FINAL CONTACT GROUND EVALUATION STUDY GUIDE 06-08
ITOLD Definitions

· Rotation Speed

· Rotation speed is the speed which permits attaining obstacle speed at the 50-foot obstacle height above the runway.  (1T-6A-1, A3-2)

· Obstacle Speed

· Obstacle speed is the target speed at which the aircraft crosses the 50-foot obstacle height while acceleration to 140 KIAS at a 15 degree pitch attitude
o Maximum Braking Speed (VB)
· Maximum braking speed is the maximum speed from which the aircraft can be brought to a stop without exceeding the maximum design energy absorption capability of the brakes (3.96 million foot-pounds total).  (1T-6A-1, A3-2)
o Maximum Abort Speed

· Maximum abort speed is the maximum speed at which an abort may be started and the aircraft stopped within the remaining runway length.  Allowances included in this data are based on a three-second reaction at Maximum Abort Speed to recognize decision to abort during which time acceleration continues.  Additional allowance includes a 

three-second period to apply the brakes after idle power is selected.  Speed may increase up to 20 knots during this six-second period.  When the abort speed is above rotation speed, rotation speed becomes the abort speed.  (1T-6A-1, A3-2)
· For operation with a tailwind, maximum braking speed limits should be observed.  If the abort speed is greater than the maximum braking speed less 20 knots, the maximum breaking speed (less 20 knots) becomes the abort speed.  (1T-6A-1, A3-2)
o What kind of braking do the Landing Roll charts assume?
How is Max Abort Speed / TOR / LR affected by RCR, Headwind, Temp, PA

· Max Abort Speed / TOR / LR affected by the following:

	 
	MAS
	TOR
	LR

	↓ RCR
	↓
	N/A
	↑

	Gradient
	 
	 
	 

	Up
	↑
	↑
	↓

	Down
	↓
	↓
	↑

	Wind
	 
	 
	 

	Headwind
	↑
	↓
	↓

	Tailwind
	↓
	↑
	↑

	↑ Weight
	Negl
	↑
	↑

	↑ PA
	↓
	↑
	↑

	↑ Temp
	↓
	↑
	↑

	↑ Runway Remaining
	↑
	N/A
	N/A


Reference: A3-7 – A3-13, A8-1 – A8-6
· How is Max Abort Speed/TOR/LR affected by

· RCR- Good RCR means higher max abort speed

· Headwind- Headwind means a higher max abort speed

· Temperature- Higher temperature means lower max abort speed

· Pressure altitude- Higher pressure altitude means lower max abort speed

· How is TO Roll affected by

· RCR- not on charts (i.e. negligible)

· Headwind- Headwinds decrease the takeoff roll

· Temperature- Higher temperatures increase the takeoff roll

· Pressure altitude- Higher pressure increases takeoff roll

· How is Landing Roll affected by

· RCR- Good RCR decreases landing roll

· Headwind- Decreases landing roll

· Temperature- Higher temperature increases landing roll

· Pressure altitude- Higher pressure increases landing roll





Note:  Runway Condition Reading (RCR) is 23 Dry, 12 Wet, 5 Icy.
II. 1.  How will electrical failure affect landing configuration and TP Stalls???


Electrical failure will not allow any signals to be sent to the hydraulic selector manifold, therefore nothing will get done.  You then have to use the emergency system (which doesn’t need electricity).  But if you have no electricity at all, then you can not confirm the landing gear or flap settings.  Normal flap operation is unavailable anytime the battery bus has failed or when the  aux battery is the only source of power.  Emergency flap ops are not available when the aux batt is the only source of power.  So if you cant use your flaps then TP stalls will be in the UP position and you will use 90-95 knots.  

2.  How will hydraulic failure affect landing configuration???


The landing gear and doors are electrically sequenced and hydraulically actuated so if     

             you loose the hydraulic fluid you will not be able to move and landing gear and doors.


This means that an alternate energy source is needed to lower the gear and doors.  The   

       
emergency hydraulic system will change the overall landing configuration by keeping the 

main gear inboard doors open and not retracting them.

3. How will battery bus failure affect landing configuration and TP stalls??? 

    
Flaps will still work because they are powered off of the hot battery bus but only after the emergency gear handle is pulled.  So normal operations will not be available for both flaps and gear.  So the landing configuration will be normal for emergency gear extension.  TP stalls can be performed over the normal range of speeds.  Keep in mind the landing gear doors will be open and this will add some drag so you might find your speeds higher than normal.

III. Checks prior to spins/stalls

· CLEF check

· Loose Items - stowed (both)


· Engine instruments - Check

· (verify Caution and warning annunciators are extinguished)

· Fuel balance - check less than 50 pounds

Altitude restrictions

· Spins

· Below 10,000 feet MSL or above 22,000 feet MSL prohibited

· 7,000 feet of airspace, clear of clouds, below entry

· Complete all dive recoveries at least 3,000 feet above clouds

· Min altitude to begin is 13,500 MSL 

· Stalls/slow flight/Aerobatics

· Above 6000 feet AGL 

· Cloud clearances

· when IFR (in MOA) 3 miles of vis and clear of clouds

c. Characteristics of:


     i.  Post Stall Gyrations/Incipient Spins/Steady State Spins/Spirals
Poststall Gyrations are the motions of the aircraft about one or more axes immediately following a stall and prior to the incipient spin.  A postal gyration can usually be identified by uncommanded (and often rapid) aircraft motions about any axes, a feeling that the controls are no longer effective, stalled or near stalled angle of attack, transient or erratic airspeed indications, and random turn needle deflections.  Can occur at high or low airspeed.  At high airspeed, will stress the airframe heavily.  At low airspeed, inertial forces exceed aerodynamic effectiveness of control surfaces.  Violent and Disorienting. 


Incipient spins are the spin like motion in between postal gyrations and a fully developed spin.  Any stall can progress to this state if recovery is not made at first indications of stall or spin.  Incipient spins are spin like in motion with unsteady yaw rates.  This spin is also characterized by unsteady movement in three axes due to aerodynamic forces still not being balanced.  Some symptoms of incipient include oscillatory spinlike motion, a fully deflected turn needle, stalled angle of attack, and airspeed either accelerating or decelerating towards steady state value.  Lasts approximately 2 turns.  


Steady state spins are considered OCF because a control input in any given axis does not have an immediate affect in that axis in the normal sense.  Altitude loss in steady state spin is approximately 4500 feet for 6 turns.


Spirals are rolling and/or yawing motion of the aircraft that is often mistaken for a spin, but is not steady state in that airspeed is often rapidly increasing through 160 knots and motions are oscillatory.  Can result from misapplication of pro spin controls.  Maintaining large control inputs can stress airframe due to high airspeed and loading from a spiral.  Anti-spin controls may not be effective in arresting situation and may actually aggravate situation.  Best recovery is neutralize controls and reduce power to idle and wait until motion stops and perform nose low recovery.


Rotation rates/ AOA / Airspeed / Altitude loss 
   
Erect spins will usually have 60 degrees nose low, two to three turns per second, loss of altitude at 400-500 feet per turn.  AOA will be 18+ airspeed will stabilize at 120-135 KIAS.

Progressive spins are result of applying opposite rudder while recovering and will have an opposite rolling motion while accelerating airspeed upwards of 175 KIAS.  

Aggravated spins are result of applying pro spin (in same direction) controls with forward stick pressure.  Roll rates significantly increase.  Pitch will be 70 degrees nose down and up to 280 degrees per second of roll.  


ii.& iii.  OCF Recovery / Spin recovery/ Power-On/ Inverted Departures

 
Perform boldface as needed.  Dash 1 basically says that boldface recovery is best means of getting out of any of these OCF’s or spins.  Expect to lose 500 feet per turn in erect spin recovery followed by 1500-2000 feet for normal dive recovery.  Read page 6-10 in dash one if you want more info.

· Erect

·  Sustained yaw rate

· AOA at or above 18 units, with stick shaker activated

· Turn needle fully deflected in spin direction

· Approx 60° nose low

· 2-3 seconds per turn

· VSI pegged at 6000 fpm

Airspeed 120-135 KIAS
PCL – IDLE, Controls – Neutral,  Altitude – Check

· Inverted

· AOA indicating 0 units

· Turn needle fully deflected in spin direction

· Approx 30° nose low

· Accelerometer indicating negative 1.5 Gs

· Airspeed 40 KIAS

PCL – IDLE, Rudder – Full opposite to turn needle, Control Stick – Aft of neutral w/ ailerons neutral, Recover to level flight

· Power-On

PCL – IDLE, Controls – Neutral,  Altitude – Check


CAUTION:  Power –On & Inverted departures or spins will result in high loads on the engine and torqueshaft.  These loads are caused primarily by the combination of aerodynamic and gyroscopic moments experienced during theses maneuvers.  If an inverted or power-on departure is inadvertently encountered, the pilot should suspect possible engine damage and may experience unusual engine operation accompanied by low oil pressure or CHIP annunciator illumination.  In all cases of inverted or power-on departures, the engine shall be inspected by qualified maintenance personnel after the flight.

· Spiral

· Characterized by nose low altitude with rapidly increasing airspeed (160 KIAS)

· AOA gauge indicating no stall

Aircraft may be rolling, yawing, or both

PCL – IDLE, Controls – Neutral,  Altitude – Check, Recover from dive


iv.  Stall Warnings


Stick shaker provides artificial stall warning and is activated by the AOA gauge at 15.5 units and a minimum of 5 knots before stall.  It can vary between 5 to 10 knots depending on airspeed, pitch, power, etc. Natural stall warning in the form of light aerodynamic buffet typically occurs at around 3 knots before stall.  At the same time, a slight nose down pitching motion may occur.  During accelerated stall entry, buffet will occur well before actual stall.  During unaccelerated, power on stall entries, there is little perceptible natural buffet prior to stall.  Keep in mind that stick shaker is earliest indication of an inadvertent stall and stick shaker may mask natural buffet during approach to stall and recovery.

IV) 11-201 VOL 2

RESTRICTIONS:

-Chock times:  return 1+45 of TO time  (4+30 for out and backs)

                       Chock extensions coordinated through the SUP

-A/S - tech order speeds during climbout and 200-250 during cruise.

· instrument final approach do not slow below 150 knots prior to 10 mile final.

-Full stops on  inside rnwy will not exit at Taxiway C

-LPUs must be worn on over water flights (see Life Support the day prior).

-Vision Restricting Device-not worn during critical phase of flight, to include TO and landing.

-Students will not perform the TO on their first instrument Sortie.

GROUND OPS:

-Wt and Bal program is on the Ops Group hame page.

-Show time-show at a/c 15 min prior to TO time.

-Do not put hands on CP glass when raising and lowering canopy.

-Clear the right canopy rail and ensure pin box is closed prior to closing canopy.

-Use gov. provided nylon/plastic flex lock rings for IFG and checklists.

-Challenge and Response: Both items and yellow Highlighted

-Exceptional Release-Normally do not accept an a/c for the first flight of the day unless an authorized mx supervisor has signed the Exceptional Release.

-Tire Wear- out and back:  no more than 3exposed cords on main gear and some tread on   nose wheel.

X-country:  2 cords on main and some tread on nose wheel

-Do not start an a/c next to and a/c being refueled, or when off station, being serviced with oxygen.  (may turn on BAT and accomplish a pre-flight)

-Taxi Ops – the taxi lines on the Laughlin AFB ramp provide 10 feet of clearance

-Taxi staggered during daytime.

-Taxi:

Taxi lines at Laughlin provide the require 10 feet of clearence from obstructions within the painted white lines and designated equipment boxes.

Pilots will not taxi past AGE equipment located b/w the tails of T-6 a/c in the designated parking rows as the 10 foot wingtip clearence may not exist b/w centerline and painted yellow lines.

-Solo students will only reposition their a/c in the Taxiway E run-up area from the 4th spot (westernmost) to the 1st (easternmost) spot.

-Proceed with the forms to mx debrief when directed by the mx expediter.

-PF will verbally acknowledge the MW/MC and the specific malfunction.

Agencies:

-SUP-ops supervisor (redstick) UHF 1- POC for mx.

-RSO – used for pattern situations

-SOF (Foreman) UHF 18 – POC for emergencies

-UHF 19 – single Freq. Approach

Training:

-Solo -  rnwy > 4000ft

-May transitions through a thin layer of wx., however must be VMC by HK altitude.  Not forced to penetrate wx.  If uncomfortable – eject.

Takeoff and Departure:

-Default TO – is to the area

-RSU -  will provide at least 1 minute b/w single ship departures and 2 minutes for formation.

-Static TO – for formation, night, and solo.

-Fly departures IAW the IFG.

-Remain on Honcho/Tower Frequency until 1 mile past departure end for Quail departures, or 3000ft for Highway departures.

-Form rnwy 31 on the Highway VFR:   and told to extend – don’t turn X-wind until cleared to do so by controlling agency.

· Once at or beyond 15 DME and level at 13,000’, you may proceed direct
· 7.2. Low areas: 7,000’-12,000’. High Areas: 15,000’-22,000’.  Area tops.

· When within the lateral limits of the area, or adjacent to the area on the assigned transition, request climb/descent and/or left/right turn into the area.
· When within the lateral and vertical limits of the area, automatically switch to area discrete frequency
· Cleared direct or Cleared direct with unrestricted climb. 
· 8.1. Unless otherwise directed, be at 6000’ (low area) or 14000’ (high area) prior to exiting the lateral limits of the assigned area. 

· Know regular Rio – 1 arrival procedures

· If unable to be clear of clouds by 2600’ (or 3600’ when operating on RWY 13 at night) or if flight visibility is less than 3 miles, level off, remain with RAPCON, and request vectors to an instrument approach. 

· 8.3. Instrument approach. Make approach request with RAPCON and include your intentions after the approach (i.e., Option Honcho, Option Radar, Option QWAIL, or Full Stop). 

· 8.4. Direct to the field may be available from areas 4 or 5 when weather is better than 4100'. Follow ATC instructions. Cancel IFR, cross the field at assigned altitude, squawk 0222 and contact Honcho for entry through VFR entry point
· Single-ship solo students will recover via the RIO-XXX Arrival, unless the SOF directs otherwise.
· 9. Formation. 
· 9.1. Interval takeoff. When calling “NUMBER ONE,” add “INTERVAL.” Number one squawks as assigned, two squawks standby and uses a 6-second delay. 

· 9.3. Radio procedures. Identify the position of solo student pilots on number one call to Honcho, and at pattern entry. Solo students will also add “SOLO” to their call sign on all radio calls after formation split-up.
· 10. Night. When flying VFR, make the appropriate CTAF radio calls in the proximity of airfields along the route of flight. 
· 11. Instrument Approaches. 
· Final contact check – don’t worry about this yet
· 12. Low-Level Procedures. (On and Off Station) 
· Final contact check – don’t worry about this yet
· 13. RSU Patterns (General). 
· 13.2. Pattern Priorities. 
· Emergencies. 

· Minimum Fuel. 

· Formation. 

· Radar Entries. 

· Established in the Pattern. 

· VFR Entries. 

· Do not breakout when status is Restricted Patterns. Do not breakout from the final turn, inside of Low Key, or inside of 2 NM on a straight-in. 
· If a conflict becomes evident while in the final turn or inside 2 NM on a straight-in, initiate a go-around, climb no higher than 1600’ (1500’ at Wizard), offset as necessary. 
· Spacing. If at the perch or low key, and aircraft on straight-in is inside 2 NM and not in sight, or in sight with insufficient spacing, breakout.
· If visual with sufficient spacing behind aircraft, add “STRAIGHT-IN IN SIGHT” to gear down call
· 13.5. High pattern. Used for emergencies or as required, weather permitting.
· Make a request with the RSU, follow the normal pattern ground track and report, “CS, Initial, High Pattern”.
· No aircraft will be given High Key with an aircraft in the High Pattern. 
· Request descent from the High Pattern with the RSU. 

· 13.6. Position calls. If unable to make required position calls at designated reporting points, report actual position when able.
· 13.7. Crosswind Turns. If a closed pattern is not desired, turn crosswind when above 140 KIAS and clear of offset/closed downwind traffic. Maintain at or below 1600’ (1500' at Wizard) until clear of inside downwind.
· 13.8. Go-Arounds. Maintain at or below 1600’ (1500' at Wizard)
· If given a RESTRICTED LOW APPROACH, acknowledge the restriction and descend or climb to and maintain 1600’ (1500' at Wizard)
· 13.8.1. Offset. Offset when overtaking takeoff, low approach, or touch-and-go traffic. Add “OFFSET” to call sign
· avoid flying directly over the RSU.
	Pattern Position 
	Turn NET 
	Turn NLT 

	Departure Leg 
	1/2 Mile past Departure End 
	1 Mile past Departure End 

	Straight-Through Initial 
	Departure End 
	Departure End 

	Offset 
	Departure End 
	½ Mile past Departure End 

	Center Runway Departure Leg (See NOTE) 
	Field Boundary and Cleared 
	Breakout Point 


· NOTE: Do not turn crosswind from the center runway without clearance
· 13.9.1. If at the end of the break zone, and unable to break due to traffic conflicts, report “CS, BREAK POINT STRAIGHT-THROUGH.”  Comply with RSU directions.
· 13.10. Closed or Low Key pattern. Request closed or low key when above 140 KIAS, past midfield, and clear of closed downwind traffic
· Do not request closed/low key patterns with traffic between 2-mile initial and the break, between 5 and 2 NM on a straight-in, or between “REPORT HIGH KEY” and half way between High Key and Low Key.
· 150 Knots on closed downwind
· 13.10.3. High Key. Request High Key at the 2 mile Initial point.
· Report “CS, HIGH KEY” approaching 1/3
· 13.10.3.1. If told “NEGATIVE HIGH KEY,” or if no response is given, continue to the break zone.
· 13.10.3.2  Do not request High Key: 

· With an aircraft between 5 and 2 NM on a straight-in. 

· With an aircraft between “Report High Key” and “Report Low Key”. 

· When an aircraft reports overhead the field direct to VFR entry (Honcho only). 

· With an aircraft orbiting High Key. 

· With an aircraft in the High Pattern, or on a breakout (from other than initial at Wizard only). 

· Break from Initial. Do not initiate break from initial under the following five conditions. 

· With a traffic conflict on closed / inside downwind. 

· With a traffic conflict on high downwind. 

· With an aircraft between 5 and 2 NM on a straight-in. 

· With an aircraft between “Report High Key” and “Low Key”. 

· With aircraft orbiting high key, do not break unless cleared to do so

· 13.10.4.6. Low Key from Initial.
· After entering the break, climb to 2600' (2500' at Wizard) and proceed to Low Key.
· “CS, HIGH DOWNWIND” upon reaching 2600’ (2500’ at Wizard).
· 13.11.1. “Extend”
· acknowledge with call sign, Do not turn crosswind until cleared by the RSU. 

· 13.11.2. Breakouts.
· Attain breakout altitude before crossing any pattern ground track
· report “CS, (location), BREAKING OUT.”
· cross the VFR entry point at pattern altitude and airspeed and report “CS, VFR ENTRY.”
· 13.11.3. Insufficient RADAR Separation Procedures (Dual status or better) or No RADAR Contact on 31 Qwail Departures. If informed by RAPCON that you have insufficient separation or if you do not get in RADAR Contact with RAPCON by 5 DME, execute the following procedures: 

· 13.11.3.1. Climb or Descend to 2600' (2500’ at Wizard) and turn toward VFR Entry 

· 13.11.3.2. Contact RSU- state “CS, INSUFFICIENT RADAR SEPARATION, PROCEEDING TO VFR ENRTY”. 

· 13.11.3.3. DO NOT cross any published ground tracks until established at 2600' (2500’ at Wizard). 

· 13.11.3.4. Enter the pattern through VFR Entry via normal Breakout Procedures.
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14. Honcho/Tower. 
14.1. Tower control of RWY 13R/31L: 

14.1.1. Aircraft will use CH 4 and squawk 0222. 

14.1.2. Make all radio calls, to include position reports, as if the RSU is in place. 

14.1.3. At the perch, the standard radio call is “CALL SIGN, BASE, GEAR DOWN, FULL STOP”. Aircrews will include the runway assignment if not operating on RWY 13R or 31L. 

14.1.4. When cleared to land or cleared option, aircrews will respond with call sign only. Aircrews will respond with call sign and landing runway if not operating on RWY 13R or 31L. 

14.1.5. See LAFBI 11-201 Volume 1 for Alternate Runway Side Procedures and Reduced Same Runway Separation. 

14.1.6. FAA 7610.4 states Tower’s requirements for High Key operations is a ceiling at least 1000’ above High Key altitude and 5 miles of visibility. 

14.2. During daytime operations, normally accomplish landings on alternate sides of runway centerline to afford reduced runway separation between aircraft. Normally perform takeoffs and touch-and-goes on the hot side (the side of the runway furthest from the ramp). Traffic permitting, perform full-stop landings on the cold side (the side of the runway closest to the ramp). 

14.2.1. Full stop aircraft on the hot side wishing to cross the centerline prior to 6000’ down the runway will transmit “LANDING ROLL REQUEST COLD SIDE.” Honcho / Tower responds “CLEARED COLD SIDE / NEGATIVE COLD SIDE.” Beyond 6000’, aircraft are cleared to maneuver to the cold side without a radio call. 

14.3. Low Closed Patterns are not permitted at Honcho. 

14.4. Ground track RWY 13R / 31L. Due to the proximity of the center and inside runways, all aircraft operating in Honcho’s pattern will make a shallow turn of approximately 10° away from the center runway when passing the departure end of RWY 13R / 31L (the “Jink”). This applies to all traffic (takeoff, touch-and-go, low approach, and offset). Use caution for offsets when making a turn from departure leg. Straight-in and initial traffic will fly an angling ground track as depicted in the IFG. Due to the proximity of center and inside runways, avoid overshooting initial/final. Use extreme caution for aircraft flying approaches to the center runway and aircraft departing low key on the ELP. 

14.5. Jink. 

14.5.1. RWY 13R / 31L. On departure leg or offset clear to the west, maintain 1600', and make a shallow turn of approximately 10 degrees at the departure end of the runway. 

14.5.2. RWY 13C / 31C. On departure leg, do not jink. Maintain runway heading and proceed IAW the IFG. 

14.6. Pattern Entry. 

14.6.1. Initial takeoff. Enter via closed / low key (if approved) or crosswind. 
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14.6.2. WEGEB. Report RIO / CREEK and request straight-in if desired (straight-in mandatory if status is Restricted Patterns). 

14.6.3. Center runway. When a T-6 on an approach to the center runway is planning to enter the inside runway pattern, Tower will notify Honcho when the aircraft reaches 4 NM. After touch-and-go/low approach maintain 1600’, squawk 0222, and automatically change to Honcho’s frequency at departure end. Request closed, low key, or crosswind, (i.e., “CS, CENTER, {REQUEST CLOSED / REQUEST LOW KEY / REQUEST CROSSWIND / REQUEST CROSSWIND FOR HIGHWAY / BREAKING OUT}”). If directed by Honcho to "STANDBY", maintain runway heading until the Breakout Point (3 DME [RWY 13R] or 4 DME [RWY 31L]) and breakout. On the breakout maintain 1600’ (1700’ for RWY 31) and turn towards the VFR entry point, while remaining clear of the VFR pattern ground track. When clear of traffic and approaching the VFR entry point, climb to 2100,’ and maneuver for entry. Do not breakout at night or during Restricted Patterns status. During night or Restricted Patterns, continue straight ahead and begin a tech order climb when reaching the Breakout Point. Contact DEPARTURE, (CH 6), fly the QWAIL Departure and request vectors for an instrument approach or to WEGEB. 

14.6.4. VFR entry. Aircrews direct to VFR entry must avoid aircraft at High Key. Report actual position relative to the VORTAC. Do not descend below 3600’ until clear of the low key ground track. Do not descend below 2600’ until clear of all pattern ground tracks. Cross the VFR entry point at pattern altitude and airspeed. Ensure descending turn does not conflict with radar entry ground track when landing RWY 13R. 

15. Wizard. 
15.1. No touch and goes are authorized unless fire-fighting equipment is in place. Only the RSU crew may fly a VFR approach and land without a RSU in place. EXCEPTION: T-6 crews on an MQT NTA sortie may fly a pattern to a low approach without a RSU in place, but must have squadron supervisor approval and make the appropriate CTAF radio calls on 122.7 (Channel 7). Follow all standard NTA procedures IAW 11-2T-6 Volume 3, including airspeed limitations. 

15.2. Touch and goes will normally be on centerline. Full stops are approved only for RSU crews, emergencies, pre-approved operational necessity and supervisor visits. 

15.2.1. Pilots performing a full stop have the option of landing staggered to afford reduced runway separation for the aircraft behind them. Apply similar trainer-type reduced runway separation, only when using alternate runway side procedures. See LAFBI 11-201 Volume 1 for specifics. 

15.3. For noise abatement, do not overfly Spofford while maneuvering for VFR pattern entry, or the ranch just outside the 2-mile point (avoid by ½ mile). 

15.4. Entry to Wizard (Dual or better). 

15.4.1. From Laughlin. 
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15.4.1.1. VFR to Wizard. RWY 13: weather > 2600/3, or RWY 31: weather > 5500/3. Report “CS, VFR TO WIZARD” to RAPCON. RAPCON will not provide IFR separation when you are VFR, and will respond, “WIZARD APPROVED.” Fly the routes and altitudes for the appropriate departure as depicted in the IFG. Remain on assigned frequency until 1 mile prior to QWAIL/PANEE, then change to Wizard frequency (CH 7 on UHF/VHF) and squawk 0222. At QWAIL/PANEE, call “CS, {QWAIL/PANEE}, [REQUEST STRAIGHT-IN]”. If not performing a straight-in, descend to 2000' inside QWAIL/PANEE. 

15.4.1.2. IFR to Wizard. RWY 13: N/A. RWY 31: weather < 5500/3. Fly the QWAIL Departure and request Wizard with RAPCON. After radar contact is established, RAPCON will respond “CLEARED WIZARD TRANSITION.” If not below the weather by 2600' or if flight visibility is less than 3 miles, level off and remain with RAPCON, squawk normal, and request additional clearance. Your IFR clearance is automatically canceled at PANEE. 

15.4.2. From Areas to VFR Entry or RADAR Entry Point. Request direct Spofford, QWAIL, or PANEE. Once below 5000’ and able to maintain VFR, cancel IFR and squawk 0222. Report actual position relative to the desired entry point. Do not descend below 4500’ until clear of all pattern ground tracks. Maneuver to cross the VFR entry point, QWAIL, or PANEE at pattern altitude and airspeed. 

15.4.3. From Areas Direct to High Key. WX > 4500’. Contact SKI and request "CS, REQUEST DIRECT HIGH KEY AT WIZARD." Traffic permitting, expect to be cleared to 6000’ within the confines of the area, then direct to High Key at Wizard at 6000’. After canceling IFR, squawk 0222, contact Wizard and request "CS, (position), REQUEST DIRECT HIGH KEY," on UHF Channel 7. If the controller states, "Unable Direct High Key," aircrews will avoid Wizard's pattern and proceed to VFR entry using normal VFR drop-in procedures as described in paragraph 15.4.2. If High Key is available and traffic permits, the controller will state, "Report 1-minute." After the T-6 reports "CS, 1-minute" the controller will respond "Report High Key" and pattern operations will be conducted as normal at this point (i.e., no closed patterns, aircraft will carry straight through initial, etc.). If High Key is unavailable, the controller will state, “Negative High Key, Report VFR Entry”. Aircrew will avoid Wizard’s pattern and proceed to VFR entry using normal VFR drop-in procedures as described in paragraph 16.4.2. 

15.5.1. ELP Breakout. If a breakout is required after leaving High Key but prior to Low Key, use caution for aircraft proceeding to High Key. Once level at breakout altitude and clear of initial traffic enroute to High Key, proceed direct to VFR Entry. 

15.6. Low Closed. Normally flown to the east at 1500' to practice circling approaches. Aircrews will state, “CS, LOW CLOSED DOWNWIND” and, “CS, {LEFT / RIGHT} BASE, GEAR DOWN” when executing low closed patterns. 
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15.7. At Wizard, you may request direct High Key from any pattern position if the following criteria are met. This procedure is used to intercept the ELP from other than the initial groundtrack. When told to “Report High Key,” proceed directly from present position to High Key. 

15.7.1.1. No more than 5 aircraft in the pattern 

15.7.1.2. No one is on a breakout 

15.7.1.3. State your position when making the request 

15.7.1.4. There are no aircraft between "Report High Key" and "Report Low Key" 

15.8. Offset. 

15.8.1. From the final turn. Offset in the direction of the final turn if able (e.g., west ELP patterns should offset to the west). Aircraft offset to the east on RWY 13 are unable to depart unless specifically cleared to do so. Aircraft offset to the east on RWY 31 are unable to depart to OTULE unless specifically cleared to do so. Requests to depart by offsetting to the west on RWY 13 are allowed. 

15.8.2. From final approach. Offset in the safest direction away from the conflict. 

15.8.3. Aircraft offset to the west must obtain clearance before making any turn to the east. 

15.9. Departures. Fly the ground tracks per IFG. Do not climb above 1500’ until the departure end of the runway. Remain VFR until receiving IFR clearance. Request area or RIO-XXX Arrival with RAPCON on Ch 6. If departing to the area, climb no higher than 4500’ until established on the 130 radial and on an IFR clearance. 

15.9.1. RWY 31. Add “RIO” to all “DEPARTING” calls to indicate when your planned departure routing is to the RIO-XXX Arrival. Remain on Wizard frequency until completing the first turn from pattern ground track. 

16. Wizard Visiting Procedures. 
16.1. Supervisors will obtain verbal permission from the 47 OG/CC prior to departing for Wizard. 

16.2. Returning T-6 RSU crews and visitors may depart Wizard without refueling. 

17. Non-Towered Airfield (NTA) Operations. 
17.1. The following NTAs have been approved by the OG/CC for use by 47th FTW T-6 pilots. At the public NTAs (Table 17.1.), aircrew may descend to 100’ AGL during day operations. Aircrew may descend to 3000’ AGL at the private NTAs (Table 17.2.). 

Table 17.1. APPROVED PUBLIC NTAs & CTAF Frequency 
	Maverick County Memorial Intl (5T9) 122.8 
	Dimmit County (CZT) 122.8 

	Uvalde Garner (UVA) 122.8 
	Kimble County (JCT) 122.8 

	Sonora (E29) 122.8 
	Ozona (OZA) 122.8 

	Real County (49R) 122.9 
	Eldorado (27R) 123.0 

	Devine (23R) 122.9 
	Hondo (HDO) 122.8 

	Cotulla La Salle Co (COT) 122.7 
	Dilley (24R) 122.9 

	McKinley (T30) 122.8 
	Edwards County (ECU) 122.9 


Table 17.2. APPROVED PRIVATE NTAs for HIGH ALTITUDE POWER LOSS (HAPL) TRAINING & CTAF Frequency 
	Anacacho (OXS7) 
	Chaparosa Ranch (72TE) 123.0 

	Winn Ranch (6TA4) 
	Westwind Ranch (TE83) 123.0 

	Comanche Ranch (5TE0) 
	Flying G Ranch (TA34) 


17.2. NTA Pilot Certification. Only MQT pilots designated as “NTA-qualified” on the letter of X’s can conduct the NTA sortie required by the MQT program. The authority to designate an instructor as a “NTA-qualified” is the Squadron Commander. 

17.2.1. Once complete with MQT, Non-NTA pilots can conduct operations at no more than two NTA airfields per sortie. 

17.3. NTA Restrictions. Standard non-towered airfield procedures IAW AFI 11-2T-6 Volume 3 are in effect for operations at all NTA airfields. Pilots will maintain 150 KIAS or less at or below 2500AGL within 4NM of the NTA. EXCEPTIONS: Pilots at Dimmit County and Maverick County are allowed to practice the weather penetration ELP. However, the aircraft needs to slow to 150 KIAS or less within 1 NM of the airfield. The opening RSU crew arriving and closing RSU crew departing Wizard may fly normal pattern airspeeds. 

17.4. NTA Procedures. 

17.4.1. Pilots will file a flight plan (using the appropriate off-station callsign) with base operations for all MQT NTA sorties. Pilots must contact Clearance Delivery before departing on these sorties. Pilots who visit NTA fields on other sorties via drift down or delay before proceeding to the MOA do not require a flight plan or off-station call sign. The NTA sortie accomplished in MQT should include low approaches at the following airfields if able: Maverick County, Dimmit County, Uvalde Garner, and Real County. Note: Only aircrews certified on the Letter of X’s as an “NTA IP” may train at Real County. In addition, all aircrews will maintain a minimum of 3000’ AGL when transiting VFR between NTAs. 

17.4.2. From Areas Direct to High Key at a public NTA: Contact SKI and request "CS, REQUEST DIRECT HIGH KEY AT (airfield name)." For an airfield not within the immediate vicinity of your current area, expect to be cleared to 6000’ (or as assigned by RAPCON) within the confines of the area, then direct to High Key. Once the airfield is in sight and able to maintain VMC, cancel IFR. For an airfield within the immediate vicinity of your current area and able to maintain VMC, cancel IFR and proceed to High Key. (Though legal to transit another area while VFR, it is not advisable.) RAPCON will normally give traffic advisories, 
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when VFR. However, this can and will only be given on a work load basis. If RAPCON does not provide this information, aircrew may ask if the area they want to transit is “cold”. Aircrews must make appropriate CTAF advisory radio calls, even if they have not cancelled IFR yet, and will squawk 1200 while operating in the traffic pattern. 

17.4.3. From Areas Direct to High Key at a private NTA for HAPL Training: Contact SKI and request "CS, REQUEST DIRECT HIGH KEY AT (airfield name17.5. Real County Noise Abatement Procedure. 

V.  Special interest items 47th OG
Flight Discipline – Fly safe; don’t do anything dumb, dangerous, or different in an effort to save lives and broken jets

85th FTS

Tandem Cockpit Instruction – Instruction is much different than in a Tweet.  Communication and instruction needs to be tailored in order to accomplish missions.  This applies to clearing with “clock” positions, explaining rather than pointing, etc.

General Knowledge – Many publications have changed.  Everyone needs to stay on top of these changes.

Know which special interest item applies to each unit (47OG, 85FTS) and understand what the interest item entails and why it is in place. 

--

SUBJECT:  Procedures for US Border Patrol aircraft flying within Laughlin Class C airspace.

PROCEDURES:  This memorandum establishes procedures for US Border Patrol aircraft within the Laughlin Class C airspace.

1.  The Laughlin AFB Class C inner ring (5NM radius and surface up to 5100MSL) will be divided into 4 distinct areas.  These are depicted in attachment 1, and are defined as follows:

“BP NORTH”:
The DLF 270 radial clockwise to the DLF 340 radial, from DLF 2.5 DME out to the edge of the class C, and 0 AGL up to 200 AGL.  This area is the approach end of runway 13 (departure RWY 31).

“BP EAST”:
The DLF 340 radial clockwise to the DLF 090 radial, from DLF 2.5 DME out to the edge of the class C, and 0 AGL up to 300 AGL.

“BP SOUTH”:
The DLF 090 radial clockwise to the DLF 160 radial, from DLF 2.5 DME out to the edge of the class C, and 0 AGL up to 200 AGL.  This area encompasses Sycamore creek, off the departure end of runway 13 (approach RWY 31).

“BP WEST”:
The DLF 160 radial clockwise to the DLF 270 radial, from DLF 2.5 DME out to the edge of the class C, and 0 AGL up to 300 AGL.

2.  If a Border Patrol aircraft desires operation inside one of these defined areas, that aircraft will contact Laughlin Tower, and request the area desired.  Laughlin tower will then clear the Border Patrol aircraft into the requested Class C area, traffic and controller workload permitting.  Border Patrol aircraft will monitor tower VHF frequency while flying in the class C, and report when exiting.

Radio verbiage:

aircraft:
“Laughlin Tower, Border Patrol Helicopter XXX request BP East”

tower:
“Border Patrol Helicopter XXX, you are cleared to operate in BP East, report when vacating”

aircraft:
“Border Patrol Helicopter XXX cleared BP East”

3.  If an aircraft desires operation inside 2.5 DME, it will make that request to tower on a case by case basis, i.e., “… request BP East into the perimeter fence, remain below 300 AGL…”

4.  Tower will verify with Honcho RSU that no aircraft are on straight-in or pattern straight-in before clearing aircraft into “BP North”, “BP West” or “BP South.”  This is because an aircraft on pattern straight-in is at 1600 MSL (500AGL) in the Honcho pattern.  Tower will also pass an estimated time of usage.  RSU controllers should not allow pattern straight-ins when:


a.  “BP West” or “BP North” are active while on runway 13

b.  “BP West” or “BP South” are active while on runway 31

These conflicts are depicted in attachment 2.

5.  Border Patrol aircraft are to exercise extreme vigilance and remain below 200 AGL when operating in “BP North” and “BP South” as this is the approach and arrival corridor to all Laughlin runways.

CANCELLATION:  This Letter of Agreement shall remain in effect until revoked by any of the signatories.  Revocation shall be made in writing and will be effective 30 days after receipt.

--

1.  47 FTW Instructor Enrichment Program (IEP) Approval Guidance

The OG/CC is the approval authority for IEP sorties.  Prospective IEP Candidates must pick up an IEP Documentation form from Wing Programming prior to requesting approval for an IEP sortie.  Approval for the IEP sortie is coordinated between Squadron DOs and will be documented on the IEP Documentation form with the signature of the Candidate's DO.  Once coordinated, it is the responsibility of the IEP Candidate to schedule the sortie with the appropriate Squadron Programming Shop by COB, Tuesday of the week prior.  Squadron Programmers will forward the information on the sortie to Wing Programming who will print it on the weekly schedule for OG/CC signature (this constitutes his approval).  After the sortie is flown, the IEP Documentation form will be returned to Wing Programming.  

AFI 11-401 AETC SUP 1, paragraph A9.3.3.5 states that, "An IEP-rated candidate may be given control of the aircraft if he or she has completed approved OG/CC training."  At Laughlin AFB, IEP recipients will not control the aircraft unless they have completed the following training:

a) The individual must schedule and obtain the appropriate MDS life support training (this training usually has a short expiration date).

b) To fly in Non-Critical Phases of Flight:  IEP Candidates must receive a briefing from their instructor on basic aircraft handling and Emergency Procedures.  Additionally, they must be briefed and shown the appropriate controls in the aircraft prior to the flight.  (For the T-1, the IEP-rated candidate may sit in either the left or right seat and perform Pilot-not-Flying (PNF) duties during critical phases)

c) To fly in Critical Phases of Flight:  IEP Candidates must receive a briefing on Emergency Procedures and complete a 30 minute (minimum) simulator emphasizing aircraft handling and procedures.  The simulator and briefing should be accomplished with the IP flying the IEP sortie; however it can be accomplished with another IP or LSI.  47 OG/OGV or Wing Programming can be contacted to obtain a list of suggested profile items to sample in the simulator.  NOTE:  Without a 19 AF/CC waiver, IEP candidates may not perform touch and goes.
Short notice IEP sorties may be approved by having the individual’s SQ/CC or DO forward the request via email directly to the OG/CC.

(FCIFs 01-64C, 04-42C)

2. BIP Cross Country

The BIP Long Program must include a four sortie (minimum) cross country with at least one RON stop.  Sorties will utilize airfields typically used for student cross country or airfields that have unusual operational procedures or environments.  Sorties must be flown prior to the new IP flying a student cross country and emphasize procedures and techniques required for instrument cross country training.  Cross country sorties may replace current Out and Back Navigation requirements or be flown in addition to them at the discretion of the squadron commander.

(HQ AETC FCIF 04-03-01, FCIF 04-12C)

3.  SR-276 Deconflcition

AP-1B and the 47 FTWI 11-201 Volume 1 both contain verbiage requiring the deconfliction of SR-276 with three routes owned by Dyess AFB.  The three routes listed, IR-128, IR-178, and IR-180 no longer require deconfliction by 47th FTW aircrews prior to flying SR-276.  IR-128 and IR-180 have not been surveyed by Dyess and thus are not in use.  IR-178's ground track has changed and does not conflict with SR-276.  The 47th OSS Airspace office has sufficiently deconflicted SR-276 from the Dyess owned Low Levels by confirming their status.  When and if the conflicting routes become operational, Dyess AFB will advise the 47 OSS and this FCIF will be removed from the FCB.

(FCIF 04-69C)

4.  HQ USAF/XO Msg to AFI 11-202 Volume 2
Paragraph 6.6. of AFI 11-202 Volume 2 (17 June 2002) is replaced.  “Z-out” paragraph 6.6. and write, “Replaced, HQ USAF/XO Msg 02 Dec 02” in the left hand margin.  Write “HQ USAF/XO Msg 02 Dec 02” on the front cover of AFI 11-202 Volume 2.  File a copy of the message behind the instruction.  Copies of the message may be obtained at the 47 OG/OGV e-Pubs website.

(FCIF 03-36C)
5.  Write-in Changes to 47 FTW Sup 1 to AETCI 36-2205

Make the following write-in change to 47 FTW Supplement 1 (3 Dec 02) to AETCI 36-2205.

a. On page 2, above paragraph 3.5.3, add the following text, “3.3.3.  Flight commanders and instructors will ensure that students who experience active or passive airsickness during an aircraft sortie will not accomplish a flight or simulator event until after meeting with a flight surgeon.”  Annotate “FCIF 03-61C” in the left margin next to the change, and on the front page of the supplement. 

b. On page 6 of 47 FTW Sup 1, above paragraph 5.13.1.2, add the following text, "5.6.2.  In the situation where a student must accomplish multiple ECs, make every effort to ensure that the ECs are flown with different EC pilots when able."  Annotate "FCIF 04-04" next to the change and on the front cover of the supplement.

(FCIFs 03-61C, 04-04C)

6.  Clarification of Kneeboard Authorization

The FCIF discusses which kneeboards are approved for use in AETC ejection seat aircraft, and lists several “risk mitigation” steps that should be followed when selecting a kneeboard.  AETC/CC has approved the use of “Royal Bag” and other similar kneeboards containing metal inserts in ejection seat aircraft.  However, the FCIF includes a prohibition on using metal clips (paper clips / binder clips), rings, or metal inserts that contain metal clips attached to them.  In other words, to utilize a metal insert in a kneeboard, the insert must be a flat plate of metal that does not have a metal clip attached to it.  In addition, if a metal insert is to be used, you should “stitch the kneeboard case in such a manner to preclude the insert from coming out of the case during normal or emergency situations.”  Although metal rings are prohibited, the FCIF does allow for the use of nylon or plastic-coated “flex” rings.  In all cases, the use of kneeboards requires several “risk mitigation” steps that must be followed, as outlined in the FCIF and attached message, including: Having a kneeboard restraint system that expands with changing pressures in the Anti-G garment and removing and stowing the kneeboard prior to ejection, if possible.

(HQ AETC FCIF 03-09-05, FCIF 03-84C) 
--

1. 47 OG Handout Corrections

The 47 OG will release an FCIF to correct errors to 47 OG T-6 Handouts (Radio Communications Guide, Instructor’s Techniques Guide, Master Question File, etc).  Upon the quarterly review, those FCIFs will be placed in this paragraph of the FCB as a repository. 

Instructor Technique’s Guide Corrections:

Page 19, left hand column, OCF/Spin Recovery – Introduction, change 300 to 3000.  Reference FCIF 04-45C.

Page 31, right hand column, No Flap Straight-In – Common Errors, change 115 to 110.  Reference FCIF 04-45C.

T-6 Master Question File Corrections:

Question #64’s answer is to be marked as “C”

Question #67’s answer is to be marked as “A”

Question #79 is deleted

T-6 Radio Communications Guide Corrections / Modifications (dated June 2004)


a.  On the top right corner of the cover page, write 05-057C


b.  On page 2, change the number of pages from 12 to 16.


c.  On page 12, change the last line to read, "anywhere in the pattern provided there are no more than 5 aircraft in the pattern"


d.  Add the two page Phraseology Guide behind the Communication Guide and write 05-057C on each of the four pages, 13 through 16.

(FCIFs 04-45C, 04-91C, 05-057C)

2.
T-6 “Side Slip” Policy Guidance

The T-6 has encountered several incidents of cocked nose gear.  All incidents have happened after a side slip was used to control altitude during pattern operations.  Effective immediately, T-6 aircrews will not side slip the aircraft with the landing gear extended.  This is a temporary restriction until testing and a permanent fix is identified and does not prohibit the use of a side slip to safely recover an aircraft during an actual emergency or normal use of crosswind controls during landings.

(HQ AETC FCIF 01-12-01, FCIF 02-64C)

3.
Use of Vision Restricting Devices (VRDs)

Effective with Class 05-05, T-6 Student Pilots will use the AETC Standard VRD for Instrument Training.  Use the devices for all instrument aircraft missions.  Conduct training IAW AFI 11-202, VOLUME 3 as supplemented by AETC.  IPs will ensure students properly stow the VRD prior to engine start and after landing prior to opening the canopy.

(HQ AETC FCIF 04-02-02, FCIF 04-08C)

4. T-6A Fleet Wide Tire Pressure Field Service Evaluation

The HQ AETC/LG Tire Pressure Evaluation is limited to the main landing gear and reduces the tire pressure to 185 PSI +/- 5 PSI.  The lower tire pressure reduces the maximum allowable sink rate at touchdown to 10 ft/sec (600 ft/min).  Landings exceeding this rate require a hard landing inspection prior to the next flight.  Barrier limitations also change to require contact with arresting cables to be at 3 knots or less and contact with cable support donuts shall be avoided.

(HQ AETC FCIF 04-08-02, FCIF 04-62C)

5.
T-6 Night Qualification

Night qualified T-6 IPs are now required to perform a RCP night landing once semi-annually (twice annually).

--

1.  Beginning today, new procedures are in effect regarding Border Patrol Helicopter traffic within the Laughlin Class C airspace.

2.  The airspace (2.5 DME - 5 NM) around Laughlin is divided into 4 sectors (see attachment).  Aircraft may be allowed inside 2.5 DME on a case by case basis.
- Sectors BP North (0' to 200' AGL), BP South (0' to 200' AGL), and BP West (0' to 300' AGL) will affect Honcho's Pattern.

3.  T-6 Aircrew need to understand that under normal circumstances RSU Controllers will not allow pattern straight-ins when:
- RUNWAY 13:  "BP West" or "BP North" are active.
- RUNWAY 31:  "BP West" or "BP South" are active.
These conflicts are depicted in attachment 2.

4.  If an T-6 emergency occurs that requires a straight-in, notify Honcho so they can work with Tower to sterilize the applicable sectors.

5.  T-6 aircrew are encouraged to provide PERIODIC PIREPs to Honcho on the location of the Border Patrol aircraft as it traverses below Honcho's pattern.

6.  Border Patrol aircraft know to exercise extreme vigilance and remain below 200 AGL when operating in “BP North” and “BP South” as this is the approach and arrival corridor to all Laughlin runways.  However, a PIREP to the controlling agency, so other aircraft can gain situation awareness, may help prevent a dangerous situation from developing.
