I3204
WORKSHEET / DD-175 / JET-LOG
Planned Route:
Takeoff:
Altitude:
Airspeed
Destination:
Approach:

Alternate:

KEESLER AFB KBIX RWY 21
FL 210
TAS as filed
Navy Pensacola KNPA via Radar vectors ROMMY TRADR NUN
KNPA HI-VOR RWY 19
KNPA ILS Z or LOC/DME RWY 7L
KNPA VOR RWY 19
Navy North Whiting KNSE via DIRECT NUN PENSI 3000

Syllabus Notes
 Shall be conducted under simulated night conditions
 Students should practice maneuvers and approaches without the use of the
FMS, excluding FMS approaches (PFD SOURCE VOR/LOC to greatest extent
possible)
 Flight planning shall include a completed Jet log and DD-175
Discuss
a. High altitude approach
 Class A airspace requirements
o Altimeter settings
 Entering Class A airspace
 Leaving Class A airspace
 FTI procedures
 Energy management considerations
o Compliance with approach restrictions
o NATOPS Enroute Descent profile performance
b. Non-radar environment communications
 Mandatory Reports in Radar and Non-radar environments
 Additional required reports in Non-radar environment
o Position reports
 Mandatory reporting points
 Courtesy calls
 PTAPTP format
c. Lost communications (Local/ FIH)
 Communication sources other than UFCP UHF/VHF
o Standby VHF
o VHF NAV (receive only) CHART EXAMPLE
o PRC-90-2
 LOCAL SOP Procedures
 FIH Procedures
1
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3
NOTES: I3204 and I3205 shall be under simulated night conditions. I3201-2 may be conducted in the UDT. Student shall fly one
GCA as a no-gyro approach in the block. Full use of the FMS is available to the student on I3201-3. On I3204-5, students should
practice maneuvers and approaches without the use of the FMS, excluding GPS approaches. Flight planning for all events in

this block shall include a completed jet log and DD-175.
DISCUSS ITEMS:
I3201: REVIEW DD-175 and FLIGHT LOG! GPS procedures, GPS allowable operations (GPS waypoints in lieu of NDB, VOR, and
TACAN fixes), GPS approaches, GPS holding, and GPS flight modes..
I3202: REVIEW DD-175 and FLIGHT LOG! FMS flight plan usage, (SID / STAR, holding, and approach), and FMS arrivals.
I3203: REVIEW DD-175 and FLIGHT LOG! NO-GYRO approach, and BFI approach.
I3204: REVIEW DD-175 and FLIGHT LOG! High altitude approach, non-radar environment communications and lost
communications (local / FIH).
I3205: REVIEW DD-175 and FLIGHT LOG! Avionics failures, obstacle departure procedures, and Trouble T.
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3-56 UNITED STATES
c. CONTACT AIRPORT RESERVATION OFFICE at: C703904-4452 if there is a problem making a reservation or for a
question concerning the slot controlled airport/STMP regulations
or procedures.
d. MAKING RESERVATIONS
(1) Internet Users. Detailed information and User
Instruction Guides for using the Web interface to the reservation
systems are available on the websites for the slot controlled
airports (e-CVRS), http://www.fly.faa.gov/ecvrs; and STMPs (eSTMP), http://www.fly.faa.gov/estmp.
(SPEC/GEN 3.3-15)
e. SIMULTANEOUS CLOSELY SPACED PARALLEL
OPERATIONS AIRPORTS USING PRECISION RUNWAY
MONITORING SYSTEMS (PRM) - FAA Advisory Circular 90-98
describes this program which is designed to increase arrival
operation efficiencies at airports where parallel runways are
separated by less than 4300’. All pilots flying into airports offering
PRM services must be able to accept an ILS-PRM or LDA-PRM
approach clearance.
(1) Preflight Planning
(a) FAA Air Traffic Control will publish the effective
hours when PRM operations are being conducted. Pilots who are
unable to accept a PRM approach clearance must contact the FAA
ATCSCC directly at 1-800-333-4286 (prior to departure) to obtain
a pre-coordinated arrival time. The effective hours for each airport
will be published in the U.S. Terminal Procedures publication on
the page entitled “Attention All Users of ILS Precision Runway
Monitor”, or by NOTAM. All users intending to arrive at a PRM
airport during PRM operations, and not accept an ILS-PRM or LDAPRM approach clearance, must contact the FAA ATCSCC.
(b) Pilots who arrive at a PRM airport who are unable
to accept a PRM approach clearance, and did not contact ATC
prior to departure, should expect an ATC directed divert to a nonPRM airport. Pilots who are unable to accept a PRM approach
clearance should flight plan accordingly for an ATC directed divert
to their alternate airport.
(c) To avoid possible divert, undue delay to alternate
airport, and inadvertent impact on airport operations, pilots must
be able to accept an ILS-PRM or LDA-PRM approach clearance at
airports where PRM operations are being conducted. To accept a
PRM approach clearance pilots must review and be familiar with
the information found in the U.S. Terminal Procedures Publication,
and be able to comply with published procedures on the page
entitled: “Attention to All Users of ILS Precision Runway Monitor
(PRM)”, for the specific PRM airport. For more information about
user requirements to participate in PRM operations, refer to the
PRM section of the Aeronautical Information Manual, or read the
instruction for PRM users as found at:
http://www.faa.gov/training_testing/training/prm/
(AFFSA/AFFSA FIL 09-713)
3. UNITED STATES CONTROLLED AIRSPACE - A generic term
that covers the different classifications of airspace (Class A, Class
B, Class C, Class D, and Class E Airspace) and defined dimensions
within which Air Traffic Control service is provided to IFR and VFR
flights in accordance with the airspace classification. The various
divisions offer different types of air traffic services and have
specific operating procedures and minimum required equipment.
The major divisions of US Controlled Airspace are listed below
and outlined in the accompanying FAA AIRSPACE
CLASSIFICATIONS Table in this section.
(SPEC/ENR 1.4-3)

a.

CLASS A AIRSPACE.

(1) That airspace of the United States, including that
airspace overlying the waters within 12 NM of the coast of the 48
contiguous States, from 18,000’ MSL to and including FL600
excluding the states of Alaska and Hawaii, Santa Barbara Island,
Farallon Island and the airspace S of latitude N2504’. (See the
FAA AIRSPACE CLASSIFICATIONS Table in this section).
(2) That airspace of the State of Alaska, including that
airspace overlying the waters within 12 NM of the coast, from
18,000’ MSL to and including FL600 but not including the
airspace less than 1500’ above the surface of the earth and the
Alaska Peninsula W of longitude W16000’.
(SPEC/14 CFR 71.33 & FAA Order 7400.9)
(3) Operations in Class A Airspace must be conducted
under IFR and in compliance with the following:
(a) ATC clearance must be received prior to entering
the airspace.
(b) Unless otherwise authorized by ATC, each aircraft
must be equipped with a two-way radio capable of communicating
with ATC on assigned frequencies and must maintain
communications while in Class A Airspace.
(SPEC/14 CFR 91.135)
(c) Aircraft must be equipped with an operable
coded radar beacon transponder having either Mode 3/A 4096
code capability, replying to Mode 3/A interrogations with the code
specified by ATC and automatically replies to Mode C
interrogations by transmitting pressure altitude information in 100’
increments.
(SPEC/14 CFR 91.215)
(d) Pilots may deviate from these provisions if
authorization is issued by the ATC facility having jurisdiction of
airspace concerned. In case of inoperable transponder, ATC may
immediately approve operation in Class A Airspace allowing flight
to continue if desired to airport of destination including
intermediate stops, or to proceed to airport for suitable repairs, or
both. Request for deviation from these provisions must be
submitted in writing at least 4 days prior to proposed operation.
ATC may authorize a deviation on a continuing basis or an
individual flight.
(SPEC/14 CFR 91.135)
(4) Altitude reservations may be obtained in Class A
Airspace.
(5) Local flying areas can be established within Class A
Airspace to permit activity in which aircraft do not maintain
constant heading and/or direction. Local flying areas are not
Restricted Areas but will be open to any user, traffic permitting.
ATC clearance is required and aircraft will be assigned to a FL or
group of FL by ATC, depending on activity. Using military
organizations may schedule aircraft to operate in these local
flying areas in excess of the quantities that can be accepted by
ATC, subject to MARSA. In this event, participating aircraft must
remain in VFR conditions to preclude collision with other aircraft
in the local flying area.
(6) Procedures for entering and departing Class A
Airspace are in the FLIP Flight Information Handbook, Section B.
b. HIGH ALTITUDE AREA - The airspace above FL450 where
no predetermined routes exist and free selection of routes is
permitted.
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known turning operations, and (2) provided additional instrument flight rules (IFR) separation
protection for turns.
(2) In the airspace at and above 18,000 feet MSL additional IFR separation protection
is provided for turns. However, in the airspace below 18,000 feet MSL, where operations in
excess of 290 knots TAS are less prevalent, the provision of additional IFR separation in all course
change situations for the occasional aircraft making a turn in excess of 290 knots TAS creates an
unacceptable waste of airspace and imposes a penalty upon the preponderance of traffic which
operate at low speeds. Pilots are reminded that special attention must be given to the matter of
making course changes so as to adhere as closely as possible to the airway/route being flown.
c.

ENTERING AND DEPARTING CLASS A AIRSPACE
(1) Pilots operating on IFR flight at an assigned FL require no additional clearance.

(2) Pilots operating VFR and VFR-on-top (on IFR flight plan) must obtain an ATC
clearance with an assigned FL prior to entering positive control area. An abbreviated flight plan
containing the following information must be provided ATC at least 30 minutes prior to
estimated penetration.
(a) Identification
(b) True air speed (TAS)
(c)

VFR position and altitude/flight level

(d) Estimated time and point of penetration
(e) Requested route and flight level
(3) When flight inbound to destination is VFR-on-Top above the Class A Airspace or
departure from the area is to be IFR/VFR-on-Top, only the discrete frequency of the sector of
arrival or departure need be pre-set.
(4) Upon departing the area, IFF/SIF should be reset to the proper Mode 3/A Code as
assigned by ATC.
(5) Pilots flying aircraft without manual tuning capability should preset required
frequencies prior to departure. If after pre-setting required frequencies, communications cannot
be made or maintained on sector discrete frequencies, contact will be made through the nearest
FSS on frequency 255.4 MHz (272.7 MHz may be available).
d.

ALTIMETER CHANGEOVER PROCEDURES
(1) CLIMB - change to 29.92" upon reaching 18,000 ft MSL

(2) DESCENT - change to the local altimeter setting prior to descent through altitude
as indicated on the following QNH-FL tabulation. In no case will the change be made lower than a
flight level equivalent to 18,000 ft MSL.
LOCAL ALTIMETER SETTING
29.92 or higher
29.91 to 29.42
29.41 to 28.92
28.91 to 28.42
28.41 to 27.92
27.91 to 27.42
27.41 to 26.92

FLIGHT LEVEL
180
185
190
195
200
205
210
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820. HIGH ALTITUDE APPROACH
Description
A high altitude instrument approach enables an aircraft to transition from the high altitude
structure to the final approach course for landing. These approaches are routinely executed by
high performance military aircraft into military aerodromes to maintain efficient fuel
consumption, higher TAS, and to avoid low altitude weather until closer to the destination.
The procedures used to execute a High Altitude Instrument approach combine a penetration
descent with Instrument Approach Procedures (typically a Teardrop, Arcing, or Straight-In
approach). For this reason, High Altitude approaches normally require higher indicated
airspeeds and rates of descent until the transition to BAC. Once the aircraft is configured to
BAC, procedures for both High and Low Altitude Instrument approaches are the same.
Procedure
Assume cleared for the HI-VOR RWY 19 (KNPA) (Figure 8-17).
1.

Inbound to the IAF, complete the Descent Checklist.

2.

At the IAF, execute the 6 Ts:
a.

TIME - Not required.

b.

TURN - Turn in the shortest direction to parallel the penetration course (327°).
NOTES
1.
The penetration course is depicted on high altitude IAP charts
by a bold–dotted track (Figure 8-17).
2.
If the outbound course is more than 90° from the course used
inbound to the IAF, turn to an intercept heading not to exceed 45°.

8-34

c.

TIME - As required.

d.

TRANSITION - Initiate the penetration by reducing power as required to meet a
target descent rate (2000-4000 FPM). Fly 200-250 KIAS, use speed brake as
required.

e.

TWIST - Set the appropriate course in the CDI (327°) and establish an intercept
heading (if not previously accomplished).

f.

TALK - Make the appropriate report if required.

TERMINAL PROCEDURES
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CHAPTER EIGHT

3.
Manage energy to comply with all course, altitude, and DME restrictions. Approximately
1000’ prior to level-off from penetration, reduce rate of descent to 500-1500 fpm. Level
segments of the penetration may be flown at normal cruise.
a.

Teardrop Penetration
–

b.

At one-half your initial altitude or reaching the published penetration turn, fly
the penetration turn in the published direction. Use 30º AOB for turns during
the penetration. During the last half of the turn, note the position of the head of
the bearing pointer:
1).

If the head of the bearing pointer is not within 5º of the inbound course,
stop the turn with a 45º intercept.

2).

If the head of the bearing pointer is within 5º of the inbound course,
continue the turn and roll out with a double-the-angle intercept.

Penetration including an Arcing Maneuver
– When intercepting an ARC, or a radial from an ARC, at speeds that preclude the
use of a full SRT, using 1.0% of the groundspeed for the lead computations will
allow for a ½ SRT. In either case, do not exceed 30° AOB.
NOTE
Some high altitude approach charts have penetration instructions
printed in the profile view of the approach chart. Review and
comply with all printed instructions.

4.
Once established inbound, comply with the remainder of the Low Altitude Instrument
Approach procedures.
NOTE
High altitude approach charts do not contain landing minimums for
category B aircraft. T-6Bs should use category C minimums.

TERMINAL PROCEDURES
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Figure 8-17 High Altitude Approach (KNPA)
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High Altitude Approach
General Concepts
The T-6B NATOPS and Instrument FTI set the following guidelines for execution of the penetration portion of an
approach:
•
•
•
•

Airspeed 200-250 KIAS
Descent rate 2000-4000 FPM (500-1500 FPM when 1000 feet prior to level off)
Power as required
Speedbrake as required

The NATOPS enroute descent procedure provides adequate performance for most penetration maneuvers. However,
within the guidelines listed above, energy management will need to be considered based on individual IAP
requirements.
Example:
Power- 10% torque
Pitch- approximately 10° nose down
Gear/Flaps/Speedbrake-UP
Will provide the NATOPS Enroute Descent performance:
• 220 KIAS
• 4000 FPM
• Approximately 900 feet per NM
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C114. SPEEDS
Use the separate digits of the speed followed by the word “KNOTS.” Except, controllers may
omit the word “KNOTS” when using speed adjustment procedures; e.g., “Reduce/Increase
Speed to Two Five Zero.”
Example:
(Speed) 250 . . . . . . . . . . . . . . . . . Two, five, zero knots
(Speed) 190 . . . . . . . . . . . . . . . . . One, niner, zero knots
The separate digits of the Mach number preceded by “Mach”
Example:
(Mach number) 1.5 . . . . . . . . . . . Mach one point five
(Mach number) 0.64 . . . . . . . . . . Mach point six four
(Mach number) 0.7 . . . . . . . . . . . Mach point seven
C115. TIME
FAA uses Coordinated Universal Time (UTC) for all operations. The word “local” or the time
zone equivalent must be used to denote when local time is given during radio and telephone
communications. The term “Zulu” may be used to denote UTC.
A reference may be made to local daylight or standard time utilizing the 24 hour clock system.
The hour is indicated by the first two figures and the minutes by the last two figures.
Example:
0000 . . . . . . . . . Zero, zero, zero, zero
0920 . . . . . . . . . Zero, niner, two, zero
Time may be stated in minutes only (two figures) in radiotelephone communications when no
misunderstanding is likely to occur.
C116. MANDATORY REPORTS
In both the RADAR and NON-RADAR environments, the following reports should be made to
ATC or FSS facilities without a specific ATC request:

C-12

COMMUNICATIONS PHRASEOLOGY AND TECHNIQUES

PRIMARY INSTRUMENT NAVIGATION T-6B

APPENDIX C

1.
When vacating any previously assigned altitude or flight level for a newly assigned altitude
or flight level.
2.
When an altitude change will be made if operating on a clearance specifying “VFR ON
TOP.”
3.

When unable to climb/descend at a rate of at least 500 feet per minute.

4.
When approach has been missed. (Request clearance for specific action; e.g., to alternative
airport, another approach etc.)
5. Change in the average true airspeed (at cruising altitude) when it varies by 5 percent or 10
knots (whichever is greater) from that filed in the flight plan.
6.

The time and altitude (or flight level) upon reaching a holding fix or point to which cleared.

7.

When leaving any assigned holding fix or point.
NOTE
The reports in subparagraphs 6 and 7 may be omitted by pilots of
aircraft involved in instrument training at military terminal area
facilities when radar service is being provided and the holding was
requested.

8.
In controlled airspace, any loss of VOR, TACAN, ADF, low frequency navigation receiver
capability, complete or partial loss of ILS receiver capability or impairment of air/ground
communications capability. Reports should include aircraft identification, equipment affected,
and degradation to the capability to operate under IFR.
NOTE
Other equipment installed in an aircraft may effectively impair
safety and/or the ability to operate under IFR. If such equipment
(e.g., airborne weather radar, GPS) malfunctions and in the pilot’s
judgment either safety or IFR capabilities are affected, reports
should be made as above.
9.

Any information relating to the safety of flight.

10. Any weather conditions which have not been forecast, or hazardous conditions which have
been forecast.
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C117. ADDITIONAL MANDATORY REPORTS FOR NON-RADAR ENVIRONMENT
1.
When leaving final approach fix inbound on final approach (non-precision approach) or
when leaving the outer marker, or fix used in lieu of the outer marker, inbound on final approach
(precision approach).
2.
A corrected estimate anytime it becomes apparent that a time estimate as previously
submitted is in error in excess of three minutes.
C118. IFR GROUND COMMUNICATIONS
Call For Clearance
Once you have filed an IFR flight plan, ATC will approve, disapprove, or revise your plan and
provide it to the appropriate controlling agency. At most airports this will be Clearance
Delivery.
If there is no Clearance Delivery listed for a tower controlled airport, this function will be
covered by Ground Control. Place your clearance on request prior to calling for taxi.
Example:
“North Whiting Clearance, TEXAN 123, IFR to Mobile Regional Airport, Clearance on request,
ready to copy.”
Clearance Delivery (or Ground Control) will issue the approved flight clearance to the pilot if it
has been received from ATC.
The IFR clearance will consist of eight basic items:
1.

Aircraft ID - who the clearance is for

2.

Clearance Limit - how far you are cleared to proceed

3.

Type Of Departure - via Radar, Direct, or a DP typically

4.

Route Of Flight - waypoints, intersections, airways, NAVAIDS

5.

Altitude Assignment

6.

Frequency Assignment - to contact ATC after takeoff

7.

Beacon Code Assignment - Transponder SQUAWK

8.

Any Additional Information Required - holding, expected delays etc.
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NOTE

Exact altitude or flight level means to the nearest 100 foot
increment. Exact altitude or flight level reports on initial contact
provide ATC with information required prior to using MODE C
altitude information for separation purposes.
C121. POSITION REPORTING
Position Reporting Points - Federal Aviation Regulations require pilots to maintain a listening
watch on the appropriate frequency and to furnish position reports passing certain reporting
points. Reporting points are indicated by symbol on enroute charts. The designated compulsory
reporting point symbol is the solid triangle and the “on request” reporting point symbol is an
open triangle. Reports passing an “on request” reporting point are only necessary when
requested by ATC.
Non-Radar Environment
Flight along airways/routes - A position report is required by all flights regardless of altitude,
including those operating in accordance with an ATC clearance specifying “VFR on TOP,” over
each designated compulsory reporting point along route being flown.
Flight along a Direct Route - Regardless of the altitude or flight level being flown, including
flights operating in accordance with an ATC clearance specifying “VFR on TOP,” pilots shall
report over each point used in the flight plan to define direct legs for the route of flight.
Report Format - At each required reporting point the pilot should give the controller a complete
position report. This report contains a large amount of information. To ensure the controller is
ready to receive the report a “Courtesy Call” is recommended. This call would consist of your
CALLSIGN and the name of the present reporting point.
Example:
“Jacksonville Center, TEXAN one two three, PENSI.”
Once the controller is ready to receive your report they will usually state “Go ahead.”
A full position report contains the following information:
1.

Identification

2.

Position

3.

Time
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each designated compulsory reporting point along route being flown.
Flight along a Direct Route - Regardless of the altitude or flight level being flown, including
flights operating in accordance with an ATC clearance specifying “VFR on TOP,” pilots shall
report over each point used in the flight plan to define direct legs for the route of flight.
Report Format - At each required reporting point the pilot should give the controller a complete
position report. This report contains a large amount of information. To ensure the controller is
ready to receive the report a “Courtesy Call” is recommended. This call would consist of your
CALLSIGN and the name of the present reporting point.
Example:
“Jacksonville Center, TEXAN one two three, PENSI.”
Once the controller is ready to receive your report they will usually state “Go ahead.”
A full position report contains the following information:
1.

Identification

2.

Position

3.

Time
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4.
Altitude or flight level (Include actual altitude or flight level when operating on a clearance
specifying “VFR ON TOP”).
5.
Type of flight plan (Not required in IFR position reports made directly to ARTC Centers or
approach control)
6.

Name and ETA of next reporting point

7.

The name only of the next succeeding reporting point along the route of flight

8.

Pertinent remarks

A commonly used mnemonic for a full position report made to ARTC Centers or an approach
control is: PTAPTP
Position, Time, Altitude
(The name of the current reporting point, the time you arrived there, and your current altitude)
Position, Time
(The name of your next reporting point and the estimated time of arrival)
Position
(The name of the next succeeding reporting point)
Example: (assume arrival at PENSI with BRATT and LOXLY as next required reporting points)
“Jacksonville Center, TEXAN one two three, PENSI, Two Zero, Six thousand, BRATT, Two Five,
LOXLY.”
When there are no follow on positions to report, end the transmission with “Destination” or
“Clearance Limit.”
Radar Environment
ATC will inform the pilot “Radar Contact:”
1.

When aircraft is initially identified in the ATC system.

2.
When radar identification is re-established after radar service has been terminated or radar
contact lost.
Subsequent to being advised that the controller has established radar contact, this fact will not be
repeated to the pilot when handed off to another controller.
At times, the aircraft identity will be confirmed by the receiving controller; however, this should
not be construed to mean that radar contact has been lost.
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10.4 LOST COMMUNICATIONS
10.3.1 General
a. All aircraft experiencing radio failure, whether IMC or VMC, shall squawk 7600 for the
duration of the flight. If at any time the lost communication aircraft experiences an actual
emergency, the aircraft should squawk 7700.
b. Pilots should attempt to use both cockpits’ UHF and VHF radio and the Standby VHF
before squawking 7600. Approach will advise the tower of any 7600 squawks that appear
inbound and will clear the airspace ahead of the lost communication aircraft.
c. Whether IMC or VMC, all radio calls will be made “in the blind.”
10.3.2 VFR
a. In the landing pattern: If radio failure is experienced while in the landing pattern, exercise
extreme caution and execute a full stop landing.
(1) Limit troubleshooting while airborne to checking helmet connections and audio panel
positions and trying the other cockpit’s transmitter.
(2) Observe tower for the ALDIS signals (if applicable), land, and taxi clear of the active
runway.
(3) Comply with ALDIS signals from the tower to return to parking (if applicable).
b. Radar identified on course rules: remain on course rules.
(1) Rock wings at the break, and maintain interval on any conflicting arrivals. Pilots are
responsible for maintaining their own separation.
tower.

(2) Approaching the 180-degree position, look for the appropriate ALDIS signals from the

(3) Land and taxi clear of the active runway. Comply with ALDIS signals from the tower
to return to parking.
c. All other times: If conducting Day Contact training flights in Area 1, Area 2 or Area 3 and
weather allows, aircrew should climb to/descend to and maintain 3,500’ MSL and proceed on
course rules to most probable duty runway, based on most recent ATIS or forecast/dominant
winds. Overfly North Field (South Field during cross-country recoveries) at 3,500’ MSL or
above to determine the duty runway.
NOTE: It is possible that RDO carts will be positioned on more than one runway at North
Field.
10-3
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(1) Execute a PPEL to the duty runway. Rock the wings at High Key and maintain
interval on any conflicting arrivals. Pilots are responsible for maintaining their own separation.
(2) Approaching Low Key, look for appropriate ALDIS signals from the tower.
(3) Land and taxi clear of the active runway. Comply with ALDIS signals from the tower
to return to parking. If at South Field, taxi clear of the runway and shutdown so as not to restrict
other traffic. Expect a tow to North Field.
10.3.3 IFR. If IMC, execute one of the following procedures as appropriate:
a. If able to establish VMC, remain VMC, proceed to the nearest suitable field and land.
b. All IFR NSE canned routes and DD-175 Out & Ins/Cross-country flights must adhere to
standard FAA lost comm procedures, as outlined in the Flight Information Handbook and
Aeronautical Information Manual (AIM).
c. If conducting GCAs in IMC at KNDZ ensure controller issues lost communication
procedures.
d. If unable to establish VMC during a VFR-on-Top Departure:
(1) Prior to reaching VFR-on-top: If IMC, maintain last assigned altitude and proceed
direct to NSE approach IAF for the active runway and execute the approach.
(2) After reaching VFR-on-top and unable to return VFR to NSE, proceed VFR to a
NOLF or other airport as required. If unable to land VMC, maintain the last assigned altitude
and proceed direct to an NSE approach IAF for the active runway and execute the approach.
10.5 UNINTENTIONAL/INADVERTENT IMC ENCOUNTER. The first and primary
concern of any pilot encountering IMC conditions should be to maintain aircraft control. If
VMC cannot immediately be regained, the pilot’s second consideration should be to ensure
adequate terrain and obstacle clearance. If the presumed position places the aircraft at risk for a
collision with terrain or an obstruction, or if any doubt exists about the aircraft’s position with
regard to obstructions or terrain, the pilot shall take action. This action may require, but is not
limited to, initiating an immediate climb to a safe altitude using maximum allowable power and
contacting air traffic control. After the aircraft is above any immediate hazard the pilot shall
comply with any additional applicable procedures.
WARNING: Pilots should not delay a climb in order to attempt to maneuver below IMC or
hesitate to declare an emergency if doubt exists concerning the aircraft’s geographical
position in relation to obstructions and terrain.
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f.

If the interceptor must leave the distressed aircraft.

(1) If the interceptor turns its lights from steady to blinking for 15 seconds, then
breaks formation with lights blinking (night) or wings rocking (day), the distressed aircraft should
continue on course.
(2) If the interceptor turns its lights from steady to blinking for 30 seconds, then back
to steady and breaks formation with lights on steady (night) or fishtails (day), the distressed
aircraft should resume distress orbit.

4.

TWO-WAY RADIO FAILURE
a.

FAA PROCEDURES
(AIM, FAR 91.185)
(1) IFR FLIGHT PLAN

(a) During two-way radio communications failure, when confronted with a situation
not covered in the regulation, pilots are expected to exercise good judgment in whatever action
they elect to take. Should the situation so dictate, they should not be reluctant to use the
emergency actions contained in flying regulations.
(b) In areas of FAA jurisdiction, should the pilot of an aircraft equipped with a
coded radar beacon transponder experience a loss of two-way radio capability, the transponder
should be adjusted to reply on Mode 3/A, Code 7600.
(c) Pilots can expect ATC to attempt to communicate by transmitting on guard
frequencies and available frequencies of navaids.
(d) VMC - If able to maintain flight in VMC continue flight under VFR and land as
soon as practicable and notify ATC. It is not intended that the requirement to "land as soon as
practicable" be construed to mean "as soon as possible". The pilot retains his prerogative of
exercising his best judgment and is not required to land at an unauthorized airport, at an airport
unsuitable for the type of aircraft flown, or to land only minutes short of his intended destination.
The primary objective of this provision is to preclude extended IFR operations in the air traffic
control system in VMC. When operating "on top" and unable to descend VMC prior to destination,
the procedures contained in paragraph (e) below apply.
(e) IMC - If VMC is not encountered, continue the flight according to the following:
1. ROUTE
(FAR 91.185)
a.

By the route assigned in the last ATC clearance received;

b. If being radar vectored, by the direct route from the point of radio
failure to the fix, route, or airway specified in the vector clearance;
c. In the absence of an assigned route, by the route that ATC has advised
may be expected in a further clearance; or
d. In the absence of an assigned route or a route that ATC has advised
may be expected in a further clearance, by the route filed in the flight plan.
2. ALTITUDE - At the highest of the following altitudes or flight levels for the
route segment being flown:
a.

The altitude or flight level assigned in the last ATC clearance received;

b. The minimum altitude (converted, if appropriate, to minimum flight
level) for IFR operations (see Section B, Altimeter Changeover Procedures); or
c.

The altitude or flight level ATC has advised may be expected in a
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further clearance.
NOTE - The intent of the rule is that a pilot who has experienced two- way radio failure should
select the appropriate altitude for the particular route segment being flown and make the
necessary altitude adjustments for subsequent route segments. If the pilot received an "expect
further clearance" containing a higher altitude to expect at a specified time or fix, maintain the
highest of the following altitudes until that time/fix:
(1) the last assigned altitude, or
(2) the minimum altitude/flight level for IFR operations.
Upon reaching the time/fix specified, the pilot should commence climbing to the altitude advised
to expect. If the radio failure occurs after the time/fix specified, the altitude to be expected is not
applicable and the pilot should maintain an altitude consistent with a. or b. above.
If the pilot receives an "expect further clearance" containing a lower altitude, the pilot should
maintain the highest of 1 or 2 above until that time/fix specified in paragraph 3. LEAVE
CLEARANCE LIMIT, below.
3. LEAVE CLEARANCE LIMIT.
a. When the clearance limit is a fix from which an approach begins,
commence descent or descent and approach as close as possible to the expect further clearance
time if one has been received, or if one has not been received, as close as possible to the expected
time of arrival as calculated from the filed or amended (with ATC) estimated time enroute.
b. If the clearance limit is not a fix from which an approach begins, leave
the clearance limit at the expect further clearance time if one has been received, or if none has been
received, upon arrival over the clearance limit, and proceed to a fix from which an approach begins
and commence descent or descent and approach as close as possible to the estimated time of
arrival as calculated from the filed or amended (with ATC) estimated time enroute.
4. RADAR APPROACHES - initiate lost communications procedures if no
transmissions are received for approximately one minute while being vectored to final, 15 seconds
while on ASR final approach, or five seconds while on PAR final approach.
(AIM 51-37, FAA 7110.65)
a. Attempt contact on a secondary frequency, the previously assigned
frequency, the tower frequency, or guard.
b. If unable to re-establish communications and unable to maintain VMC,
proceed with a published instrument approach procedure or previously coordinated instructions.
Change transponder to appropriate codes.
c. Maintain the last assigned altitude or the minimum safe/sector altitude
(emergency safe altitude if more than 25 NM from the facility), whichever is higher, until established
on a segment of the published approach.
5. AERIAL REFUELING
(FAA 7610.4)
a. Squawk Code 7600 for at least 2 minutes prior to exiting the Track or
Anchor. After exit, continue squawk in accordance with "Procedures for Two-way Radio Failure IFR/
VFR".
b. Tanker aircraft which have not received altitude instructions beyond the
exit point shall exit the Track or Anchor at the highest altitude in the clearance for the refueling
portion of the flight and proceed in accordance with "Procedures for Two Way Radio Failure IFRVFR".
c. Receiver aircraft which have not received altitude instructions beyond
the exit point shall exit the Track or Anchor at the lowest altitude specified in the clearance for the
refueling portion of the flight and proceed in accordance with "Procedures for Two Way Radio
Failure IFR-VFR".

