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1. GENERAL.

Primary flight controls in roll is conventional mechani-
cal systems. Pitch and yaw control is a "fly-by-wire”
system with hydraulic servos.

A one—piece flap is mounted on each wing. Each flap
is driven by an hydraulic actuator.

Roll trim is performed by tabs on ailerons. Pitch trim is
performed by changing elevator neutral position. Yaw
trim is accomplished by a pedal force cam unit which
biases the neutral setting of the pedals commanding a
rudder deflection.

2. MAIN COMPONENTS AND SUBSYSTEMS.
2. 1. Elevators.

The elevators are servo operated.

Aileron

Tab
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FIG.1. Flight control surfaces.
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Left and Right control columns are mechanically inter-
connected via a disconnect unit. Apart from the inter-
connect, Left and Right sides are independent.

To create forces in the elevator system a break—out
and stick force unit is installed. The break—out func-
tion gives a slight resist force when moving the control
column out of trimmed position. Trimmed position is
always the same control column position (neutral
position).

A control column command is sensed by the dual Lin-
ear Voltage Differential Transformers (LVDT’s) which
in turn send analog signals to the Powered Elevator
Control Units (PECU’s) which via control logic and the
two mode valves control the dual elevator servos. For
redundancy each PECU consists of two Servo Actua-
tor Channels (SAC’s).
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The PECU maodifies the analog signals from the con-
trol column with digital stability augmentation input for
the following functions:

— Stick—to-Elevator Gearing vs KIAS (higher stick-
force with higher speed and lower force with lower
speed).

— Electronic speed stability "DOWNSPRING” (eleva-
tor down command for a speed decrease and eleva-
tor up command for a speed increase to restore
trimmed condition).

— Electronic "BOBWEIGHT” (increased stickforce
with increased g-load).

— Trimrate vs KIAS (slower trim rate at higher speed
and higher trim rate at lower speed).

— Flap movement trim bias (there is no stick force or
change in stick position for flap extension/retrac-
tion).

At power—up the elevator system goes through a Pre-
flight Built In Test (PBIT) to verify proper function. Part
of the test is an end—to—end deflection of the elevators
to confirm correct travel. Left and Right PBIT is totally
independent and elevator deflection may not be syn-
chrone during test. The control columns do not move
during PBIT. The PBIT takes 35 sec and once phased
there is a Continuous Built In Test (CBIT) function
monitoring the system. The first part of the PBIT is a
test of the internal logic which typically results in the
Elevator test being completed when the end—to—end
travel part of the elevator PBIT starts. If only one en-
gine is shut down during a short turnaround, the eleva-
tor system stays active, however, after restarting the
engine a new PBIT is performed (both GEN on line).

L and/or R ELEVATOR TEST ON status message will
illuminate during PBIT as a verification of the ongoing
test.

PBIT requires the following:

— Weight on wheel
— L and R GEN on line
— Indicated speed (KIAS) below 40 kt

° If indicated speed exceeds 40 kt the system goes
direct into CBIT

FLIGHT CONTROLS

° If for any reason the engines are started and the
GENSs on line with GPU connected, the PBIT for
Left system will not start until the GPU is discon-
nected. If not disconnected within 1 minutes,

L ELEVATOR TEST Master Caution will come on.

° |f for any reason the PBIT is not started at power
up, L or R ELEVATOR TEST Master Caution
comes on. A manual restart of the PBIT can be
performed with the test switch. If the PBIT starts,
the Master Caution goes out.

°If for any reason L and/or R engine driven GEN has
dropped off line or been turned off and thereafter
been reset on line, a new ELEVATOR PBIT is acti-
vated on affected side, if aircraft is on ground. In
flight this test is inhibited. After landing when [AS
decreases below 40 kt, L and/or R ELEVATOR
TEST master caution will be generated as a result
of an inhibited test. A PBIT will not take place. This
master caution is latched but can be removed by
doing a new PBIT.

if CBIT is not active within 2 minutes after Prop RPM
on both engines exceeds 750 and weight is on wheel,
L and R ELEVATOR TEST Master Caution come on.

Should one side’s control column become jammed
the other side’s Column can control the aircraft by ap-
plying excessive force to the control column and then
disconnecting the two by pulling the PITCH discon-
nect handle in the cockpit; this separates the two col-
umns permanently. If the handle is not pulled, the dis-
connect function is automatically reset when the ex-
cessive control force is no longer applied. If the handle
has been pulled, disconnection is permanent and the
system can only be reset on the ground.

When the control columns are disconnected the left
pilot has control of the left elevator and the right pilot of
the right elevator. The pilot whose elevator channel is
free maintains sufficient control of the aircraft. The
MAIN PITCH trim still works on both elevator sur-
faces.

If elevator split exceeds a triggering limit (speed de-
pendant) ELEVATOR SPLIT MASTER WARNING
will be generated.

If the left control column is jammed, no stick pusher
movement is available; see chapter 17/5.
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Should the extreme improbability of a fotal failure of
the PECS system occur, there is an Emergency Pitch
Trim System (EPTS) that enables control of the air-
craft. The EPTS is designed for a continued safe flight
to give time to reset the basic system. The elevator
has a natural free floating tendency resulting in a nose
down command should the PECS system fail. The au-
tomatic function of the EPTS locks the elevator in
present position. After activating the system by set-
ting the ELEVATOR EMER TRIM switch to ACTIVE
position the elevator can be moved by trimming via
the normal pitch trim switch on the control wheel.

The EPTS only work on an elevator control surface af-
ter both SACs in one PECU sense a failure. EPTS
shall only be used in case of a total PECS failure (L+R
ELEVATOR INOP).

The autopilot elevator servo drive is mechanically
connected to the right control column, see chapter 3.

The elevator control system has the following modes
of operation:

— Normal:

» Both PECUs with the four SACs and all four ser-
vos are active.

— Degraded:

* Reduction in redundancy down to the level of one
SAC controlling one servo in active mode, remain-
ing servos in damped mode. The side with no ser-
vo active is controlled by the EPTS.

— EPTS mode (L+R ELEVATOR INOP):

* All SACs and servos inoperative. Aircraft con-
trolled by the EPTS. The mode is a temporary
mode to control aircraft until normal system func-
tion is restored.

— Fully damped mode:

» Gustlock mode. Unpowered aircraft. Damping
function to avoid gust damage.

Elevator and control column position is indicated on
EICAS synoptic page.

FLIGHT CONTROLS

2. 2. Rudder.
The rudder is servo operated.

Each pair of rudder pedals is mechanically intercon-
nected and Left and Right pilot pedals in turn intercon-
nected via a disconnect unit.

To create forces in the rudder system a pedal force
cam unit and a damper is installed.

A rudder pedal command is sensed by the Linear Volt-
age Differential Transformers (LVDT) which in turn
send analog signals to the Rudder Control Units
(RCU) which via control logic and the two mode valves
control the rudder servos. Rudder deflection is limited
as a function of speed by a logic in the RCUs.
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At power—up of the system the Rudder system goes
trough a Preflight Built In Test (PBIT) to verify proper
function. Part of the test is an end—to—end deflection
of the rudder to confirm correct travel. The rudder
pedals do not move during PBIT. The PBIT takes 20
sec and once phased there is a Continuously Built In
Test (CBIT) function monitoring the system. The first
part of the PBIT is a test of the internal logic followed
by the rudder travel test. RUDDER TEST ON status
message will illuminate during PBIT as a verification
of the ongoing test.

[ NOTE — —  —  —  — — T /]
With modified Rudder Control Units (RCU P/N
7U7750-3) the PBIT will take approximately 25
to 60 seconds. If the PBIT takes more than 40 s
{which is the test time window in EICAS) RUD-
DER TEST FAULT caution will come on. The
caution will be extinguished when the PBIT is
successfully passed. If the caution remains on
after 60 s a rudder test fault has occurred.

PBIT requires the following to be initiated:

— Weight on wheel

— L and R GEN on line
— Indicated speed (KIAS) below 40 kt.

o If indicated speed exceeds 40 kt the system goes
direct into CBIT.

o If for any reason the PBIT is not started at power—
up, RUDDER TEST FAULT Master Caution
comes on. A manual restart of the PBIT can be
performed with the test switch. If the PBIT starts,
the Master Caution goes away. If CBIT is not ac-
tive within 2 minutes after Prop RPM on both en-
gines exceeds 750 and weight is on wheel RUD-
DER TEST FAULT Master Caution is activated.

Should one side’s pedals become jammed the other
side’s pedals can contro! the rudder after pulling the
yaw disconnect handle. When the handle has been
pulled, disconnection is permanent and the system
can only be reset on the ground. After disconnection
half rudder authority is available.

— If left pedals are jammed there are still artificial
forces but undamped in the right pedals after dis-
connection.

~ If right pedals are jammed there are no artificial
forces, only the damper in the left pedals after dis-
connection.

FLIGHT CONTROLS

The yaw damper and the autopilot are part of the logic
in the RCUs.

The rudder control system has three modes of opera-
tion:
— Normal:

o Both RCUs and both servos active.

— Degraded:

o One RCU controlling both servos in active mode.

o Two RCUs controlling one servo in active mode
and one in damped mode.

o One RCU controlling one servo in active mode
and one in damped mode.

— Fully damped (same as gust lock):
o No RCU active and both servos in damped mode.

Rudder and pedal position is indicated on EICAS syn-
optic page.

2. 3. Ailerons.

The left and right aileron control channels are me-
chanically interconnected.

Applicable to a/c without mod 5791 (Aileron
Variable Gearing Vortex Generators).

To reduce roli control forces at large flap settings there
is a flap—controlled aileron variable gearing. The gear-
ing starts changing from a flap angle of 27 degrees to
give equal wheel forces at Flaps 35 and Flaps 20.

Applicable to a/c with mod 5791 (Aileron Variable
Gearing Vortex Generators).

To increase aileron effectiveness at low speeds, vor-
tex generators (VGs) are instatled on the upper and
lower surfaces of the aileron leading edge. To reduce
roll forces for flaps 20 and 35 a variable gearing is
installed. The variable gearing starts at 17 degrees
flaps.

Applicable to all aircraft.

A centering spring unit is installed in each control sys-
tem.

The autopilot aileron servo drive is mechanically
linked to the right aileron channel.

Should one of the control channels become jammed,
the other channel can be controlled by applying ex-
cessive force to the control wheel, or disconnected by
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pulling the roll disconnect handle in the cockpit which
separates the two channels from each other. If the
handle is not pulled, the disconnect function is auto-
matically reset when the excessive control force is no
longer applied. If the handle has been pulled, discon-
nection is permanent and the system can only be re-
set on the ground.

When the control channels are disconnected the left
pilot has control of the left aileron and right pilot of the
right aileron; the pilot whose aileron channel is free
maintains sufficient control of the aircraft.

A torsion spring is mounted on each aileron in order to
limit up—float of the aileron if an open failure should oc-
cur.

Aileron position is indicated on EICAS synoptic page.
2. 4. Flaps.

There is a single, slotted flap on each wing. The flaps
are mechanically interconnected and are operated by
hydraulic power and controlled with a handle on the
center pedestal.

To prevent flap damage due to excessive air loads, a
blow-back protection is incorporated in the hydraulic
system.

A flap interconnect unit prevents excessive flaps split.

Flap position is indicated on both primary and second-
ary EICAS.

Automatic Flap Retraction system (AFR) Mod No
5786.

The purpose with the AFR system is to reduce the
landing distance at single engine landings. With the
AFR system the flaps will automatically retract to flaps
15 with double retraction rate compared with normal
flap retraction, provided that the following conditions
are met:

— Flap handle at 20 or 35 position.
— Actual flaps position at 20 or 35.
— Landing gear down and locked.

— Wheel speed both inboard and outboard more than
25 kts.

After AFR activation a blue "A” will be indicated before
the flap position indication figure on PED page. The

FLIGHT CONTROLS

flap handle will remain in its pre—set position (20 or
35).

The system is reset by moving the flap handle to flaps
15 position, thereafter the handle can be moved to a
higher or lower value and the flaps will follow. The sys-
tem is also reset at electrical power down.

2. 5. Gust lock.

The gust lock is controlled with a handle on the center
pedestal in the cockpit. The system locks the ailerons,
control wheel and control column mechanically.

The rudder and elevators are prevented from gust
damage by the hydraulic system being in damped
mode when not active.

With the gust lock engaged, power lever movement is
limited to prevent the aircraft from taking off with the
controls locked.

Should any disconnection occur in the gust lock con-
trol link system, the system fails in the disengaged
position.

2. 6. Trim systems.

Main roll trim is accomplished by operating the ROLL
trim switches to actuate the left aileron trim tab.

Standby roll trim is accomplished by operating the
STBY ROLL trim switches to actuate the right aileron
trim tab.

Yaw trim is accomplished by operating the YAW trim
switches to command the yaw trim actuator which in
turn controls the Pedal Force Cam Unit. The Pedal
Force Cam Unit biases the neutral setting of the
pedals. The pedal movement is sensed by the LVDTs
which will trim the rudder trough the RCUs.

All these switches are located in the trim panel on the
center pedestal in the cockpit.

MAIN PITCH trim is accomplished by operating the
trim switches on either control wheel. With MAIN
PITCH trim both elevator surfaces are used for trim-
ming. Because of the flap movement trim bias it is a
must to set takeoff trim at correct takeoff flap setting.
Changing flap setting after setting trim results in

wrong trim setting.
7/1

PAGE 5
Apr  28/06



SAAB 2000

Aircraft Operations Manual FLIGHT CONTROLS

Iin case of malfunction in the main pitch trim system,
standby pitch trim is accomplished by operating the
STBY PITCH trim switches on the center pedestal.
With the STBY PITCH trim, only right elevator is used
for trimming. If Left and Right elevator control surface
split exceeds approximately 3 degrees, ELEVATOR
SPLIT Master Caution is generated. The STBY
PITCH trim shall only be used in case of failure in the
normal trim system.

All trim switches are dual switches to prevent runaway
trim, and must be operated together.

A common trim position indicator is located on both
, primary and secondary .

2.7. Yaw Damper and rudder autotrim (for detailed
information see chapter 3 Autoflight).

The aircraft is equipped with a full envelope Yaw
Damper and yaw autotrim controlled by the YD lever
on the Autopilot control panel. The autotrim is an
augmentation system to increase comfort and reduce
pilot workload.

The autotrim function is deactivated on ground
(weight on wheel), and if rudder pedal deflection ex-
ceeds 5 degrees from trimmed position, to allow de-
crabbing during crosswind landings. Once deacti-
vated, the deflection must be brought back to within 3
degrees of trimmed position to be reactivated. The
trimrate from the autotrim system is 75% of the trim-
rate from manual trimming, and is thus not fully capa-
ble of compensating for asymmetric thrust at low air-
speed. Neither is it intended nor certified to handle
yaw control following an engine failure at low speed.

Max autotrim authority is 80% of rudder pedal author-

ity at speed below 128 KIAS. At speed above 128

KIAS the rudder limiter starts to restrict rudder author-

ity so at higher speed autotrim and pedal authority will
. gradually be the same.

The Yaw Damper is a series Yaw Damper which
means it works around commanded rudder position
and is not fed back to the rudder pedals. At large rud-
der commands (rudder pedal deflection more than 15
degrees from trimmed position) the YD disconnects.
Once disconnected, the deflection must be brought
back to within 12 degrees of trimmed position to be re-
connected.
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3. CONTROLS AND INDICATORS.

Pitch trim switches (main).
Left pilot switch overrides right pilot switch.

PITCH disconnect handle

Y| | = / Pulling the handle disconnects
Crom] permanently left and right contro
ROl columns.
3
H
ROLL disconnect handle ’_ _‘

Pulling the handle disconnects
permanently left and right ailerons
and aileron control channels. Flap handle

Used to select flap settings.
For extension there are detents
at 7, 15, 20 and 35 degrees

© flaps. For retraction there are
YAW disconnect handie

Pulling the handie disconnects ﬁ:;esnts at20and7 degrees
permanently left and right sides’ | _—1"T )

rudder pedals; only half rudder

authority available thereatfter.
L — Trim switches
- Normal ROLL trim is accom—
- plished by the left ROLL trim
Gust lock handle _— % switches, thereby controlling

Pressing the button and moving left aileron tab.
the handie fully aft locks ailerons,
control wheel and control column
mechanically.

— Standby ROLL trim is accom—
plished by the right ROLL
trim switches thereby control-
ling right aileron tab.

@ Baqe
8 B_E:I
i~}

— Yaw trim.

= |

— Standby PITCH trim, when
activated disconnects the trim
synchronization and control—
ling right elevator.

B7252

FiG.2. Flight controls. 7/ 1
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L/R ELEVATOR test switch

— Used to restart elevator PBIT.

RUDDER test switch

— Used to restart rudder PBIT.

B A
J————TESTS k J—-——- TESz——————L
L ELEVATOR FADEC CAL HYD 1&2 RUDDER 1 AHRS 2
© ORI ATA @
(®) ! o O
UNFEATHER FUELLL BLD LEAK L EFIS R
L R =
rERNEET | rom o (®) @ (®)) @ A
‘ \ @ T/O INHIB AUDIO
ACTIVE OFF ALERT WSHLD HEAT FLAPS CAB PR
@ N " 5
3l ore O @1 & & f@
D NORM VS
1
ELEVATOR EMER TRIM switch
— Used to activate EPTS.
B7232
FIG.3. Flight control switches. 7/1
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Pitch disconnect handle

/

\

FLIGHT CONTROLS
PECS

stick pusher

Pitch disconnect unit

STABILITY AUGMENTATION

— Stick to Elevator Gearing v.s KIAS
— Electronic "DOWNSPRING”

— Electronic "ZBOBWEIGHT”

— Trimrate v.s KIAS

— Flap movement trim bias

From HYD SYSno 3

|

Control Logic

Servo

Actuator 1 : 1

Break—out and
stick Force Unit

LVDT=Linear Voltage Differential Transformer
SAC=Servo Actuator Channel
PECU=Powered Elevator Control Unit
FCC=Flight Control Computer

Bg722

FIG. 4. Elevator system (L side).

‘ PECS GENERATED EICAS MESSAGES

Master Warning (Red)

— L/R ELEVATOR INOP
~ ELEVATOR SPLIT

- ELEVATOR GEARING

Master Caution (Amber)
—L/R ELEVATOR DEGRAD
— L/R ELEVATOR GEARING
— /R ELEVATOR TEST
—L/R ELEVATOR G AUG

- L/R ELEVATOR IAS AUG
—~L/R ELEVATOR FLAP TRM
~L/R ELEVATOR TRIM + AUG
-~ ELEVATOR TRIM SPLIT

~ ELEVATOR IDENT FAIL

- L/R ELEVATOR MAINT
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Status Messages (white)
— ELEVATOR MAINT
— ELEVATOR TEST ON

/

Control Logic
f
From Hyd SYS no 1

Pitch
Trim
Actuator

Emergency Pitch
Trim valves shown
in BY PASS MODE
{Normal mode)

PBIT
CBIT “ “
O]
From HYD SYS no 1 ™
Fail Two mode valves shown
f m in NORMAL MODE
Control Logic /
tl Servo
'*Esg Actuator 1 : 2
A ¢
) / \V J
. S .,.
PECU1 \\\“
r' Trim 3 vy .
[ 7z Air Data Computer2 SAC1:1 — ~Ta |
| Vbt | 2 Air Data Computer 1 x <
Z Right Flap Position > 4
| -
} LvbT I Z Left Flap Position SAC1:2 ~Xa Emergency

—

VO-Hr<mrm
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Autopilot
servo

FLIGHT CONTROLS

L ROLL R

8

[Ru-al

PECS

TEST 3

le) LELEVATORA

ELEVATOR
e 1

[ o8sirq

o

Stick Force Unit

Gust lock

LVDT=Linear Voltage Differential Transformer
SAC=Servo Actuator Channel
PECU=Powered Elevator Control Unit
FCC=Flight Control Computer

B6732

FIG. 5. Elevator system (R side).
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From Hyd SYS no 2 [ |

I

Emergency Pitch
Trim valves shown
in ACTIVE MODE

Control Logic

(Emergency) mode)

TDO—>r<mrMrm I

L R m ACTIVE @
] orF Emergency
Al85 o) - | ]
; S q F Trim
up - Actuator
j)
~Ia -3~ )
~a o\ - Fai
o Vil
r{
NN N b PECU2
Air Data Computer 2
(VDT Air Data Computer 1 SAC2:2 A Ve
Right Flap Position _ ~a :é{;_;—
iti ——— ~I l > Servo
LvDT #(:,:1 Flap Position SAG2: 1 - o Aotuator 2 - 2
? Control Logic \
(/ (/ é Two mode valves shown
S\ | I in DAMPED MODE
AN ° (same as GUST LOGK)
_H Damper /l/}
f From HYD SYS no 2 /
/ Fail =
.
FCC 1 ///[
PBIT
CBIT
FGC 2 STABILITY AUGMENTATION
— Stick to Elevator Gearing v s KIAS
— Electronic "DOWNSPRING” Servo _
— Electronic "BOBWEIGHT” Actuator2 : 1
) — Trimrate v s KIAS .
Trim -~ Fiap movement trim bias. Control Logic
Relay
OFF Unit 1 I
o N
ACTIVE

From HYD SYS no 1
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PECS
L howL ® L Rt @ i
1N Rudder Pedal +YD input From HYD. SYS no 2
R
- v
L s ¥ on /—\\
1 W~ £ \
O i % T~ FCC2 L ] \ - .
- T ] Control Logic
3 \l Controlled
Auto trim ~NA
— DEGRADED Solenoid valve
/] lala MODE
-5~ YD — -
I pa /
~h 4 t t r' Channel A 3 Iq
i A Iq \
Z Trinf N Channel B | g /]
Actuator | DAMPED Two mode valve shown
YTV Y] MODE in DAMPED MODE
YTYTY T\ (Same as GUST LOCK.)
Rudder pedals o D
\‘ A Er:%g /
Pedal force RUDDER LIMITER
cam unit . Rudder
4 Rudder deflection FIN servos
P BIT
LVDT
o "*_}—E N KIAS carr
— Two mode valve shown
in NORMAL MODE
DAMPED “
A MODE
/ NORMAL DEGRADED
RCU 1 MODE MODE 5 Solenoid valve
Rudder pedals o] ~ A \ - :
) . Channel A }—— <3 M ém
Yaw disconnect unit T 1 S o= |
ChannelB |— < ga Controlled
N by RCU TN :
INIY———»f | YD — A 1A 7 Control Logic
| Damper——] N t J /\ ¢}
Auto trim | Not used N
-
— LVDT l—-E kI /
= T .
A \I N Rudder Pedal £YD input From HYD. SYS. no 1
w5~ FCC1

LVDT= Linear Voltage Differential Transformer
PBIT = Preflight Built In Test

CBIT = Continuous Built In Test

RCU = Rudder Control Unit

YD =Yaw Damper

FCC = Flight Control Computer

B7254

FIG. 6. Rudder system.

RCU GENERATED EICAS MESSAGES.

Master Warning (Red) Master Caution (Amber) Status Messages (white)
— RUDDER INOP - YAW AUTO TRIM INOP — PEDAL SENSOR FAULT
— RUDDER LIMIT INOP — RUDDER TEST FAULT — RUDDER MAINT

— PEDAL MISCOMPARE — RUDDER TEST ON

— PEDAL DEFLECTION

—RUDDER CTL 1 FAULT
~ RUDDER CTL 2 FAULT
—RUDDER 1 FAULT
—RUDDER 2 FAULT

7/1
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/

Roll L -3~

Aileron

disconnect

Aileron
torsion

handle
/ b[ L o R LROL R H
‘[E] e[ LD ~ spring
v oo
L L] V' /
SO
w
2/ - >
Ny N\
L 7] Trim actuators
Roll disconnect unit M
Aileron
centering
spring Flap
H
<>
Gust lock
)]
l ' * AILERON GEARED / TRIM TAB FUNCTIONAL PRINCIPLE
..' From CW
= O
oY /
1
S~ ] \
; é Dual push rods
‘\i)verpower Dual trim actuators
_'ﬂ
° _C
prg NN Aileron
Autopilot Servo r Aileron
QD NN centering
GE spring
\UJ -
—

B7255
96933

FIG. 7. Aileron system. 7/1
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PECS
PED
O~ W
LT 9w (
[aY] m
o
- e
S & 8 15
L J
\ ]/ il Il Check valve Ofiset b
eck valve Offset by
N\ \ / / pressure from flaps !
- \FLAP SYST. FAL/JLT - MC retraction line
2 FLAPS
— FLAPSPLT® MC CONTROL : E / . _
— FLAP OVERSPEED* MC BOX |
yd ~ l
/] VAN I
74 1
Relief/check valve
< Facilitates controlled
~— Extend extension rate
=~
=
Control valve ey
\
N
N
From HYD SYS2 —» I ] I Ie §
Return < ;
4C>
' Eeiy
- [ <] ol
=
< Retract Restrictor facilitates controlled
4T Check valve/ retraction rate
= Blow back relief valve

B10232

FLIGHT CONTROLS

Position Transducer

FLAP

FIG. 8. Flaps system.

Without AFR system.
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Flaps interconnect

O

(

Position Transducer

_— Hydraulic actuator

FLAP

(T~

—— FLAPS SYSTEM GENERATED EICAS MESSAGES —_—

Master Caution (Amber)

Status Messages (White)

~ FLAP SYST FAULT — FLAP SYST/TEST OK
~ FLAP SPLIT
~ FLAP OVERSPEED NOTE —— — — — — —

With Mod. No. 6225 installed, the
“FLAP SYS/TEST OK” message is
replaced by a flap test lamp (green) on
the overhead panel.



SAAB 2000

Aircraft Operations Manual

\\\l////

T~ FLAPSYST. FAULT

= Fuap SPLIT 4—————
’ ~

—— FLAP OVERSPEED ** 7
AUTO FLAP FAULT *——>
//’

2810

B10231

FIG. 8. Flaps system.
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PEGCS
PED
o~ 3
—— & 8 — Indication after
i_—-_g:l % A15 ™ AFR activation (°A” in blue)
ic r FLAPS = — Indication without
T & 9 e~ AFR activated
N )
~Xa ~Xa
Check valve. Offset by
pressure from flaps
MC retraction line ]
MC FLAPS H ————— | Position Transducer ELAP
MG CONTROL y T
BOX
MC
l I I ~c» /\
I l Relief/check valve Ft int +
<[ Facilitates controlled aps Interconnec
<<’ Extend extension rate
=1
Control vaive — >
Restrictor facilitates controlled
-— retraction rate in normal mode
N (combined with AFR restrictor)
S \
From HYD SYS2 —»- I ] I | Y —? S
Return - L ;
Check valve/
% Blow back o
relief valve
// Y
I ]
— E <] Position Transducer
= 1 e FLAP
—r Restrictor facilitates controlled Hydraulic actuator
<§’ Retract retraction rate in AFR mode =
— AFR
T active \
Low/High retraction rate signal —~— ¥
—— FLAPS SYSTEM GENERATED EICAS MESSAGES ———
Master Caution (Amber) Status Messages (White)
—FLAP SYST FAULT ~FLAP SYST/TEST OK
—FLAP SPLIT — AFR MAINT
— FLAP OVERSPEED —
— AUTO FLAP FAULT NOTE - T
With Mod. No. 6225 installed, the
“FLAP SYS/TEST OK” message is
replaced by a flap test lamp (green) on
the overhead panel.
7/1 0

With AFR system.
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4. ELECTRICAL POWER SUPPLY.

Flapcontrol..................... L BAT BUS
Yawtrim ... R BAT BUS
Pitch and Roll Trim (main) ........ L BAT BUS
Picht and Roll Trim (stby) ......... R BAT BUS
Pitch/Roll Disconnect ............ L BAT BUS
o s R HOT BAT BUS
RCUNoOT ..., L MAIN /BAT BUS
RCUNO2 ..., R BAT BUS
SACT: .. e L BAT BUS
SAC1:2. ... EMER BUS
SAC1:2backup.....covvveenn... L BAT BUS
SAC2:1 ... e EMER BUS
SAC2:2 .. . R BAT BUS

G-8
N-6
G-5
N-5
G-6
N-10
G-7
N-7
G-10
N-9
G-11
G-9
N-8

FLIGHT CONTROLS

FLAP CTL

TRIMS YAW

TRIM PITCH ROLL

TRIM STBY PITCH ROLL
PITCH ROLL DISC
ELEVATOR EMER TRIM
RUDDER CTL 1
RUDDER CTL 2
ELEVATOR L CTL 1
ELEVATOR LCTL 2
ELEVATOR L CTL 2 BACK UP
ELEVATOR R CTL 1
ELEVATOR R CTL 2

71
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