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O n July 29, 2002 M ike W elch and I w ent through the pre-

flight checklistand did a norm al engine run-up, according to the


aircraft checklist for N 7592Y. All system s checked out OK. Just


prior to take-off w e review ed theem ergency procedures for

engine failure on the take-off roll and engine failure in-flight

procedures. W e lined up on centerline, ran the engine up to take-

off pow er with the brakes on. All engine instrum ents indicated "in

the green". The brakes w ere released and the aircraft accelerated

norm ally to lift-off speed (50 knots). W e then rotated and the

aircraft lifted off norm ally and w e accelerated to 80 knots

indicated air speed at 500 feet AG L. M anifold pressure w as


reduced to 23inches and rpm  reduced to 2300rpm , w hich is a

norm al clim b power setting. W e exited the traffic pattern to the

south, clim bing to 3000 feet and leveled off, reducing the m anifold

pressure to approxim ately 21 inches and the rpm  to 2200rpm .

A bout 12 m iles tothesouth of 150, w e slow ed theaircraft

down to flap operating speed, extended 20degrees of flaps, and

reduced the m anifold pressure to 15 inches w ith the gear in the up

position and checked to see that the gear w arning horn w as w orking

properly. It w ent off as the m anifold pressure w as reduced to 15


inches. W e then cleaned up the airplane and proceeded to slow the

aircraft up to check the stall w arning horn. The horn w ent off at

approxim ately 55 knots indicated. W e then accelerated the

aircraft up to 100 knots indicated airspeed and I extended the

gear, saw  a green-light gear-dow n indication, looked over my right

shoulder toverify visually that theright m ain gear w as down and

locked. I then turned to M ike W elch and asked him  to verify the

left m ain gear w as down and locked. H is reply w as that it w as not.

A t first I thought he w as joking and told him  to look again and

verify that the gear w as down and locked. H e looked down and

back again and turned back again to m e and said "N o, the gear is


not down." A t this point I retracted the gear, verified that the

gear circuit breaker w as in and again m oved the gear lever to the
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dow n position and saw the gear-dow n indicator light turngreen


again. I looked over m y right shoulder, verified visually right gear


dow n and lockedand then  asked M ike to  verify the left gear dow n


and locked. H e again said that the gear was not dow n. I cycled the

gear one m ore tim e w ith the pow er on w ith the sam e results. A t

this point I told M ike that we would try to  m anually extend the

gear. W ith the gear level in the up position I pulled the gear


circuit breaker and then m oved the gear lever to  the dow n position


and told M ike to  extend the lever on the em ergency gear handle.


H e attem pted to  do this and was unable to get the handle to

extend. I attem pted to do the sam e w ith the sam e results. I then

told M ike to  get out the PO H and turn to  the em ergency gear


extension portionand we review ed and w ere unable to  identify w hy


the gear handle w ould not extend. A t this point I contacted


another flight instructor (B arbara G riff ith) who was flying

N5955E inthe  vicinity and asked her if she had any advice on how


to  get the lever to extend. The only thing she could suggest was


rotating the red knob on the end of the lever. W e attem pted to do


this several tim es each and w ere unsuccessful. M ikethen  said, "I


think it m ight have turned." I reached dow n and the handle


extended norm ally. Then I pum ped the gear dow n m anually, had a


green-light gear-dow n and locked. I then looked over m y right

shoulder and visually verified right gear dow n and locked. I asked


M ike to  verify left gear dow n and his reply was "N o, the le ft gear


is not dow n." W e continued to  review  em ergency gear extension


procedures w ith no success in getting the gear to  low er.


fly under and visually inspect the gear from  below  to  see if we


w ere getting any m ovem ent. She verified that the left gear was


still inside the w heel w ell. W hile she w as underneath, I retracted

and extended the gear several tim es and each tim e I did this, she


was able to  see the left gear m ove slightly in the w heel w ell.


A t this tim e I requested the other flight instructor in 55E to



A fter 20 to  30 m inutes o f attem pting to  low er the gear w ith

her w atching, I asked her w hat her fuel supply was and she said


they had a couple of hours already burned out o f the airplane. She


asked w hat kind o f assistance, if any, she could offer a t that point.


I told her there was nothing else that they could do at that tim e

other that returning to  150 and contacting the C hief Pilot by


phone. A nother C lover Park student a t 150 happened to  be

m onitoring our radio transm issions and told m e that they w ere


contacting the C hief P ilot. A t this tim e, due to  the m any other

aircraft operating in the im m ediate vicinity, I contacted S eattle

Approach C ontrol on 121.85 and inform ed them  I wa5 havinga  gear


problem and asked for any assistance they m ight be able to  offer.

I was given a transponder squaw k code and asked w hat I w ould like

to  do. 1 requested to  proceed northand operate  the aircraft a t

3000 feet just to  the east o f Lake Tapps and the Enum claw  area


and do som e high G  m aneuvers to  try and shake the gear loose, as


w ell a5 burn off fuel inanticipation  of having to  do a gear-up


landing. I also let them  know  that I w anted to  go to  Boeing Field

w hen I was ready to  do the gear-up landing. S eattle Approach told

m e they w ould notify Boeing tow er and have em ergency equipm ent


standing by. A t this tim e S eattle Approach asked if there was any


other assistance they could offer. M y response was fo r them  to

contact a m echanic who was fam iliar w ith the Cessna 182 gear


system  and m ight have som e advice to  offer.

W hile w aiting to  hear from  the m echanic, we attem pted

approxim ately 30 gear extensions w ith pow er and a dozen m anual


extensions, all w hile pulling positive Gs, w ith negative results. The


last attem pt a t low ering the gear m anually, I pum ped the gear lever


untilthe  pressure in the gear system  was to  the point I feared I


m ight break the gear handle off. A t approxim ately 2 hours into

the flight the advice from  the m echanics on the ground was to  not


cycle the gear any m ore. S hortly after this, just as I wa5 getting

ready to  request a vector to  Boeing Field from  Approach, S eattle
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A pproach called m e and said the Chief Pilot at Clover Park w anted

me to return and land theaircraft in thegrass at Thun Field (150).


I agreed to do this, and proceeded directly to 150, orbited

overhead at 3000 feet and let A TC  know that I w anted to sw itch

over to theadvisory frequency. ATC approved this. I then

announced to Pierce County Traffic that w e w ere orbitingover the

field at 3000 feet and would be m aking a gear-up landing on the

grass. There w as another aircraft in the traffic pattern, I


requested inform ation on wind conditions on thefield and runw ay-

in-use. H is reply w as that thew inds w ere favoring runway 34. A t

this point our Chief Pilot(Bil1 Coyner) cam e on the radio and

verified that thew inds w ere favoring runw ay 34. He suggested

landing theaircraft in thegrasson the east sideof runw ay 34. I


told him  that I would be landing on the w est side of runw ay 34


because I believed it w as m ore level, even surface and offered the

least am ount of obstructions. I w as concerned if I lost directional

control o f the aircraft on touchdow n that the trees on the east


side of the field w ere too close and posed a hazard.

to let him  know and he would have the em ergency equipm ent

standing by on the field. A t this tim e I told him  to go ahead and

getthem  out there and w hen they are ready, let me know and I


would land the aircraft. I review ed gear-up landing procedures

several tim es w ith M ike and assigned him  to shut off the fuel


selector valve as soon as he saw  m e pull the fuel m ixture control

upon touchdow n and then for him  to turn off theignition. W e also

review ed exiting the aircraft and m aking sure that w hen w e turned

dow nw ind, w e opened thedoors and shut dow n any unnecessary

electrical. W e could see the fire trucks m ove into position, one at

the north end of therunw ay and one at the south end of the

runw ay. W e received a radio call from  Bill that they w ere ready. I


responded that w e w ere prepared to put theaircraft down. I then

called Pierce County Traffic and notified them  that I was


Bill agreed and said that when I w as ready to land the aircraft



descending from  3000 feet to m aneuver for a 45 degreeentry for

left traffic runw ay 34 Pierce County gear-up landing in the grass.

I notified Pierce County Traffic that I was turning downwind for

landing and w as turning off my avionics m aster sw itch at this tim e.

W e then opened the doors, M ike turned off the beacon light and

the avionics m aster. I did a norm al descent, 10 degreesof flaps,


abeam  the num bers, throttleback to 14 inches of m anifold


pressure, prop control full forw ard, m om entarily applied

carburetor heat, pitched for 85 knots, turned base, pitched for 75


knots, extended flaps to 20 degrees,turned  final, pitched for 65

knots and extended full flaps to 40 degrees. I told M ike to go


ahead and turn off the m aster sw itch at this tim e, held 65 knots,

picked my aim ing point, flared the aircraft, entered ground effect,

and slow ly reduced the pow er w hile holding theaircraft in a

slightly tail-dow n attitude until w e m ade contact w ith theground.

A t this point I pulled the m ixture to idle cut-off. M ike shut off

the fuel supply, turned theignition to theoff position and the

aircraft slid to a stop. W eexited  the aircraft w ithout injury to

either of us, and apparently m inim al dam age to the aircraft, The


touchdow n tim e w as approxim ately 7:05pm . Total duration of the

flight: 2.7 hours.

Upon initial inspection of theaircraft on July 30, 2002 the

left m ain gear was found to be hanging up in thew heel well because

the alum inum  brake line w as catching on the lip of thew heel well

and would not allow thegear toextend.




