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Cirrus Design Section 4
SR22 Normal Procedures

Landing

e Caution

Landings should be made with full flaps. Landings with less
than full flaps are recommended only if the flaps fail to deploy
or to extend the aircraft’s glide distance due to engine
malfunction. Landings with flaps at 50% or 0%; power should
be used to achieve a normal glidepath and low descent rate.
Flare should be minimized.

Before landing, verify aircraft Center of Gravity does not fall in
the landing limitation zone as depicted in the C.G. Envelope in
section 2. Allow flight time for fuel burn so the landing C.G.
falls outside of this zone.

Normal Landing

Normal landings are made with full flaps with power on or off. Surface
winds and air turbulence are usually the primary factors in determining
the most comfortable approach speeds.

Actual touchdown should be made with power off and on the main
wheels first to reduce the landing speed and subsequent need for
braking. Gently lower the nose wheel to the runway after airplane
speed has diminished. This is especially important for rough or soft
field landings.

Short Field Landing

For a short field landing in smooth air conditions, make an approach at
77 KIAS with full flaps using enough power to control the glide path
(slightly higher approach speeds should be used under turbulent air
conditions). After all approach obstacles are cleared, progressively
reduce power to reach idle just before touchdown and maintain the
approach speed by lowering the nose of the airplane. Touchdown
should be made power-off and on the main wheels first. Immediately
after touchdown, lower the nose wheel and apply braking as required.
For maximum brake effectiveness, retract the flaps, hold the control
yoke full back, and apply maximum brake pressure without skidding.

Crosswind Landing

Normal crosswind landings are made with full flaps. Avoid prolonged
slips. After touchdown, hold a straight course with rudder and brakes
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Section 4 Cirrus Design
Normal Procedures SR22

as required. The maximum allowable crosswind velocity is dependent
upon pilot capability as well as aircraft limitations. Operation in direct
crosswinds of 20 knots has been demonstrated.

Balked Landing/Go-Around

In a balked landing (go around) climb, disengage autopilot, apply full
power, then reduce the flap setting to 50%. If obstacles must be
cleared during the go around, climb at 75-80 KIAS with 50% flaps.
After clearing any obstacles, retract the flaps and accelerate to the
normal flaps up climb speed.

1. AUOPIIOL ..ot e DISENGAGE
2. POWErLever. ... iiiiinrceccvcrreenennnecreereene e FULL FORWARD
3. FIaps et e e e e e s e rarar e 50%
4, AIrSPeEU......cooieireivirreeenrnrirreerrrererrnresrnnerererrsssesesssenssees 75-80 KIAS
After clear of obstacles:

LT - o SRR UP
After Landing

1. POWEE LEVEN ...coiviiciieiiiiceiccniiiiiicen e s eeenise e aaanaenns 1000 RPM
2. FUBI PUMDP....iiiieriiiiceniecnnneeesscnenine e ineesesensesaanassnnens OFF
3. FAaPS e e e UP
4, TranSPONUEN .....cocvceiiieeiiieeiriirieiioreniierineerencerersecreescrneenecens STBY
ST I o | = R AS REQUIRED
6. Pitot Heat.......ccccvreeereiiire e e OFF

* Note »

As the airplane slows the rudder becomes less effective and
taxiing is accomplished using differential braking.
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Cirrus Design Section 3
SR22 Emergency Procedures

CAPS Deployment

The Cirrus Airframe Parachute System (CAPS) should be activated in
the event of a life-threatening emergency where CAPS deployment is
determined to be safer than continued flight and landing.

* WARNING »

CAPS deployment is expected to result in loss of the airframe
and, depending upon adverse external factors such as high
deployment speed, low altitude, rough terrain or high wind
conditions, may result in severe injury or death to the
occupants. Because of this, CAPS should only be activated
when any other means of handling the emergency would not
protect the occupants from serious injury.

e Caution »

Expected impact in a fully stabilized deployment is equivalent
to a drop from approximately 13 feet.

* Note »

Several possible scenarios in which the activation of the
CAPS would be appropriate are discussed in Section 10 -
Safety Information, of this Handbook. These include:

» Mid-air collision

= Structural failure

* Loss of control

¢ Landing in inhospitable terrain
* Pilot incapacitation

All pilots should carefully review the information on CAPS
activation and deployment in Section 10 before operating the
airplane.

Once the decision is made to deploy CAPS, the following actions
should be taken:

1. Airspeed.......cccoceeniiiiiiiiiiiieiieie, MI IBLE
(Continued on following page)
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Section 3 Cirrus Design
Emergency Procedures SR22

o

The maximum demonstrated deployment speed is 133 KIAS.
Reducing airspeed allows minimum parachute loads and prevents
structural overload and possible parachute failure.

Mixture (If ti Iti PN) ceeereeeeeneiiieiinieinenn, CUTOFF
Generally, a distressed airplane will be safer for its occupants if
the engine is not running.

Activation Handle Cover REMOVE
The cover has a handle located at the forward edge. Pull cover
down to expose activation T-handle.

Activation Handle (Both Hands) PULL STRAIGHT DOWN

Pull the activation T-handle from its holder. Clasp both hands
around the handie and pull straight down in a strong, steady, and
continuous motion. Maintain maximum puli force until the rocket
activates. Pull forces up to, or exceeding, 45 pounds may be
required. Bending of the handle-housing mount is to be expected.

* WARNING

Jerking or rapidly pulling the activation T-handle will greatly
increase the pull forces required to activate the rocket. Use a
firm and steady pulling motion — a “chin-up” type pull
enhances successful activation.

After Deployment:
T Y1) (1] (= U CHECK, CUTOFF
TR Y 1= IR Y= =T o (o T GRS OFF

Shutting off fuel supply to engine will reduce the chances of fire
resulting from impact at touchdown.

7. Bat-Alt Master SWItChes...........ccccv i e OFF

8. Ignition SWItCh.........cco oo OFF

9. FUCI PUMP .o ceinrescnne s sssssereeness s nsees s s srasssnaneensnes OFF

T0.ELT ettt s s an e s st e s e e s ne s er e sonseae e nr e e renas ON

11.Seat Belts and Harnesses ..........ccce v iiecivcceinnicciiccececenn, TIGHTEN
(Continued on following page)
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Cirrus Design Section 3
SR22 Emergency Procedures

All occupants must have seat belts and shoulder harness securely
fastened.

12.L00SE ILBIMIS ...coovvveiiiriee et cerrereee e s e ee s esesra e s raranass SECURE

If time permits, all loose items should be secured to prevent injury
from flying objects in the cabin at touchdown.

13. Assume emergency landing body position.

The emergency landing body position is assumed by placing both
hands on the lap, clasping one wrist with the opposite hand, and
holding the upper torso erect and against the seat backs.

14. After the airplane comes to a complete stop, evacuate quickly and
move upwind.

As occupants exit the airplane, the reduced weight may allow
winds to drag the airplane further. As a result of landing impact,
the doors may jam. If the doors cannot be opened, break out the
windows with the egress hammer, located in the console between
the front seats, and crawl through the opening.
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Section 10 Cirrus Design
Safety Information SR22

Cirrus Airframe Parachute System (CAPS)
Deployment

The Cirrus Airfframe Parachute System (CAPS) is designed to lower
the aircraft and its passengers to the ground in the event of a life-
threatening emergency. However, because CAPS deploymemt is
expected to result in damage to the airframe and, depending upon
adverse external factors such as high deployment speed, low altitude,
rough terrain or high wind conditions, may result in severe injury or
death to the aircraft occupants, its use should not be taken lightly.
Instead, possible CAPS activation scenarios should be well thought
out and mentally practiced by every SR22 pilot.

The following discussion is meant to guide your thinking about CAPS
activation. It is intended to be informative, not directive. it is the
responsibility of you, the pilot, to determine when and how the CAPS
will be used.

Deployment Scenarios

This section describes possible scenarios in which the activation of the
CAPS might be appropriate. This list is not intended to be exclusive,
but merely illustrative of the type of circumstances when CAPS
deployment could be the only means of saving the occupants of the
aircraft.

Mid-Air Collision

A mid-air collision may render the airplane unflyable by damaging the
control system or primary structure. If a mid-air collision occurs,
immediately determine if the airplane is controllable and structurally
capable of continued safe flight and landing. If it is not, CAPS
activation should be considered.

Structural Failure

Structural failure may result from many situations, such as:
encountering severe gusts at speeds above the airplane’s structural
cruising speed, inadvertent full control movements above the
airplane’s maneuvering speed, or exceeding the design load factor
while maneuvering. If a structural failure occurs, immediately
determine if the airplane is controllable and structurally capable of
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Cirrus Design Section 10
SR22 Safety Information

continued safe flight and landing. If it is not, CAPS activation should be
considered.

Loss of Control

Loss of control may result from many situations, such as: a control
system failure (disconnected or jammed controls); severe wake
turbulence, severe turbulence causing upset, severe airframe icing, or
sustained pilot disorientation caused by vertigo or panic; or a spiral/
spin. If loss of control occurs, determine if the airplane can be
recovered. |f control cannot be regained, the CAPS should be
activated. This decision should be made prior to your pre-determined
decision altitude (2,000’ AGL, as discussed below).

Landing Required in Terrain not Permitting a Safe Landing

If a forced landing is required because of engine failure, fuel
exhaustion, excessive structural icing, or any other condition CAPS
activation is only warranted if a landing cannot be made that ensures
little or no risk to the aircraft occupants. However, if the condition
occurs over terrain thought not to permit such a landing, such as: over
extremely rough or mountainous terrain, over water out of gliding
distance to land, over widespread ground fog or at night, CAPS
activation should be considered.

Pilot Incapacitation

Pilot incapacitation may be the result of anything from a pilot's medical
condition to a bird strike that injures the pilot. If this occurs and the
passengers cannot reasonably accomplish a safe landing, CAPS
activation by the passengers should be considered. This possibility
should be explained to the passengers prior to the flight and all
appropriate passengers should be briefed on CAPS operation so they
could effectively deploy CAPS if required.

General Deployment Information

Deployment Speed

The maximum speed at which deployment has been demonstrated is
133 KIAS. Deployment at higher speeds could subject the parachute
and aircraft to excessive loads that could result in structural failure.
Once a decision has been made to deploy the CAPS, make all
reasonable efforts to slow to the minimum possible airspeed. However,
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Section 10 Cirrus Design
Safety Information SR22

if time and altitude are critical, and/or ground impact is imminent, the
CAPS should be activated regardiess of airspeed.

Deployment Altitude

No minimum altitude for deployment has been set. This is because the
actual altitude loss during a particular deployment depends upon the
airplane’s airspeed, altitude and attitude at deployment as well as
other environmental factors. In all cases, however, the chances of a
successful deployment increase with altitude. As a guideline, the
demonstrated altitude loss from entry into a one-turn spin until under a
stabilized parachute is 920 feet. Altitude loss from level flight
deployments has been demonstrated at less than 400 feet. With these
numbers in mind it might be useful to keep 2,000 feet AGL in mind as a
cut-off decision altitude. Above 2,000 feet, there would normally be
time to systematically assess and address the aircraft emergency.
Below 2,000 feet, the decision to activate the CAPS has to come
almost immediately in order to maximize the possibility of successful
deployment. At any altitude, once the CAPS is determined to be the
only alternative available for saving the aircraft occupants, deploy the
system without delay.

Deployment Attitude

The CAPS has been tested in all flap configurations at speeds ranging
from Vg, to V,. Most CAPS testing was accomplished from a level

attitude. Deployment from a spin was also tested. From these tests it
was found that as long as the parachute was introduced to the free air
by the rocket, it would successfully recover the aircraft into its level
descent attitude under parachute. However, it can be assumed that to
minimize the chances of parachute entanglement and reduce aircraft
oscillations under the parachute, the CAPS should be activated from a
wings-level, upright attitude if at all possible.
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Cirrus Design Section 10
SR22 Safety Information

Landing Considerations

After a CAPS deployment, the airplane will descend at less than 1700
feet per minute with a lateral speed equal to the velocity of the surface
wind. The CAPS landing touchdown is equivalent to ground impact
from a height of approximately 13 feet. While the airframe, seats, and
landing gear are designed to accommodate the stress, occupants
must be prepared for the landing. The overriding consideration in all
CAPS deployed landings is to prepare the occupants for the
touchdown in order to protect them from injury as much as possible.
Emergency Landing Body Position

The most important consideration for a touchdown with CAPS
deployed is to protect the occupants from injury, especially back injury.
Contacting the ground with the back offset attempting to open a door
or secure items increases the likelihood of back injury. All occupants
must be in the emergency landing body position well before
touchdown. After touchdown, all occupants should maintain the
emergency landing body position until the airplane comes to a
complete stop.

The emergency landing body position is assumed with tightened seat
belt and shoulder harness by placing both hands on the lap, clasping
one wrist with the opposite hand, and holding the upper torso erect
and against the seat backs. The seat cushions contain an aluminum
honeycomb core designed to crush under impact to absorb downward
loads and help protect the spine from compression injury.

Door Position

For most situations, it is best to leave the doors latched and use the
time available to transmit emergency calls, shut down systems, and
get into the Emergency Landing Body Position well before impact. The
discussion below gives some specific recommendations, however, the
pilot's decision will depend upon all factors, including time to impact,
altitude, terrain, winds, condition of airplane, etc.

There is the possibility that one or both doors could jam at impact. If
this occurs, to exit the airplane, the occupants will have to force open a
partially jammed door or break through a door window using the
Emergency Exit Hammer located in the lid of the center armrest. This
can significantly delay the occupants from exiting the airplane.

P/ 13772-001 10-7
Revision A4



Section 10 Cirrus Design
Safety Information SR22

If the pilot elects to touchdown with a door opened, there are several
additional factors the pilot must consider: loss of door, possibility of
head injury, or injury from an object coming through the open door.

* |f a door is open prior to touchdown in a CAPS landing, the
door will most likely break away from the airplane at impact.

« |f the door is open and the airplane contacts the ground in a
rolled condition, an occupant could be thrown forward and
strike their head on the exposed door pillar. Contacting the
ground in a rolled condition could be caused by terrain that is
not level, contacting an obstacle such as a tree, or by transient
aircraft attitude.

¢ With a door open, it is possible for an object such as a tree limb
or flying debris to come through the opening and strike an
occupant.

* WARNING -

If it is decided to unlatch a door, unlatch one door only.
Opening only one door will provide for emergency egress as
well as reduce risks associated with ground contact. Typically,
this would be the copilot's door as this allows the other
occupants to exit first after the airplane comes to rest.

CAPS Landing Scenario Door Position
Empty Copilot Seat Unlatch Copilot Door
Very Little Time Before Impact Keep Doors Closed
Fire Unlatch Copilot Door
Water Landing Unlatch Copilot Door
Condition Unknown Keep Doors Closed

Water Landings

The ability of the airplane to float after a water landing has not been
tested and is unknown. However, since there is the possibility that one
or both doors could jam and use of the emergency egress hammer to
break out a window could take some time, the pilot may wish to
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Cirrus Design Section 10
SR22 Safety Information

consider unlatching a door prior to assuming the emergency landing
body position in order to provide a ready escape path should the
airplane begin to sink.

Post Impact Fire

If there is no fire prior to touchdown and the pilot is able to shut down
the engine, fuel, and electrical systems, there is less chance of a post
impact fire. If the pilot suspects a fire could result from impact,
unlatching a door immediately prior to assuming the emergency
landing body position should be considered to assure rapid egress.
Ground Gusts

If it is known or suspected that ground gusts are present in the landing
zone, there is a possibility that the parachute could drag the airplane
after touchdown, especially if the terrain is flat and without obstacles.
In order to assure that the occupants can escape the airplane in the
timeliest manner after the airplane comes to rest, the pilot may elect to
unlatch the copilot's door for the CAPS landing. Occupants must be in
the Emergency Landing Body Position for touchdown. Occupants must
not loosen seat belts until the airplane comes to rest. When the
airplane comes to rest, the occupants should exit the airplane and
immediately move upwind to prevent a sudden gust from dragging the
airplane in their direction.
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