
T-6B JPPT 1542.165A 
Simulator Event Briefing Guide 

C3101 
Briefing Guide 

(Worksheet) 
Planned Route: 

Takeoff: KNSE, Rwy 32 
Altitude: Working area limits 
Route: NMOA or Pelican, Brewton or Evergreen, KNSE 
Training Device: OFT 

SYLLABUS NOTES:  
All maneuvers performed by the IUT will emphasize instructional procedures while maintaining pilot 
proficiency level from the rear cockpit. Event shall be conducted using rear cockpit view.

Not all the required plus (+) items are listed within the discussion points in the MCG. In order to 
accommodate the completion of all required items by EOB some items have been added or moved 
between the three events within the block. 

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

Special Syllabus Requirement: 
None 

Maneuvers to be performed IAW Contact FTI:  

a. Takeoff
b. Departure  FTI     FWOP
c. Turn Pattern
d. Level Speed Change
e. Slow Flight
f. Power-on Stall
g. Power-Off Stall (ELP Stall)
h. Landing Pattern (Approach Turn) Stall
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CNATRAINST 1552.165A IUT T-6B DAY CONTACT 
C3100 BLOCK  

IUT  GRADE SHEET          DATE __________________     INSTRUCTOR  __________________________ 

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

CTS 
REF 

MANEUVER 

MIF C3101 C3102 C3103 
1 GEN KNOWLEDGE / PROCEDURES 4+ X X X 
2 EMERGENCY PROCEDURES 4+ X X X 
3 HEADWORK / SITUATIONAL AWARENESS 4+ X X X 
4 BASIC AIRWORK 4+ X X X 
5 IN-FLIGHT CHECKS / FUEL MANAGEMENT 4+ X X X 
6 IN-FLIGHT PLANNING / 

AREA ORIENTATION 
4+ X X X 

7 TASK MANAGEMENT 4+ X X X 
8 COMMUNICATION 4+ X X X 
9 MISSION PLANNING / BRIEFING / 

DEBRIEFING 
3+ X X X 

10 GROUND OPERATIONS 4 
11 TAKEOFF 4+ X X X 
12 DEPARTURE 4+ X X X 
15 TURN PATTERN 3+ X 
16 LEVEL SPEED CHANGE 3+ X 
17 SLOW FLIGHT 3+ X 
18 POWER-ON STALL 3+ X 
19 LANDING PATTERN STALLS 3+ X 
20 EMERGENCY LANDING PATTERN STALLS 3+ X 
21 SPIN 3 
22 CONTACT UNUSUAL ATTITUDES 3+ X 
23 LOOP 3+ X 
24 AILERON ROLL 3+ X 
25 SPLIT-S 3+ X 
26 BARREL ROLL 3+ X 
27 CLOVERLEAF 3+ X 
28 IMMELMANN 3+ X 
29 CUBAN EIGHT 3+ X 
30 WINGOVER 3+ X 
31 SLIP 3 
32 POWER LOSS 3+ X 
33 PRECAUTIONARY EMERGENCY LANDING 3+ X 
34 PEL/P 3+ X 
35 ELP LANDING 3+ X 
36 VFR ARRIVAL / COURSE RULES 3 
37 LANDING PATTERN 3+ X 
38 NO FLAP LANDING 3+ X 
38 TAKEOFF FLAP LANDING 3+ X 
38 LDG FLAP LANDING 3+ X 
39 AOA PATTERN 3+ X 
40 WAVEOFF 4 
13 INSRUCTIONAL SKILLS / STUDENT 

MANAGEMENT 
3+ X X X 

PFIT 1542.165A  12/14/2011 
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504. COMMUNICATIONS 

 

Proper radio communication procedures are extremely important to safety when operating in 

controlled airspace or the vicinity of other aircraft.  You should read and learn the basic 

communication terminology/procedures explained in Appendix B.  These procedures will be 

used throughout your aviation career. 

 

505. TAKEOFF 

 

1. Description.  Takeoff is the movement of the aircraft from its starting point on the runway 

until it leaves the ground in controlled flight.  

 

2. General.  The takeoff requires a smooth transition from ground roll to controlled flight.  

Although a relatively simple maneuver, the takeoff presents numerous potential hazards.  The 

dynamics of high engine thrust, possible directional control problems, the potential for runway 

incursions, high-speed aborts, low-altitude engine failures, to name a few, make the takeoff 

regime of flight unique in its safety challenges.  Thorough and disciplined ground operations 

help lead to a safe, uneventful takeoff.   

 

Takeoffs should always be made as nearly into the wind as practical.  The aircraft’s ground 

speed in a headwind is slower at liftoff than in a tailwind, thus reducing wear and stress on the 

landing gear.  Secondly, a shorter distance is required to develop the minimum lift necessary for 

takeoff and climb.  Aircraft depend on airspeed to fly.  A headwind provides some airspeed 

before the aircraft even begins its takeoff ground roll as the wind flows over the wings. 

 

Although the takeoff and climb process is one continuous maneuver, it is divided into three 

separate steps for purposes of explanation:  takeoff roll, rotation, and initial climb (Figure 5-2). 

 

 
 

Figure 5-2  The Takeoff Roll, Rotation, and Initial Climb 
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The takeoff roll is the portion of the takeoff procedure during which the aircraft is accelerated 

from a standstill to an airspeed providing sufficient lift for it to become airborne. 

 

The rotation is the act of raising the nose of the aircraft to a set pitch attitude, increasing AOA 

and allowing the aircraft to become airborne in controlled flight. 

 

The initial climb is the period just after the aircraft has left the runway and is normally 

considered complete when the aircraft has reached a safe maneuvering altitude. 

 

During the takeoff, an abrupt application of power will cause the aircraft to yaw sharply left 

because of the torque effects of the propeller.  Steady the yawing tendency with right rudder as 

the engine spools up and the aircraft begins rolling down the runway.  Remember, the TAD will 

not begin making rudder trim adjustments until 80 KIAS and weight off wheels.  As speed 

increases, more and more pressure will be felt on the flight controls, particularly the elevator and 

rudder.  Since the tail surfaces receive the full effect of the propeller slipstream, they become 

effective first. 

 

To rotate, apply back stick pressure at 85 KIAS to gradually raise the nose wheel off the runway 

and establish the takeoff attitude (8º nose high, spinner on or slightly below the horizon).  This is 

referred to as “rotating.”  Allow the aircraft to fly itself off the ground.  Do not force the aircraft 

into the air with excessive back-stick pressure as this will only result in an excessively high pitch 

attitude, possible stall or tail strike.  Coordinate right rudder as necessary with TAD adjustments 

during rotation.  Compensate for the left yaw tendency as the aircraft leaves the runway with 

rudder, not aileron. 

 

As you move to the initial climb phase of the takeoff, check pitch attitude at approximately 8° 

nose high and begin accelerating.  The aircraft will pick up speed rapidly after becoming 

airborne.  Once a positive climb is verified and a safe landing cannot be made on the remaining 

runway in front of you, raise the gear and flaps (as per After Takeoff Checklist and the 

procedures below).  Accelerate to 140-180 KIAS and climb. 

 

 
 

Figure 5-3  Climb Rate 



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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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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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 (or as calculated for wind 

gusts). 

 

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 
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(crabbing). 

 

 
 

Figure 5-4  Skipping on Takeoff 

 

507. DEPARTURE 

 

1. Description.  N/A 

 

2. General.  See local Standard Operating Procedures or Course Rules. 

 

3. Procedures.  See local Standard Operating Procedures or Course Rules. 

 

508. STRAIGHT AND LEVEL FLIGHT 

 

1. Description.  Maintain a constant altitude, airspeed and heading using the horizon as the 

primary reference. 

 

2. General.  Straight-and-level flight requires familiarity with flight instruments and visual 

cues.  To fly in level flight, consciously fix reference points on the aircraft in relation to the 

horizon, and compare or crosscheck this relationship with the flight instruments.  In addition to 

outside references, refer to the PFD to crosscheck the altimeter, and vertical speed indicator. 

 

In straight-and-level unaccelerated flight at 200 KIAS, the level flight visual pitch picture is 

approximately half-ground/half-sky with the wings equidistant from the horizon, (Figure 5-5).  

At higher airspeeds, hold the nose at a lower attitude to maintain level flight; at lower airspeeds, 

hold the nose at a higher attitude.  Straight and level flight is a balanced flight condition while 

maintaining a constant heading and altitude. 
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a. Clear the area. 

 

b. Roll into an estimated angle of bank on the horizon; add slight rudder in direction of 

turn to maintain a centered ball, then crosscheck that angle of bank on the attitude 

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.  

Cubic
Highlight



PRIMARY CONTACT  CHAPTER FIVE 

FLIGHT PROCEDURES    5-17 

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. 

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 
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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  

 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 
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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.  

 

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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514. STALLS 

 

1. Description.  Stalls are taught to develop your ability to recognize a complete stall or an 

approaching stall and to recover correctly with a minimum loss of altitude. 

 

2. General.  You will learn to recognize the approaching stall or complete stall through a 

combination of the senses of sight, sound and feel. 

 

a. Vision is useful in detecting a stall condition by noting the attitude of the airplane.  

This sense can be fully relied on only when the stall is the result of an unusual 

attitude of the airplane.  However, since the airplane can also be stalled from a normal 

attitude, vision in this instance would be of little help in detecting the approaching 

stall. 

 

b. Hearing is also helpful in sensing a stall condition, since the tone level and intensity 

of sounds incident to flight decrease as the airspeed decreases.  The reduction of the 

noise made by the air flowing along the canopy as airspeed decreases is also quite 

noticeable, and when the stall is almost complete, vibration and its incident noises 

often increase greatly. 

 

c. Kinesthesia, or the sensing of change in direction or speed of motion, is probably the 

most important and the best indicator to the trained and experienced pilot.  If this 

sensitivity is properly developed, it will warn of a decrease in speed or the beginning 

of a settling or "mushing" of the airplane. 

 

d. The feeling of control pressures is also very important.  As speed is reduced, the 

resistance to pressures on the controls becomes progressively less.  Aircraft response 

to control movements also decreases until a complete stall, when all controls can be 

moved with almost no resistance, and with little immediate effect on the airplane.  

The Stick shaker will normally occur 5-10 knots prior to the stall, with airframe 

buffet occurring almost immediately thereafter.  The stick shaker may sometimes 

mask airframe buffet making it difficult to feel.  In some circumstances, aircraft 

buffet may occur before the stick shaker activates. 

 

Accomplish and/or review the THREE Cs before performing stall maneuvers.  The THREE Cs 

may be accomplished in any order and are not required between individual maneuvers if flown in 

a series. 

 

CONFIGURATION:  Put the aircraft in the appropriate configuration. 

 

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

 

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

 

A clearing turn (approximately 180°) utilizing 30-60° angle of bank; 45° angle of bank 

maximum in the landing configuration.  Normally, turning stalls should be performed in the 
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same direction of the last clearing turn but can be adjusted as needed to remain within the 

working area boundaries.  Recovery from all stall maneuvers must be accomplished above 

6000 feet AGL. 

 

Stalls will be preceded by the stick shaker or airframe buffet (whichever occurs first), at which 

point, recovery will be initiated.  However, during some training maneuvers you will practice 

full stalls (nose pitches down) before initiating recovery.  This is done, not to foster a complacent 

attitude towards stalls, but to build skill and confidence in the recovery procedures.  Obviously, 

if a stall warning (i.e., stick shaker) is encountered at any time other than during stall practice, 

you will initiate recovery immediately. 

 

3. Procedures.  Refer to procedures in this chapter. 

 

4. Common Errors. 

 

Not recovering at the first indication of stall. 

 

515. ENERGY MANAGEMENT 

 

1. Description.  Planning a sortie profile that allows maneuvers to be accomplished in an 

order that optimizes time and energy. 

 

2. General.  Energy level is defined by airspeed (kinetic energy) and altitude (potential 

energy) and is manipulated with power, drag, and G-loading.  Plan maneuvers in an order that 

minimize the requirement for deliberate energy changes, and make use of the inherent energy 

gaining or losing properties of individual maneuvers. 

 

a. Altitude And Airspeed Exchange.  Potential energy (altitude) and kinetic energy 

(airspeed) can be traded.  For example, 1,000 feet of altitude equals approximately 50 

knots of airspeed with the canopy bow on the horizon and maximum power. 

 

b. Optimum Energy Level.  In a typical MOA, optimum energy level for aerobatic 

maneuvering is 180 to 200 KIAS at an altitude midway between the top and bottom 

area limits.  Energy is sufficient for any aerobatic maneuver after an airspeed or 

altitude exchange to meet briefed entry parameters. 

 

c. Losing Energy.  Energy may be decreased with low power settings, increased drag 

(speed brake), or increased AOA (G-loading).  A simple way to lose energy is to 

perform a constant airspeed descent until the desired energy level is reached. 

 

d. Gaining Energy.  Energy gain is enhanced with low AOA (avoid flight near zero-G) 

and high power.  The best method to gain energy is a climb at 140 to 160 KIAS with 

MAX power.  
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e. Energy Planning.  Constant awareness of total energy state aides in correct maneuver 

selection and effective profile management, which allows a smooth flow between 

maneuvers with minimum delay. 

 

516. SLOW FLIGHT (SCATSAFE) MANEUVER 

 

1. Description.  The slow flight maneuver is designed to develop your ability to fly the 

aircraft in a near-stalled condition. 

 

2. General.  This maneuver will be demonstrated by the instructor and then flown by the 

student.  Every takeoff and landing you make requires you to operate the aircraft at low airspeed.  

During training, students are taught "flight at minimum controllable airspeed" so they may learn 

the effect that airspeed has on aircraft performance and controllability. 

 

3. Procedures. 

 

a. CONFIGURATION:  At a safe altitude (complete maneuver above 6,000 feet 

AGL), slow the aircraft below 150 KIAS and configure with the landing gear down. 

 

b. CHECKLIST:  Perform the Before Landing Checklist and the Pre-Stalling, 

Spinning, and Aerobatic Checklist over the ICS. 

 

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

required.   

 

d. Lower landing (LDG) flaps.  Continue reducing airspeed to approximately 80 KIAS 

(15 units AOA), while setting approximately 45% torque. 

 

NOTE 

 

The stick shaker may be on throughout the demo. 

 

Demonstrate the following aircraft flight characteristics: 

 

S - Straight and Level.  During operation on the back side of the power curve, increased AOA 

results in increased drag and a stall if not carefully flown.  Note the pitch attitude, torque, and 

rudder deflection required to maintain straight-and-level flight.  This is the sight picture a pilot 

should see at rotation during takeoff or just prior to touchdown during landing. 

 

C - Coordination Exercise.  Conduct a series of left and right turns, using 15-20° angle of bank.  

Keep the ball centered using coordinated rudder.  Approximately two inches of right rudder is 

required to maintain straight-and-level, coordinated flight.  Right turns require approximately 

twice the rudder deflection to maintain coordination.  Left turns require approximately one-half 

inch of right rudder to maintain coordination. 
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A - Adverse Yaw.  Lack of coordinated rudder during a turn results in weaving or “S-ing” on 

final.  Select two points, one directly in front of the aircraft and one approximately 20° to the 

right of the nose.  Without applying rudder, initiate a rapid right turn with 20° bank.  Note the 

initial tendency of the nose to yaw left.  After approximately 20° of turn, roll out rapidly without 

using rudder.  The nose continues past the selected roll out point then comes back.  Next, initiate 

a right turn, using coordinated rudder.  Notice that the nose immediately tracks in a coordinated 

manner.  After 20° of turn, roll out using properly coordinated rudder and note that the nose 

stops on the selected rollout point.  

 

T - Torque and Turns.  The T-6B initially tends to pitch up, yaw, and roll left if positive control 

is not maintained during full power takeoffs and landings.  To demonstrate this, quickly increase 

power to MAX from straight-and-level, coordinated slow-flight and release the controls.  The 

nose tracks up, yaws, and rolls left, and approaches a stall.  Recover from the buffet, prior to 

stall.  Reestablish slow-flight and increase power to MAX again.  This time, hold proper takeoff 

pitch and apply coordinated rudder to maintain a proper nose track.  Positive control of the 

aircraft ensures safe takeoffs, touch-and-go landings, and go-arounds. 

 

S - Steep Turns.  High angles of bank at slow airspeeds increase stall speed and cause rapid turn 

rates.  Slowly increase bank towards 60° while adding power and back pressure to maintain level 

flight.  Look at a point on the ground and watch the wingtip appear to pivot around the selected 

point.  The AOA quickly increases, progressing into a stall.  Roll out of the bank to recover from 

the impending stall. 

 

A - Abrupt Control Movement.  Fixation on the aim point during landing can cause an abrupt 

flare.  Late recognition of the rapidly approaching runway causes the pilot to abruptly raise the 

nose of the aircraft, causing an approach-to-stall condition, a hard landing, or both.  The stick 

shaker activates, but there is no decrease in sink rate.  To demonstrate this, abruptly apply back-

stick pressure to 20° nose-high to simulate snatching the control stick in the flare.  The AOA 

rapidly increases and the aircraft progresses towards a full stall.  Release backpressure to 

recover.  To avoid this condition on landing, view the total landing environment and apply 

controls in a smooth, positive manner. 

 

F - Flap Retraction.  Flap retraction prior to the recommended airspeeds causes the aircraft to 

lose lift and develop a sink rate.  From straight-and-level coordinated slow-flight, raise the flaps 

from LDG to UP without pausing at the TO position.  While retracting the flaps, increase the 

pitch attitude to maintain altitude.  Initially airspeed increases (due to reduced drag as flaps begin 

to retract), but as flaps retract towards UP, the AOA increases and a stall results.  Recover from 

the stall by selecting LDG flaps. 

 

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. 
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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 

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. 
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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. 

2. General.  Power–off 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.  

Cubic
Highlight



CHAPTER FIVE CHANGE 3 PRIMARY CONTACT 

5-26    FLIGHT PROCEDURES    

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 clean configuration.  Begin the

maneuver at slow cruise (150 kts), or airspeed at the IP’s discretion.  Complete the

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. Roll wings level.  If at or below 150 KIAS, reduce power to 4-6% torque and begin

decelerating towards best glide speed, 125 KIAS.  If above 150 KIAS, reduce power

to 4-6% torque and zoom glide to capture 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 the landing gear; Re-trim for 120-knot glide and

commence a 15-20º AOB turn to Low Key.  Complete the Before Landing Checklist.

g. Raise the nose to 5-10º nose high and allow airspeed to decay until the first indication

of impending stall (airframe buffet or stick shaker).

h. Maintain the turn or profile groud track and recover by lowering the pitch attitude to

put the prop arc on the horizon (~8º 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.

c. Failure to properly capture airspeed.
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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 

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

turn to final.  

 

e. Once stabilized on airspeed 120/115/110 KIAS 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. 

 

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. 
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    b.  Maintenance procedures that require deviation from normal 
procedures shall be coordinated with North Tower prior to takeoff.  
(i.e. Unrestricted climbs to High-Key.) 
 
WARNING:  Tower will not clear aircraft to take-off or land until 
maintenance aircraft reports “operations normal” at High-Key. 
 
3.5  PRACTICE ABORTED TAKE-OFF DEMONSTRATIONS. 
 
    a.  Aircraft should request permission for the practice abort 
demonstration from North Ground during the initial taxi request or 
upon clearing the runway after a full-stop landing. 
  
    b.  At the hold short line at the runway approach end call: 
 

“North Tower, (call sign) practice abort.” 
 
    c.  After the demonstration is complete and the aircraft has 
returned to a safe taxi speed, aircraft may exit at mid-field. 
 
3.6  DEPARTURE PROCEDURES. 
 
3.6.1  VFR. 
 
    a.  Over upwind numbers turn in the shortest direction to the 
climb-out heading.  The climb-out headings are: 
 
        (1) Runway 05/14 - 010° 
 
        (2) Runway 23/32 – 340° 
 
    b.  Do not penetrate South Whiting airspace without approval from 
tower.  Langley Road is the airspace dividing line. 

 
    c.  Level off at 700’-800’ MSL and accelerate until visually clear 
of the traffic pattern.  
 
NOTE:  Reference (a) grants exception for exceeding 200 KIAS when 
operations that cannot safely be conducted at airspeeds less than 200 
KIAS.  Maintaining maximum power on climb-out affords aircrew the best 
opportunity for survival in the event of an emergency. 
 
    d.  When visually clear of traffic pattern, switch to Pensacola 
Departure Control (291.625 UHF/CH 6), transition to a climb, and 
contact Pensacola Departure.  Advise Pensacola Departure if deviations 
are necessary to avoid traffic or clouds. Climb airspeed is 180 KIAS.  
 

“Pensacola Departure, (call sign), passing (altitude).” 
 
NOTE:  ATC will provide VFR departures clearance to turn on course and 
for higher altitudes above 4,500’ MSL.    
 
    e.  All departures, VFR and IFR, from Runways 23 and 32 must be 
2,700’ MSL or higher by 6.5 DME.   
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    f.  Transition to working and departure areas as described below:  
 
        (1) North MOA – Comply with ATC instructions. (See 4.2.1) 
 
        (2) South MOA – Comply with ATC instructions. (See 4.4.1) 
 
        (3) Area 1/VFR West Departure - Climb VFR on departure heading 
for the runway in use and climb to 4,500’ MSL.  When instructed by ATC 
to “climb to requested altitude”, continue the climb to 6,500’ MSL.  
When instructed by ATC to “proceed on course” or when leaving 4,200’ 
MSL, whichever occurs first, turn to a heading of 270°.  Expect to 
switch to Pensacola Departure West (351.825 UHF/CH 11).  
 
NOTE:  When transiting to Area 1, be aware of helicopter traffic 
transiting at or below 5,000’ MSL north of I-10, commercial traffic 
descending in-bound to KPNS from the northwest, and T-6B traffic 
working the I-10 section line in Area 1.  
 
WARNING: Area 1 traffic be advised of multiple antennas (antenna farm) 
located along I-10 up to 2,049’ MSL. 
    
        (4) Fox Area (Northwest) - Climb VFR on departure heading for 
the runway in use and begin a climb to 4,500’ MSL.  When instructed by 
ATC to “Proceed on course” or when leaving 4,200’ MSL, whichever 
occurs first, turn to a heading between 270°-320°.   
      
        (5) Pelican Area/VFR North or East Departure - Climb VFR on 
departure heading for the runway in use and begin a climb to 4,500’ 
MSL.  When instructed by ATC to “climb to requested altitude”, 
continue the climb to 5,500’ MSL.  When instructed by ATC to “proceed 
on course” or when leaving 4,200’ MSL, whichever occurs first, turn to 
a heading of 360°.  
 
        (6) Area 3/South Departure – Climb VFR on departure heading 
for the runway in use and begin a climb to 4,500’ MSL.  Maintain climb 
out heading and 4,500’ MSL until Pensacola Departure clears to 180°. 
Expect a further climb with ATC.  Expect a switch to Pensacola Departure 
Southeast (269.375 UHF/CH 7).  Maintain radar advisories while operating in 
Area 3.  
 
    g.  North and South MOA: Continue as directed by ATC. Once 
established in the MOA, switch to MOA discrete. 
 
    h.  North, West and Fox Departures: Continue on appropriate 
departure heading and altitude until reaching the departure’s 
termination point for VFR advisories, then report: 
 

“Pensacola Departure, (call sign), clear to the North/West/Northwest.” 
 

    i.  All aircraft departing VFR shall maintain radar advisories 
until reaching the following termination points:   
         

Cubic
Highlight

Cubic
Highlight

Cubic
Highlight

Cubic
Highlight

Cubic
Highlight

Cubic
Highlight



COMTRAWINGFIVEINST 3710.2W 
 

3-8 
 

  (1) North Departure (Pelican Area/VFR to the North/VFR to the 
East) – Crossing Highway 4. (NSE 12 DME). 
 
        (2) South Departure (Area 3/VFR to the South) – Crossing I-10.  
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 (299.5 UHF/CH 16) and Pensacola Approach (119.0 VHF/CH 7 or 
118.6 VHF CH/57) as directed for simultaneous monitoring of 
advisories. 
 
        (3) West Departure (Area 1/VFR to the West) – Abeam the 
north/south railroad tracks in the vicinity of Bay Springs (Point ENSLY - 
NSE 24 DME). If proceeding to Area 1, maintain 6,500’ MSL until South of the 
lateral confines of the V198/V241 (northern boundary of the South MOA).  
 
    (4) Fox Departure – Crossing the southern boundary of the Pelican 
(North of the lateral confines of V198/V241), but no later than HWY 29(NSE 
17 DME). 
 
    j.  Upon reaching the termination point for VFR traffic advisories 
and/or when directed by ATC, switch to the appropriate area common 
frequency, squawk 1200 or 4700 as appropriate, and proceed to the 
working area. 
 

 
 

Course Rules Departures (RWY 5/14) 
Figure 3-4  
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Course Rules Departures (RWY 23/32) 

Figure 3-5  
 

3.6.2  IFR/IMC DEPARTURES. 
 
NOTE:  When field is operating VFR, maintain 700-800’ MSL until clear of 
the traffic pattern. 
 
   a.  Stereo Flight Plans/VFR-on-Top Departure.  VFR-On-Top (OTP) (NSE-3 
stereo route) procedures are for the purpose of receiving IFR departure 
service until in VMC conditions.   
 
        (1)  The full NSE-3 VFR-On-Top clearance will be:  
 
“(Call sign) cleared to the MERTY intersection via radar vectors.  Climb 
to and report reaching VFR conditions on top.  If not on top at 4,000’, 
maintain 4,000 and advise, departure frequency 278.8, squawk ####.” (If 

VFR prior to 4,000, cancel IFR). 
 
        (2)  The NSE-3 clearance may be issued in short form as follows:  
 
“(Call sign) cleared to the MERTY intersection via NSE-3, squawk ####.” 

   
NOTE:  Pilot acknowledgment of the short NSE-3 clearance constitutes 
acceptance of the full clearance. 
 
        (3)  Aircraft shall not depart the run up areas until IFR 
clearance has been received. 
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   b.  Precision Minimums.  When weather at North Field is below 
non-precision minimums, aircraft may depart North Field only with one of 
the following: 
 
        (1) KNSE ILS Runway 14 is operational, weather is at or above KNSE 
14 ILS minimums and KNSE Runway 14 is in use. 
 

or 
 

        (2) If the ILS is not operational or not available: South Whiting 
(KNDZ) GCA is operational to the runway in use, restricted airspace is 
available, weather is at or above KNDZ GCA minimums.  Check KNDZ NOTAMS or 
contact NAS Whiting Field Base Ops (850-623-7598) to confirm the GCA is 
available. 
 
3.7  LATERAL DEPARTURES. 
  
    a.  Lateral departures are departures through the Class C Airspace at 
an altitude other than normal course rules departure.  When possible, 
requests should initially be made through Ground Control prior to takeoff 
and again with Pensacola Departure Control upon departure. 
 

“Pensacola Departure, (call sign), passing (altitude), request lateral 
departure to (area or direction) at (requested altitude).” 

 
    b.  If the request is approved, maintain radar advisories (flight 
following) with ATC until clear of the local airspace.  
 

“Pensacola Departure, (call sign), clear to the (cardinal direction), 
terminate.” 

 
WARNING:  When executing a lateral departure to the north, be particularly 
aware of traffic inbound, on the course rules, in the vicinity of Point 
Nugget.   
 
3.8  NORTH FIELD ARRIVAL DAY VFR. 
 
    a.  Delays.  If for any reason a delay should occur (runway 
change, etc.) that will keep an aircraft from proceeding past a 
reporting point, Pensacola Approach Control will advise the length of 
expected delay and request pilot intentions.  Pilots may elect to 
enter a right hand, VFR holding pattern at the reporting point at 150 
KIAS.  If traffic warrants, Approach Control may recommend a holding 
altitude, which will provide separation between aircraft.  Solo 
aircraft unable to maintain VMC should return to a NOLF or declare an 
emergency.  
 
    b.  VMC Weather Deviations.  Should weather necessitate deviation 
from course rules, pilots shall first advise TRACON of intentions.  If 
weather conditions preclude aircraft from adhering to specified 
altitudes, pilots shall select an altitude stated below to maintain 
VMC: 
 



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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