
T-6B JPPT 1542.165A 
Simulator Event Briefing Guide 

C3103 
Briefing Guide 

(Worksheet) 
Planned Route: 

Takeoff: KNSE, Rwy 05 
Altitude: Working area limits 
Route: KNSE, NMOA, Pelican, Brewton, 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 the 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. Power Loss (Engine Failure)

b. Precautionary Emergency Landing (PEL)

c. Emergency Landing Pattern (ELP) Landing        (DIAGRAM)

d. Precautionary Emergency Landing from the Pattern (PEL/P)
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Basic rules for handling an emergency
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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  
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CHAPTER SEVEN 

EMERGENCY PROCEDURES 

 

700. INTRODUCTION 

 

This chapter forms the basis of your T-6B Emergency Procedures Training.  A complete and 

thorough knowledge of the procedures in this chapter is essential for students who wish to 

progress to their solo flight.  The memorization and proficient execution of these procedures will 

prove to be one of the greatest challenges to you during Primary Training.  Remember the single 

most important factor in the execution of any emergency procedure is to first maintain control of 

the aircraft.  After the aircraft is under control, you must then determine the precise nature of the 

problem.  It is only at this point that you can execute the applicable emergency procedure and 

determine the appropriate landing criteria.  No matter how well you know your procedures, if 

you lose control of the aircraft or misdiagnose the nature of the malfunction, you will not be 

successful in handling the emergency.  Make sure that you are in control of the aircraft and 

understand what the problem is before you attempt to apply a solution. 

 

1. Description.  N/A 

 

2. General.  It is conceivable that during any flight evolution, an engine or system 

malfunction may occur either while on the ground or in flight.  These malfunctions can range 

from system failures to a partial or complete power loss.  The T-6B NATOPS Flight Manual, 

Section III, will be your governing publication for all EPs and the primary focus of your study 

and preparation.  This chapter of the FTI merely expands and amplifies certain procedures 

from the NATOPS.  If discrepancies exist between the FTI and the NATOPS manual, the 

NATOPS takes precedence. 

 

3. Procedures.  An emergency may occur at any altitude, airspeed and configuration.  When 

presented with an emergency (actual or simulated), follow the three basic rules for 

handling an airborne emergency.  

 

a. Maintain aircraft control:  Establishing the aircraft in safe controlled flight should 

always be your first priority in any emergency, even if it means consciously 

continuing in straight and level flight.  Conversely, if performing aerobatic 

maneuvers, for example, and the master caution light illuminates, accomplish the 

appropriate VMC recovery and take care of flying the airplane before delving into the 

specifics of the caution. 

 

b. Analyze the situation and take proper action:  Analyze the indications you have 

to determine the nature of the emergency.  You should verify what you see in your 

cockpit with the other crewmember.  Once the problem is diagnosed, apply 

boldfaced/asterisk items, then open your Pocket Checklist and with good aircrew 

coordination, continue with the emergency procedure.  Consideration should be given 

to using RDO, FDO/ODO, or another aircraft for assistance as conditions persist. 
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i. During airborne simulated emergency training, students will VERBALIZE the 

engine indications which may include Torque, ITT, N1, Np, Oil and Hydraulic 

pressure.  Your instructor will verify indications and then give simulated engine 

indications and any EICAS messages that may apply. 

 

ii. The student will then determine the cause of the emergency and take appropriate 

action by simulating applying the appropriate checklist procedures. 

 

iii. Critical action items are to be conducted from memory without delay.  Time 

permitting, break out the Pilot’s Abbreviated Flight Crew Checklist (PCL) and 

conduct the appropriate checklist remaining items. 

 

NOTE 

 

During your airborne emergency procedure training, DO NOT 

actually manipulate switches or position the PCL to OFF in flight.  

When conducting simulated emergencies in flight, VERBALIZE 

emergency procedures that actually move switches or the PCL 

with the word “simulated.”  For example, use “PMU Switch” – 

“Simulated Off.”  In response to “PCL”-“Simulated Off,” the 

instructor will set the power to 4-6% Torque to simulate a 

feathered propeller condition, when appropriate. 

 

c.  Land as soon as conditions permit:  The severity of the problem will dictate the 

course of action to take to safely recover the aircraft.  Execution of emergency 

procedures will direct you to one of the following situations:  Precautionary 

Emergency Landing (PEL), Forced Landing, Ejection, Land as soon as possible, or 

Land as soon as practical. 

 

Land As Soon As Possible:  An emergency shall be declared and a landing 

accomplished at the nearest suitable landing area considering the severity of the 

emergency, weather conditions, field facilities, ambient lighting, and command 

guidance. 

 

Land As Soon As Practical:  Emergency conditions are less urgent and, although the 

mission is to be terminated, the degree of the emergency is such that an immediate 

landing may not be necessary.    

 

4. Common Errors. 

 

a. Not maintaining aircraft control. 

 

b. Improper analysis of aircraft malfunction  

 

c. Not remembering to Aviate, Navigate, Communicate in that order. 

 



PRIMARY CONTACT CHAPTER SEVEN 

EMERGENCY PROCEDURES    7-3 

d. Executing incorrect emergency procedure. 

 

e. Not using appropriate CRM. 

 

f. Verbalizing procedures, but not executing. 

 

701. ABORTED TAKEOFF DEMONSTRATION 

 

1. Description.  This maneuver demonstrates the characteristics and length of runway 

required for an aborted takeoff.  

 

2. General.  An aborted takeoff may be required during any takeoff.  Examples of reasons for 

aborting a takeoff include blown tire(s), streaming fuel, fire light, chip light, fluctuating oil 

pressure, rapidly rising ITT or bird strike.  Any situation which appears abnormal or unsafe 

during takeoff shall necessitate an abort.  

 

3. Procedures. 

 
a. Call tower for takeoff, stating intentions. 

 
b. Position aircraft on runway for a normal takeoff. 

 
c. When properly aligned on the runway (and cleared for aborted takeoff), add power to 

30% and check instruments. 

 
d. Release brakes, advance PCL to MAX, and commence normal takeoff roll. 

 
e. Before 1500 feet of takeoff roll and prior to 60 KIAS, initiate the Aborting Takeoff 

procedure as described in the T-6B NATOPS Flight Manual.  Use caution when 

applying brakes, smooth application of brake pressure will prevent overheating and 

blown tires. 

 
f. Maneuver is complete when the aircraft has achieved a safe taxi speed.  Taxi clear of 

runway. 

 

4. Common Errors.   
 

a. Delaying the abort procedure beyond 1500 feet or 60 KIAS. 
  
b. Excessive brake pressure or pumping the brakes resulting in blown tires. 

 

702. EMERGENCY LANDING PATTERN (ELP) 

 

1. Description.  The ELP is a 360° pattern designed to position the aircraft for landing at a 

prepared surface during a complete power loss (Forced Landing) or when an impending engine 

failure exists in which sufficient power for continued flight is available (Precautionary 
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Emergency Landing [PEL]).  The ELP is used for both actual/simulated PEL and 

actual/simulated Forced Landings.  If altitude permits, intercept the ELP at 3000 feet AGL (2500 

feet AGL minimum per the T-6B Flight Manual). 

 

2. General.  If an engine failure or malfunction in flight requires a Forced Landing or a PEL, 

a thorough understanding of T-6 flight performance, emergency procedures, ELP, and ejection 

system capabilities is critical in the decision to eject or attempt completing the ELP to 

touchdown.  If there is any doubt about engine performance, or there is benefit to remaining in 

the ejection envelope longer, consider recovering using the ELP.  The time available to decide 

whether to recover via ELP or eject depends on the phase of flight.  Time available can range 

from a few seconds to over 20 minutes for a high-altitude engine malfunction.  ELPs are only 

flown to suitable landing areas (hard surface runway, taxiway, under run, or overrun) of 

sufficient length.  Landing on an unprepared surface should only be attempted if ejection is not 

possible. 

 

In an actual engine failure scenario, the methodology to descend below the minimum controlled 

ejection altitude employs a series of critical decisions.  With an actual failed engine, T-6B 

aircrews will not descend below 2000 feet AGL unless they are on profile for a suitable landing 

area, with the runway in sight and in a position to safely maneuver to land.  Do not delay the 

decision to eject in an unlikely attempt to land on an off duty runway if engine failure occurs 

while configured in the normal landing pattern. 

 
Distractions resulting from excessive troubleshooting or time-consuming attempts to regain 

power during the execution of the ELP may cause substantial deviation from the standard 

pattern, precluding a safe landing at the selected site. 

 
ELP Types.  The depicted profile (Figure 7-1) is used for both Forced Landings and a PEL.  The 

difference between a Forced Landing and a PEL is power available.  The Forced Landing is 

flown with the engine inoperative (no power), or when power is insufficient for continued flight.  

The PEL is flown with power available, although engine failure may be imminent or power 

available may be less than normal. 

 

If flown correctly, the Forced Landing and PEL look the same.  However, methods to correct for 

low energy states differ.  For a Forced Landing, correct for low energy by delaying landing gear 

or flap extension, intercepting the ELP at some point other than high key (low key, base key, 

final), and/or adjusting pattern ground track.  For a PEL, immediately use power available to 

correct for a low energy state as soon as it is recognized and do not delay configuration. 

 

3. ELP Descent to High Key.  Turn immediately to the nearest suitable field based on 

aircraft condition, weather, airfield conditions, altitude, and gliding distance available.  

 

Glide Performance.  Best glide speed with the aircraft in a clean configuration is ~125 KIAS 

with a sink rate (VSI) of ~1350 to1500 fpm.  A clean glide at 125 KIAS approximates best glide 

range.  For no-wind planning, a clean aircraft (prop feathered or 4-6% torque set) at 125 KIAS 

should be capable of a glide ratio of ~2 nautical miles for every 1,000 feet of altitude lost. 
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Landing gear down with flaps and speed brake retracted, your best glide speed is ~105 KIAS 

with a sink rate of 1500 fpm and a glide ratio of ~1.6 nautical miles for every 1,000 feet of 

altitude lost. 

 

a. In an actual PEL situation, check the descent rate after setting 4-6% torque (clean 

configuration).  If VSI is greater than 1,500 fpm, increase torque to achieve a 1,350 

fpm descent.  If power is insufficient to achieve a descent rate less than 1,500 fpm, 

consider shutting down the engine to improve glide performance. 

 
b. If time permits, use DME or FMS to confirm the actual glide ratio.  Consider winds 

and required turns.  Adjust the plan if actual glide distance varies from expected. 

 
c. If unable to climb or zoom, the aircraft travels approximately 0.1 to 0.2 nautical miles 

of horizontal distance for every 10 knots of excess airspeed above 125 KIAS in a 

level deceleration.  For example, at 200 KIAS the aircraft glides approximately 1.2 

NM straight and level before slowing to 125 KIAS. 

 
d. Ten knots of extra airspeed can be traded for approximately 100 feet of increased 

altitude.  For example, 175 KIAS and 6,000 feet is approximately the same energy 

level as 125 KIAS and 6,500 feet.  Once on ELP profile, reduce power to 4-6% torque 

and maintain altitude as the airspeed bleeds off to 125 KIAS. 

 

In the event of engine malfunction or failure, there may be more than one airfield within glide 

distance.  Select the most suitable airfield based on the following factors: 

 

a. Distance to airfield. 

 

b. Terrain around airfield. 

 

c. Runway length, width, direction, and condition. 

 

d. Weather. 

 

e. Fire or rescue support. 

 

f. Emergency oxygen and electrical power supply.  Time required for glide from high 

altitude with engine inoperative may exceed emergency oxygen supply. 

 

g. Threat to the public if aircraft must be abandoned/ejected. 

 

Choosing the Most Suitable Field.  Choose the closest suitable hard-surface field with a 

minimum of a 3000’ runway to set up for the ELP.  If multiple fields meet this criteria, other 

considerations such as crash crew support or medical assistance may be factored in. 
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Distance Calculations.  A VFR chart, conventional NAVAIDS, and FMS NAV or TSD 

displays can be used when judging distance to the selected recovery airfield.  The NRST 

function on the NAV and TSD FMS pages is extremely helpful in providing accurate distance 

information.  Two primary methods used to determine energy state relative to emergency fields 

are: 

 

a. DME Method.  Compare energy state relative to a specific field.  A memory aid 

for this method is “1/2 DME + KEY+ Field Elevation.” 

 

i. Determine distance to field using available resources.  Distance to the airport 

displayed by the FMS is to the center point of the airfield and not to a specific 

runway. 

 

ii. Distance divided by 2, add Field Elevation; this equals minimum AGL altitude 

required to reach field. 

 

iii. Is current altitude (AGL) sufficient to reach the field? 

 

iv. Add 3,000 feet (high key) or 1,500 feet (low key) to AGL altitude required. 
 

v. Is energy sufficient to reach high or low key? 

 

b. Altitude Method.  Compare energy state relative to more than one field. 

 

i. Subtract 3000 foot (high key) or 1500 foot (low key) from AGL altitude; 

multiply by 2 to determine maximum glide distance to high or low key. 

 

ii. Identify fields within glide distance to high or low key. 

 

iii. Determine most suitable field. 

 

Energy Management:  Normally the ELP will be entered at high key, but the ELP can be 

intercepted at any point on the ELP profile between high key and final.  Carefully manage 

energy to arrive at high key on altitude and airspeed.  Attempt to dissipate excess energy 

prior to high key to minimize disorientation and allow the profile to be flown normally.  If 

excess altitude exists during the glide to high key, lose energy by executing:  360° turns, 

bow ties, S-turns, slips, lower the gear early, extending the speed brake or use a 

combination of these methods.  In a PEL situation, expeditiously maneuver towards high 

key while simultaneously dissipating energy as needed.  All of these methods may be used 

for both PEL and Forced Landings at the pilot’s discretion. 

 

 

 

 



PRIMARY CONTACT CHAPTER SEVEN 

EMERGENCY PROCEDURES    7-7 

a. 360° turns prior to high key (PEL or Forced Landing).  This is generally 

accomplished very near or directly over the intended landing destination.  

Approximate altitude loss for 360° turns: 

 

125 KIAS, Idle power: 

 

30° bank - 3000-3500 feet. 

 
125 KIAS, 4-6% torque or prop feathered: 

 
30° bank - 2,000 feet. 

 

45° bank - 1,500 feet. 

 

60° bank - 1,000 feet. 
 

b. Bow Ties.  Bow Ties are essentially a continuous set of mild turns in the shape of a 

bow tie flown approximately ½ wing tip distance (WTD) away and on the downwind 

side of the landing area.  With each bow tie, you should attempt to keep the landing 

runway in sight.  Bow ties are not precise maneuvers and different techniques exist on 

how to fly them.  Your instructor will provide guidance; however, plan to depart the 

bow ties for high key with sufficient altitude remaining to glide to high key altitude. 

 

c. Slips.  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.  Use caution slipping when configured and close to the ground.  The slip 

must be taken out carefully with enough altitude remaining (200-300 feet) to slow the 

rate of descent and ensure positive control of the aircraft during the final moments of 

the maneuver.  Refer to Chapter 5 for slip procedures. 

 
d. S-turns.  S-turns are used to affect a milder altitude loss and may be specifically used 

to make controlled corrections while proceeding direct to high key.  Designed to 

increase the actual track over the ground, S-turns are simply lazy turns back and forth 

deviating from a straight-line ground track in order to provide more time to descend. 

 

e. Lower the gear early or extending the speed brake.  In order to expedite entry into 

the ELP profile, lowering the gear early or extending the speed brake is a viable 

method to increase drag/descent rate during a high energy state while maneuvering to 

enter the ELP profile.  Remember, your maximum glide distance changes if the 

engine fails with the gear down.  Glide speed is ~105 KIAS with a sink rate of 1500 

fpm and a glide ratio of ~1.6 nautical miles for every 1,000 feet of altitude lost. 
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Figure 7-1  Emergency Landing Pattern (ELP) Checkpoints 

 

4. Emergency Landing Pattern Profile.  The ELP profile is designed to position the aircraft 

for landing from a Forced Landing, PEL, or PEL from the pattern [PEL(P)] situation.  See 

Figure 7-1 and Figure 7-2.   

 

 
 

Figure 7-2  Emergency Landing Pattern 

POSITION ALTITUDE AIRSPEED CONFIG POSITION 

 

HIGH KEY 

 

2500-3000 feet AGL 

 

 

 

120 KIAS 

 

Gear Down 

Flaps UP 

 

1/3 down the runway 

Offset up to 1/4 WTD  

 

 

LOW KEY 

 

1500 feet AGL 

  

Gear Down 

Flaps TO 

 

On runway heading  

2/3 WTD (fuel cap on 

runway) 

     

BASE KEY 

 

600-800 feet AGL 120 KIAS 

Slowing to 

110 

KIAS(min) 

 

Gear Down 

Flaps LDG  

(as required) 

Perpendicular to landing 

line; halfway between  

low key and the runway 

 

FINAL 

 

 

Descending to land 

 

110 KIAS 

  

Runway centerline 
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a. Planning.  The primary reference during an ELP is the runway.  Crosscheck energy 

level (altitude + airspeed) with position.  Look outside to maintain proper ground 

track.  Predict energy level (altitude +airspeed) as early as possible at known 

reference points (high key, low key and base key) and anticipate required corrections.  

Position deviations can occur due to poor planning, imprecise aircraft control, or 

improper wind analysis.  Trim throughout the ELP to minimize airspeed deviations.  

Make all corrections smooth and expeditious to avoid stall. 

 

b. High Key.  Position the aircraft at high key, 2500-3000 feet AGL, 120 KIAS, gear 

down, wings level, aligned with the landing direction and approximately one-quarter 

WTD from the runway away from the intended ELP turn direction.  Turn, using angle 

of bank as necessary (~ 15-20° in calm wind), towards the low key position.  

Maintain 120 KIAS and make appropriate voice call. 

 

c. Low Key.  Located approximately two-thirds WTD (fuel cap on runway), abeam the 

intended point of landing (no wind), altitude approximately 1,500 feet AGL and 120 

KIAS minimum.  

 

i. Approaching low key, crosscheck the runway to evaluate spacing.  Check winds 

on PFD and crosscheck with windsock.  Plan final approach accordingly. 

 

ii. At low key, level the wings momentarily and check for proper spacing and 

altitude.  If energy is assessed to be adequate to make the runway, lower TO 

flaps (lower flaps no sooner than low key).  If high energy state, lowering flaps 

to land will facilitate dissipating additional altitude or airspeed. 

 

d. Base Key.  Maintain 120 KIAS minimum.  The descent is normally greater than for a 

normal pattern.  Fly the aircraft perpendicular to the runway (base key) at 600-800 

feet AGL.  Altitude is not the only indication of proper energy management; the 

distance from the runway must also be assessed and the effect of winds taken into 

account.  When landing is assured, flaps may be lowered to LDG. 

 

e. Final.  Aircraft may be slowed to 110 KIAS (minimum) on final.  Maintain 110 

KIAS (minimum) on final until transition to landing.  The transition to landing may 

begin well prior to the intended point of touch down.  Plan to land within the first 

one-third of the runway. 

 

CAUTION 

 

Use caution with low power settings on final, especially with LDG 

flaps.  High descent rate with idle power setting, coupled with 

pitch change to intercept a normal glide path, could result in rapid 

decrease in airspeed.  A high sink rate can develop, which may 

result in a stall or hard landing. 
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CAUTION 

 

 At high density altitudes, engine response is delayed.  When low 

and/or slow on final, engine spool time may not allow for a timely 

recovery prior to a hard landing.  Pilots must not accept a low 

energy state inside of low key and any delay to initiate a waveoff 

may result in an excessive rate of descent.  Exceeding NATOPS 

limits for rate of descent at touchdown can lead to structural 

damage and landing gear component failure. 

 

f. Landing.  Adjust the nose attitude in the flare to transition to a normal landing.  

Touch down on the main gear and then gently lower the nose wheel as in a normal 

landing.  Apply braking as needed based on runway remaining. 

 

i. PEL.  If runway remaining after touchdown is insufficient to stop, waveoff.  If 

sufficient power is available to obtain low key, attempt a PEL(P).  If power is 

insufficient or engine failure occurs, consider ejection. 

 

NOTE 

 

If the aircraft is below profile between high key and low key, add 

power to regain altitude (if available).  MAX power may not 

always be appropriate depending on the amount of correction 

required.  After base key, use normal power corrections to ensure a 

safe and controlled landing. 

 

ii. Forced Landing.  Anticipate a longer flare and touch down due to reduced drag.  

Use caution when applying brakes to prevent blown tires.  If the aircraft cannot 

be stopped before the end of the runway, execute the Emergency Engine 

Shutdown on Ground Procedure or Eject. 

 

NOTE 

 

Do not delay the decision to Eject (actual engine failure) or 

waveoff (simulated engine failure) after determining a safe landing 

is unlikely. 

 

5. ELP Wind Analysis.  Winds can cause ELPs to differ significantly from standard.  An 

uncorrected/unanticipated strong wind component can result in an unsuccessful ELP, even if it 

was otherwise flown flawlessly. 

 

a. Determining Winds.  Surface winds, winds at 1,000 to 3,000 feet, winds at 5,000 

feet and winds aloft should be obtained from weather forecasts and serve as a good 

starting point for building situational awareness about actual wind conditions.  The 

winds at 1,000 to 3,000 feet can vary significantly from surface winds and 
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significantly alter required ELP ground track.  At tower controlled runways, actual 

surface winds are known.  Other methods to determine the winds include: 

 

i. Radio calls to other aircraft, a fixed base operator (FBO) on the field, ASOS, 

etc. 

 

ii. Without access to actual observations, use winds briefed by weather forecaster 

in the preflight briefing as a starting assumption. 

 

iii. If performing an ELP at a non-towered airfield (NTA) without weather 

observation capability, assume that in the local area, surface winds will be 

similar to those at the home field. 

 

iv. Observation of surface conditions; smoke, waves on lakes, wind tetrahedron, 

windsock, etc. 

 

v. Double the surface wind velocity to estimate winds at high key as wind is 

typically stronger at altitude than at the surface. 

 

vi. Use PFD indications of wind speed and direction. 

 

703. PRECAUTIONARY EMERGENCY LANDING (PEL) 

 

1. Description.  Use the PEL procedure to ensure that a safe landing at a paved field can be 

made if indications of an impending engine failure should occur.   

 

2. General.  Indications of an impending engine failure could be excessive vibration, smoke 

or fumes, chip detector annunciator light, fuel or propeller malfunction or any other condition 

listed in the T-6B NATOPS Flight Manual requiring that you land as soon as possible via PEL.  

 

In most PEL situations (chip light, low oil pressure, etc.), time is the most critical element.  The 

longer the engine runs, the greater the chance for complete failure.  For this reason, every effort 

should be made utilizing energy management methods to safely expedite getting to high key with 

power.  Don’t turn a PEL into engine failure due to slow procedures or excessive 

troubleshooting! 

 

The PEL checklist in the T-6B NATOPS Flight Manual offers an organized approach to recovery 

with an impending engine malfunction.  A good memory aid for these steps (PEL checklist); 

“Turn, Climb, Clean, Check, BIP.” 

 

3. Procedures.  The first three steps, “Turn, Climb, Clean,” must be executed nearly 

simultaneously and without delay. 

 

a. TURN.  Turn in the general direction toward the nearest suitable field.  Locate the 

field visually, use conventional NAVAIDS, FMS NAV/TSD displays, or FMS NRST 
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to aid in determining nearest field.  A good pilot should always know where the 

nearest field is located. 

 

b. CLIMB or ACCELERATE.  If a climb is needed, climb at 140 KIAS using an 

appropriate power setting to achieve Dead Engine Glide Distance.  If unable to climb 

due to clouds, icing, etc., increase energy by accelerating to a higher airspeed.  

Remain clear of clouds until in position to descend and/or decelerate to enter the ELP.  

If at high altitude, a descent will be required to enter the ELP. 

 

c. CLEAN.  Ensure aircraft is in a clean configuration by raising landing gear, flaps, 

and speed brake (as appropriate for the emergency) as soon as possible.  Retraction 

may not be possible if the engine fails.  Remember that excess drag inhibits the climb 

and greatly reduces gliding range. 

 

d. CHECK.  Conduct a systematic check of the aircraft and instruments for additional 

signs of impending engine failure. 

 

e. Boost Pump Switch – as required. 

 

f. Ignition Switch – as required. 

 

NOTE 

 

Turn boost pump and ignition switches ON unless an Airstart 

would not be warranted should the engine fail (oil system 

malfunction, chip light, fire light or FOD).   

 

g. Plan:  To intercept the ELP in the appropriate configuration and a minimum speed of 

120 KIAS.  The above considerations and energy state should lead to one of three 

decisions: 

 

i. Intercept the ELP profile at or above high key. 

 

ii. Intercept the ELP profile at a point other than high key with the appropriate 

configuration and airspeed. 

 

iii. Eject if it becomes clear that the aircraft cannot be safely recovered. 

 

h. Determine the duty runway at your landing site before intercepting the ELP profile. 

 

i. Deliver a simulated emergency voice report using ISPI format over ICS to the 

instructor.  For an actual emergency, notify ATC/Tower/RDO over the radio of your 

situation/intentions. 
 

j. Reduce power to 4-6% torque once DEGA is reached. 
 
k. Lower the landing gear no later than high key. 
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l. Report on ICS the Before Landing Checklist and re-trim for 120 KIAS. 
 
m. At high key, turn toward the low key position using angle of bank as required to 

maintain ground track and make the appropriate radio call in accordance with local 

SOP.  Maintain 120 KIAS. 

 

n. Approaching low key, vary the angle of bank as necessary so as to arrive at a 2/3 

wingtip distance abeam the intended point of landing.  Level the wings 

momentarily to accurately check your position abeam. 
 
o. At low key, set TO flaps and perform the low key voice report IAW local SOP.  

Lower flaps no sooner than low key.  Use power as required to maintain energy 

state inside of the low key position. 

 
p. Continue the turn towards the base key position.  Vary angle of bank as necessary 

to arrive at a proper base key position (600-800 feet AGL, 120 KIAS). 
 
q. Check and report, “Gear down, flaps TO (or LDG as required), speed brake 

retracted, Before Landing Checklist complete.” 

 

r. When landing is assured, flaps may be lowered to LDG. 

 

s. Use normal power corrections as required to make a safe and controlled landing. 
 
t. Decelerate toward 110 KIAS (minimum) after rolling out on final.  Maintain 110 

KIAS (minimum) on final until commencing the landing transition.  Make an ICS 

call IAW local SOP. 

 

4. Common Errors. 

 

a. Delaying turn toward the nearest suitable field during initial climb. 

 

b. Excessive climb.  Delayed arrival at high key, increased risk of engine failure during 

PEL. 

 

c. Poor power control on PEL.  Failure to set and maintain 4-6% torque once on ELP 

 profile. 

 

d. Poor airspeed control due to improper trim for 125 KIAS glide. 

 

e. Improper position at high key (aircraft not aligned). 

 

f. Excessive or insufficient bank angle at high key resulting in improper low key 

spacing. 

 

g. Delaying configuration (gear/flaps) instead of correcting with power. 
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h. Failure to compare actual and desired position and energy. 

 

i. Failure to anticipate or correct for wind. 

 

j. Failure to refer to Pilot’s Abbreviated Flight Crew Checklist (Pocket Checklist) with 

time permitting. 

k. Failure to reduce power to idle during landing phase of PEL. 

 

704. PRECAUTIONARY EMERGENCY LANDING FROM THE PATTERN 

 

1. Description.  Use PEL procedures if indications of an impending engine failure occur 

while in the landing pattern. 

 

2. General.  The same indications of an impending engine failure as discussed in the PEL 

may occur in the landing pattern.  This maneuver affords the opportunity for the student to 

practice intercepting the ELP at low key while already established in the landing pattern.  

 

The PEL in the pattern will be initiated at or above 400 feet AGL by the instructor informing the 

student that he or she has a simulated malfunction requiring that a PEL in the pattern be 

performed. 

 

NOTE 

 

This simulated PEL in the pattern should not be initiated until 

proper interval with both PEL and touch-and-go traffic is obtained. 

 

3. Procedures. 

 

a. TURN towards the nearest suitable runway.  Consider the use of an off-duty runway.  

If the pattern is extended and/or the winds are calm, the nearest suitable runway may 

be the reciprocal of the runway the aircraft just departed.  The instructor will then 

direct which runway will be used.  Practice PELs in the pattern must conform with 

local course rules.  The instructor will make the appropriate call to the 

Tower/RDO/crash crew. 

 

b. CLIMB at 125 KIAS, utilizing power setting as appropriate for the simulated 

emergency.  

 

NOTE 

 

Anticipate immediate forward stick to maintain 125 KIAS should 

total engine power be lost.  

 

c. CLEAN up the aircraft, gear, flaps, and Speed brake – UP.  Report 

"aircraft clean" to your instructor. 
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d. CHECK Aircraft and engine instruments.  Conduct a systematic check of the 

aircraft for secondary indications. 

 

e. Boost Pump Switch – As required. 

 

f. Ignition Switch – As required. 

NOTE 

 

Turn boost pump and ignition switches ON unless an Airstart would 

not be warranted should the engine fail (oil system malfunction, 

chip light, fire light or FOD) 

 

g. Plan – to intercept ELP at or above low key position. 
 
h. Determine or verify the intended runway with the instructor. 
 
i. Deliver the appropriate simulated emergency voice report using the ISPI format 

over ICS to your instructor.  For an actual emergency, notify the tower/RDO of 

your situation/intentions on the radio. 
 
j. Reduce power to 4-6% torque once within dead engine gliding distance of a low 

key position. (Lower the nose to the 125 KIAS glide attitude and re- trim.) 

 

k. Lower the landing gear. 

 

l. Report over ICS the Before Landing Checklist and re-trim for 120 KIAS. 
 
m. Arrive at pattern low key with proper configuration (lower flaps no sooner than low 

key), altitude, and ⅔ wingtip distance. 

 

n. Make the appropriate radio call at pattern low key IAW local SOP. 
 
o. Complete the maneuver as in the last half of the PEL. 

 

NOTE 
 

Any time the aircraft is below profile, add power as required to 

regain proper altitude/airspeed.  After the base key position, use 

momentary power as required to regain profile. 

 

4. Common Errors. 
 

a. Not maintaining 125 KIAS in the climb. 
 
b. Failure to use power when low throughout the pattern. 
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c. Over climbing to low key, resulting in excessive altitude precluding a safe 

descent profile to landing. 
 
d. Failure to complete the Before Landing Checklist prior to low key. 

 

e. Failure to anticipate or correct for wind. 

f. Failure to reduce power to idle during landing phase of PEL. 

 

705. ENGINE FAILURE DURING FLIGHT (POWER LOSS)  

 
1. Description.  A complete engine failure or insufficient power available to execute a PEL 

may occur at any airspeed, altitude or configuration.  Fly (glide) to intercept the ELP profile 

while simultaneously executing the appropriate procedures.  Identify the nearest suitable 

airfield and safely maneuver the aircraft to intercept the ELP.  Arrive at high key aligned with 

the landing runway.  If high key cannot be reached, intercept profile at some point on the ELP 

(low key, base key, final).  Below 2000 feet AGL, make a timely decision to continue or eject. 

 
2. General.  The below guidance is geared towards an engine failure, airstart attempt not 

warranted and will guide you to a forced landing or ejection situation.  If an airstart is 

warranted, and is successful, the end result of your procedures will direct you to execute a 

PEL.  Refer to PEL procedures contained within section 704 of this chapter.  

 

Carefully manage your energy state to arrive at high key on or slightly above altitude.  Do not 

unnecessarily dissipate energy quickly with a failed engine.  Use the extra time to formulate a 

plan that will maximize the possibility for success. 

 

The Engine Failure During Flight procedures in the T-6B NATOPS Flight Manual offers an 

organized approach to recovery with an engine failure in flight.  If the engine can’t be restored 

to normal operations, you will need to decide whether to use the ELP and recover via a Forced 

Landing, or Eject if no suitable landing site is within reach using DEGA. 

 
3. Procedures.  After properly analyzing the malfunction as an engine failure, take 

proper action by executing the first four memory critical action items without delay.   

 
a. ZOOM/GLIDE - 125 KIAS (MINIMUM).  Above 150 KIAS, zoom to capture 

125 KIAS minimum.  Below 150 KIAS, slow to 125 KIAS minimum as required.  At 

high altitudes, smoothly decelerate to the 125 KIAS descent attitude to trade excess 

airspeed for glide distance.  Raise landing gear, flaps and speed brake as soon as 

possible as retraction may not be possible as the engine spools down.  Get to your 

best glide speed in a trimmed flight condition. 

 

NOTE 

 

Crosscheck N1 against other instruments to assess condition of 

engine and determine if an airstart is warranted.  VERBALIZE the 
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engine indications which may include Torque, ITT, N1, Np, Oil and 

Hydraulic pressure.  Your instructor will verify indications and then 

give simulated engine indications and any EICAS messages that 

may apply.  At 125 KIAS, an engine which has flamed out will 

rotate below 8% N1 and indicated 0% N1.  The engine oil pressure 

indicator may display oil pressures up to 4 psi with an N1 of 0% 

 

b. PCL - OFF (IP will simulate PCL off by setting 4-6% torque). 

 

c. INTERCEPT ELP.  As you are accomplishing steps one and two, begin turning 

towards the nearest field.   

 

d. Airstart.  Attempt if warranted.  You do not attempt an airstart if engine failure was 

due to fire or mechanical failure.  Airstart procedure is not recommended below 2000 

feet AGL, as primary attention should be to eject or safely recover the aircraft. 

 

If conditions do not warrant an airstart. 

 

e. FIREWALL SHUTOFF handle – Pull.  

 

f. Execute Forced Landing or Eject. 

The decision to execute Forced Landing procedures or Eject will depend upon 

having enough aircraft energy (at or above DEGA) to glide to a suitable landing area 

using the appropriate energy management methods mentioned within section 702 of 

this chapter. 

 

If aircraft energy state is at or above DEGA to a suitable landing area, execute the 

Forced Landing procedures in accordance with the NATOPS Flight Manual. 

 

With an actual failed engine, T-6B aircrews will not descend below 2000 feet AGL 

unless they are on profile for a suitable landing area, with the runway in sight and in a 

position to safely maneuver to land. 

 

g. Determine the duty runway at your landing site before intercepting the ELP profile.   

 

h. Deliver a simulated emergency voice report using ISPI format over the ICS to the 

instructor.  For an actual emergency, notify ATC/Tower/RDO/Guard over the radio of 

your situation/intentions. 

 

i. Approaching high key, assess the winds and plan accordingly. 

 

j. Intercept the ELP profile at or above high key. 

 

k. If unable to intercept high key, intercept the ELP profile at another point with the 

appropriate configuration and airspeed. 
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l. Lower the landing gear as required for energy state and accomplish the Before 

Landing Checklist. 

 

m. At high key, turn toward the low key position using angle of bank as required and 

make the appropriate radio call (refer to local procedures).  Maintain 120 KIAS. 

 
n. Approaching low key, vary the angle of bank as necessary so as to arrive at a 2/3 

wingtip distance abeam the intended point of landing.  Level the wings momentarily 

to check your position abeam. 

 

o. At low key, set TO flaps (if on profile) and perform the low key voice report (IAW 

local SOP).  Lower flaps no sooner than low key.  If flaps are delayed because of low 

energy state, use caution in the final turn because of increased stall speed.  Do not 

slow below 120 KIAS. 

 

p. Assess energy state approaching the base key position and determine if a safe landing 

can be made.  If a safe landing is unlikely, EJECT (actual engine failure) or 

WAVEOFF (simulated engine failure). 

 

q. Continue the turn towards the base key position.  Vary angle of bank as necessary to 

arrive at a proper base key position (600-800 feet AGL, 120 KIAS). 

 

r. Check and report, “Gear down, flaps TO (or LDG as required), speed brake retracted, 

Before Landing Checklist complete.” 

 

s. Decelerate toward 110 KIAS minimum after rolling out on final.  Maintain 110 KIAS 

minimum on final until commencing the landing transition.  Make an ICS call IAW 

local procedures. 

 

t. Unless directed by the IP, power will remain at 4-6% throughout the flare to simulate 

a feathered prop.  Anticipate longer flare and touchdown due to decreased drag.  

During simulated engine failure training, if touchdown will occur past the first 1/3 

of the runway, WAVEOFF. 

 
4. Common Errors. 

 
a. Not getting the aircraft into a trimmed 125 KIAS glide speed. 

 

b. Failure to compare actual and desired position and energy. 

 

c. Improper position at high key (aircraft not aligned). 

 

d. Excessive or insufficient bank angle at high key resulting in improper low key 

spacing.  
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e. Premature configuration.  For example, TO flaps lowered at low key with 

insufficient energy on profile. 

 

f. Not trimming throughout the ELP profile. 

 

g. Failure to anticipate or correct for wind.  

 

706. EMERGENCY VOICE REPORTS 

 

Emergency voice reports will be made in the IDENTIFICATION, SITUATION, POSITION, 

AND INTENTION (ISPI) format. 
 
In a non-radar environment (VFR, squawking 1200, and not in communications with RDO), 

emergency reports of an immediate or serious nature are preceded by the word "MAYDAY." 

Repeating MAYDAY three times is the widely accepted method of clearing the frequency for an 

emergency voice report.  An example of an emergency voice report in a non-radar environment 

is as follows: 

 

"MAYDAY! MAYDAY! MAYDAY! [Call sign], engine failure, approximately 8 miles 

southeast of Evergreen at 2,500 feet, executing a controlled ejection between Castleberry and five 

lakes area." 
 
In a radar environment (Radar Contact), or positive radio contact with a tower/RDO, standard 

procedure for a distressed or urgent situation is to declare an emergency.  An example of an 

emergency voice report in a radar environment or positive radio contact with a tower/RDO is as 

follows: 
 
"[Call sign] is declaring an emergency.  Chip light, 5 miles east of Brewton at 4,500 feet.  

Executing a Precautionary Emergency Landing at Brewton." 
 
Time permitting, expect to inform ATC/Tower/RDO of fuel remaining in hours and minutes (i.e., 

1+00) and the number of people on board after delivery of ISPI information.
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