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This next section will cover several contingencies and how to manage them.  The ones 
presented here apply to both the mini-clinics and the mass arrival at Oshkosh.  In addition 
to the ones presented here, your Flight Lead will brief specific contingencies for your flight, 
such as divert fields, backup frequencies, etc.  
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* Suppose something happens on the ground during runup or when taxiing on to the 
runway that requires someone to leave the group.  * If it’s the Element Lead, then the 
default is for the whole element to break out of the Flight.  The one possible exception is if 
there is a qualified Element Lead in the Element and the Flight Lead has been informed of 
the situation and concurs the qualified Element Lead can lead the remaining wingman.  
Element Leads should think ahead about this possibility and talk within their element about 
what would happen if they need to abort.  Remember, this is a surprise shift in role for the 
wingman, so the contingency should be briefed ahead of time and the wingman who would 
become Element Lead should set their navigation up to be ready for the contingency.  
* If a wingman must abort, the rest of the element may continue, so long as the Element 
Lead judges it to be safe. Element Leads should think about the situation carefully before 
deciding it’s OK for the Element to continue without the wingman.  
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* If someone determines they must abort while taxiing out, inform Lead on the radio of the 
situation.  For wingmen, this may be preceded by a chat on the radio with their Element 
Lead, but Flight Lead needs to know what’s going on.  

* After the radio call, the aborting aircraft or element needs to safely get out of the way of 
planes behind them.  This will vary a lot by the particular situation but just use good 
judgment.  It could mean using an available stem taxiway, pulling over into the grass, if 
appropriate, or even actually pulling onto the runway as you would if taking off, then 
taxiing off when the elements ahead have departed.  In any case, just use good judgment 
for the safest approach.
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* If someone must exit after the Flight has begun to move onto the runway, first let Lead 
know you need to abort. Again, for wingmen, this may be preceded by a chat on the radio 
with their Element Lead, but again, ultimately Flight Lead needs to know what’s going on.  

* Do your best to make room for aircraft departing behind you.  This may mean exiting on a 
stem taxiway, if able, or possibly exiting into the grass – but only if the grass is known to be 
stable for aircraft.  

* If there’s enough runway ahead of the Flight and only a few planes are behind the 
aborting plane, Flight Lead may opt to pull forward to allow the group past the aborting 
plane to taxi past them.  
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* If someone must exit after the Flight has begun the takeoff roll, we now have some 
planes in the air and some not yet airborne.  The first thing is to make Lead aware of the 
situation.  

* The Element Lead of the person aborting now has a decision to make: is it safe enough to 
continue launching aircraft or does the remainder of the Flight need to abort as well?  VERY 
generally speaking, it may be safe to continue departures on a 150ft runway unless the 
aborting plane cannot move.  Departing on smaller runways requires some objective 
thinking about safety.  

* The Element Lead behind the aircraft with a problem also needs to assess the safety of 
continuing with the launch, from their perspective.  

* If in doubt, err on the side of safety.  Taking off should always be “optional”
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* All remaining aircraft within the Element determine the best new call signs.  Generally, for 
example, if #2 is a no-go, the former #3 now becomes #2.  Similarly, if the Element Lead 
aborted and #3 becomes the Element Lead, they’re #1 and #2 retains their call sign.  
Remember, your call sign determines which side of Lead you rejoin to after departure.
* The lead for the element that had the aircraft abort then checks in the “new” element.  
This confirms for everyone – people within the element, Flight Lead, and even the element 
behind – who’s who, more or less based on voice recognition.  The Element Lead may even 
opt to say specific real names, to be perfectly clear, such as “Rob is now Charlie 1 and Tom, 
you’re now Charlie 2.  Charlie flight – check”
* Other elements retain their call signs; if Delta Element drops out, Echo remains Echo, Fox 
remains Fox, etc.  
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Although we don’t typically practice this at mini-clinics, you should be aware of a specific 
escape maneuver we may use if needed.  It’s similar to a “lost wingman” procedure done in 
the military.

* The procedure is to be used if you lose sight of Lead because of weather, looking down 
too long, have an engine issue in flight, etc.  Of note is we’re not talking about when you’re 
on an inside turn and lose sight of Lead because you over-banked.  In that case, cross 
below Lead and to the outside, as described in Section 3.  
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If you need to separate from the Flight, use “15 for 15”: * turn away from Lead and 
establish 15° of bank and hold it for 15 seconds, then roll out of the turn.  This is a standard 
rate turn when we’re doing 95 knots, which means you would cover 360° in 2 minutes, * so 
15 seconds in a 15 degree bank will give you 45° of divergence from Lead as well as the 
planes behind you.  * Take a look at your altimeter and keep yourself level.  Remember: 
Aviate, Navigate, THEN Communicate.  * Once you’re comfortable, work with your Element 
Lead on the radio for next steps for the situation.  If Lead sees you, they may give you 
directions to turn to rejoin, etc.  Remember, you were turning away from Lead, who was 
continuing straight, so when you roll out they’re likely to be behind you at, say, the 4:00 
position if you turned away to the left.  If you see Lead, say so, and ask to rejoin.  If you see 
a plane and you’re not sure it’s Lead, ask Lead to rock their wings to confirm that’s who 
you’re looking at.  

Just be heads up for other airplanes in the area.  
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* If you’re headed to an airport on your own, don’t forget to do the basics: aviate, navigate, 
and communicate.  Make sure you let Lead know you’re returning to base, if that’s what 
you’re doing.  

* Don’t forget to set your GPS for your destination, * turn on your transponder, * and set 
your radio to transmit on the proper frequency.  It’s a good idea to continue monitoring the 
air-to-air frequency if able, but just remember to ensure you’re transmitting on the proper 
channel.

Again, this is a contingency maneuver you’re not likely to ever need.  That said, it is nice to 
know you have options.  Also, this is something easy to practice at home.  That’s actually a 
good idea: it’s much better if this comes somewhat reflexively rather than needing to figure 
out what to do in the middle of the confusion.  
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* Let’s suppose something happens in flight that requires someone to leave the group.  * If 
it’s the Element Lead, then the whole element needs to break out; it’s just too confusing 
for wingmen to safely transition from having their eyes locked on Lead to taking over the 
lead of the element, especially when something unexpected is happening.  They should use 
the “15 for 15” for the entire element, ideally calling out the direction for the turn.  Of note 
is if this situation happens after the Element Lead has porpoised their element to go in trail 
and then must leave the flight, wingmen may continue if it’s safe in their judgment.  
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* By contrast, if a wingman needs to break out, generally they do so on their own unless 
the Element Lead determines the best call is for the whole element to break out.  * They 
should also use the “15 for 15” process to separate themselves from the rest of the Flight.  
* Don’t get overwhelmed by the situation and remember to Aviate, Navigate, and 
Communicate.  * Once you’ve stabilized your aircraft and are ready to do so, go ahead and 
engage and follow your GPS, turn your transponder on, and change to the appropriate 
frequency after letting the Element or Flight Lead know what’s going on.
* For those remaining in the Flight, call signs do not change, including, for example, if #2 
exits; #3 stays #3 and on the right side 
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Let’s spend just a few moments talking about the elephant in the room whenever anyone 
thinks of formation flying: a midair collision.  

* First, while the idea of this is appropriately intimidating, this very training is a key reason 
you should feel a bit more comfortable about the risks.  * We do not allow anyone to fly 
the arrival who we as a leadership team believe is unsafe.  Frankly, over the span of CtO, 
there have been several instances where very talented individuals reached a point where 
this was no longer the flying for them.  We always work towards a mutual understanding 
and agreement with the pilots but the safety of the group remains the priority.

* Always – ALWAYS – keep your eyes on Lead when you’re in formation.  Many of us 
learned a truth taught by a seasoned military fighter pilot: “you don’t run into a plane 
you’re looking at”.  Keep that in mind as you’re flying in formation.

* Always maintain those three degrees of separation by constantly managing the ABCs: 
keep stacked down from Lead, keep your propeller behind their stabilator by staying on the 
proper bearing line, and don’t overlap wings.  

* Fortunately, given the nature of our flying, if a collision does happen it’s likely to be with a 
low impact.  * We intentionally avoid doing “dynamic” moves, such as cross-unders, turns 
with large degrees of bank, etc.  * Plus we’re all generally headed in the same direction, so 
closure rates are pretty low.  
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* That said, there’s no doubt a collision can still be disastrous, especially if a propeller 
strikes another aircraft.  Again, this is why we stress the ABCs.  

* The times to be most aware of the risk for trading paint include: * During the initial join-
up.  The risk is not just with hitting Lead: the fact that at least one wingman will be 
rejoining as well, and possibly crossing to their side adds to the risk of a collision between 2 
and 3.  Always be fully aware of where all members of your element are during the join-up.

* Another period of risk is during turns, which represent the most “dynamic” thing we do.  
In particular, be very conscious of what’s happening while on an inside turn and remember
your escape route to the outside – but don’t forget about your fellow wingman over there 
if you need to do this.

* Cruising mid-flight presents its own risks.  There’s a temptation to become a bit 
complacent and look at your gauges, your GPS, your iPad – whatever.  Then if Lead starts a 
turn towards you or you lean to tweak a radio and take the yoke with you, you’re set up for 
a disaster.  And although we practice the side swaps from the start of training, they do 
present a risk as well.  Again, plan ahead and keep your head outside.  

* The landing is clearly a time of increased risk.  We rarely, if ever land with another plane 
anywhere on the runway, let alone 500 feet in front of us.  We were all taught that the 
safest approach during landing is to assume you’re going around until proven otherwise; 
that’s an excellent strategy to use during our landings.  
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* Should the unthinkable happen, remember your first priority is always the same: Aviate.
* Get your plane under control first, then * get clear of the rest of your element and make 
sure you’re continuing to head away from them.  Don’t forget the real risk of a second 
collision in the confusion because of the reaction others in the element may have to the 
situation.  

* Try to do a quick damage assessment to see what is and isn’t working.  This should not be 
extensive or aggressive; you don’t want to stress a damaged control surface or cable.  But 
at least get a feel for what you can and can’t do, control-wise

* Divert to the nearest safe place.  Obviously if the plane feels flyable, landing at an airfield 
is safer because of the runway, absence of power lines or other obstructions, and so on.  
But if you aren’t sure, look for an emergency field nearby and get the plane down ASAP.  

* Remember the radio is not going to help you fix the damage.  It’s your last priority, so 
only worry about making a radio call after you’ve stabilized the plane the best you can and 
have picked your landing spot.  

* Minimize the movement in your control surfaces.  There’s no telling how much damage 
was done to a cable or if a surface will become jammed after a certain point.  Similarly with 
flaps: depending on the circumstances, one flap may deploy while the other cannot, 
causing a lot of roll force.  If possible it’s probably best to consider a no-flaps landing unless 
you need to touch down as slowly as possible, such as in an off-field landing.
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* For those in the element not involved in the situation, it’s definitely best to break out 
from the flight and return to the base where you started.  The situation will be much too 
distracting to safely continue flying with the larger group, with all the tasks ahead of you for 
a safe arrival.  

* And although it’s tempting to try to fly CAP for the damaged aircraft, there’s actually little 
you can do from inside your Cherokee.  It’s best to be less of a risk to them and simply clear 
away from the area and return home.  

Again, the chances of this happening if everyone follows the training is low.  But it’s good to 
think ahead about how you would respond.  
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A quick comment about going around.  

* First, and this can’t be said too many times, if you need to go around, don’t hesitate to do 
so.  It shows good judgment.  * But make – and accept – the decision to go around early, so 
you have more options.

* The basics are like any go-around with some minor pattern and radio changes, to 
accommodate the rest of the Flight.  Do the usual, with powering up, adjusting your 
attitude for a positive rate of climb, and cleaning up your flaps.  * Keep heading down the 
runway until you’re under control and have taken a deep breath; there isn’t a rush any 
more once you’ve started climbing and are away from the runway.

* When able, and not before, switch your radio to the CTAF or tower and announce “Delta 1 
is on the go” or whatever your call sign is.  Do not use “Going around”.  But be sure you 
switch frequencies before making the call.  If you planned ahead, you’ll just need to flip-
flop your radio with one push.
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If we’re doing a straight-in arrival, your next steps are basically the same as if you were 
doing a standard go-around: * enter the standard Downwind pattern at pattern altitude but 
* continue on the Downwind until you’re able to join the back of the line.  

* Of course, as for any go-around, beware of others in the pattern.  
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If the flight is on a Downwind arrival, things are a little different.  

* Once you’re up and things have stabilized, turn to cross under the Downwind you just 
came from.  You’re going to cross under the rest of the Flight, then turn to get at the back 
of the line.  

* Next, don’t climb any higher than 500ft AGL, so you can safely cross under the rest of the 
Flight, who will be at 1000ft.  This is actually like a VFR departure from OSH.

* Once you’re well outside the line of other planes on Downwind, turn to the “upwind” 
direction to head back to your place at the back of the line.  Start looking for the last plane 
in the Flight, or Cherokee Tail.  But remember, you’ll need to continue on the Crosswind for 
AT LEAST 1 ½ miles and more likely 2 under even the best of circumstances; you need 
enough room to get past the planes on Downwind plus room to do a 180 to join the back of 
the line.  And remember that slide about the 2021 arrival at OSH?  If you were Golf 3, you 
would have needed to go at least 2 miles just to get past the Downwind traffic, let alone 
have room for the 180.  If in doubt, go even wider.  It will feel like an eternity but just do it.  
And pay attention to the radio: if you heard someone go around in front of you, assume 
you may be cutting them off until proven otherwise.  Similarly, if someone goes around 
behind you, look over your shoulder to make sure they’re not cutting you off.  

* Do not start climbing to pattern altitude until you’ve positively identified the last plane in 
the flight and are able to comfortably rejoin behind them.  It can be easy to lose track of 
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time and distance and believe you’re well beyond all of the others on Downwind when, in 
fact, you’re still under some of them.   And keep your head on a swivel, looking out for Tail, 
other arriving traffic, and anyone else who may have gone around before or after you.  If 
need be, join in behind them just as you would if you were arriving at the field on your own.  
Just use good judgment and announce what you’re doing.  At this stage we’re not expecting 
even close to 500ft in-trail spacing; we just want everyone safely on the deck as soon as 
practical, so don’t worry about trying to catch up with the plane ahead.  Just fly the arrival 
speeds we’ve covered.  
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Again, here’s a picture of what we’re talking about.  

• The pilot sees an unsafe condition ahead, so he decides to go around
• They do the usual go-around sequence generally straight ahead: power up, positive rate 

of climb, clean up the flaps
• They then turn to cross under the Downwind, climbing no higher than 500ft AGL.  
• They continue on the crosswind until well past the other traffic on Downwind, at least 1 

½ to 2 NM GPS from the field, then
• Turn upwind, staying at 500ft AGL until they have positively identified Tail.  Only then do 

they climb to pattern altitude
• And then turn to rejoin behind Tail, now becoming the new Cherokee Tail.  
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In either case, as we said, start looking for the last plane in the Flight, or Cherokee Tail.  * 
They may have heard your call and may already start rocking their wings and say so.  If not, 
call for them to do so, so you’re sure you’re lining up behind the last plane and not just a 
gap in the Flight. And make sure you’re making the call on interplane and not CTAF or 
Tower; the flip-flop button is very useful for doing this. And while it’s ideal to be 500 feet 
behind Tail, you’re liable to be much farther than that behind, as you turn to roll in behind 
them.  That’s OK: the issue is safety, not precise distances.  Do your best to safely get close 
behind Tail but no closer than 500 feet.  

* If you end up at the back of the Flight, such as when we go to OSH, you are now 
“Cherokee Tail” unless someone else goes around.  In any case, if you’re Cherokee Tail, 
announce on Air to Air that you’re the new Cherokee Tail.  But only do so once completely 
established on Final for straight-in arrivals and on Downwind for Downwind ones.  And 
once you’ve landed, if you’re still Tail,  announce on CTAF or Tower that “Cherokee Tail is on 
the deck”.  And remember, one go-around tends to make more go-arounds more likely, so if 
one has happened, be aware that the plane that’s Cherokee Tail will be changing. 

* Regardless, once again, don’t forget the key rule of dealing with the unexpected when 
flying: Aviate, Navigate, Communicate – in that order!

* If things are just not comfortable, simply bug out on the Crosswind, looking for other 
traffic, clear your head, and re-enter the pattern on your own after you’ve heard Cherokee 
Tail report down.  Don’t forget to change your transmit radio to CTAF or Tower.  
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Occasionally, whether we’re doing an Extended Final or a Downwind arrival, once we’ve 
gone into trail, planes can bunch up to a point where some planes need to fly so slowly that 
it becomes a potential safety hazard.  This typically results from people dropping back 
considerably more than 500 feet combined with people trying to correct spacing with too 
large of changes in speed – typically first speeding up too much and then over-
compensating by slowing down too much.  This creates an “accordion effect” on pilots 
behind them, who are trying to match the speed of the plane ahead, but who inevitably 
have some delay in their changes that makes the changes even more dramatic.

Regardless of the cause, if you feel it’s time to break out of the pack, there is a procedure 
for this that’s pretty straightforward.  * First, turn away from the runway with 15 degrees of 
bank, which establishes you in a standard-rate turn now separating from the group.  I say to 
think of this as “15 for 15”, but you’ll see in a moment it will be longer than that but the 
mnemonic will hopefully help you remember the bank angle you should be using.  

* Stay at pattern altitude and, especially if this is done during a Downwind arrival, * be 
aware there may be planes ahead of you who have turned Final and needed to go around 
and may be 500 feet directly below you

* Your radio call should be “Echo 3 is breaking out” and, as for all radio calls, is the last 
priority, after flying the airplane.  If you just want to totally break out from the Arrival, 
which is always absolutely fine, then say you’ll be departing the pattern, ideally with a 
compass direction.  If you simply say you’re breaking out, it will be assumed you’ll be 
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following the procedures we’re about to describe and will continue as the new Cherokee Tail

22



Now that you’ve started the process, * continue at 15 degrees of bank through a full 180 
degrees of turn.  This will take a minute to complete and will have you rolling out a little 
under a mile wide of the other planes in the Flight, which will make it very safe.  When 
doing an Extended Final arrival, you’ll basically be rolling out to a wide, “extended 
Downwind”, since you’ll still be a few miles from the field.  When doing a Downwind arrival, 
you’ll be basically turning to a “wide Upwind”, again, well wide of the other traffic.  

* Throughout the process be aware of anyone else who has either broken out or, more 
importantly, needed to go around.  Keep your head on a swivel and talk with your 
teammates on the radio to help sequence you back into the flow.  

* As with the go-arounds, identify Cherokee Tail and join in behind them, becoming the 
new Cherokee Tail until someone else takes your place.  
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Here’s a graphic of the process while on Extended Final.  * The pilot recognizes they’re 
getting too close to the plane ahead and can’t slow down any further, so they opt to break 
out.  * They start the process by doing a “15 for 15” turn to the normal Downwind side and, 
during the 15 seconds, take a deep breath, look for other traffic, and ensure they’re safe to 
proceed around to the Downwind.  * They keep their 15 degrees of bank in until they’ve 
entered the Downwind.  * They’ll be close to a mile wide of the arriving traffic at this point 
and continue on the Downwind at pattern altitude, possibly sequencing in ahead or behind 
any other traffic needing to go around or break out. * Once they positively identify 
Cherokee Tail, they turn in and become Tail, just as for a go-around. 
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And here’s a graphic of the process while on Downwind.  * Again, the pilot recognizes 
they’re getting too close to the plane ahead and can’t slow down any further, so they opt 
to break out.  * They start the process by doing a “15 for 15” turn away from the field and, 
again, during the 15 seconds, look for other traffic with a particular emphasis on anyone 
who’s going around and may be below them.  * They keep their 15 degrees of bank in until 
they’ve entered the Upwind, now about a mile wide of the Downwind traffic if they kept 
their bank at 15 degrees.  * They continue on the wide Upwind at pattern altitude, possibly 
sequencing in ahead or behind any other traffic needing to go around or break out. * Once 
they positively identify Cherokee Tail, they turn in and become Tail, just as for a go-around.  
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A few dozen Cherokees on the same path can create a LOT of dirty air, especially on Short 
Final, where everyone is concentrated in the same space in short order.  This has caused 
wake turbulence to some degree on every flight we’ve had – sometimes quite pronounced.

Let’s step back for a moment and talk about Wake Turbulence in general.

• It’s due to wingtip vortices, which are formed at the tip of every aircraft generating lift, 
to some degree.  

• The largest vortices are formed when planes are heavy, flying slow, and actually in their 
no-flap configuration.  Flaps actually change the airflow towards the wingtips, so they 
actually speed up the decay of the vortex
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• In general, the biggest risk to planes is when their wingspan is smaller than the size of 
the vortex, so that their ailerons are entirely in the mini-tornado and unable to provide 
as much counter-roll.  That means it’s less likely the wings on our Cherokees aren’t 
wider than one of the two vortices on the plane ahead of us, especially at a time when 
the vortex is its fastest.  

• Keep in mind that pretty much all the guidance, research, experience, teaching, 
mitigation strategies, etc. are for a single, big airplane impacting planes behind them –
not a few dozen Cherokees landing in sequence.  
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* Regarding Wake Turbulence for our CtO flights, ours differs from the “traditional” wake 
turbulence primarily because there are many, many more planes creating it and the 
vortices are smaller.  

* No one vortex is likely to be wider than a Cherokee’s wingspan and acting as a strong 
sideways tornado, * so the risk of the roll such a vortex induces being greater than what we 
can roll away from is actually low.  

* Furthermore, because multiple planes are forming this disturbed air, we’re more likely to 
be moving from one vortex to another – all with different roll rates and strengths.  This 
means we actually end up with more true turbulence than for a plane following behind a 
single jetliner.  

This is not at all to say the wake turbulence is insignificant: it’s just different and some of 
the tools used for “traditional” wake turbulence won’t necessarily help.
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So, when should you expect to experience this?  Pretty much any time during the flight, to 
some degree

* On takeoff, especially if you’re towards the back of the Flight, you’re likely to be crossing 
the climb-out path for several planes ahead of you and will likely get some bumps.  
Everyone is slow and clean, so they’re generating the most vortices they’re likely to 
generate in the flight.  Because people tend to climb out at different points, the bumps are 
likely to be scattered and most of the time you cruise through them with just a few bumps.  
On occasion your climb-out can match that of someone ahead of you and you can get some 
sustained bumps or even some roll.  If so, just try leveling out a bit to get out of the path 
then try climbing again.  

* En route, if your element lead has dropped a bit below the element ahead, you may get 
into their wake.  Then again, your element may be just at the right altitude and another 
element even farther ahead was a bit too high and their wake has settled into your flight 
level.  Typically these are more annoying bumps than anything else but on occasion they 
can get your attention.

* The greatest risk for significant wake turbulence is during landing.  There may be some on 
the “escalator” down inside of 3 miles and sometimes these can be significant.  But the 
most pronounced definitely occurs within one or two hundred feet above the touchdown.  
These can be very startling, very pronounced, and have caused more than one plane to 
decide to go around.  
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So, what’s the best way to handle this?  

* First, anticipate you’ll get it, especially on takeoff and near touchdown.  That alone is a 
big help and will go a long ways to prevent over-correcting.
* Second, use moderate control inputs, typically roll in the opposite direction
* Do not do abrupt control reversals, such as a brisk roll to the left followed by a snap roll 
to the right.  This probably presents a greater risk than the turbulence itself; there has been 
at least one Cherokee that appears to have had a catastrophic failure in flight due to abrupt 
control reversal (although not for wake turbulence)
* Even close to the runway, you’re likely to fly through the turbulence pretty quickly.  Be 
prepared for it and keep flying the plane until you’re clear of it then touch down.  
Remember, the ground actually helps dampen out the vortices so the air will get smoother 
within the last few feet.  And before you get to the final few hundred feet above the 
runway you should always be assessing your clearance from the plane ahead of you 
anyway; do one last check before you enter that area of higher risk of disturbed air.  
* If you need to, power up and go around.  You won’t be the first – or last – person to do 
so.

* If interested, here’s the AC for Wake Turbulence.  
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Hopefully all the ideas in this section give you some tools to have available should the 
unexpected happen.  I highly recommend you review this section a few times and even 
consider “chair flying” them all a few times at home.  

* As a quick refresher, remember that for any “no-go” situations on the ground, if the 
Element Lead is the one who must abort then the entire element aborts unless there’s a 
qualified Lead within the element and the Flight Lead approves the change in real time.

* Remember “15 for 15” as a way to clear away from the element, if needed.  And, as 
always, remember to Aviate, Navigate, and Communicate in that order.
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* For no-gos in flight, if the Element Lead aborts, the element aborts.  Wingmen abort on 
their own.  Call signs do not change – for anyone.  

* As for go-arounds, if in doubt, do it.  And make the decision early so you have more 
options.  
For straight-in approaches, just climb up to the standard Downwind and rejoin behind Tail.
For Downwind approaches, remember to cross under the Downwind at 500ft AGL, hold off 
on your turn to Upwind until you’re 1.5-2mi GPS from the field, and don’t climb up to 
pattern altitude until you see all other planes in the flight and have clearly identified Tail.
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* For Wake Turbulence, remember to anticipate it all through the flight, especially on 
takeoff and most definitely right before touchdown.  
Do not do any abrupt control reversals and know that you’re likely to fly through it pretty 
quickly.  If in doubt, power up and go around.  
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You’ve finished with the last section covering the procedures for your upcoming mini-clinic 
and for the Cherokees to OSH mass arrival.  By all means, please do go back and review this 
material before your mini-clinic, shortly after you get back, and again before heading to 
Wausau.  This material is available as slides or a PDF you can print out, so you don’t need to 
go through the videos to review things.  

After you’ve learned a lot at your mini-clinic, there are a few things you can do back home 
to hone your skills.  In fact, even before you start your training you can get working on a 
few things.

* Take a look at your preflight and startup procedures to see what you’ll need to do 
differently and maybe need to add to your checklist.  * In particular, take a look at what 
could be “moved forward” from the runup checklist, so as to shorten the time needed to 
do your runup.

* Get a feel for how your plane handles during the climb and see what you can do to help 
expedite getting on board.  * See what your plane feels like at 95kt
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* Practice the “15 for 15” escape maneuver, to get a feel for what 15 degrees of bank looks 
like and what 15 seconds feels like

* Take a look at the slides for the different landing types and practice each piece of those. 
In particular, practice the airspeeds for the Downwind approach and, for all landing types, 
work on crossing the threshold at 85 knots and being 100 feet above the runway, touching 
down on the 1,000 foot marker
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* Try practicing the go-arounds, especially getting used to crossing under the Downwind leg 
at 500ft and practicing the radio change and call.  Forgetting to change the radio is a 
common error during go-arounds, with all the confusion.

* See what it feels like to keep your taxi speed up pretty high and fade across to the “cold 
side” of the runway

* Most important, don’t let your enthusiasm fool you into thinking you can safely practice 
actual formation flying with someone who has not been properly trained!  
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Just a few notes here that this is a work in progress and, as noted at the start, we’re 
absolutely focused on safety but are not holding ourselves out as experts on formation 
flying.  Again, if this isn’t in your comfort zone, that’s perfectly understandable.

Please feel free to provide your mini-clinic host with feedback on this presentation and any 
suggested additions or improvements.  
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That wraps up this overview. The flying is a LOT of fun and the group of people is fantastic.  
We learn a lot from each other all the time and have grown to be a family because of our 
shared respect and interests.  

This set of presentations is intended to be seen before your mini-clinic.  If you have any 
questions, please make a note of them and ask them at your next mini-clinic.

Incidentally, this is a shot of two of our pilots doing some more advanced formation flying 
at one of our mini-clinics after the CtO work was done for the day.  This type of flying 
happens often at mini-clinics.  If you’re interested, make sure you ask to ride along with 
someone to see what it’s like.  Many of the group have chosen to do more advanced flying, 
to a variety of degrees.  

Have fun flying and see you in Wausau!
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