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C3101 
Briefing Guide 

(Worksheet) 

Planned Route: 

Takeoff: KNSE, Rwy 32 
Altitude: MOA Limits 
Route: North MOA 
Training Device: OFT 

SYLLABUS NOTES:  
Introduce and practice basic handling characteristics, basic maneuvers, and local procedures. 

No strap-in required for student. Need to have gloves, kneeboard, NATOPS PCL for this event. 

Student will use Abbreviated Simulator checklist to expedite becoming airborne. Once airborne all 
applicable checklist will be conducted from the quad-fold version. 

Special Syllabus Requirement 
Instructor demonstrates how the PCL can be inadvertently moved to the cutoff position. 

Discuss (If time becomes a factor, finish discussion items during event or debrief) 

a. Local Procedures
 Simulator Abbreviated Checklist

b. Ground Operations (FWOP Chapter 3)
 Taxing
 Nose Wheel Steering         NATOPS  /  FTI 

c. Radio Procedures
 Basic calls from the FWOP and Checklist Study Guide

d. Takeoff
 FTI Procedures

e. Departure
 Runway 05/14
 Runway 23/32

f. FTI Procedures for the following:
 Turn Pattern
 Level Speed Change
 Power-ON Stalls
 Landing Pattern (Approach Turn) Stall
 Power-Off Stall(ELP Stall)
 Spin

JPPT 1542.166A  C3101 

} 

South MOA
Alert 292-Area 1

Ejection Seat Sequence Mitigation Procedures
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T-6B CONTACT C3100 BLOCK 
 

 

STUDENT GRADE SHEET          DATE __________________     INSTRUCTOR  __________________________ 

 

MEDIA:  OFT   VT- ________    BRIEF TIME: ________    NAME: _________________________________     EVENT:_______________ 

# MANEUVER MIF C3101 C3102  

1 GEN KNOWLEDGE / PROCEDURES 3+ X X  

2 EMERGENCY PROCEDURES 3+ X X  

3 HEADWORK / SITUATIONAL AWARENESS 2+ X X  

4 BASIC AIRWORK 2+ X X  

5 IN-FLIGHT CHECKS / FUEL MANAGEMENT 2+ X X  

6 IN-FLIGHT PLANNING /  

AREA ORIENTATION 

2+ X X  

7 TASK MANAGEMENT 2+ X X  

8 COMMUNICATION 2+ X X  

9 MISSION PLANNING/BRIEFING/DEBRIEFING 2    

10 GROUND OPERATIONS 2+ X   

11 TAKEOFF 2+ X   

12 DEPARTURE 2+ X   

14 TURN PATTERN 2+ X   

15 LEVEL SPEED CHANGE 2+ X   

16 SLOW FLIGHT 2    

17 POWER-ON STALLS 2+ X   

18 LANDING PATTERN (APPROACH TURN) 

STALL 

2+ X   

19 POWER-OFF (ELP) STALL 2+ X   

20 SPIN 2+ X   

21 CONTACT UNUSUAL ATTITUDES 2    

30 SLIP 2    

31 POWER LOSS 2    

32 PRECAUTIONARY EMERGENCY LANDING 2    

33 PEL/P 2    

34 ELP LANDING 2    

35 ARRIVAL / COURSE RULES 2    

36 LANDING PATTERN 2+  X  

37 NO-FLAP LANDING 2+  X  

37 TAKEOFF FLAP LANDING 2+  X  

37 LDG FLAP LANDING 2+  X  

37 FULL STOP LANDING 2+ X X  

39 WAVEOFF 2+  X  

 SSR 1 X   

 

SSR: C3101 Instructor demonstrates how the PCL can be inadvertently moved to the cutoff position. 

 

Discuss items: 

C3101:  Local procedures. ground operations, radio procedures, takeoff, departure, level speed change, turn pattern, power-on stalls, landing 

pattern (approach turn) stall, Power-Off (ELP) stall, and spin. 

 

C3102: Local procedures, ground operations, course rules, radio procedures, inadvertent trim actuation, landing pattern, waveoff, no-flap 

landing, takeoff flap landing,  LDG flap landings, Full Stop Landing 

 

 

 

 

 

 

 

 

DEPART ______________    ARRIVE ______________    SIDE # ______________                  SIM TIME ___________ 

 

JPPT 1542.166A   Aug 2014 
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The following checklist is to be used ONLY in the T-6B Simulators when the 

entire checklist completion is not required due to time constraints. 

T-6B SIMULATOR EVENTS 
ABBREVIATED GROUND PROCEDURES CHECKLIST 

(SIMULATORS ONLY) 
Initial cockpit set up: Adjust seat height and rudder pedals; Batt, 

Gen, Aux Batt on; Avionics master on; Bleed air inflow norm; O2 
normal; TAD on; TCAS on 

BEFORE TAXI 
17. UFCP AND MFD’S

b. UHF………………………………………………… Copy ATIS and Clearance
c. VHF COM………………………………………………………. Set as Required
d. VOR…………………………..……………………………….... Set as Required
e. Transponder………………..……………………………..….. SET, STANDBY
f. FMS………………………………………………..…………….. Set as Required
g. Alt, G, Speed, Fuel flags…. ……………..…………….. Set as Required

19. ALTIMETERS…………………____SET AND CHECKED TWICE (BOTH)

Call for TAXI 

BEFORE TAKEOFF 
3. FLAPS……………………………………….………………………………. TAKEOFF
4. TRIM………………………………………………..…………….SET for TAKEOFF
11. SEAT SAFETY PIN…………...……. REMOVED AND STOWED (BOTH)
12. ISS MODE SELECTOR………………………….…. BOTH, ROGER BOTH

Call for TAKEOFF 

LINEUP CHECKLIST 
1. EXTERIOR LIGHTS ………………..…………..……………………..…………. ON
2. TRANSPONDER ………………………………….…………………....……ACTIVE
3. PROBES ANTI-ICE SWITCH ………………..……….………………..………ON
4. NOSE WHEEL STEERING ……….…….……..………....……….…………..OFF
5. EICAS DISPLAY ……………………………………………… CHECKED (BOTH)

Flight Manual Change4: 01 June 2015 Rev: 16  OCT 2015

Flight Manual Change 4; 01 JUNE 2015  (October 2015)
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AIR FORCE TO 1T-6B-1
NAVY NAVAIR A1-T6BAA-NFM-100

NOTE

After initial power-up, the OBOGS FAIL
annunciator will be inhibited for 3 minutes
during OBOGS monitor warmup.

8. Anti-G test - Check (BOTH)

(Verify that anti-G suit inflates when test switch is
pressed and deflates when test switch is released.)

9. System test panel - Check:

a. LAMP test switch - Check (BOTH)

b. AOA system test switch - Test:

(1) LOW - Amber donut, 10.5 units

(Check AOA indexer amber donuts illuminate,
red chevrons deactivate, and AOA indicators
show 10.5±0.4 units.)

(2) HIGH - Green chevron, stick shaker, 18 units

(Check AOA indexer green chevrons illuminate,
stick shaker activates, and AOA indicators show
18±0.4 units.)

c. ALT audio switch - Test

d. LDG GR audio switch - Test

e. OVR SPD audio switch - Test

f. OVR G audio switch - Test

g. BINGO FUEL audio switch - Test

10. Speed brake - Check (ground crew observer if avail-
able) (BOTH)

(Check EICAS message present when extended.) 

11. Flaps - Check (ground crew observer if available)
(BOTH):

a. Set flaps LDG - Verify flaps move to LDG, indica-
tor reads LDG, and speed brake retracts (message
extinguishes)

b. Set flaps TO - Verify flaps move to TO and indica-
tor reads TO

c. Attempt to extend speed brake - Verify speed brake
does not extend

To prevent injury to ground crew, exercise
caution when operating the speed brake or
flight controls with ground crew present.

12. TRIM AID switch - ON

(Verify TAD OFF message extinguished and rudder
trim set in green range (T/O))

 

13. Nose wheel steering - ON

(Limit taxi speeds to the equivalent of a fast walk with
nose wheel steering engaged.)

14. PARKING BRAKE - Release

15. Brakes - Check (BOTH)

 

16. TCAS - ON/TEST

17. UFCP and MFD - Check and set:

a. Database, location, and alignment - Check

b. UHF - As required

c. VHF - As required

d. VOR - As required

e. Transponder - Set

f. FMS - As required

g. Altitude, G, speed, fuel flags - As required

NOTE

• The built-in test (BIT) feature provides an
adequate test of the navigation equipment.
The BIT does not provide a test of the
antenna. The antenna may be checked by
confirming reception of a local VOR/LOC
signal by a positive ident.

• UHF reception may be degraded by blanking
of the UHF antenna. This has been noted fre-
quently when the aircraft is headed directly
toward or away from the transmitting station.
This may occur on all UHF frequencies until
a fix is identified and implemented.

18. Flight Instruments - Check (BOTH)

(Verify pitch, roll, heading indications, and no flags)

19. Altimeters - Set and check (BOTH)

20. EICAS display - Check (BOTH)

21. Landing/taxi lights - As required

TAXI

All turns (Figure 2-4) should be made at slow speeds using a
minimum of inside wheel braking when taxiing. Limit taxi
speeds to the equivalent of a fast walk with nose wheel steer-
ing engaged.

On the ground, propeller speed (NP) is a function of PCL
position, ambient temperature and pressure, taxi speed, and
wind velocity. To stay out of the NP restricted range,
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AIR FORCE TO 1T-6B-1
NAVY NAVAIR A1-T6BAA-NFM-100

Figure 2-4. Turn Radii

PT02D 

970511AA.AI

NOSE WHEEL STEERING TURNING RADIUS

RADIUS FOR INSIDE GEAR . . . . . . . 15.5 FT
RADIUS FOR NOSE WHEEL. . . . . . . 18.0 FT
RADIUS FOR OUTSIDE GEAR . . . . . 19.6 FT
RADIUS FOR WINGTIP . . . . . . . . . . . 33.2 FT

RADIUS FOR INSIDE GEAR . . . . . . . . 0.0 FT
RADIUS FOR NOSE WHEEL. . . . . . . . 8.3 FT
RADIUS FOR OUTSIDE GEAR . . . . . . 8.6 FT
RADIUS FOR WINGTIP . . . . . . . . . . . 21.0 FT

DIFFERENTIAL BRAKING TURNING RADIUS (NWS OFF)

Change 1                                   2-19
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AIR FORCE TO 1T-6B-1
NAVY NAVAIR A1-T6BAA-NFM-100

advance or reduce PCL setting. Once the aircraft is rolling,
idle PCL setting provides sufficient thrust for taxi.

Failure of the nose wheel steering system
may prevent the pilot from changing nose
wheel direction without disengaging the sys-
tem. If the nose wheel steering system fails to
respond to pilot input, disengage nose wheel
steering and use differential braking to main-
tain directional control while stopping the
aircraft. Do not taxi with a known directional
control problem.

• Minimum radius turns are possible through
use of power, full rudder, and differential
braking. To preclude unnecessary wear to
nose wheel steering and tire, disengage nose
wheel steering prior to executing sharp turns
with differential braking. To re-engage nose
wheel steering, actuate the nose wheel steer-
ing switch prior to applying opposite rudder.
Failure to do so may result in nose wheel
steering not engaging. 

• To prevent ground resonance within the pro-
peller, stabilized operation of the propeller in
the 62-80% NP range is prohibited on the
ground. 

• If brake pressure appears to fade during
application, or brakes are not responding as
expected, fully release brakes then re-apply.
Both crew members must fully release brakes
for this to be effective.

1. Heading and turn and slip  indicators  - Check

OVERSPEED GOVERNOR CHECK

Any fault discovered during this check is reason for ground
abort. Complete this check in a non-congested area. Monitor
oil temperature, and attempt to park facing into the wind for
extended ground operations.

NOTE

If conditions permit, park aircraft facing into
the wind prior to beginning overspeed gover-
nor check to enhance oil cooling and reduce
engine operating temperatures.

1. Brakes - Hold as required

2. PCL - IDLE

3. PMU switch - OFF (Verify idle N1 stabilizes between
60 and 70%) 

NOTE

It is acceptable for N1 to make little or no
change when turning off the PMU as long as
it is in limits.

4. PCL - Advance to 100±2% NP 

Advancing the PCL prior to engine stabiliz-
ing with PMU OFF or too rapidly may cause
high ITT and overtemperature.

NOTE

100% NP equates to approximately 30%
torque.

5. PCL - Advance slightly and verify NP remains
100±2%

6. PCL - IDLE

7. PMU switch - NORM (Verify PMU FAIL message
extinguishes, NP returns to 46-50% NP and N1 returns
to 60-61%.)

BEFORE TAKEOFF

1. Minimum power at 60 KIAS - Compute

2. Speed brake - Retracted

3. Flaps - TO

4. Trim - Set for takeoff

(Set all three trim positions to indicate within the green
ranges on the trim indicator.)

 

5. Fuel quantity and balance - Check

6. Engine instruments - Check

7. DVR control - As required

8. Amps - Verify +50 amps or less

9. DEFOG switch - OFF

10. Oxygen mask - On and secure (BOTH)

11. Seat safety pin - Removed and stowed (BOTH)
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PRIMARY CONTACT  CHAPTER FOUR 
 

GROUND PROCEDURES    4-9 

3. Procedures.  Monitor the engine start sequence.  If the power management unit (PMU) 
detects a malfunction, such as a hot or hung start, it will automatically terminate the start 
sequence.  You should always be prepared to manually abort a start if the PMU fails to do its job 
and an abort is warranted.  Complete the Engine Start and Before Taxi Checklists in accordance 
with the T-6B NATOPS Flight Manual. 
 
At the completion of the Before Taxi Checklist, you will perform a brake check prior to releasing 
the lineman.  Upon receiving the “release brakes” signal from the plane captain, clear left and 
right, and smoothly release brake pressure allowing the aircraft to move forward.  When 
signaled, apply the brakes to bring the aircraft to a stop.  Then pass control of the aircraft to the 
instructor who will complete his brake check.  The instructor will then pass control of the aircraft 
back to you.  Return the lineman’s salute, releasing them for other duties. 
 

NOTE 
 

Watch the lineman while the chocks are being removed or any 
time one approaches your aircraft.  Keep both of your hands visible 
if ground crews are under the aircraft or near the flight controls. 

 
4. Common Errors. 
 

a. Advancing the PCL past Start Ready. 
 
b. Failure to give thumbs-up to plane captain after good start. 
 
c. Fixating on one instrument (i.e., oil pressure) thereby failing to monitor all aspects of 

the start sequence. 
 
d. Failure to ensure positive change of controls during brake checks. 
 
e. Failure to adhere to lineman’s signals. 
 
f. Adding excess power for the brake check. 
 

409. TAXIING 
 
1. Description.  Taxiing is the controlled movement of the aircraft on the ground under its 
own power. 
 
2. General.  Once the aircraft is running and all applicable checks are complete, we must 
safely taxi the aircraft from its starting point on the ramp to an active runway for takeoff.  You 
should build the habit of always taxiing with the airfield diagram at your disposal (on your 
kneeboard, etc).  Have a taxi plan and know exactly where you are going before leaving the 
chocks.  This becomes even more important later in the program as you begin to conduct training 
off-station (other than home field).  Build good habits now. 
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CHAPTER FOUR  PRIMARY CONTACT 

4-10    GROUND PROCEDURES 

Taxiways have a narrow yellow line painted down the middle.  Taxi with the nose wheel on this 
line.  This ensures a safe taxi clearance from fixed objects, such as parked airplanes and 
buildings.  However, the aircrew is solely responsible for obstruction clearance.  A general rule 
of thumb is to taxi no faster than a person can walk when within the line area and no faster than a 
trot when outside the line area. 
 
3. Procedures.  Taxiing in the T-6B uses power generated by the propeller, although not 
more than idle is normally needed.  Speed is controlled with the brakes; power above idle may be 
required when initiating the taxi motion, traveling uphill, during sharp turns, etc.  Directional 
control during taxi is accomplished by using the rudder pedals to manipulate the aircraft nose 
wheel steering (NWS) system, or by use of the rudder and/or differential braking.  Keep your left 
hand on the PCL; keep your right hand on the control stick, facilitating ready access to the NWS 
button.  Keep the ailerons deflected into the wind during taxi. 
 
The Nose Wheel Steering (NWS) is the normal method to directionally control the T-6B.  NWS 
is actuated by a button on the control stick  (Figure 4-4) and verified by a green “NWS” advisory 
on the EICAS.  With NWS on, the rudder pedals control the castoring of the nose wheel up to 
12° either side of center.  For turns requiring greater than 12° of nose-wheel castor, NWS must 
be disengaged and rudder and differential braking used to turn the aircraft. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Figure 4-4  Nose Wheel Steering Button 
 
Clearing is essential to safe taxiing.  People, support equipment, fuel trucks and fire bottles are 
among some of the most common hazards.  When ready to taxi out of the line area, clear the 
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PRIMARY CONTACT  CHAPTER FOUR 
 

GROUND PROCEDURES    4-11 

taxiway, left and right, for other aircraft, fuel trucks, ground personnel, etc.  Continually scan the 
entire forward area from wingtip to wingtip.  At any time, if there is doubt about obstruction 
clearance, STOP!  Most taxi accidents are easily prevented if someone makes the right decision 
to stop and re-evaluate the situation. 
 
4. Common Errors. 
 

a. Not clearing area prior to starting to taxi. 
 
b. Taxiing too fast.  

 
410. OVERSPEED GOVERNOR CHECKLIST  
 
1. Description.  N/A  
 
2. General.  Engine checks are performed prior to each flight to determine the relative 
condition of the engine.  These checks do not guarantee proper operation.  They merely check for 
some of the more frequent causes of engine malfunction. 
 
3. Procedures.  The checklist will be conducted in accordance with the T-6B NATOPS Flight 
Manual. 
 
4. Common Errors. 
 

a. Omitting items from the checklist. 
 
b. "Looking but not seeing" - calling an item checked/set when in fact it is not. 

 
411. BEFORE TAKEOFF CHECKLIST 
 
1. Description.  N/A  
 
2. General.  Check and report each item on the Before Takeoff Checklist to your instructor. 
The importance of the Before Takeoff Checklist as a safety factor cannot be overemphasized.  
You will occasionally hear of pilots who take off with improper trim tab settings or other 
circumstances that contribute to accidents.  This is invariably due to carelessness and haste in 
completing the checklist.  
 
3. Procedures.  The checklist will be conducted in accordance with the T-6B NATOPS Flight 
Manual. 
 
4. Common Errors. 
 
Omitting items from checklist. 
 
412. AFTER LANDING CHECKLIST 
 
1. Description.  N/A 
 
2. General.  Once clear of the duty runway, switch to Ground Control in accordance with 
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PRIMARY CONTACT  CHANGE 2 CHAPTER FIVE 

 

FLIGHT PROCEDURES    5-5 

NOTE 

 

More efficient climbs may be required for obstacle clearance or 

other requirements such as noise abatement or cloud avoidance.  

The T-6B best rate of climb speed is 140 KIAS and 15º nose high 

(Figure 5-3). 

 

Since power during the initial climb is fixed at maximum, airspeed must be controlled with slight 

pitch adjustments.  However, do not stare at the airspeed indicator when making these slight 

pitch changes; crosscheck airspeed to confirm the correct pitch picture in relation to the horizon 

is set. 

 

For takeoff in crosswind conditions, the aircraft will tend to weather-vane into the wind and the 

upwind wing will begin to rise even in light-to-moderate crosswinds.  This tendency can be 

controlled with rudder and aileron.  Maintain positive aileron deflection into the wind once in 

position for takeoff, and maintain this crosswind control throughout the maneuver.  Use up to 

full aileron deflection into the wind at the beginning of the takeoff roll, and relax aileron input as 

speed increases to the amount required to keep wings level at liftoff.  Use rudder as necessary to 

maintain centerline.  Realize that a left crosswind will add to the aircraft’s left yawing tendency 

due to engine torque effect, requiring even more right rudder to maintain directional control.  

Once the aircraft has safely left the runway in controlled flight, level the wings, allow the aircraft 

to crab into the wind, and check balance ball centered. 

 

3. Procedures. 

 

a. Approaching the hold short line (approximately 200 feet prior) switch to Tower 

frequency. 

 

b. When appropriate, and in accordance with the SOP, call the tower for takeoff 

clearance.  Prior to making this call, listen carefully to avoid cutting out other 

transmissions.  Instructions to "Lineup and wait" or "Hold short" must be read back.  

Clearance for takeoff will be acknowledged with, "Call sign, cleared for takeoff."  

Upon receiving takeoff clearance, taxi into the takeoff position in accordance with 

local course rules. 

 

c. After acknowledging tower’s “Cleared for takeoff” or “Lineup and wait” call, 

visually clear final, then begin taxi to the takeoff position and initiate the Lineup 

Checklist.  Verbally note right to left or left to right crosswinds as called out by 

tower.  Verify with windsock, if available. 

 

d. Align the aircraft on runway centerline and come to a stop using the brakes.  With the 

nose wheel centered, disengage the nose wheel steering and complete the Lineup 

checklist.  Once cleared for takeoff, increase torque to ~30% and check engine 

instruments.  Report over the ICS, “Instruments checked.”  Confirm instruments 

checked in the rear cockpit as well. 
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CHAPTER FIVE CHANGE 2 PRIMARY CONTACT 

5-6    FLIGHT PROCEDURES 

e. Select a reference point.  Position the elevator neutral to slightly aft of neutral.  For 

crosswinds, position aileron as required into the prevailing winds.  To compensate for 

torque effect in zero crosswind conditions, add slight right aileron at MAX power.  

Release brakes, dropping your heels to the deck (toes off the brakes). 

 

NOTE 

 

Select a reference point on centerline and towards the end of the 

runway and beyond.  Keep the nose pointed toward this reference 

throughout ground roll and rotation to aid directional control. 

 

f. Release the brakes and allow the plane to roll forward momentarily to ensure the nose 

wheel is centered.  Smoothly advance the PCL to MAX in 2 to 3 seconds.  Anticipate 

the need for right rudder as the engine spools up.  Maintain directional control. 

 

g. At 60 KIAS, check torque is at or above minimum power calculated on the Before 
Takeoff Checklist.  If not, abort the takeoff.  Verbalize over the ICS “60 knots, 
XXX%.” 

 

h. At 85 KIAS, smoothly apply back-stick pressure and position the nose to takeoff 
attitude (spinner on or slightly below the horizon).  Allow the aircraft to fly itself off 
the deck. 

 
NOTE 

 

If gusty winds are present, increase rotation speed by 1/2 the gust 

factor (up to 10 KIAS).  For example, if winds are reported at 10 

gust 22 (i.e., 12-knot gust factor), rotate at 91 KIAS (85 + 1/2 

(12)= 91).  This is independent of wind direction. 

 

i. When a safe landing can no longer be made, check for two positive rates of climb 

(ALT and VSI) and airspeed below 150 KIAS.  Report over ICS, “Two positive rates, 

Gear,” then raise the gear.  When airspeed is above 110 KIAS, Report over ICS, 

“Airspeed above 110 KIAS, Flaps.” then raise the flaps (as per After Takeoff 

Checklist).  Report over the ICS, “Gear up, flaps up at      knots."  

 

NOTE 

 

Retraction of flaps from the TO to the UP position is not 

recommended below 110 KIAS to preclude the aircraft from  

settling back to the runway.  However, there is no minimum to 

raise the flaps from the LDG to TO position once safely airborne. 

 

j. Check nose attitude at 8° nose high and continue acceleration, trimming as necessary.  

Approaching 180 KIAS, set the 180 knot climbing attitude and climb out in 

accordance with local course rules or departure procedures.
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PRIMARY CONTACT  CHAPTER FIVE 

 

FLIGHT PROCEDURES    5-7 

4. Common Errors. 

 

a. Failure to maintain directional control on takeoff roll through improper use of rudder. 

 

b. Not assuming the takeoff attitude at approximately 85 knots. 

 

c. Not relaxing back-stick pressure as necessary to maintain takeoff attitude, hence over-

rotating. 

 

d. Pulling aircraft off the deck prematurely or over-controlling. 

 

e. Swerving or skipping on takeoff roll due to improper use of crosswind correction. 
 

f. Applying insufficient right rudder on liftoff and attempting to correct with right wing 

low. 

 

g. Failure to trim left rudder, nose down after gear are retracted and airspeed increases. 

 

h. Failure to report “Gear up, flaps up at ___knots.” 

 

506. CROSSWIND TAKEOFF 

 

1. Description.  N/A 

 

2. General.  The procedures for a takeoff with a crosswind are the same as for a no wind 

takeoff except aileron is held into the wind to keep the wings level.  Aileron deflection is 

necessary because the upwind wing develops more lift, causing it to fly (begin rising) before the 

downwind wing.  If the upwind wing rises, skipping may result (Figure 5-4).  Skipping is a series 

of very small bounces caused when the aircraft attempts to fly on one wing and settles back onto 

the runway.  During these bounces, the aircraft moves sideways and stress on the landing gear is 

increased.  Anticipate aileron requirement due to the crosswind and either pre-position aileron 

into the wind or apply aileron into wind as required during takeoff roll.  Use rudder to keep the 

aircraft from weather-vaning (for example, crabbing or turning into the wind).  The flight 

controls become more effective as airspeed increases, so progressively smaller control inputs are 

required to maintain aircraft control. 

 

As the airplane is taxied into takeoff position, mentally note the winds as called by tower (also 

check the windsock and other indicators) so that the presence of a crosswind may be recognized 

and anticipated.  Aileron should be held into the wind as the takeoff roll is started.  As the 

airspeed increases and the ailerons become more effective, adjust the aileron inputs to maintain 

the wings level. 

 

Firmly rotate the aircraft off the runway when flying speed is reached to avoid side-slipping and 

damage to the tires.  Once the aircraft has become airborne, initial drift correction is made by 

turning into the wind with a shallow bank, then rolling wings level to maintain runway centerline 

(crabbing). 

 



VFR Course Rules Departures – RWY 5/14 
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 HWY 4 

12 DME 

ENSLY 

24 DME 

   I-10 

10 DME 

VFR Course Rules Departures – RWY 5/14 

After takeoff: 

- On departure, turn to a heading of 010°. 

- Level off at 700’- 800’ MSL until clear of pattern. 

- Climb at 180 KIAS and contact Pensacola Departure CH 6. 

 

- North MOA/South MOA: Comply with stereo routing and altitude.  

 

- VFR to the West, Fox or North: Climb to 4,500’ MSL. When instructed by ATC 

to “proceed on course” or when passing 4,200’ MSL, turn to heading: 

-Pelican (North):  360°.  

-Area 1 (West):     270°.  

-Area Fox (Northwest): 270°-320°.  

-Area 3 (South): When cleared by ATC turn to 180°. 

 

- When instructed  by ATC to “climb to requested VFR altitude” climb to: 

-Pelican (North):  5,500’ MSL. 

-Area 1 (West):     6,500’ MSL. 

-Area Fox (Northwest): 4,500’ MSL. 

-Area 3 (South): Maintain 4,500’ MSL. ATC will advise further climbs. 

 

Maintain radar advisories until reaching the following termination points 

Pelican (North):  HWY 4 (NSE 12 DME). 

Area 1 (West):  Point ENSLY (NSE 24 DME)/(N/S railroad ivo Bay Springs). 

Area Fox (NW):  HWY 29 (NSE 17 DME). 

Area 3 (South):  I-10  (NSE 10 DME).* 
 

*If conducting aerobatics or OCF in Area 3, maintain assigned squawk when crossing  I-10  for VFR flight 

following.  Do not call clear to the south or cancel radar advisories.  Radios should be tuned to Area 3 

Common (19) & Pensacola Approach when directed. 
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After takeoff: 

- On departure, turn to a heading of 010°. 

- Level off at 700’- 800’ MSL until clear of pattern. 

- Climb at 180 KIAS and contact Pensacola Departure CH 6. 

 

- North MOA/South MOA: Comply with stereo routing and altitude.  

 

- VFR to the West, Fox or North: Climb to 4,500’ MSL. When instructed by ATC 

to “proceed on course” or when passing 4,200’ MSL, turn to heading: 

-Pelican (North):  360°.  

-Area 1 (West):     270°.  

-Area Fox (Northwest): 270°-320°.  

-Area 3 (South): When cleared by ATC turn to 180°. 

 

- When instructed  by ATC to “climb to requested VFR altitude” climb to: 

-Pelican (North):  5,500’ MSL. 

-Area 1 (West):     6,500’ MSL. 

-Area Fox (Northwest): 4,500’ MSL. 

-Area 3 (South): Maintain 4,500’ MSL. ATC will advise further climbs. 

 

Maintain radar advisories until reaching the following termination points 

Pelican (North):  HWY 4 (NSE 12 DME). 

Area 1 (West):  Point ENSLY (NSE 24 DME)/(N/S railroad ivo Bay Springs). 

Area Fox (NW):  HWY 29 (NSE 17 DME). 

Area 3 (South):  I-10  (NSE 10 DME).* 
 

*If conducting aerobatics or OCF in Area 3, maintain assigned squawk when crossing  I-10  for VFR flight 

following.  Do not call clear to the south or cancel radar advisories.  Radios should be tuned to Area 3 

Common (19) & Pensacola Approach when directed. 
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After takeoff: 

- On departure, turn to a heading of 340°. 

- Level off at 700’- 800’ MSL until clear of pattern. 

- Climb at 180 KIAS and contact Pensacola Departure CH 6. 

 

- North MOA/South MOA: Comply with stereo routing and altitude.  

 

- VFR to the West, Fox or North: Climb to 4,500’ MSL. When instructed by ATC 

to “proceed on course” or when passing 4,200’ MSL, turn to heading: 

-Pelican (North):  360°.  

-Area 1 (West):     270°.  

-Area Fox (Northwest): 270°-320°.  

-Area 3 (South): When cleared by ATC turn to 180°. 

 

- When instructed  by ATC to “climb to requested VFR altitude” climb to: 

-Pelican (North):  5,500’ MSL. 

-Area 1 (West):     6,500’ MSL. 

-Area Fox (Northwest): 4,500’ MSL. 

-Area 3 (South): Maintain 4,500’ MSL. ATC will advise further climbs. 

 

Maintain radar advisories until reaching the following termination points 

Pelican (North):  HWY 4 (NSE 12 DME). 

Area 1 (West):  Point ENSLY (NSE 24 DME)/(N/S railroad ivo Bay Springs). 

Area Fox (NW):  HWY 29 (NSE 17 DME). 

Area 3 (South):  I-10  (NSE 10 DME).* 
 

*If conducting aerobatics or OCF in Area 3, maintain assigned squawk when crossing  I-10  for VFR flight 

following.  Do not call clear to the south or cancel radar advisories.  Radios should be tuned to Area 3 

Common (19) & Pensacola Approach when directed. 
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After takeoff: 

- On departure, turn to a heading of 340°. 

- Level off at 700’- 800’ MSL until clear of pattern. 

- Climb at 180 KIAS and contact Pensacola Departure CH 6. 

 

- North MOA/South MOA: Comply with stereo routing and altitude.  

 

- VFR to the West, Fox or North: Climb to 4,500’ MSL. When instructed by ATC 

to “proceed on course” or when passing 4,200’ MSL, turn to heading: 

-Pelican (North):  360°.  

-Area 1 (West):     270°.  

-Area Fox (Northwest): 270°-320°.  

-Area 3 (South): When cleared by ATC turn to 180°. 

 

- When instructed  by ATC to “climb to requested VFR altitude” climb to: 

-Pelican (North):  5,500’ MSL. 

-Area 1 (West):     6,500’ MSL. 

-Area Fox (Northwest): 4,500’ MSL. 

-Area 3 (South): Maintain 4,500’ MSL. ATC will advise further climbs. 

 

Maintain radar advisories until reaching the following termination points 

Pelican (North):  HWY 4 (NSE 12 DME). 

Area 1 (West):  Point ENSLY (NSE 24 DME)/(N/S railroad ivo Bay Springs). 

Area Fox (NW):  HWY 29 (NSE 17 DME). 

Area 3 (South):  I-10  (NSE 10 DME).* 
 

*If conducting aerobatics or OCF in Area 3, maintain assigned squawk when crossing  I-10  for VFR flight 

following.  Do not call clear to the south or cancel radar advisories.  Radios should be tuned to Area 3 

Common (19) & Pensacola Approach when directed. 
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gyro throughout the turn. 

 

c. Adjust power and nose attitude as necessary and re-trim for the correct altitude and 

airspeed, (P.A.T.). 

 

d. Roll out of the turn on the desired heading by leading the turn with the one-third rule. 

 

e. Reset straight and level and re-trim. 

 

4. Common Errors. 

 

a. Inattention to performance, (i.e., maintaining altitude but not adding any power to 

maintain airspeed).  Power + Attitude = Performance  

 

b. Not maintaining a constant angle of bank. 

 

c. Losing altitude in steep turns. 

 

d. Lack of trim. 

 

e. Not clearing the area prior to and during the turn. 

 

512. TURN PATTERN 

 

1. Description.  The turn pattern (TP) is a series of constant angle of bank turns while 

maintaining altitude and airspeed. 
 

2. General.  The TP is started in normal or slow cruise on any numbered heading.  The TP 

consists of two 30º angle of bank turns in opposite directions for 90º of heading change, two 45º 

angle of bank turns in opposite directions for 180º of heading change, and two 60º angle of bank 

turns in opposite directions for 360º of heading change.  A smooth reversal is made going from 

one turn into another, eliminating a straight and level leg (Figure 5-8).  Your IP may adjust the 

TP as needed to remain within the working airspace. 
 

During the turns, continue to check the area clear.  Check the aircraft attitude with the horizon, 

then crosscheck the PFD for nose attitude with the altimeter and VSI and the angle of bank with 

the attitude indicator.  Correct the visual attitude as necessary, while periodically cross-checking 

the heading indicator for turn progress and the airspeed for power required. 

 

The 30º angle of bank turns will require little back-stick pressure or additional power.  For the 

45º and 60º angle of bank turns, it will be necessary to raise the nose slightly to increase the 

angle of attack in order to compensate for the loss of vertical lift as the bank steepens.  

Additional power will be required to maintain airspeed.  To avoid overshooting the rollout 

headings, lead the rollout heading by a number of degrees equal to one-third the angle of bank 

(for a 30º angle of bank turn, lead the rollout by 10º).  Strive for smooth reversals between turns. 
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Trim the aircraft as necessary throughout the pattern.  Remember, as the reversal or rollout 

occurs, the nose must be lowered back to the level attitude, and since it has been trimmed "up" 

during the turn, the nose will require forward stick pressure to lower it.  Remember to use the 

P.A.T. principle. 

 

 
 

Figure 5-7  Turn Pattern 
 

3. Procedures. 
 

a. Establish the aircraft straight and level on any numbered heading, base altitude and 

normal or slow cruise. 

 

b. Clear the area.  Turn either direction for 90º of heading change using a 30º angle of 

bank.  Clear the area (in the other direction), then reverse the turn, leading by the one-

third rule for 90º of heading change using a 30º angle of bank. 

 

c. Clear the area.  Reverse the turn leading by the one-third rule and turn for 180º of 

heading change using a 45º angle of bank.  Maintain altitude and airspeed with power 

and nose attitude; trim.  Clear the area (other direction), then reverse the turn using 

the one-third rule for 180º of heading change using a 45º angle of bank.  Remember 

to adjust nose attitude as necessary to maintain airspeed and altitude while rolling 

through wings level. 

 

d. Clear the area.  Reverse the turn leading by the one-third rule and turn for 360º of 

heading change using a 60º angle of bank.  Adjust power and nose attitude to 

maintain altitude and airspeed; trim.  Clear the area (other direction), then reverse the 

turn leading by the one-third rule.  Hold slight forward stick pressure to prevent  
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 ballooning as you roll through the wings level.  Reestablish the attitude to maintain 

altitude; turn for 360º of heading change using a 60º angle of bank.  

 

e. Roll out on the original heading using the one-third rule and holding slight forward    

stick pressure to prevent ballooning. 

 

f. Reset power to the normal cruise power setting (as required), reset attitude and re-

trim for straight and level flight.  

 

4. Common Errors. 

 

a. Applying the control pressures too rapidly and abruptly, or using too much back-stick 

pressure before it is actually needed.  Remember the aircraft is flown through a 

medium-banked turn before it reaches a steeper turn.  

 

b. Not holding the nose attitude steady.  In order to determine the appropriate 

corrections, you must first establish a steady attitude and allow the instruments to 

stabilize.  

 

c. Staring at the nose and consequently applying control corrections too late.  Divide 

your attention.  Scan your instruments, never fixating on any one instrument.  

Anticipate the need for additional power and nose up.  Do not wait until you are low 

or slow.  

 

d. Gaining altitude in reversals.  Not lowering nose as the wings pass the level flight 

attitude, usually due to fixating on the PFD instead of scanning the horizon. 

 

e. Not clearing the area before and during all turns.  

 

f. Not flying in balanced flight. 

 

513. LEVEL SPEED CHANGE 

 

1. Description.  Level speed changes (LSC) are taught to familiarize you with the various 

trim adjustments required with changes in airspeed, power setting, and aircraft configuration.  

 

2. General.  The LSC maneuver will be commenced on any assigned heading.  The sequence 

is flown from normal cruise (200 KIAS) to the downwind configuration (120 KIAS), to the 

landing flap approach configuration (110 KIAS), and then to normal cruise (200 KIAS).  

Because of the numerous tasks associated with these transitions, a good outside visual scan 

pattern cannot be overemphasized.  You will experience changes in aircraft attitudes and control 

pressures during each transition.  Your instructor will require you to fly the aircraft at various 

angles of bank in the downwind and landing approach configurations to experience the way in 

which the aircraft handles at these slower airspeeds.  During these turns, additional power must 

be applied to maintain airspeed with attitude adjustment to maintain altitude.  
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3. Procedures. 

 

a. Establish the aircraft in the normal cruise configuration (200 KIAS) on any numbered 

heading.  

 

b. Reduce power to idle.  Trim for deceleration.  When airspeed is below 150 KIAS, 

lower the landing gear. 

 

c. As the airspeed approaches 120 KIAS, adjust power to ~31% to maintain 120 KIAS.  

 

d. Stabilize aircraft in the downwind configuration.  Trim off control pressures. 

 

NOTE 

 

Your instructor may want you to practice a few shallow turns in 

this configuration prior to continuing.  Remember, you will see this 

nose attitude on the downwind leg when you begin practicing the 

landing pattern. 

 

e. Lower Landing flaps.  As airspeed approaches 110 KIAS, advance power to ~ 50% 

and stabilize in the landing flap approach configuration.  Trim. 

 

f. Complete the Before Landing Checklist over the ICS. 

 

g. Advance power to maximum, check airspeed below 150 KIAS, and raise the gear and 

flaps.  Report over the ICS, “Gear up, flaps up at ___knots.”  Trim for acceleration. 

 

h. Accelerate to normal cruise.  As airspeed approaches 200 KIAS, reduce power to  

~54%. 

 

i. Re-trim as necessary to remove all pressures from the flight controls and check the 

balance ball centered. 

 

4. Common Errors. 

 

a. Failure to properly trim rudder pressures, resulting in poor heading control. 

 

b. Commencing the Before Landing Checklist in the middle of a transition, resulting in 

poor basic airwork.  

 

c. Failure to maintain proper nose attitudes associated with configuration. 

 

d. Failure to properly trim elevator pressure, resulting in poor altitude control. 
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E - Effectiveness of Controls.  Rapid control inputs, especially in the flare, often do not give the 

aircraft sufficient time to respond.  Move the ailerons with small, rapid movements.  Notice that 

even with aileron movement, there is little effect on heading or bank during slow-flight.  In slow-

flight, smooth, positive inputs are required to effectively control the aircraft as there is less 

airflow over the control surfaces at slow airspeeds. 

 

4. Common Errors. 

 

a. Abrupt control movements. 

 

b. Failure to clear area during maneuver. 

 

c. Failure to maintain altitude. 

 

d. Failure to use adequate trim. 

 

517. POWER-ON-STALLS 

 

1. Description.  Stall the aircraft in a power-on condition to demonstrate the proper recovery 

when power is available.  

 

2. General.  Proper recognition and recovery of an aerodynamic stall with minimum loss of 

altitude.  Aircraft pitch and bank angle will be held constant until control effectiveness is lost, 

indicated by uncommanded nose drop or unplanned rolling motion.  To recover, RELAX back-

stick pressure to break the stall, and select MAX power.  Simultaneously LEVEL the wings and 

center the BALL.  The maneuver is complete when the aircraft has established a positive rate of 

climb.  An entry speed of 150 KIAS results in about 1500-2000 feet altitude gain. 

 

3. Procedures. 

 

a. CONFIGURATION:  Establish the aircraft in the clean configuration.  Complete 

maneuver above 6,000 feet AGL. 

 

b. CHECKLIST:  Perform the Pre-Stalling, Spinning, and Aerobatic Checks. 

 

c. CLEAR AREA:  Clear working area with visual scan, TCAS, and 

clearing turns as required. 

 

d. Straight-Ahead Stall.  Adjust the PCL to 30-60% torque.  Raise the nose to a pitch 

attitude between 15-40°. 

 

e. Maintain attitude using increasing back pressure.  Keep the wings level with 

coordinated rudder and aileron.  Initiate recovery when control effectiveness is lost.  

An uncommanded nose drop despite increased backpressure or an uncommanded 

rolling motion indicates loss of control effectiveness.  Do not attempt to maintain 

pitch attitude or bank angle after control effectiveness is lost.  Full back-stick may not 
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occur before recovery is required.  Emphasize observation of aircraft handling 

characteristics during recovery from the stall and not the exact point where the full 

stall is reached. 

 

f. Recovery.  Simultaneously RELAX back-stick forces as necessary to break the stall, 

advance the PCL to MAX, use coordinated rudder and aileron to LEVEL the wings, 

and center the BALL.  Avoid excessive or abrupt rudder movements during recovery 

phase.  As AOA decreases and stall is broken, positive pressure is felt in the controls.  

At lower pitch attitudes (between 15 and 30°), the aircraft stalls at a higher airspeed 

and regains flying airspeed faster.  At higher pitch attitudes (between 30 and 40°), the 

stall speed is slower and a greater pitch reduction is necessary to regain flying 

airspeed. 

 

g. Use maximum AOA to minimize altitude loss (14-17.9 units AOA).  Avoid a 

secondary stall (indicated by upward nose track stopping despite increasing back 

pressure on the control stick).  A secondary stall is an accelerated stall that occurs 

after a partial recovery from a preceding stall.  It is caused by attempting to hasten a 

stall recovery when the aircraft has not regained sufficient flying speed.  Recovery is 

complete when the aircraft is wings level with a positive rate of climb. 

 

h. Turning Stall.  Setup is the same as the straight-ahead stall, except 20-30° of bank in 

either direction is added.  Hold the bank angle with rudder and aileron pressure until 

control effectiveness is lost.  Recovery is the same as for the straight-ahead stall.  A 

precision entry is not as important as proper recognition and recovery from the stall. 

 

4. Common Errors. 

 

a. Failure to maintain a constant pitch or bank attitude prior to loss of control 

effectiveness. 

 

b. Failure to recognize loss of control effectiveness (early/late initiation of recovery). 

 

c. Failure to recognize when the stall has been broken (early/late initiation of recovery 

to level flight). 

 

d. Failure to minimize altitude loss during recovery.  Recovering with less than 14-17.9 

units AOA. 

 

e. Entering a secondary stall during the recovery. 

 

518. POWER-OFF STALL (ELP STALL) 
 

1. Description.  Stall the aircraft in a power-off condition to demonstrate the proper recovery 

when no power is available. 
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2. General.  Power –off  (ELP) stalls are flown to practice recovery from potentially 

dangerous low airspeed conditions prior to high key and during the ELP. Power off stalls could 

occur, for example, during a dead engine glide to high key when the pilot gets distracted and 

fails to maintain proper flying speed.  Speed may decrease for various reasons including, 

inattention, task saturation, and attempts to stretch the glide to regain profile.  

 

Before starting this maneuver, ensure you have plenty of airspace below you, as you will lose at 

least 1500 feet during the recovery, and will probably lose another 1000-2000 while setting up 

your dead engine glide.  Best glide speed in the clean configuration is approximately 125 KIAS 

with a sink rate of 1350 to 1500 feet per minute.  Pay close attention to the nose attitude and 

flight characteristics of the airplane when flying the power-off best glide speed.  After the 

recovery, you will return to this attitude and airspeed to complete the maneuver. 

 

3. Procedures. 

 

a. CONFIGURATION:  Establish the aircraft in the slow cruise configuration (150 

KIAS). 

 

b. CHECKLIST:  Perform the Pre-Stalling, Spinning, and Aerobatic Checks. 

 

c. CLEAR AREA:  Clear working area with visual scan, TCAS, and clearing turns as 

required.. 

 

d. Roll wings level, reduce power to 4-6% torque and begin decelerating towards best 

glide speed, 125 KIAS. 

 

e. As airspeed approaches 125 KIAS, lower nose to the 125-knot glide attitude (horizon 

bisecting windscreen).  Crosscheck VSI for 1350 – 1500 feet per minute sink rate.  

Re-trim and stabilize. 

 

f. Simulate High Key and lower landing gear, Re-trim for 120-knot glide and 

commence 15-20
o
 AOB turn to low key, Re-trim.  Complete the Before Landing 

Checklist, then raise the pitch attitude slightly (approximately level-flight turn picture) 

and allow airspeed to decay until the first indication of impending stall (airframe stall 

buffet or stick shaker).   

 

g.      Maintain the turn or profile ground track and recover by lowering the pitch attitude 

to put the prop arc on the horizon (~ 8
o
 nose low) until 120 KIAS is regained.  

Altitude loss is approximately 800 feet.   

 

4. Common Errors. 

 

a. Failure to recognize an approach to stall indication. 

 

b. Lowering the nose too far, resulting in excessive loss of altitude.  
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519. LANDING PATTERN (APPROACH TURN) STALL 

 

1. Description.  Proper recognition of and recovery from approach to stall conditions in the 

landing pattern.  Training emphasis is on recognition of approach-to-stall indications and 

appropriate recovery procedures.  However, much like power-on stalls, the smoother the entry, 

the cleaner the stall. 

 

2. General.  In the landing pattern, unrecoverable stall or sink rate situations can occur before 

indications become obvious.  If a stall indication occurs in the landing pattern, disregard ground 

track, and recover as described below.  If in the pattern, do not hesitate to eject if recovery 

appears unlikely.  Landing pattern (Approach Turn) stalls may be practiced in either direction 

and in any flap configuration. 

 

3. Procedures. 

 

Landing Pattern (Approach Turn) Stall 

 

a. CONFIGURATION:  Establish the aircraft in the appropriate downwind 

configuration (120 KIAS gear down, flaps as required). 

 

b. CHECKLIST:  Perform the Pre-Stalling, Spinning, and Aerobatic Checklist and the 

Before Landing Checklist. 

 

c. CLEAR AREA:  Clear working area with visual scan, TCAS, and clearing turns as 

required. 

 

d. Simulate the transition near the abeam position IAW Contact FTI landing pattern 

procedures.  Power should be approximately 14/15/18% torque respectively, airspeed 

120/115/110KIAS, trimmed in a descending 30
o 
AOB turn to simulate the approach 

turn to final.  

 

e. Once stabilized on airspeed 120/115/110KIAS in the simulated approach turn, raise 

the nose to 5-10 degrees nose high, and then reduce power to idle.  Adjust ailerons to 

maintain AOB between 20-45 degrees, and increase back stick pressure to hold the 

pitch attitude. 

 

f. At first indication of stall, stick shaker or airframe buffet, recover with minimal 

altitude loss.   

 

Landing Attitude Stall  

 

a. CONFIGURATION:  Establish a simulated final approach at 5 to 10 knots above 

final approach airspeed commensurate with flap setting. 

 

b. CHECKLIST:  Perform the Pre-Stalling, Spinning, and Aerobatic Checklist and the 

Before Landing Checklist. 
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c. CLEAR AREA:  Clear working area with visual scan, TCAS, and clearing turns as 

required. 

 

d. Retard the PCL to idle and execute a simulated landing transition.  Hold the landing 

attitude constant until an approach to stall indication occurs.  Recover on approach to 

stall indication, which is activation of the stick shaker or aircraft buffet, whichever 

occurs first.  Recovery is similar to the Landing Pattern (Approach Turn) Stall.  

 

Recovery 

 

For all Landing Pattern (Approach Turn) stalls, recover at  approach to stall indication, either 

activation of the stick shaker or aircraft buffet, whichever occurs first.  Do not enter a full stall!  

Use RELAX, MAX, LEVEL, BALL to recover. 

 

a. RELAX.  Relax back-stick pressure slightly to decrease AOA and break the stall (do 

not dump the nose). 

 

b. MAX.  Power to MAX. 

 

c. LEVEL.  Level the wings to the horizon, and then establish a positive climbing 

attitude.  Use 14-17.9 units AOA for maximum performance. 

 

d. BALL.  Apply right rudder as necessary to center the balance ball. 

 

Recovery is complete when the aircraft is wings level and safely climbing. 

 

4. Common Errors. 

 

a. Failure to maintain angle of bank during the entry.  The aircraft will have a tendency 

to continue rolling past 30º to 45 angle of bank.  In addition, with increasing angle of 

bank, the nose will have a tendency to drop.  

 

b. Releasing instead of relaxing back-stick pressure, or applying forward stick pressure 

on recovery, thus resulting in a nose low attitude and excessive altitude loss.  

 

c. Not relaxing back-stick pressure enough, causing the aircraft to remain stalled.  

 

d. Cycling rudders in an attempt to keep the ball centered before flying speed is attained.  

 

e. Delay in raising the nose to the recovery attitude to stop the altitude loss.  

 

f. Failure to add sufficient power on recovery. 
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520. SLIP 

 

1. Description.  A slip is an out-of-balance flight condition used to increase the sink rate and 

lose excess altitude while maintaining a constant airspeed and a specific track over the ground.  

 

2. General.  A slip occurs when the aircraft slides sideways towards the center of the turn.  It 

is caused by an insufficient amount of rudder in relation to the amount of aileron and the angle of 

bank used.  If you roll into a turn without using coordinated rudder and aileron, or if you hold 

rudder against the turn after it has been established, the aircraft will slide sideways towards the 

center of the turn.  A slip may also occur in straight-and-level flight if one wing is allowed to 

drag; that is, flying with one wing low, and holding the nose of the aircraft straight by the use of 

rudder pressure.  In this case, the aircraft slips downward towards the earth’s surface and loses 

altitude.  In a full slip, the rate of descent may be in excess of 2000 feet per minute.  

 

3. Procedures. 

 

a. Although the slip can be flown at any airspeed or configuration, it will normally be 

demonstrated and introduced at altitude simulating the slip to high key at 125 KIAS, 

clean configuration.  Slips may also be demonstrated at 120 KIAS with gear 

down/flaps as required. 

 

NOTE 

 

Caution must be exercised, since stall speed is increased in this 

out-of-balance flight condition. 

 

b. To initiate a slip from wings level, lower one wing while applying opposite (top) 

rudder pressure.  Select a reference point on the horizon and adjust rudder pressure 

and/or angle of bank to maintain the desired ground track.  Full rudder deflection is 

not required during a slip.  If full rudder deflection is used, remain below 150 KIAS.  

Use caution if electing to slip with gear down, especially low to the ground. 

 

c. To initiate a slip while in a turn, lower the inboard wing while increasing opposite 

(top) rudder pressure.  It will be necessary to vary the angle of bank and rudder 

pressure to maintain the desired track over the ground.  

 

d. Monitor airspeed closely, adjust nose attitude as necessary to maintain 125 KIAS.  

Monitor the VSI and note increased rate of descent.  

 

NOTE 

 

The low-fuel warning light for the low-wing tank may illuminate 

regardless of fuel state.  

 

e. To recover from the slip, smoothly roll the wings towards level while reducing rudder 

pressure.  Remember, the slip must be taken out with enough altitude remaining to 
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slow the rate of descent and ensure positive control of the aircraft during the final 

moments of any maneuver in which it is used.  

 

4. Common Errors. 

 

a. Improper application of rudder, resulting in a skid.  

 

b. Poor airspeed control.  Remember, nose attitude still controls airspeed.  

 

c. Not varying angle of bank or rudder pressure to maintain desired track over ground.  

 

d. Rough entry and recovery control applications.  

 

521. SPIN 

 

1. Description.  Two primary factors must be present for an aircraft to spin: stalled AOA and 

yaw (rotation about the vertical axis). 

 

2. General.  Spins are taught to increase your situational awareness and confidence in 

extreme unusual attitudes and out-of-control flight (OCF) conditions.  Practice spins to the 

left and right.  The spin entry is straightforward and procedural; the spin entry is not a finesse 

maneuver.  It requires full back stick (ailerons neutral), fully deflected rudder, and idle power.   

 

We practice spins for the same reason we practice stalls.  Stalls and spins are not normal flight 

maneuvers, but they can occur during flight and only through practice can they be recognized 

rapidly, and recovered from instinctively and reflexively by making the mechanical flight control 

inputs necessary. 

 

Spins are generally performed only for air shows and training, but in WWI spins were used to 

descend through a cloud layer safely.  With no flight instruments, early aviators who tried to fly 

through the clouds could easily get vertigo and enter a spiral with rapidly increasing airspeed that 

(when exceeding Vne) resulted in destruction of the plane and the aviator.  A solution was to 

enter a spin, descend down through the clouds, and hope you had enough altitude and visibility 

after breaking out to recover safely.  With technology and instrumentation, this maneuver is no 

longer needed to descend through a cloud layer. 

 

An airplane’s design is a compromise between stability and maneuverability.  Modern civilian 

general aviation and transport planes are designed with stability in mind, and although not spin-

proof, are usually difficult to spin.  Very few modern trainers are certified for spins.  Military 

fighter and attack aircraft, however, are designed for maneuverability and performance.  These 

high performance planes have poor stall characteristics and can depart from controlled flight 

readily and violently during high G and high AOA maneuvering.  A departure usually begins 

with a stall and can then involve a pitch-up, nose slice, pitch-roll coupling, pitch-yaw coupling or 

some other type of post-stall gyration, resulting in a spin/out-of-control situation.  To 

successfully recover, the pilot has to immediately assess what is going on and put in the proper 

control inputs to effect recovery.  If the aircraft will not recover, the pilot needs to recognize it in 
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ample time to eject safely. 

 

For these reasons, spin training is started early in a Student Naval Aviator’s primary flight 

training.  Spins are confidence builders for a student.  They build confidence in his or her own 

ability to maintain orientation and reflexively apply proper recovery controls.  They also build 

his or her confidence in the ability of the airplane to respond to specific flight control inputs and 

regain normal flight.  Even in our relatively stable training plane, an incipient spin can develop 

with improper or heavy-handed flight control inputs during stall training or aerobatic maneuvers.  

A snap roll, such as you see in air shows, is simply a spin while flying horizontally (performed 

by abruptly pulling back-stick to stall the wing and kicking rudder in the direction of the desired 

roll).  Instructors Under Training perform fully developed spins and progressive spins to more 

fully investigate the spin characteristics of the T-6B, because they will be doing a lot of 

intentional spins (and perhaps some unintentional ones!) during their tour in the training 

command. 

 

A spin progresses through three phases:  post-stall gyrations, incipient spin, and steady state 

spin.  The aircraft progresses from one phase to the next as long as pro-spin controls are 

applied.  Failure to promptly apply proper recovery procedures during the first stages 

eventually results in a steady state spin.  It is important to understand the recovery method 

required in each phase. 

 
NOTE 

 
Spins shall be practiced in the clean configuration.  In the event 

of an unintentional spin with gear and flaps down, they shall be 

retracted immediately to prevent possible damage by exceeding 

their speed limitations. 

 
a. Post-stall  Gyrations:  A post-stall gyration can usually be identified by 

uncommanded (and often rapid) aircraft motions about any axis, a feeling that the 

controls are no longer effective nor acting in the normal sense, stalled or near-

stalled angle of attack, transient or erratic airspeed indications, and random turn 

needle deflection.  In order to recover from post-stall gyrations execute the  

INADVERTANT DEPARTURE FROM CONTROLLED FLIGHT Procedure. 

  

 
b. Incipient Spin:  Incipient spins are the spin-like motion that occurs between a 

post-stall gyration and a fully developed spin.  An incipient spin can be identified 

by an oscillatory spin-like motion, a fully deflected turn needle, a stalled angle of 

attack, and airspeed that is accelerating or decelerating toward the steady-state 

value.  The incipient spin phase lasts approximately 2 turns.  After completing the 

initial turn, the nose will pitch to approximately 60
o 
below the horizon, with pitch 

attitude becoming oscillatory.  In order to recover from the incipient spin execute 

the  INADVERTANT DEPARTURE FROM CONTROLLED FLIGHT 

Procedure. 
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c. Steady State Spin:  After completing approximately 3 turns, the spin will have 

entered a near steady-state condition.  Spin rotation rates will stabilize to 

approximately 2 to 3 seconds per turn with altitude loss of 400 to 500 feet per 

turn.  The angle of attack will be 18+ and airspeed will stabilize at 120 to 135 

KIAS.  The turn needle will be fully deflected in the direction of the spin.  When 

performing spins to the left, the pilot may notice some differences in pitch attitude 

and magnitude of pitch, roll, and yaw oscillations.  Spins in either direction may 

exhibit roll and yaw oscillations after 3 turns with neutral ailerons.  Recover from 

a steady state spin by using NATOPS erect spin recovery procedures. 

 

NOTE 

 

All spin maneuvers shall be done with a clearly defined horizon, 

clear of clouds.  Spin maneuvers may be performed over an 

undercast cloud layer that does not exceed 4,500 ft. AGL. 

 

NOTE 

 

Ailerons have pronounced effect on spin characteristics.  With 

ailerons held in the direction of spin rotation, roll and yaw become 

noticeably oscillatory.  With ailerons held full opposite to direction 

of spin rotation, roll and yaw oscillations are damped out and the 

spin appears to reach steady-state in all axes.  You will keep 

ailerons neutral for all spin training in the T-6B. 

 

3. Procedures 
 

a. Intentional Spin Entry 
 

i. CONFIGURATION:  Establish and trim the aircraft in slow cruise 

configuration (150 KIAS).  Trim will remain constant throughout the 

maneuver.  Start the maneuver at an altitude so that the spin itself is entered 

below 22,000 feet MSL, and recovered before 10,000 feet MSL.  Minimum 

entry altitude is 13,500 feet MSL. 

 

ii. CHECKLIST:  Perform the Pre-Stalling, Spinning, and Aerobatic Checklist.  

 

iii. CLEAR AREA:  Sufficiently clear the working area.  Since considerable 

altitude will be lost in the spin, be sure that the area below is clear of other 

aircraft or clouds.  TCAS “Below” mode may be used to aid clearing area 

below. 

 

iv. Roll out of the clearing turn, reducing the power setting to idle. 
 
v. Check the wings level and smoothly raise the nose (on the PFD) to 30º above 

the horizon.  When the gear warning horn activates, SNA shall acknowledge the 

warning horn, however the IP shall silence the horn prior to spin entry. 
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vi. At the stick shaker, lead the stall with a slight amount of rudder in the 

desired direction of spin.  Spins will be conducted in same direction as the 

last half of the clearing turn. 
 
vii. When the aircraft stalls (recognized by the nose pitching down), smoothly   

apply full rudder in the direction of spin and full back-stick.  Do not use 

aileron in the entry or during the spin.  Call out altitude, AOA, airspeed, turn 

needle deflection/direction. 

 

b. Incipient Spin Recovery  
 

Upon recognition of an incipient spin by stalled AOA, airspeed that is accelerating 

or decelerating toward the steady-state value, and turn needle fully deflected in 

direction of spin, initiate the INADVERTANT DEPARTURE FROM 

CONTROLLED FLIGHT Procedure, in accordance with the T-6B NATOPS Flight 

Manual.  The incipient spin phase lasts approximately 2 turns. 

 

PCL – IDLE 
 
CONTROLS – NEUTRAL  

ALTITUDE – CHECK 
 
RECOVER FROM UNUSUAL ATTITUDE  

NOTE 

 
When positioning the controls to neutral, it is not uncommon to 
mistakenly position the elevator slightly aft of neutral.  If the 
aircraft is not recovering as expected, slowly feed in forward stick 
until the neutral elevator position is reached and the aircraft 
recovers. 

 

NOTE 

 

If spin develops into steady state spin, then the IP should give  
consideration to altitude loss and working area restrictions and 
recover by using NATOPS erect spin recovery procedures. 
 

c. Steady-State Spin Recovery  
 

i. At spin entry, scan inside the cockpit to verify sufficient altitude for 

recovery, stalled AOA, airspeed stabilized 120 to 135 KIAS and turn needle 

fully deflected in direction of spin, respectively. 
 

ii. After verifying stabilized spin indications, initiate the recovery from the spin 

by first applying full rudder opposite to the direction of rotation.  Follow 

immediately with smooth, positive forward stick to a position forward of 
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neutral.  Do not use ailerons! A common error is unintentionally placing the 

stick in the neutral or slightly aft of neutral position. 
 

iii. Hold the controls in position until the rotation stops, and then recover with a 

minimum of loss of altitude. 
 

(a). Neutralize the controls  

(b). Level the wings by referencing the horizon. 

(c). Commence a smooth pullout.  Use sufficient G during pullout to 

maintain lower working area boundaries.  Avoid secondary stalls and do 

not exceed G limitations. 

 

iv. Continue the pullout until the nose is positioned to the level flight attitude.  

Recover with a minimum loss of altitude.  Emphasis is on smooth control inputs. 

 

v. Check and report oil pressure (minimum of 90 psi). 

 

vi. Add power as required. 

 
4. Common Errors. 

 
a. Not reducing power to idle after rolling wings level from the clearing turn.  

b. Becoming disoriented by looking outside and delaying initiation of recovery. 

c. Not neutralizing the controls as the rotation stops. 
 
d. Commencing the pullout too rapidly and/or too early, resulting in a secondary stall. 
 
e. Insufficient G pull on recovery, resulting in inadvertently exiting lower working 

area boundaries. 
 
f. Not checking the oil pressure, late in adding power when level, and not reporting 

oil pressure to the instructor. 

 

g. Inadvertently placing the stick aft of neutral, delaying or preventing recovery. 

 

 

 

 

.



Block Altitudes MSL 

12000’ MSL 17,999’ MSL 

Transition Block 

EAST : 11700’ MSL 

WEST: 11200’ MSL 

Frequencies 

JAX C Discrete 338.3 / 134.15 (CH 16) 

JAX Center 346.2 / 120.2 (CH 17) 

MOA Common 371.9 (CH 15) 

North MOA 

17 

MVC 

116.8 

CEW 

115.9 

1A 

1B 
1C 

2A 
2B 

2C 

3A 
3B 

3C 

4A 
4B 

4C 

NSE 

112.3 
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North MOA 

18 

NORTH MOA PROCEDURES 

NSE VFR/IFR 

- VFR: File NSE2. Fly normal VFR departure. 

- IFR: File NSE1, attempt VMC above. 

- Expect climb to 4,000 ‘MSL and expect further clearance to 10,000’ MSL. 

- Do not climb past assigned altitudes until specifically cleared by ATC. 

- At or below 10,000’ MSL TRACON will direct switch to JAX Ctr on 338.3/134.15 (16)   

- JAX Ctr will assign a working block after the pilot’s request. 

- Aircraft will proceed to working block via appropriate transition altitudes until within 

the lateral confines of assigned block. 

- Switch to NMOA Common, 371.9 (15)  once established if not already on frequency. 

- Continue to monitor NMOA common and operate MARSA VMC between 12000’ 

MSL and 17,999’ MSL. 

- IFR departure procedures same as VFR departure. 

- IFR clearance is automatically canceled upon entering the MOA. 

DO NOT ENTER MOA IMC without IFR clearance from JAX center. If unable to 

maintain VMC in MOA, coordinate with JAX center for further clearance.  

 

 

 

RECOVERIES FROM NORTH MOA 

VFR 

- Contact JAX center on 338.3 / 134.15  (16) and make applicable radio calls. 

- JAX Ctr will advise to call passing 12,000’ MSL.  

- Contact JAX Ctr passing 12,000’ MSL and follow ATC instruction to squawk 1200 

and radar service will be terminated. 

- Proceed VFR  on applicable frequency and depart either laterally, through Pelican 

Blocks 1B or 4C, coordinate a descent through another Pelican block, or descend 

along Pelican Lines. 

- If departing IFR, aircraft will maintain VMC at lowest altitude between 10,000’ MSL 

and 17,999 MSL. 

- Contact JAX center on 338.3 / 134.15 (16) with intentions/request. 

- JAX center will issue a clearance to depart NMOA IFR when separation. 

- Expect hand-off to Pensacola Approach. 

IFR 

- When ready to depart IFR make applicable radio call to JAX Ctr while maintaining 

confines of assigned block.  

- JAX Ctr will give clearance to destination  with instruction for route of flight and 

descent to 11,000’ MSL. 

- Aircraft will stay within the confines of their working block and MARSA until reaching 

11,000’ MSL AND THEN proceed as cleared. 

- IFR clearance does not begin until within the lateral confines of the penetration area 

and is based on JAX center workload. 

MARSA PROCEDURES - NMOA 

If JAX Ctr is unable to provide monitoring of NMOA, then Military Accepts 

Responsibility of Separation of Traffic. Flight into the NMOA is permitted but VMC 

must be maintained and all other normal airspace rules apply. 

If North Field is VFR 

- Make normal VFR departure and when canceling advisories, Squawk 1200 and    

enter NMOA VFR.  Maintain VMC and monitor NMOA Common  371.9 (15). 

- For departing NMOA make departure still employing same airspace rules and either 

join Course Rules or Random Arrival. 

If North Field is IFR 

-   Depart with NSE 1T and once VMC  cancel IFR and Squawk 1200.  Climb and 

maintain VFR in NMOA  and monitor NMOA Common  371.9 (15).   

-   Depart NMOA same as VFR and pick up IFR clearance as necessary once clear of 

NMOA. 
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- Aircraft will proceed to working block via appropriate transition altitudes until within 

the lateral confines of assigned block. 

- Switch to NMOA Common, 371.9 (15)  once established if not already on frequency. 

- Continue to monitor NMOA common and operate MARSA VMC between 12000’ 

MSL and 17,999’ MSL. 

- IFR departure procedures same as VFR departure. 

- IFR clearance is automatically canceled upon entering the MOA. 

DO NOT ENTER MOA IMC without IFR clearance from JAX center. If unable to 

maintain VMC in MOA, coordinate with JAX center for further clearance.  

 

 

 

 

RECOVERIES FROM NORTH MOA 

VFR 

- Contact JAX center on 338.3 / 134.15  (16) and make applicable radio calls. 

- JAX Ctr will advise to call passing 12,000’ MSL.  

- Contact JAX Ctr passing 12,000’ MSL and follow ATC instruction to squawk 1200 

and radar service will be terminated. 
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- Expect hand-off to Pensacola Approach. 
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11,000’ MSL AND THEN proceed as cleared. 
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and is based on JAX center workload. 
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If North Field is VFR 

- Make normal VFR departure and when canceling advisories, Squawk 1200 and    

enter NMOA VFR.  Maintain VMC and monitor NMOA Common  371.9 (15). 

- For departing NMOA make departure still employing same airspace rules and either 

join Course Rules or Random Arrival. 
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maintain VFR in NMOA  and monitor NMOA Common  371.9 (15).   
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NMOA. 
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Block Altitudes MSL 

6000’ MSL 11,000’ MSL 

Transition Block 

EAST : 5700’ MSL 

WEST: 5200’ MSL 

Frequencies 

Pelican & Fox  

Common 

254.9(12) 

Evergreen 254.35 (14) 

Brewton 257.97 (13) 

Bay Minette 122.8 CTAF(27) 

Monroeville 123.0 CTAF 

Area 2T 254.9 (12) 
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Evergreen 254.35 (14) 
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Area 2T 254.9 (12) 

19 

Pelican Working Area 

- Aircraft operating in the Pelican Working Area are VFR without radar advisories. 

- Aerobatics: Squawk 4700. 

- Blocks 1B and 4C are for ingress and egress of the airspace only. 

 

 

ENTRY & EXIT 

 

- Aircraft should enter  and exit via the transition layer. 

- If necessary, transit along block borders and make traffic calls on common BEFORE    

traversing the borders to ensure deconfliction. 
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Block Altitudes MSL 

GATOR & ATCAA 10,500’ – FL 230 

LOW 

 (3A N/A LOW) 
10,500’ – 16,500’ MSL 

HIGH  17,000’ – FL 230 

Frequencies 

Pensacola App  

(MOA monitor) 

372.0 / 120.05 

(28) 

MOA Discrete 360.725 (29) 

22 

South MOA – GATOR Area (VFR) 

Entry/Transition 

- File SMOA canned route for entry. (NSE 5 

from NSE). 

- Use local altimeter, when  it is below 29.92 

use FL 220 as top of working area. 

- PNS App (MOA Monitor) will transition 

aircraft to/from assigned block(s) and issue 

GATOR clearance: 

- Gator clearance authorizes aircraft to 

climb/descend from assigned alt only once 

established in the lateral confines of 

assigned working block Stay below 

10,500’ MSL until in working block. 

- Monitor 360.725 (CH 29) while in the 

GATOR area. 

 

Exit (VFR) 

- Contact PNS App 120.05/372.0 (CH 28) 

“Pensacola App, (call sign) cancel radar 

advisories” 

- Remain within assigned block until given 

instruction by PNS App (MOA Monitor). 

- Aircraft descending from high blocks 

through low block will do so only after ATC 

instructions, via MOA section lines or 

through cold areas. 

- Aircraft requesting VFR flight following after 

departing the GATOR will do so 10 minutes 

prior to departure. 

Block Altitudes MSL 

GATOR & ATCAA 10,500’ – FL 230 

LOW  

(3/A N/A LOW) 
10,500’ – 16,500’ MSL 

HIGH 17,000’ – FL 230 

22 

South MOA – GATOR Area (VFR) 

Entry/Transition 

- File SMOA canned route for entry. (NSE 5 

from NSE). 

- Use local altimeter, when  it is below 29.92 

use FL 220 as top of working area. 

- PNS App (MOA Monitor) will transition 

aircraft to/from assigned block(s) and issue 

GATOR clearance: 

- Gator clearance authorizes aircraft to 

climb/descend from assigned alt only once 

established in the lateral confines of 

assigned working block Stay below 

10,500’ MSL until in working block. 

- Monitor 360.725 (CH 29) while in the 

GATOR area. 

 

Exit (VFR) 

- Contact PNS App 120.05/372.0 (CH 28) 

“Pensacola App, (call sign) cancel radar 

advisories” 

- Remain within assigned block until given 

instruction by PNS App (MOA Monitor). 

- Aircraft descending from high blocks 

through low block will do so only after ATC 

instructions, via MOA section lines or 

through cold areas. 

- Aircraft requesting VFR flight following after 

departing the GATOR will do so 10 minutes 

prior to departure. 

Frequencies 

Pensacola App  

(MOA monitor) 

372.0 / 120.05 

(28) 

MOA Discrete 360.725 (29) 
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KNSE (4) 

KNFJ (24) 

KNSE (4) 

KNFJ (24) KPNS (54) KPNS (54) 

KNPA (44) 
KNPA (44) 

    Line Alpha 

          A 

    Line Bravo 

          B 

    Line Charlie 

          C 

    Line 1 

       D 

    Line Alpha 

          A 

    Line Bravo 

          B 

    Line Charlie 

          C 

    Line 1 

       D 

    Line 2 

       E 
    Line 2 

       E 

          I           I 

          H 
          H 

          F           F 

KJKA (122.7) 

KNBJ (9) 

KNFD (10) 

Saufley 

KCQF (123.0) 

Saufley 

KNFD (10) 

KNBJ (9) 

KJKA (122.7) 

KCQF (123.0) 

KBFM  (64) 

1R8 (122.8) 1R8 (122.8) 

KBFM  (64) 
Silverhill Silverhill 

    1A     1B     1C     1D 

    2A     2B 
    2C 

    2D 

    3A 
    3B 

    3C     3D 

    1A     1B     1C     1D 

    2A     2B 
    2C 

    2D 

    3A     3B 

    3C     3D 



Block Altitudes MSL 

GATOR & ATCAA 10,500’ MSL–FL 230 

LOW 

 (3A N/A Low) 
10,500’ MSL–16,500’ MSL 

HIGH 17,500’ MSL–FL 230 

Frequencies 

Pensacola App  

(MOA monitor) 

372.0 / 120.05 

(CH 28) 

MOA Discrete 360.725 (CH 29) 

23 

South MOA – GATOR Area (IFR EXIT) 

Exit (IFR) 

1. Contact PNS App 120.05/ 372.0 (CH 28) 

with intentions “Pensacola App, (call 

sign), complete in block 1A high, with 

(ATIS), request vectors RNAV (GPS) 23 

North Whiting full stop” 

2. PNS will issue standard clearance to 

depart GATOR via intercept lines/points 

3. MARSA until clear of GATOR. 

4. PNS will issue clearance once separation 

can be assured. 

 

Block Changes 

 

1. Make block changes with PNS App (MOA 

Monitor). 

 

 

 

Lost Communications 

1.HAVE NOT received a Gator clearance 

and are ABLE to maintain VMC, proceed 

VFR to NSE at or above 3500’ MSL for 

PPEL to active runway 

2.HAVE NOT received a Gator clearance 

and are UNABLE to maintain VMC, maintain 

last assigned alt and proceed direct MERTY 

or ANTUA. Enter holding as published, 

descend to depicted alt and execute 

approach. 

3.HAVE received Gator clearance and are 

ABLE to maintain VMC, descend VFR until 

below working area and proceed VFR to 

NSE at of above 3500’ MSL for PPEL to 

active runway. 

4.HAVE received Gator clearance and are 

UNABLE to depart MOA VMC, descend to 

lowest VMC alt (min 11000’ MSL), proceed 

via transition lines 1 or 2 to Points D or E.  

At Pt D or E, descend to 9000’ MSL and 

proceed direct MERTY, or ANTUA. Enter 

holding as published, descend to depicted 

alt and execute approach. 

Block Altitudes MSL 

GATOR & ATCAA 10,500’ MSL–FL 230 

LOW 

 (3A N/A Low) 
10,500’ MSL–16,500’ MSL 

HIGH 17,500’ MSL–FL 230 

Frequencies 

Pensacola App  

(MOA monitor) 

372.0 / 120.05 

(CH 28) 

MOA Discrete 309.8 (CH 29) 

23 

South MOA – GATOR Area (IFR EXIT) 

Exit (IFR) 

1. Contact PNS App 120.05/ 372.0 (CH 28) 

with intentions “Pensacola App, (call 

sign), complete in block 1A high, with 

(ATIS), request vectors RNAV (GPS) 23 

North Whiting full stop” 

2. PNS will issue standard clearance to 

depart GATOR via intercept lines/points 

3. MARSA until clear of GATOR. 

4. PNS will issue clearance once separation 

can be assured. 

 

Block Changes 

 

1. Make block changes with PNS App (MOA 

Monitor). 

 

 

 

Lost Communications 

1.HAVE NOT received a Gator clearance 

and are ABLE to maintain VMC, proceed 

VFR to NSE at or above 3500’ MSL for 

PPEL to active runway 

2.HAVE NOT received a Gator clearance 

and are UNABLE to maintain VMC, maintain 

last assigned alt and proceed direct MERTY 

or ANTUA. Enter holding as published, 

descend to depicted alt and execute 

approach. 

3.HAVE received Gator clearance and are 

ABLE to maintain VMC, descend VFR until 

below working area and proceed VFR to 

NSE at of above 3500’ MSL for PPEL to 

active runway. 

4.HAVE received Gator clearance and are 

UNABLE to depart MOA VMC, descend to 

lowest VMC alt (min 11000’ MSL), proceed 

via transition lines 1 or 2 to Points D or E.  

At Pt D or E, descend to 9000’ MSL and 

proceed direct MERTY, or ANTUA. Enter 

holding as published, descend to depicted 

alt and execute approach. 

COMTRAWINGFIVEINST 3710.3 COMTRAWINGFIVEINST 3710.3 OCTOBER 2015 OCTOBER 2015 

KNSE (4) KNSE (4) 

KNFJ (24) KNFJ (24) 
KPNS (54) 

KPNS (54) 

KNPA (44) KNPA (44) 

    Line Alpha 

          A 

    Line Alpha 

          A 

    Line Bravo 

          B 

    Line Bravo 

          B 

    Line Charlie 

          C 

    Line Charlie 

          C 

     Line 1 

       D 

    Line 1 

       D 

    Line 2 

       E 

    Line 2 

       E 

          I 
          I 

          H 
          H 

          F           F 

KBFM  (64) 
KBFM  (64) 

1R8 (122.8) 1R8 (122.8) 

Silverhill Silverhill 

KCQF (123.0) KCQF (123.0) 

KJKA (122.7) KJKA (122.7) 

KNBJ (9) KNBJ (9) 

KNFD (10) KNFD (10) 

Saufley Saufley 

    1A     1A     1B     1B     1C     1C     1D     1D 

    2A     2A     2B     2B     2C     2C 
    2D     2D 

    3A     3B     3B     3A 

    3C     3C     3D     3D 



Block Altitudes MSL 

SFC 9500’ MSL 

Frequencies 

Area 1 303.15 (8) 

Barin OLF 269.425 (9) 

Summerdale OLF 345.2 (10) 

Fairhope (KCQF) 123.0 

Block Altitudes MSL 

SFC 9500’ MSL 

24 

Area 1 

AREA 1 OPERATIONS 

 

-  Aerobatics: Squawk 4700. 

-  No Aerobatics over congested areas.  

-  Area 1H used for HELO training below 5000’ MSL. 

-  Aircraft using I-10 section line; remain clear of HWY 59 North. 

-  Aircraft should not use I-10 west of HWY 59 due to proximity with V198. 

-  Avoid Foley (5R4). 

-  Caution near the beach line for NPA course rules traffic. 

 

1. North Pt Clear 

2. South Pt Clear 

3. Weeks to Oyster Bay 

4. I-10 (5,000’ MSL and above) 

5. HWY 59 North (5,000’ MSL and above) 

6. HWY 59 Central (5,000’ MSL and above) 

7. HWY 59 South 

8. HWY 98 (5,000’ MSL and above) 

24 

Area 1 

AREA 1 OPERATIONS 

 

-  Aerobatics: Squawk 4700. 

-  No Aerobatics over congested areas.  

-  Area 1H used for HELO training below 5000’ MSL. 

-  Aircraft using I-10 section line; remain clear of HWY 59 North. 

-  Aircraft should not use I-10 west of HWY 59 due to proximity with V198. 

-  Avoid Foley (5R4). 

-  Caution near the beach line for NPA course rules traffic. 

 

1. North Pt Clear 

2. South Pt Clear 

3. Weeks to Oyster Bay 

4. I-10 (5,000’ MSL and above) 

5. HWY 59 North (5,000’ MSL and above) 

6. HWY 59 Central (5,000’ MSL and above) 

7. HWY 59 South 

8. HWY 98 (5,000’ MSL and above) 

[1] 

[2] 

[3] 

[4] 
[5] 

[6] 

[7] 

[8] 

[1] 

[2] 

[3] 

[4] 
[5] 

[6] 

[7] 

[8] 

Frequencies 

Area 1 303.15 (8) 

Barin OLF 269.425 (9) 

Summerdale OLF 345.2 (10) 

Fairhope (KCQF) 123.0 
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Ejection Seat Sequencing Mitigation 
Contingencies 

• FCP Incapacitation  
1. ISS Mode Selector – BOTH 
2. RCP – Eject  

• ICS Failure 
• “Face curtain” signal serves as the prepatory command 

during a controlled ejection. A thumbs up from each 
occupant is required to initiate ejection sequence. 

• FCP shall initiate ejection sequence with three “raps” of 
the canopy 

• RCP occupant shall initiate ejection ON third “rap” 
• FCP occupant shall initiate ejection NET ~0.5 seconds 

AFTER third “rap” 
 

Misc 
• Unqualified personnel prohibited 

• Must be NATOPS qualified, enrolled in a formal aviation syllabus, or an 
observer qualified Naval Flight Officer, Flight Surgeon, or Aeromedical 
Safety Officer 

• Delaying ejection below 2,000 ft AGL is not 
recommended 

• Any delays may negatively impact the 
ejection envelope 

• FCP occupant initiates ejection NET ~0.5 sec 
AFTER third “EJECT” call or immediately after 
confirming the RCP occupant has ejected 

• Proper manual ejection sequencing requires 
the RCP occupant to eject prior to the FCP 
occupant 

 
 

CRM 
• RCP Delaying Ejection 

• May lead to collision with FCP seat 
• RCP shall not hesitate or delay ejecting 
• RCP occupant shall initiate ejection ON third “EJECT” call 

• FCP Initiating Ejection Too Soon 
• May lead to collision with RCP seat 
• FCP shall initiate ejection NET ~0.5 sec after third 

“EJECT” call 

 

Procedures 
• Dual Flights 

• ISS Mode Selector – SOLO in flight (Before Takeoff checks) 
• RCP occupant shall initiate ejection ON third “EJECT” call 
• FCP occupant shall initiate ejection NET ~0.5 sec AFTER 

third “EJECT” call 

• Solo Flights 
• Normal NATOPS Procedures Apply 
• Ensure ISS Mode Selector is in SOLO 
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