVEL FLIGHT ATTITUDE.

CAUTION

DO NOT G LOAD AIRCRAFT UNTIL WINGS
ARE LEVEL TO PREVENT AN ACCELERATED
STALL. AND UNEWVEN G LOADING ON WING.

IF AIRSPEED IS ATOR NEAR Wmo, OO NOT
USE ABRUFT CONTROL MOVEMENTS

*WHILE CLEARING THE AREA, COORDINATE WITH
AIR TRAFFIC CONTROL THE CLEAR TRAFFIC
BOTH ABOWE AND BELOW YOUR ALTITUDE.

DURING RECOWERY.

OMCE LEVEL, ADD POWER

TO MAINTAIN LEVEL FLIGHT

INSTRUCTOR WOTE

e
THE INSTRUCTOR SHOULD INMTATE THE %”
UNUSUAL ATTITUDE WOT TO EXCEED 30° OF ‘\—'l
PITCH AND/OR &0° OF BANK AND USE POSITVE . e
CONTROL TO TRAMSFER CONTROL TO THE
STUDENT FOR RECOVERY

A-113
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Figure C-16
MU-2B B, D (-10), F (-20), G (-30)
NORMAL LANDING (20°or 40° FLAPS)

TOUCHDOWN. POWER LEVERS RETARD TO FLIGHT

IDLE STOP. THEN RETARD BOTH POWER LEVERS TO

START (GROUND IDLE). CHECK BOTH PROPS BETA.
THEN REVERSE AND BRAKES AS REQUIRED.

THRESHOLD
(10%-20% TORQUE, 10-13 PSI)
Vref

FINAL CHECK. FLAPS 20° or 40°.
A/S SLOWING TO Vref.
CHECK SINK RATE 500-600 FPM

COMPLETE DESCENT AND

APPROACH CHECKLISTS A/S 120 KCAS MIN

DESCENT. 500-600 FPM
(20%-25% TORQUE, 13-16 PSl)

A/S 150 KCAS MINIMUM.
(25-30% TORQUE, 16-20 PSI)

FLAPS 5° (IF FLAPS 5° INSTALLED), 130 KCAS
(B,D,F, NOT MOD S/R 10), 140 KCAS (F MOD S/R 10,
G) MINIMUM (40-50% TORQUE, 25-32 PSI)

LANDING APPROACH SPEEDS Vref

9.000
9.435
9.500
10,000
10,260

106 103
108
105
108
109

109
112

109

112
115
17

A-114

B.B+.D.F.G
FLAPS20° (1.3 Vs1 FLAPS40° (1.5 V51
WEIGHT B B+.D E G B B+.D E G Ve
7,000 92 92 93 94 94 ~
7.500 95 95 96 94 98 98 99 100
8000 s P 100 57 101 101 103 103 LANDING ASSURED, FLAPS 20°, A/S 120-130 KCAS.
8,500 101 103 100 104 106 106 GEAR DOWVN, 800 FPM SINK RATE.
8,430 101 104 COMPLETE LANDING (APPROX 25% TORQUE, 16 PSI)
8,930 103 107 CHECKLIST
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Figure C17

MU-2B B, D (-10), F (-20), G (-30)
GO AROUND - REJECTED LANDING

AFTER GEAR IS FULLY RETRACTED,
FLAPS 20° RETRACT FLAPS TO 5°.
INCREASE PITCH TO APPROX. 10° AJS 130
KCAS (F, NOT MOD S/R10), 140 KCAS (F,
MOD S/R10), 130 KCAS (B, D), 140 KCAS (G)

IF

WHEN LANDING REJECTED,
APPLY MAX POWER, PITCH 8%
UF AND SELECT FLAPS 20°IF 40
PREVIOUSLY SELECTED

MORMAL
APPROALCH,
STABILIZED AND
CONFIGURED FOR
LANDING

POSMIVE RATE GEAR
UP, IF FLAPS 20° AJS
113 KCAS MIN.

IF 5°FLAPS
120 KCAS (G) MIN.
125 KCAS (B, D, F) MIN.

ACCELERATE TO
DESIRED CLIMB SPEED

AC 91-89
Appendix A

AJS 140 KCAS.
FLAPS UP.

COMPLETE AFTER T/O
AND CLIMB CHECKLIST

A-115
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Figure C-18

MU-2B B, D (-10), F (-20), G (-30)
NO FLAP OR 5° FLAP LANDING (ABNORMAL PROCEDURE)

CAUTION

DO NOT SELECT
REWVERSE UNTIL

BELOW S0 KCAS

CHECK BOTH PROPS BETA. BRAKES AMD NOTE

REVERSE ASREQUIRED. WNOTE: BETA MAY

NOTBE AVAILABLE UNTIL BELOW 30 KCAS LANDING DISTANCE
WILL INCREASE

WITH NOSE
VWHEEL ON
GROUND

COMPLETE DESCENT
AND APPROACH
CHECKLISTS

APPROXIMATELY

TOUCHDOWN — POWER 0%
LEVERS SLOWLY RETARD TO
FLIGHT IDLE, THEN START
{GROUND IDLE).

THRESHOLD: (20% TORGQUE, 12 P5i)
MO FLAP Wref 1.253Ws1 BUT NOT
BELOW 110/115 KCAS (SEE CHART)

FINAL CHECK. ASS
SLOWING TO NO FLAP
Vref. (SEE CHART)

AJS 150 KCAS MINIMUM.
(25%-30% TORQUE, 16-20 PSI)

HO FLAP OR 5° FLAP
LANDING APPROACH SPEEDS

CHECK
SINK. RATE

LANDING ASSURED, GEAR DOWN
A5 140 KCAS MIN. £
COMPLETE LANDING CHECKLIST P 4

FOR LANDING APPROACH
SPEEDS SEE TABULAR
CHART ON REVERSE SIDE OF
PROFILE.

FLAPS 0°0OR 52 AJS 130 KCAS MIN.
S00-600 FPM SINK RATE.
(APPRIOX 25%-30% TORGQUE, 16-19 PSi)
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Figure C-18a

7.500
8.000
8.430
8.500
8,930
9.000
9.435
9.500
10.000
10260

[

110
113
17

NO FLAP Wref 1.25 Ws1

(BUT NOT BELOW 110 KCAS (B, B+, D, F) 115 KCAS (G))

USE FOR FLAP UP OR &°

B.B+.D.F, G
FLAPS UP FLAPS &°
B+ D E G B B+ D E G
110 110 110 110 110 110 110
113 113 114 114 110 110 110 110 114
110
17 17 118 17 110 110 110 114
119 119 110 110
122 119 114 115
124 17
123 115
127 118
128 120

A-117
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CAUTION

ANTICIPATE
SWERNVE TOWARD
OPERATING ENGINE
WHEN ENTERING

BETA

Figure C-19
MU-2B B, D (-10), F (-20), G (-30)

ONE ENGINE INOPERATIVE LANDING

AC 91-89
Appendix A

WHILE MAINTAINING TRACK WITH

TOUCHDOWN,

APPROXIMATELY
1500 FT AGL

RUDDER, MOWE OPERATING ENGINE

POWER LEVER TO START (GROUND

IDLE), CHECK PROP BETA, REVERSE
AND BRAKES ASREQUIRED.

OPERATING EMNGINE
POWER LEVER SLOWLY
RETARD TO FLIGHT IDLE

STOP

CAUTION

00 NOT USE SINGLE
ENGINE REWVERSE
THRUST WITH THE

SIMULATED FAILED

ENGINE POWER LEVER

WARHNING

00 NOT ATTEMPT A
GO-ARCUND WITH
GEAR DOWN BELOW
400" AGL OR AFTER

COMPLETE DESCENT AND
APPROACH CHECKLISTS AND
REVIEW SINGLE ENGINE LANDING
CHECKLIST

A5 150 KCAS, 140 KCAS MIN (G),135
KCAS MIN (F},130 KCASMIN (B,D)
(APPROX 60%-70% TORQUE, 32-38 PSI)

B,D/FIG
FLAP SETTING Wxse (KCAS) Wyse (KCAS)
up 1307135/ 140 135/ 150 /150
i 1154130 /130 1207140 /140
20° 100 /1251125 1057130 /135

20°FLAPS ARE
ABOVE FLIGHT IDLE. SELECTED
THRESHOLD: (10%-20% TORGQUE,
10-13PSI). Vref. AIS 110 KCAS (B),
105 KCAS (F), 100 KCAS (B,D)
CHECK SINK RATE.

J00-600 FEM

FINAL CHECK. FLAPS 20°.
AlSVxse MIN. (SEE CHART)
COMPLETE LANDING CHECKLIST,
RUDDER TRIM CENTERED, HOLD
BALLIM CENTER WITH RUDDER

FLAPS 5°IF FLAPS 5° INSTALLED.
AIS130 KCAS MIN (B, D)
130 KCAS MIN (F, NOT MOD
S/R10), 140 KCAS MIN (F, MOD
SIR10), 140 KCAS MIN (G).

X

CHECK
SINK RATE,
500 - 600
FEET PER
MINUTE

A-118

LANDING ASSURED, CHECK
GLIDE PATH, GEAR DOWN.
(APPROX 40% TORGQUE, 26 PSI)
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# WIND

Figure C-20
MU-2B B, D (-10), F (-20), G (-30)
CROSSWIND LANDING

DEMONSTRATED
CROSSWIND

ALLMODELS
TAKEQOFF 22 KCAS

LANDING 18 KCAS

AIRCRAFT WILL BE FLOWN DOWMN AN EXTENSION OF
THE RUNWAY CENTER LIME WITH DRIFT CORRECTION
ESTABLISHED SUFFICEENTLY IN ADWVANCE TO PERMIT
CENTER LINE TO BE FLOWN WITH ONLY MINOR
COORDINATED CORRECTIONS

INCREASE WrefFOR CROSSWIND LANDING BY OME-
HALF THE STEADY WIND SPEED PLUS OME-HALF THE
GUST SPEED NOT TO EXCEED “refPLUS 10 KCAS.

« WIND

FRIOR TO TOUCHDOWWM, THE UPWIND WING 1S
LOWERED AMND SMOOTHLY MODULATED. OPPOSITE
RUDDER IS APPLIED 30 THAT AIRCRAFT PATH
CONTIMUES DOWHN RUNVAY CENTERLIME. THE
AIRCRAFT SHOULD: NOT BE ALLOWED TO DEVELOP

ANY TEMDEMCY TO DRIFT DOWNWIND.

MOTE: RUDDERS CENTERED BEFORE NOSE WHEEL
TOUCHDOWN. SPOILERS INTO WIND ASMNECESSARY
TO KEEP WINGS LEWVEL

z)y-.e:««‘ « WIND
= 3 J . :

AC 91-89
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Figure C-21
MuU-2B B, D (-10), F (-20), G (-30)
ILS, LPV, RNP, LNAVIVNAY APPROACH

AJS 1400130 KCAS, MIN. (20-25% TORQUE, 13-16 P5i)
DESCEND 500 FPM TO PROCEDURE TURN OR

IF FLAPS 5% INSTALLED. AJS 130 KCAS (B, D),

COMPLETE DESCENT AND APPROACH
CHECKLISTS. AJSS 150 KCAS (140 KCAS MIN)

130 KCAS (F NOT MOD S/R10), 140 KCAS
(F MOD S/R10}, 140 KCAS (G) MIN}
(40-50% TORQUE, 25-32 PSi)

OTHER APPROACH SEGMENT ALTITUDE.

REVIEWW APPROACH PLATE. RADIOS: TUNE
& IDENTIFY. CHECK FINAL APPROACH FIX
ALTTUDE MARKER BEACON RECENER “ON°

AJ5 1401130 KCAS,
| (29%-30% TORQUE,
16-20 PSI)

LANDING AFPPROACH SPEEDS Vel
B, B+.0.F.G
FLAPS 2P (1.3 W1} FLAPS 40P [1.5 V1)
WEIGHT 5 B+.0 E S B E+.D E S
e = = . = e o al e LANDING ASSURED, GEAR DOWN,
5,000 ] = 100 @7 101 101 105 103 FLAPS 20 APPROACHING
a5 i 101 103 100 s 104 106 12 GLIDESLOPE (ONE DOT BELOW GIS)
g = o AJS 120 KCAS MIN.
9,000 106 103 102 109
Q45 108 112
9,500 105 112
10,000 108 115 COMPLETE LANDING CHECKLIST
10260 108 117 (APPROX 25% TORQUE, 16 PSI)

FINAL CHECK. FLAPS 20° (OR 40°)

MISSED APPROACH: F DESIRED, BELOW 120 KCAS)

CONTINUE WITH
MISSED APPROACH
PROFILE

THRESHOLD: (10%-20%
TORQUE, 10-13 P5l) Vref

TOUCHDOWN: POWER LEVERS RETARD TO FLIGHT
IDLE STOP. POWER LEVERS RETARD TO START
(GROUND IDLE), CHECK BOTH PROPS BETA.
REVERSE AMD BRAKES ASREQUIRED.
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Figure C-22

MU-2B B, D (-10), F (-20), G (-30)
TWO ENGINE MISSED APPROACH

COMPLETE AFTER
TAKEOQOFF CHECKLIST

ACCELERATE TO
DESIRED CLIMB
SPEED

AIS130 KCAS (F, NOT MOD S/R10),
140 KCAS (F, MOD S/R10),
130 KCAS (B, D}, 140 KCAS (G)

. FLAPS UP

RETRACT FLAPS TO 5%(IF INSTALLED}.
INCREASE AITCH TO APPRONX. 10°,

AFTER GEAR IS FULLY RETRACTED, IF FLAPS 20°

MESSELL ARERORACR. G0 POSITIVE RATE, GEAR UP, IF
AROUND. MAX POWER, ) -
X 20°FLAPS 113 KCAS MIN. IF 5
PITCHUP 8° AND SELECT k
0 SE FLAPS 120 KCAS MIN (G},
s e 125 KCAS MIN (B, D, F)
PREVIOUSLY SELECTED '

MAP

A-121

AC 91-89
Appendix A




7/22/16 AC 91-89
Appendix A
Figure C-23
MU-2B B, D {-10), F (-20), G {-30)
ONE ENGINE INOPERATIVE ILS, LPV, RNP, LNAV/VNAV APPROACH

ASS 1400130 KCAS,
{(50%-60% TORGQUE], FLAPS 5°. DESCEND 500 FPKM TO
PROCEDURE TURN OR OTHER APPROACH SEGMENT ALTITUDE.

COMPLETE DESCENT AND APPROACH CHECKLISTS.
AJS 150 KCAS, 140 KCAS MIN (G), 135 KCAS MIN (F),
130 KCAS MIN (B,D}. (APPROX 70% TORGQUE, 45
PSi} REVIEW APPROACH PLATE. RADIOS: TUNE &
IDENTIFY. CHECK FINAL APPROACH FIX ALTITUDE,

MARKER RECEWER “ON° K

FLAPS 5° (IF INSTALLED)
AJS 1401130 KCAS MIN.
(50%-60% TORGQUE, 32-40 PSI)

WARNING

00O MOT ATTEMPT A
GO-AROUND WITH
GEAR DOWN BELOW

(40-50% TORGUE, 26-32 PSI)
FLAPS 5% DESCEND 500 FPM

ML CVE Of AERER] MISSED APPROACH:
20° FLAPS ARE CONTINUE WITH ENGINE OUT
SELECTED. MISSED APPROACH PROFILE LANDING ASSURED, CHECK GEAR
DOWN APPROACHING GLIDE
SLOPE (ONE DOT BELOW GIS)
CAUTION AJS 140 KCAS (130 KCAS MIN).
DO NOT USE SINGLE wh
ENGINE REVERSE L. LANDING CHECK
THRUST WITH THE ~—= = - (a0-55% TORGQUE, 32-38 PS5

SIMULATED FAILED
ENGINE POWER LEVER
ABOVE FLIGHT IDLE.

RUNWAY IN SIGHT, FINAL CHECK. FLAPS 20°.
SLOWING TO CROSS THRESHOLD AT
AJS 110 KCAS (@), 105 KCAS (F), 100 KCAS (B, D).
COMPLETE LANDING CHECKLIST, RUDDER TRIM
CENTERED, HOLD BALL IN CENTER WITH RUDDER.
CHECK FINAL LANDING CONFIGURATION.

OPERATING ENGIME POWER TOUCHDOWN, OPERATING
LEVER START (GROUND ENGINE POWER LEVER
IDLE), CHECK PROP BETA, SLOWLY RETARD TO FLIGHT
REVERSE AND BRAKES AS IDLE STOP

REQUIRED.
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Figure C-24
MU-2B B, D (-10), F (-20), G (-30)
ONE ENGINE INOPERATIVE MISSED APPROACH
B,D/FI G
AJS 150 KCAS, COMPLETE
FLAP SETTING Wuse (KCAS) Wyse (KCAS) AFTER TAKEOFF CHECKLIST
UP 130/ 135/ 140 135/ 150 / 150
50 1157130/ 130 120/ 140 / 140
20° 10071257125 10571307135 RO G M MO
S/R10), 140 KCAS (F, MOD
S/R10), 130 KCAS (B, D), 140
KCAS (G) FLAPS UP*, PITGH
APPROX. 10°TO 13°,
AFTER GEAR IS FULLY RETRACTED, AND OBSTRUCTIONS ARE
CLEARED, IF FLAPS 20° ADJUST PITCH TO ACCELERATE TO Vyse.
(IF FLAPS 5°INSTALLED) RETRACT FLAPS TO 5° PITGHAPPROX. 10°
AJS 130 KCAS (F, NOT MOD S/R10), 140 KCAS (F, MOD S/R10),
130 KCAS (B, D}, 140 KCAS (G)
PITCH TO MAINTAIN Vxse125KCAS MIN, APPROX 8° PITCH, FLAPS 20°,
APPROX 10-13°PITCH, FLAPS 5°.IF 20°FLAPS 113 KCAS MIN.
F 5°FLAPS 120 KCAS (G) MIN. 125 KCAS (B, D, F) MIN.
COMMENCING MISSED APPROACH, SET e W o | = |
MAX POWER. MAINTAIN DIRECTIONAL
CONTROL, RUDDER AND SPOLLER AS

MECESSARY. GEAR UP.

MAP

*IF TRANSITIOMING FROM ADESCENT,
MAINTAIN PTCH TO MAINTAIN 140 KCAS,
RAISE GEAR, THEM 10%PIMTCH. SOME
ALTMUDE LOSS IS TO BE EXPECTED.

UNDER CERTAIN COMBINATIONS OF WEIGHT,
TEMERATURE AND PRESSURE ALTITUDE, WITH LANDING
GEAR DOWN AND FLAPS 20°, SINGLE ENGIME GO
AROUND MAY NOT BE POSSIBLE AT ALTITUDES OF LESS
THAN 400 FEET AGL. (SEE PAGE C-24a)

WARNING

A-123
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MOTE

EMHER THIS PROCEDURE, OR
ALTERNATELY PROFILE C-25a
MUST BE DEMONSTRATED.

Figure C-25

MU-2B B, D (-10), F (-20), G (-30)

NONPRECISION STRAIAGHT-IN APPROACH

COMPLETE DESCENT AND APPROACH CHECKLISTS.

AJS 150 KCAS (140 KCAS MIN} REVIEW APPROACH

PLATE. RADIOS: TUNE & IDENTIFY. CHECK FINAL
APPROACH FIX CROSSING ALTITUDE

LANMDING APPROACH SPEECS Vel
B B+ D.F.G
FLARS 20° (1.3 Ws1) FLADS 40P [1.5 W51)
WEIGHT E B+D F & B E+.D F [
7.000 az a2 a3 ad =11
7500 a5 a5 =1 a4 a8 a8 =] 100
8,000 =5 o5 100 ar 101 10 106 105
8500 1 103 100 104 106 106
8420 1 104
893 105 jlira
2,000 106 105 102 102
9435 108 112
9,500 105 112
10,000 108 13
10260 102 117
MISSED APPROACH: GO-
AROUND, MAX POVWER,
ROTATE TO &,
CONTINUE WITH TWO
“DP ENGINE MISSED
VISUAL DESCENT POINT APPROACH PROFILE

AN APPROACH
CONSTRUCTED WITH A
WDP SHOULD HAWE THE
AIRCRAFT CROSS THE
MDA AT OR BEYOND
THE VDP.

AC 91-89
Appendix A

IF FLAPS 5°INSTALLED. AJS
130 KCAS (B, D), 130 KCAS (F,
NOT MOD S/R10), 140 KCAS (F,

MOD S/R10), 140 KCAS (G),
(40%-50% TORGQUE, 25-32 PSI)

(20%-25% TORQUE, 13-16 PSI)
DESCEND 500 FPM TO PROCEDURE
TURN OR OTHER APPROACH
SEGMENT ALTITUDE.

L T
- |
e

AJS 140 KCAS (130 KCAS MIN)

\ (25%6-30% TORQUE, 16-20 PSI)

LANDING ASSURED, CHECK
GEAR DOWN, FLAPS 20°
APPROACHING FL< INBOUND,
LANDING CHECKLIST
COMPLETE AJSS 120 KCAS WMIN.

ASS 120 KCAS MIN, (25%-30% TORGQUE, 16-20 P5i)

800-1000 FPM DESCENT

=)

[APPROX 50% TORQUE, 32 P5i)

ASS 120 KCAS MIN.

FINAL CHECK. SELECT FLAPS 40° (IF DESIRED, BELOW 120 KCAS

TOUCHDOWM: POWER LEVERS RETARD TO FLIGHT IDLE STOP, THEM
POWER LEVERS RETARD TO START. (GROUND IDLE). CHECK BOTH
PROPS BETA. REVERSE AND BRAKES ASREQUIRED.
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MOTE

EMHER THIS PROCEDURE,
OR ALTERNATELY PROFILE
C-25 MUST BE
DEMONSTRATED.

Figure C-25a
MU-2B B, D (-10), F (-20), G (-30)

NONPRECISION STRAIGHT-IN APPROACH
“OPTIONAL USE OF CONTINUOUS DESCENT FINAL APPROACH (CDFA)

AC 91-89
Appendix A

COMPLETE DESCENT AMND APPROACH CHECKLISTS.
AJS 150 KCAS (140 KCAS MIN) REVIEVW APPROACH
PLATE. RADIOS: TUNE &IDENTIFY. CHECK FINAL

IF FLAPS 5° INSTALLED, AJS
130 KCAS (B, D), 130 KCAS (F
NOT MOD S/R10), 140 KCAS (F
MOD S/R10), 140 KCAS (G),
(40%-50% TORGUE, 25-32 PS1)

APPROACH FIX CROSSING ALTITUDE

(20%-25% TORQUE, 13-16 P3I)
DESCEND 500 FAM TO PROCEDURE
TURN OR OTHER APPROACH
SEGMENT ALTITUDE.

LANDING AFPROACH SPEEDS Vel \
B.B+.0.F.G
FLAPS 2P (1.3 '."‘S-:; F FLAPS 4P (1.5 V1) 5 I
WESHT B BD F & B BD F @& i
T4 a9 a2 k] ] ad
7.500 25 25 =1 24 =] =] =] 100
8,000 25 25 100 ar 101 10 1033 105
e i S AJS 140 KCAS (130 KCAS MIN
a4a0 101 104 )
; ’ CAUTION - STEPDOWN FIXES N}
R .. SR O s e (25%-30% TORGQUE, 16-20 PSI)
e e = =DURING ALL APPROACHES,
9,500 105 112 USE CDFA THAT MEETS ALL
1o 103 b8 ALTITUDE CONSTRAINTS LANDING ASSURED, CHECK GEAR
' DOWN, FLAPS 20° APPROACHING
FIX INBOUND, LANDING CHECKLIST
COMPLETE AJS 120 KCAS MIN.
*DERIED DECISION ALTITUDE (DDA) | K/
ZCAUTION ® AJSS 120 KCAS MIN, (25%-30% TORQUE, 16-20 PSi)
’ - BOO-1000 FPM DESCENT
WHEN USING COFA METHOD, IS S i
MISSED APPROACH MUST BE e iabhipi ity o
ol | L S T
DURING MISSED APPROACH CONTIMUE WITH TWO (APPROX 50% TORGUE, 32 PSI)
ENGINE MISSED i
NOT AUTHORIZED Py
APPROACH PROFILE P R FINAL CHECK.
i CHECK FINAL LANDING CONFIGURATION
“/DP > i
VISUAL DESCENT POINT -
T P TOUCHDOWN: POWER LEVERS RETARD TO FLIGHT IDLE STOP, THENM
AN APPROACH — o~ POWER LEVERS RETARD TO START (GROUND IDLE), CHECK BOTH
CONSTRUCTED WITH AWDP - -

SHOULD HAWVE THE AIRCRAFT
CROSS THE MDA AT OR
BEYOND THE WDP.

PROPS BETA. REVERSE AMND BRAKES ASREQUIRED.
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HOTE

EMHER THIS
PROCEDURE, OR
ALTERNATELY PROFILE
C-26b MUST BE
DEMONSTRATED.

Figure C-26
MU-2B B, D (-10), F {-20), G {-30)

ONE ENGINE INOPERATIVE STRAIGHT-IN NONPRECISION APPROACH

AJS 1400130 KCAS, (20-25% TORQUE,
13-16 PS5} DESCEND 500 FPM TO
PROCEDURE TURN ALTITUDE.

FLAPS 5% (IF INSTALLED)

COMPLETE DESCENT AND APPROACH
CHECKLISTS. ASS 150 KCAS, 140 KCAS MIN (G),

{80%-60% TORQUE, 32-40P5i)

135 KCAS MIN (F), 130 KCAS MIN (B, D),
(APPROX 70% TORGQUE, 45 PSI) REVIEW
APPROACH PLATE. RADIOS: TUNE & IDENTIFY.
CHECK FINAL APPROACH FIX CROSSING

i

“DP
WISUAL DESCENT POINT

AN APPROACH

CONSTRUCTED WITH ANDP

SHOULD HAWE THE

AIRCRAFT CROSS THE MDA
AT OR BEYOND THE VDP.

1%
__I_-_.:-Y";&;E

5,

AC 91-89
Appendix A

WARNING

00 NOT ATTEMPT A
GO-ARQUND WITH
GEAR DOWN BELOWWY
400° AGL OR AFTER
207 FLAPS ARE
SELECTED.

CAUTION

00 NOT USE SINGLE
ENGINE REVERSE
THRUST WITH THE
SIMULATED FAILED

ENGINE POWER

LEVER ABOWE FLIGHT

IDLE.

(50-60% TORQUE, 32-40 PSi)

Y
"ﬁ?’ AJS 140 KCAS (130 KCAS MIN.} (40%-
MISSED APPROACH: s Tﬁﬁﬁgfhéﬁffl_ig{" Zraii
CONTINUE WITH ENGINE OUT ( !
MISSED APPROACH PROFILE
AIS140KCAS (130 KCAS MIN)
DR (20-30% TORQUE, 13-20 £
800-1000 FPM DESCENT
o MAP
E“'- = T T A AIS140KCAS (130 KCAS MIN}

WHEN RUNWAY IN SIGHT, LANDING ASSURED, GEAR DOWHN, FLAPS
20° SLOWING TO CROSS THRESHOLD AT 110 KCAS (G), 105 KCAS (F),
100 KCAS (B, D). BEFORE LANDING CHECKLIST COMPLETE

FINAL CHECK.

CHECK FINAL LANDING CONFIGURATION

TOUCHDOWN, OPERATING ENGINE POWER LEVER SLOWLY RETARD
TO FLIGHT IDLE STOP. THEN POWER LEVER START (GROUND IDLE),
CHECK PROP BETA, REVERSE AND BRAKES ASREQUIRED.

CAUTION

GEAR EXTENSION TIME.
APPROXIMATELY
17 SECONDS G
15 SECONDS B, D, F
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Figure C-26a

WEIGHT
7,000
7,500
8,000
8,500
8,490
8,930
9,000
9,435
9,500

10,000

10,260

FLAPS 20°(1.3Ws1)

B
52
g5
38

1M

B+ D

g2
G5
98
m

103

B,B+ D, F, G
E G
33
95 94
100 &7
103 100
106 103
108
108
108
109

B
94
98

101

104

LANDING APPROACH SPEEDS Wref

FLAPS 407 (1.5%s1)

B+ D
G4
48

m

104

107

E
95

103

106

105
112

G

104
103
106

105

112
115
"7
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Figure C-26b
MU-2B B, D (-10), F {-20), G (-30)

ONE ENGINE INOPERATIVE STRAIGHT-IN NONPRECISION APPROACH
*OPTIONAL USE OF CONTINUOUS DESCENT FINAL APPROACH (CDFA)

s AJS 140 KCAS (130 KCAS MIN). (20-25% TORQUE,
EMHER THIS PROCEDURE, OR 13-16 P51} FLAPS 5° (IF INSTALLED). DESCEND
ALTERNATELY PROFILE C-2& 200 FPM TO PROCEDURE TURN ALTITUDE OR
MUST BE DEMONSTRATED. FLAPS 5o OTHER APPROACH SEGMENT ALTITUDE

(50%-60% TORQUE, 32-40 PSI)
COMPLETE DESCENT AND APPROACH
CHECKLISTS. A/S 150 KCAS, (140 KCAS MIN (G))
(135KCAS MIN (F}) (130 KCAS MIN (B, D))
(APPROX 70% TORQUE. 45 P5|) REVIEW [
APPROACH PLATE. RADIOS: TUNE & IDENTIFY. Py \
CHECK FINAL APPROACH FIX CROSSING A
ALTITUDE
AJS 140 KCAS (130 KCAS MIN.)
(40%-50% TORQUE, 26-32 PSI)
“WDP CAUTION - STEPDOWN FIXES / FLAPRS 5% (IF INSTALLED).
VISUAL DESCENT FOINT “DURING ALL APPROACHES, \ \ LANDING ASSURED, CHECK GEAR
AN APPROACH USE CDFA THAT MEETS ALL / TN APGR el Ft
CONSTRUCTED WITH AVDP ALTITUDE CONSTRAINTS eI, e i

SHOULD HAWE THE
AIRCRAFT CROSS THE MDA
AT OR BEYOND THE VDP.

COMPLETE AJS 120 KCAS MIN.

=DERNED DECISION ALTITUDE (DDA)

ASS140 KCAS (130 KCAS MIN} (20-30% TORGQUE,

> MDA 13-20 P51}, BEGIN CALCULATED DESCENT RATE
WARNING \i-:-“> AT FAF
D0 NOT ATTEMPT A MISSED APPROACH: LNl e “DP
GO-AROUND WITH CONTINUE WITH ‘_._._._.__,_,_.--—'-"""'_
GEAR DOWN BELOW ENGINE OUT
400 AGL OR AFTER MISSED APPROACH : FIMAL CHECK., FLAPS 20° CHECK FINAL LAMDING COMNFIGURATION,
20° FLAPS ARE PROFILE 5 - SLOWING TO CROSS THRESHOLD AT 110 KCAS (G), 105 KCAS (F)
SELECTED. a*'.'l.-r' -l 100 KACAS (B,0).. BEFORE LANDING CHECKLIST COMPLETE
T
CAUTION " ;.,.-' _:"‘“-—,_\_\_ TOUCHDOWN, OPERATING ENGINE POWER LEVER SLOWLY RETARD
- - - TO FLIGHT IDLE STOP. THEN POWER LEVER GROUMD IDLE, CHECK
DO NOT USE SINGLE " - e PROP BETA. REVERSE AND BRAKES AS REQUIRED.
EMGINE REVERSE e — -
THRUST WITH THE & g <o ; -~ =CAUTION
T B -~ WHEM USING CDFA METHOD, MISSED
EMGINE POWWER e N p : i
LEVER AE!D‘-.FE‘FLFGHT el APPROACH MUST BE EXECUTED UPOM
IDLE. REACHING DDA. DESCENT BELOW MDA
DURING MISSED APPROACH NOT
AUTHORIZED

N-1£0
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Figure C-27
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MU-2B B, D (-10), F (-20), G (-30)
CIRCLING APPROACH AT WEATHER MINIMUMS

COMPLETE DESCENT AND APPROACH CHECKLISTS. A/S 150
KCAS (140 KCAS MIN (G)), (135K CAS MIN (F)),(130 KCAS MIN (B,
D)). (APPROX 70% TORQUE, 45 PSI) REVIEW APPROACH PLATE.
RADIOS: TUNE & IDENTIFY. CHECK FINAL APPROACH FIX
CROSSING ALTITUDE

COMPLETE DESCENT AND
APPROACH CHECKLISTS.

CAT C 121 — 140 KCAS 1.7NM

CAT D 141 — 165 KCAS 2.3NM

FROM APPROACH: GEAR
DOWN, FLAPS 5° (IF
INSTALLED), A/S 140 KCAS

MISSED APPROACH:
GO-AROUND, MAX
POWER, PITCH TO &°.
CONTINUE WITH TWO
ENGINE MISSED
APPROACH PROFILE

A/S 140 KCAS (130 KCAS MIN.) \
APPROX 50% TORQUE 32 PSI,
NOT BELOW CIRCLING
MINIMUM DESCENT ALTITUDE

TOUCHDOWN, RETARD POWER LEVERS TO FLIGHT IDLE STOP,
THEN POWER LEVERS RETARD TO START (GROUND IDLE),
CHECK BOTH PROPS BETA, REVERSE AND BRAKES AS
REQUIRED.

THRESHOLD:
(20% TORQUE, 13 PSI) Vref

CHECK SINK RATE
500-600 FPM

FINAL CHECK FLAPS
20° OR 40° CHECK
FINAL LANDING

/ CONFIGURATION

SLOWING TO Vref

“YAX BANK
\\300

(20-25% TORQUE, 13-16
PSI) A/S 120 KCAS MIN,
— 500-600 FPM DESCENT

LANDING APPROACH SPEEDS Vref
B,.B+ D.F.G
FLAPS 20° (1.3 Vs1 FLAPS 40° (1.5 Vst

WEIGHT B B+.D E G B B+ D E G

7,000 92 92 93 94 94

7.500 95 95 96 94 98 98 99 100

8,000 98 98 100 97 101 10 103 103

8,500 101 103 100 104 106 106

8,490 101 104

8,930 103 107

9,000 106 103 109 109

9,435 108 112

9,500 105 112
10,000 108 115
10,260 109 "7

LANDING ASSURED,
CHECK GEAR DOWN,
FLAPS 20° COMPLETE
LANDING CHECKLIST

A-129

DO NOT DESCEND
UNTIL WITHIN 30° OF
RUNWAY CENTERLINE
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Figure C-28
WARNING
W26 B, D E10. P 120 S 0 DO NOT USE CDFA APPROACH
OME ENGINE INOPERATIVE CIRCLING APPROACH AT WEATHER MINIMUMS PROCEDURES DURING ENGINE

OUT CIRCLING APPROACH

COMPLETE DESCENT AND FROCEDURES

APPROACH CHECKLISTS.

CATC 121-140 KCAS 1.7HM *-;3{\
CATD 141-185KCAS 2.3HM

**MNOTE: ENGINE OUT CIRCLING

APPROACH SHOULD BE FLOWN WITH 5°
e T FLAPS AND GEAR UP. WHEN LANDING
: . : ASSURED, GEAR DOWN, FLAPS 20°,
MISSED APPROACH: GEAR UP. FLAPS §°  |— S T
CONTINUE WITH AJS 140 KOAS :
ENGINE OUT

MISSED APPROACH \\
PROFILE =
-‘H“"‘"-.. ‘i.‘._\; :
— Lt TOUCHDOWWN. OPERATING EINGINE POWER LEVER SLOWLY RETARD TO
CAUTION
ANTICIPATE SWERWVE

FLIGHT IDLE STOP, THEN POWER LEVER TO START (GROUND IDLE).

CHECK PROP BETA. REVERSE AND BRAKES ASREQUIRED.
TOWARD OPERATING ENGIME

WHEN ENTERING BETA

A5 110 KCAS (B), A/S 105 KCAS (B, D, F)

THRESHOLD FLAPS 20° A/S 110
KCAS (G), A/S 105 KCAS (F).
100 KCAS (B, D)

AJS 140K (130K MIN.) : '
(APPROX 70% TORGQUE, 45 PS)

CHECK SINK RATE
S00-600 FPM
(NOT BELOW CIRCLING MIMNIMUM
DESCENT ALTITUDE)

FINAL CHECK. FLAPS Z0°
CHECK FINAL LANDING
CONFIGURATION.

*~, MAX BANK

] === APS 125 KCAS MIN.
.+, 302 COMPLETE LAMNDING
a CHECKLIST
CAUTION WARNING

00 MOT USE SINGLE
ENGINE REVERSE
THRUST WITH THE
SIMULATED FAILED
ENGINE POWER LEWVER
ABOWVE FLIGHT IDLE.

00 NOT ATTEMPT A
GO-AROUND WITH
GEAR DOWN BELOW
400° AGL OR AFTER
20" FLAPS ARE
SELECTED

CHECK DESCENT
PROFILE, LANDING
¥ | ASSURED, GEAR DOWN,

CHECK SINK RATE 500-
B e 600 FPM

CHECK FLAPS 5% (IF
INSTALLED.) DO NOT
DESCEND UNTIL WITHIN
302 OF RUNWAY
CENTERLINE

A-130
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	1 PURPOSE.
	1.1 What is the Purpose of This Advisory Circular (AC)? This AC provides guidance and standardized methods for meeting the training requirements outlined in Title 14 of the Code of Federal Regulations (14 CFR) Part 91 Subpart N, Mitsubishi MU-2B Serie...

	2 BACKGROUND.
	2.1 SFAR 108 Issuance. In 2008, the FAA published SFAR 108 to mandate flight training and experience requirements for operators of the Mitsubishi Heavy Industries, LTD. (MHI) MU-2B twin turboprop aircraft. The rule became effective in 2009 and does no...
	2.2 SFAR 108 Evaluation. Following the issuance of SFAR 108 on February 5, 2008, with a compliance date of February 5, 2009, Mitsubishi Heavy Industries America, Inc. (MHIA) began an evaluation to identify errors in flight profiles published in SFAR 1...
	2.3 Continuous Descent Final Approach (CDFA) Use. Since the publication of SFAR 108, the FAA has approved the use of CDFA procedures in all training programs, including the training programs for the MU-2B. The MU-2B FAA Flight Standardization Board (F...
	2.4 Revision of Procedures and Programs. In 2012, the FAA revised its stall recognition and recovery procedures for all aircraft and all training programs by removing the emphasis to ensure a “minimum loss of altitude” when performing stall training m...
	2.5 Flight Training Profiles. The MU-2B flight training profiles included in Appendix A, MU-2B Training Program, of this AC are now consistent with FAA policy on stall recognition and recovery procedures essential to proper MU-2B training and safety o...

	3 APPLICABILITY.
	3.1 Who Does This AC Apply To? Part 91 subpart N and this AC apply to all persons who operate the Mitsubishi MU-2B series airplane, including those who act as pilot in command (PIC), act as second in command (SIC), or other persons who manipulate the ...
	3.2 What is the Approval Process for a Training Program? Part 91, § Section 91.1705, Required Pilot Training, states that only training programs approved by the Administrator may be used to satisfy the standards of part 91 subpart N. Part 91 subpart N...
	3.2.1 Operators and Training Providers Under Parts 91K, 135, 141, and 142.
	3.2.1.1 Proposed Training Program Submission. Operators and training providers may submit their proposed training program to their principal operations inspector (POI) or Training Center Program Manager (TCPM) for approval and inclusion in their appro...
	3.2.1.2 MU-2B Training Program Submission. Operators and training providers may submit an MU-2B training program that meets the content requirements of part 91 subpart N and include any Differences specified in the MU-2B series FSB Report applicable t...
	3.2.1.3 MU-2B Instructors. MU-2B qualified instructors are authorized instructors in accordance with the operator or training provider’s approved training program.

	3.2.2 Part 91 Training Providers.
	3.2.2.1 MU-2B Part 91 Subpart N Training. All MU-2B part 91 subpart N training, including those conducted under part 91, must be conducted in accordance with an FAA-approved training program. The term “part 91 training provider” refers to training con...
	3.2.2.2 Qualified Instructors. For part 91 training providers, MU-2B qualified instructors are listed by a certified flight instructor (CFI) certificate on the LOA approving the part 91 subpart N MU-2B training program. The FAA may request reporting o...



	4 RELATED DOCUMENTS.
	4.1 What Are the Related Documents (current editions)?
	4.2 Does This AC Cancel Any Prior ACs? No.
	4.3 Where Are This AC and Other FAA Publications Located? You can view a list of all ACs at http://www.faa.gov/regulations_policies/advisory_circulars/. You can view the FAA Regulations at http://www.faa.gov/regulations_policies/faa_regulations/.

	5 AC FEEDBACK FORM. For your convenience, the AC Feedback Form is the last page on this AC. Note any deficiencies found, clarifications needed, or suggested improvements regarding the contents of this AC on the Feedback Form.
	Appendix A.   MU-2B TRAINING PROGRAM
	A.1 MU-2B General Training Requirements.
	A.1.1 What Are the General Training Requirements for the Mitsubishi MU-2B?
	A.1.1.1 Training Requirements. The Mitsubishi MU-2B training program consists of both ground and flight training. The minimum pilot training requirement hours are shown in Table A-1, Minimum Ground Instruction Training Hours, for ground instruction an...
	A.1.1.2 Training Credit. The MU-2B is certificated by the Federal Aviation Administration (FAA) as a single-pilot airplane. No training credit is given for second-in-command (SIC) training and no credit is given for right seat time under this program....
	A.1.1.3 Training Program Differences. The training program references the applicable MU-2B Airplane Flight Manual (AFM) in several sections. There may be differences between sequencing of procedures found in the AFM’s procedures sections and the check...
	A.1.1.4 Minimum Programmed Training Hours.


	A.2 Definitions of Levels of Training as Used in This AC.
	A.2.1 Level A Training. Training that is conducted through self-instruction by the pilot. No minimum training program hours apply. Level A Differences are those Differences which need awareness, but which have no effect on procedures.
	A.2.2 Level B Training. Training that is conducted in the classroom environment with the aid of a qualified instructor who meets the requirements of part 91 subpart N, applicable as specified in § 91.1705(h)(4). Level B Differences are of great enough...
	A.2.3 Level C Training. Training that is accomplished in an FAA-approved Level 5, 6, or 7 FTD or simulator. In addition to the basic FTD requirements, the FTD must be representative of the MU-2B cockpit controls and be specifically approved by the FAA...
	A.2.4 Level D Training. Training that must be accomplished in the MU-2B airplane or approved MU-2B simulator. Level D Training is applicable to each model modified from factory type design where the change meets the definition for Level D Differences....
	A.2.5 Level E Training. Training that must be accomplished in the MU-2B airplane, Level C simulator, or Level D simulator. Level E Training is applicable to the MU-2B aircraft in relation to other Airplane Multiengine Land (AMEL) aircraft.

	A.3 MU-2B Ground Training Curriculum Contents.
	A.3.1 What Are the MU-2B Required Ground Training Tasks? All items in the ground training curriculum must be covered. The order of presentation is at the discretion of the instructor. The student must satisfactorily complete a written or oral exam giv...
	A.3.1.1 Aircraft General.
	A.3.1.2 Electrical Power.
	A.3.1.3 Lighting.
	A.3.1.4 Master Caution System.
	A.3.1.5 Fuel System.
	A.3.1.6 Powerplant.
	A.3.1.7 Fire Protection.
	A.3.1.8 Pneumatics.
	A.3.1.9 Ice and Rain Protection.
	A.3.1.10 Air Conditioning.
	A.3.1.11 Pressurization.
	A.3.1.12 Landing Gear and Brakes.
	A.3.1.13 Flight Controls.
	A.3.1.14 Avionics.
	A.3.1.15 Oxygen System.
	A.3.1.16 Performance and Planning.
	A.3.1.17 Weight and Balance (W&B).
	A.3.1.18 General Subjects.


	A.4 What Are the MU-2B Required Flight Training Tasks?
	A.4.1 General Flight Training Requirements. All flight training maneuvers must be consistent with this training program and the applicable MU-2B checklist accepted by the FAA. The maneuver profiles shown in this advisory circular are presented to show...
	A.4.2 Special Emphasis Items. Certain aspects of pilot knowledge, skills, and abilities must be emphasized and evaluated during the training and checking process of the MU-2B training program.
	A.4.2.1 Accelerated stall awareness and recovery procedures with an emphasis on Configuration Management (CM) must be included in the training program. Awareness of the margin to stall in all flight operations and configurations must be emphasized thr...
	A.4.2.2 Minimum controllable airspeed with the critical engine inoperative (VMC) awareness and early recognition must be trained and checked. Minimum airspeeds for one engine inoperative must be emphasized in all configurations.
	A.4.2.3 Airspeed management and recognition of airspeed deterioration below recommended speeds and recovery methods must be emphasized throughout training and checking.
	A.4.2.4 Knowledge of icing conditions and encounters must be emphasized throughout training and checking, including equipment requirements, certification standards, minimum airspeeds, and the use of the autopilot and other applicable AFM procedures.
	A.4.2.5 Airplane performance characteristics with all engines operating and with one engine inoperative must be emphasized.

	A.4.3 MU-2B Flight Training Program Proficiency Standards.
	A.4.3.1 General Visual Flight Rules (VFR)/Instrument Flight Rules (IFR).
	A.4.3.2 Instrument Approach—Final Approach Segment.

	A.4.4 Maneuvers and Procedures. All flight training maneuvers and procedures must be conducted, as applicable to the MU-2B and each type of operation involved.
	A.4.4.1 Preflight.
	A.4.4.2 Takeoff and Departure.
	A.4.4.3 Flight Maneuvers and Procedures.
	A.4.4.4 Normal and Abnormal Procedures and Operations.
	A.4.4.5 Flight Emergency Procedures.
	A.4.4.6 Instrument Procedures.
	A.4.4.7 Landings and Approaches to Landings.


	A.5 What Are the Applicable MU-2B Differences Training Tasks?
	A.5.1 General Differences Training Requirements. When Differences Training is required, it must be consistent with this training program. Differences Training is required for operation of more than one factory type design MU-2B model, as specified in ...
	A.5.2 Level B Differences Training. Level B Differences Training is applicable when operating more than one factory type design model of MU-2B, except the factory type design K and M models and the factory type design J and L models, which may be comp...
	A.5.2.1 Training.
	A.5.2.2 Training Course Final Phase Check. Not required.

	A.5.3 Level C Differences Training. Level C Differences Training is recommended for part 91 operations (refer to the MU-2B FSB Report for specific Differences applicable to training programs requiring FAA approval apart from part 91 subpart N). This t...
	A.5.3.1 Training.
	A.5.3.2 Training Course Final Phase Check Items Accomplished at Level C.

	A.5.4 Level D Differences Training. Level D Differences Training is recommended for part 91 operations (refer to the MU-2B FSB Report for specific Differences applicable to training programs requiring FAA approval apart from part 91 subpart N). This t...
	A.5.4.1 Training.
	A.5.4.2 Training Course Final Phase Check Items Accomplished at Level D.


	A.6 MU-2B Training Course Final Phase Check Requirements.
	A.6.1 What Are the Training Course Final Phase Check Requirements?
	A.6.1.1 Completion of the MU-2B training program requires successful completion of a Training Course Final Phase Check taken in the MU-2B airplane or a Level C or D simulator for Initial/Transition Training. The Training Course Final Phase Check for R...
	A.6.1.2 For pilots operating under 14 CFR part 135, checking must be done in accordance with applicable regulations. For the purpose of recurrent testing in part 135, § 135.293(b), the MU-2B is considered a separate type of aircraft.
	A.6.1.3 The Training Course Final Phase Check must be conducted using the standards contained in the FAA Commercial Pilot—Practical Test Standards (PTS) for Airplane: Airplane Multiengine Land and Instrument Rating.
	A.6.1.4 The Training Course Final Phase Check portion of the training is comprised of the following tasks for all airmen (instrument rated and non-instrument rated). An (*) indicates those maneuvers for Initial/Transition Training which must be comple...
	A.6.1.5 The following additional tasks are required for those airmen who possess an instrument rating. An (*) indicates those maneuvers for Initial/Transition Training which must be completed in the MU-2B airplane, or a Level C or D simulator.
	A.6.1.6 A form has been included for use in creating a training and final check record for the student and the training provider (see Figure A-29, Training Course Final Phase Check Form).


	A.7 MU-2B Maneuver Profiles.
	A.7.1 What Considerations Should be Made for the Maneuver Profiles?
	A.7.1.1 Engine Performance. The following should be considered in reference to power settings and airspeeds:
	A.7.1.2 In-Flight Maneuvering.
	A.7.1.3 Takeoff and Landing.
	A.7.1.4 Emergency and Abnormal Procedures.
	A.7.1.5 Scenario-Based Training (SBT). SBT creates an environment of realism. The SBT programs utilize a highly structured flight operation scenario to simulate the overall flight environment. The pilot is required to plan a routine, point-to-point fl...

	A.7.2 How Are the MU-2B Maneuver Profiles Structured? Each MU-2B Maneuver Profile, in its respective section, follows the outline below:
	A.7.3 Section Model Groups. The three sections of this program are:
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