










 

 
 2  Enclosure (3) 

interaction of the aircraft with the given wind conditions and power changes.  This will aid in 
timing the descent for touchdown. 
During the landing, as the aircraft nears the deck for touchdown, the pilot must evaluate the 
rate of yaw and anticipate any changes that may occur (as a result of wind effects or power 
changes) as the aircraft touches down.  The pilot must remember to include a scan out toward 
the horizon to ensure the aircraft (and therefore the skids) are remaining level for touchdown 
and that no lateral drift is developing. 
 
Safety Notes  
1.  Always remember that the pedals work and shall be used if conditions warrant.    The flying 
pilot shall make pedal inputs as needed to maintain safe flight parameters at all times.  In 
addition, the instructor pilot at any time can call for control of pedals to make necessary inputs.  
This control change shall be initiated positively without delay.  Do not forego needed pedal 
inputs for the sake of the simulation.  Moreover, if the flying pilot feels uncomfortable with the 
maneuver at any time, regardless of the severity of the maneuver, he or she is encouraged to 
use the pedals and abort the maneuver. 
2.  While airborne, the aircraft needs to be kept in a level attitude as it rotates, especially near 
the deck.  Failure to do will make recovery more difficult and can unnecessarily decrease stinger 
ground clearance.   
3.   The aircraft may slide and/or yaw as the aircraft touches down.  In this case, it is critical to 
use all controls—including pedals if necessary—to prevent an unsafe roll condition from 
developing. 
4.  The friction of the skids on the pavement will assist in controlling the yaw as the aircraft 
settles.   It should also be noted that the corresponding decrease in torque created by lowering 
the collective for touchdown may decrease a right yaw and may increase a left yaw. 
5.  Heading changes during this maneuver should not exceed 90 degrees from the wind line.  A 
headwind component should be maintained.  If these conditions cannot be maintained, use 
pedals to stop the rotation and abort the maneuver. Attempt the maneuver again using smaller 
power changes. 
6.  This maneuver shall be performed by IPs and IUTs only. This maneuver shall not be 
performed by SMAs. 
7.  The wind line may be used to aid in controlling yaw rate, however, there is no requirement 
to land the aircraft directly into the wind line as long as NATOPS limitations are not exceeded.  
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Crew Resource Management.  The IP discusses the importance of maintaining a mild, 
controlled yaw rate and for keeping a level attitude during touchdown.  (Mission Analysis) 
Amplification and Technique.  This recovery takes advantage of the fact that the change in lift 
created by collective movement occurs before a change in yaw, allowing the aircraft to descend 
to a position for landing before an excessive left yaw develops.  (NOTE: Because of this delay, 
the pilot must lead collective inputs to avoid over-controlling the heading.)   
The recovery will typically require several smooth, delayed “pumps” of the collective, 
alternating power increases and decreases, to work the aircraft into a position for landing.  An 
ideal position to initiate a landing is a 2-3 foot hover with the nose aligned slightly left of the 
wind line.  However, wind line should not be a primary consideration.  The primary goal is to 
achieve a low, stable hover that will allow a positive—but controlled—collective reduction to 
get the skids on the deck before a significant left yaw develops.   
Some mild yaw can be tolerated as the aircraft touches down.    The friction of the skids on the 
pavement will assist in controlling the yaw as the aircraft settles.   If the rate of yaw is mild 
enough, a power-on landing (twist grip full open) may be accomplished without having to make 
the initial aggressive collective pull.  Instead, simply lower the collective in a controlled manner 
to affect a safe landing. 
 
Safety Notes  
1.  Always remember that the pedals work and shall be used if conditions warrant.    The flying 
pilot shall make pedal inputs as needed to maintain safe flight parameters at all times.  In 
addition, the instructor pilot at any time can call for control of pedals to make necessary inputs.  
This control change shall be initiated positively without delay.  Do not forego needed pedal 
inputs for the sake of the simulation.  Moreover, if the flying pilot feels uncomfortable with the 
maneuver at any time, regardless of the severity of the maneuver, he or she is encouraged to 
use the pedals and abort the maneuver. 
2.  In an actual emergency condition, the recovery may be initiated as soon as the condition is 
positively identified and conditions permit.  However, during this simulation, the crew should 
consider making multiple full rotations to enhance the pilot’s ability to analyze the stuck pedal 
condition and the effects of wind on the condition. 
3. Do not rush the landing.  It is likely, depending on gross weight, DA, and wind conditions that 
more than one iteration may be needed to accomplish the landing.  For initial training, several 
iterations are recommended to allow the pilot to get a feel for the lag in the change in torque 
compared to the change in lift as power is increased/decreased.  This will aid in timing the 
descent for  touchdown. 
4.   The aircraft may slide and/or yaw as the aircraft touches down.  In this case, it is critical to 
use all controls—including pedals if necessary—to prevent an unsafe roll condition from 
developing. 
5.  The friction of the skids on the pavement will assist in controlling the yaw as the aircraft 
settles.   It should also be noted that the corresponding decrease in torque created by lowering 
the collective for touchdown may decrease a right yaw and may increase a left yaw. 
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4.   The aircraft may slide and/or yaw as the aircraft touches down.  In this case, it is critical to 
use all controls—including pedals if necessary—to prevent an unsafe roll condition from 
developing. 
5.  The friction of the skids on the pavement will assist in controlling the yaw as the aircraft 
settles.   It should also be noted that the corresponding decrease in torque created by lowering 
the collective for touchdown may decrease a right yaw and may increase a left yaw. 
6.  To minimize the left yaw at touchdown, avoid rolling the twist grip to flight idle above 3 feet.   
7.  Do not exceed NATOPS turn rate limitations.  If rotation is nearing NATOPS limits, then the 
yaw rate is excessive.  The desired rate should be controlled and relatively comfortable.  If 
rotation becomes excessive or aircraft control becomes questionable, use pedals to stop the 
rotation and abort the maneuver. Attempt the maneuver again with less addition of right pedal. 
8.  In moderate and/or gusty wind conditions, the pedals may require some minor manipulation 
(even after the “pedals frozen” call) to keep a reasonable yaw rate and to avoid exceeding 
NATOPS limits. 
9.  This maneuver shall be performed by IPs and IUTs only. This maneuver shall not be 
performed by SMAs. 
10.  The wind line may be used to aid in controlling yaw rate, however, there is no requirement 
to land the aircraft into the wind line as long as NATOPS limitations are not exceeded. 
11.  Advancing the twist grip after reducing to flight idle can cause an over-torque. 
12.  It is common for the LOW NR horn and warning light to activate during recovery after twist 
grip is reduced to idle.  
13.  The twist grip motion must be smooth and without interruption from full open to flight idle 
to prevent the onset of damaging aircraft vibrations and operations in the restricted Nf ranges.






















