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Grumman EA-6B Prowler

CHERRY POINT FREQUENCIES
RADAR

TOWER

Approach East – 268.7/124.1

Local Control – 340.2/121.3

Departure – 268.7/124.1

Ground – 239.025/128.625

Approach North – 360.775/119.75

Clearance Delivery –
316.125/125.95

Approach West – 377.175/119.35

ATIS – 127.475/244.875

Arrival – 299.6/132.575

METRO – 343.5

Base Ops – 305.7/126.2

ADJACENT FACILITY FREQUENCIES
FACILITY

The primary capabilities of the EA-6B are provided by the Tactical
Jamming System. This system is capable of detecting, sorting,
classifying, and dealing with a broad spectrum of frequency bands.
The TJS can be operated in automatic, semi-automatic, or manual
modes using numerous antennas around the plane to detect
electronic emissions. Up to five external pods carried under the
wing and fuselage also generate jamming signals to degrade enemy
radar.
Wingspan: 53.00 ft
Length: 59.83 ft
Maximum Takeoff Weight: 65,000 lbs
Maximum Cruise Speed: 480 mph
Color: Gray
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UHF

VHF

WASHINGTON CENTER

281.42

135.5

SAMPSON LO

285.5

135.3

ILM APPROACH

317.425

135.75

BLACKBURN

233.8

119.5

GSB APPROACH

251.6
310.1
273.6 South
290.9 North

NCA Radar

279.575

NVF (GIANTKILLER)

Range Operations Center (Big Rock)

135.875
119.7 South
123.7 North
127.3
124.85
132.475

Big Rock – R-5306A/Core MOA

244.8

139.3

Big Rock – R-5306C/Hat F MOA

323.775

141.95
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Introduction

Douglas C-9

Thank you for your interest in MCAS Cherry Point’s Mid-Air Collision
Avoidance (MACA) program. The air traffic control training branch prepared
this pamphlet at the direction of the Regional Airspace Coordinator and under
direct supervision of the facility’s Command Airspace Liaison Officer. Its
purpose is to stress the potential for midair collisions in our local area and offer
ways of reducing this risk. We endeavored to compile information useful to the
general aviation pilot with whom we share the same airspace. Within these
pages, you will find the necessary facts on our airspace, restricted areas, flight
patterns, and military aircraft. You’ll also find tips and techniques to assist you
in becoming a more observant and aware pilot. Please heed its advice and pass
our recommendations on to your fellow aviators. We welcome your comments
and suggestions on this publication, so that we may improve future editions.
MCAS Cherry Point is centered between large restricted areas and within an
alert area in Havelock, North Carolina. The Air Traffic Control facility provides
service to aircraft along the outer banks from Topsail to about 15 miles north of
Cape Hatteras and covers the areas inland to include MCAS New River, Sky
Manor, Coastal Carolina Regional, Michael J. Smith, Ocracoke, and Billy
Mitchell along with several other private airports. There are four Class D
Surface Areas within Cherry Point Approach airspace. While the control tower
at MCAS Cherry Point is open almost continuously, the towers at New Bern,
MCALF Bogue and MCAS New River normally close during the night and the
tower at MCOLF Oak Grove is rarely open.
The proximity of Special Use Airspace and the number of military training
sorties that arrive and depart MCAS Cherry Point create specific areas that are
prone to high volumes of aircraft in the immediate vicinity of the air station.

Wingspan: 89.42 ft
Length: 104.42 ft
Maximum Takeoff Weight: 90,700 lbs
Maximum Cruise Speed: 560 mph
Range: 1,100 nm
Color: Gray and/or white

The threat of a midair collision is very real. Operations in our crowded airspace
require extra vigilance by both military and civilian pilots. Communication with
available air traffic control agencies, aggressive scanning by aviators and the
knowledge of the airspace structure and potential “hot spots” will help us safely
operate together. Thank you again for your time and concern for aviation safety.
DISCLAIMER
This publication contains information relating to collision avoidance that’s been
specifically tailored to the MCAS Cherry Point area or operation. References
to supporting regulations are made throughout this document. Additionally, this
document cites certain frequencies and describes local airspace and flight
procedures. All information is current as of the date of the most recent update.
Since regulatory guidance, ATC frequencies, and procedures are subject to
change, periodically verify the contents of this publication. If you discover any
errors or inaccuracies, please contact the MCAS Cherry Point ATC Training
Office as noted on the following page.
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Lockheed C-130 Hercules

Contact Information
If you have any comments, questions or concerns about our services or
operations, please contact the appropriate agencies listed below.
Contact the ATC Training Chief if you would like to arrange a collision
avoidance presentation for your organization. We can also set up tours
of the ATC facilities for small groups.
Airfield Operations Department
Comm 252-466-2048/6327
Air Traffic Control Facility Officer
Comm 252-466-4664/4146
Mailing Address:

The C-130 is a medium-range, low altitude, four engine, turboprop,
transport aircraft. Although originally designed for short range tactical
airlift of personnel and cargo, the C-130 has performed a wide variety of
missions throughout its thirty year history. In addition to its airlift
mission, the C-130 has been utilized in the tanker, airborne command
post, rescue, and attack missions. Lockheed produces a civilian version
of the C-130 which is flown by numerous civilian air freight companies
that transit McGuire. The C-130 is approximately the size of the Boeing
737 and is easily recognized by its large vertical stabilizer and unique
bullet shaped radome. On occasion, the C-130 will perform training
missions in the local Class D airspace and along low level routes at
airspeeds below 200 knots and in formation.
Length: 97.75 ft
Maximum Takeoff weight: 175,000 lbs
Maximum Cruise Speed: 345 mph
Range: 2,160 nm
Color: Dark gray, dark green camouflage high gloss white/gray
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Commanding Officer
Attn: Air Traffic Control
H&HS
PSC Box 8004
Cherry Point, NC 28533-5010

Air Traffic Control Training Chief
Comm 252-466-4123

Local Airport Addresses
Coastal Carolina Regional Airport
200 Terminal Dr
Newbern, NC 28560
Segrave Aviation Inc
150 Airport Rd
Beaufort, NC 28516
Ocracoke Island Airport
Hwy 12
Ocracoke, NC 27960
NOTE: AIM 4-1-6 Pilot Visits to Air Traffic Facilities. “Pilots are encouraged
to visit air traffic facilities (Towers, Centers and FSS’s) and familiarize
themselves with the ATC system.”
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MCAS Cherry Point Mission and Flight Operations

McDonnell Douglas F/A-18 Hornet

Marine Corps Air Station, Cherry Point now includes more than 13,000
acres on the air station proper, with nearly 16,000 additional acres of
auxiliary activities, including Marine Corps Auxiliary Landing Field
Bogue, along Bogue Sound in Carteret County.
The largest command at Cherry Point is the 2d Marine Aircraft Wing.
The 2d MAW headquarters is located at Cherry Point, as well as Marine
Aircraft Group 14, Marine Wing Support Group 27 and Marine Air
Control Group 28. Other 2d MAW units include helicopter squadrons at
MCAS New River, N.C., and F/A-18 Hornet squadrons at MCAS
Beaufort, S.C.
Marine Aircraft Group 14's flying squadrons include three AV-8B
Harrier squadrons, four EA-6B Prowler squadrons and one KC-130
Hercules refueling squadron. The Marine Corps' only Harrier training
squadron and only Hercules training squadron are also located at the air
station.
Harriers are used primarily for close air support of ground troops and
Cherry Point squadrons own both AV-8B II Harriers and AV-8B II Plus
models. The mission of the Prowler squadrons is to suppress enemy radar
and surface-to-air missiles, using electronic jamming equipment and
High-speed Anti-radiation Missiles (HARM), as well as gathering
electronic intelligence data. The KC-130 squadrons are primarily
configured for aerial refueling missions, but troop and cargo transport
can also be accomplished with the workhorse Hercules airframe.

Wingspan: 40.0 ft
Length: 56.0 ft
Maximum Takeoff Weight: 51,500 lbs
Maximum Speed: 1,127 mph
Range: 2,070 nm
Color: Gray, tan, blue

Marine Wing Support Group 27 provides logistical support for the wing
with Marine Wing Support Squadron 274 located at the air station and
Marine Wing Support Squadron 271 providing support for MCALF
Bogue.
Marine Air Control Group 28 employs some of the most advanced
equipment for command of tactical air operations. The Marines who
control the air war are defended by a battalion of Marines who employ
the Stinger anti-aircraft missile system to control the skies overhead.
Other major tenant units at MCAS Cherry Point are the Naval Aviation
Depot and the U.S. Naval Health Clinic.
41
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Boeing-Vertol CH-46 Sea Knight

Local ATC Facilities & Services
MCAS Cherry Point Airport Traffic Control Tower (ATCT). The MCAS
Cherry Point ATCT operates continuously as a modern, fully equipped and
staffed ATC facility. The ATCT provides services to all aircraft operating
within the Cherry Point Class D airspace (NOTE: Federal Aviation Regulations
[FARS] require that “Each person must establish two-way radio
communications with the ATC facility providing air traffic services prior to
entering that air space and thereafter maintain those communications while in
that airspace.” 14 CFR Section 91.129 Operations in Class D airspace). Contact
Cherry Point Tower on 121.3.
The ATCT also assists the radar approach control (RAPCON) with arrival and
departure sequencing and spacing and provides limited advisory/ flight
information service to overflying VFR aircraft. The ATCT also prepares and
records the Automatic Terminal Information Service (ATIS) broadcasts,
available on frequency 244.875 MHz. The ATIS provides information on the
current altimeter, runway in use, wind information, weather advisories/ warnings,
sky condition, visibility, bird hazard condition and any other pertinent
information for flight safety.

Length: 84 ft 4 in
Maximum Takeoff Weight: 23,300 lbs
Maximum Cruise Speed: 140 mph
Range: 160 nm
Color: Gray, tan, orange, camouflage

MCAS New River ATCT. The MCAS New River ATCT operates 13000600Z++ Monday through Thursday, 1300-2400Z++ Friday, closed Sat-Sun and
holidays. New River Tower provides airport traffic control services to aircraft
operating within the Jacksonville Class D surface area and radar approach
pattern. Only military aircraft and aircraft with a facility clearance are
authorized to conduct approaches. Contact New River Tower on 120.0/360.2.
MCAS Cherry Point Terminal Radar Approach Control (TRACON): The
TRACON operates continuously providing instrument flight rules (IFR) services.
It is equipped with an ATC radar beacon system, including altitude readout for
aircraft equipped with mode C.
New Bern ATCT. The New Bern ATCT operates daily, 1100-0300Z++, except
on holidays, providing airport traffic control services to aircraft operating within
the New Bern Class D surface airspace and radar approach pattern. Only
military aircraft and aircraft with a facility clearance are authorized to conduct
approaches. Contact New Bern Tower on 124.25.
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How to Talk to ATC

Sikorsky CH-53E Super Stallion

Many pilots, particularly those that are new and less experienced, may feel
intimidated when it comes to talking with air traffic controllers. This shouldn’t
be. Cherry Point controllers are happy to provide VFR advisory services to
general aviation aircraft and will do so upon request as long as their workload
permits. By participating in this service, you’re also communicating your
intentions to the controllers which assist them in their control of IFR traffic.
They can avoid potential conflicts if they know your expected route of flight.
When talking to controllers, make your transmissions concise and avoid
stepping on other radio calls. A controller will be more likely and able to
provide you service if you’re not tying up a lot of airtime during congested
periods. Plan and rehearse your transmission prior to delivery, and with your
best airline captain’s voice, state your request. A useful gouge for proper radio
format is who, who, what, where, how high, why.
Who – The name of the agency you’re calling, i.e. “Cherry Point Approach”
Who – You, your call sign, i.e. “Cessna 12345”
What – Your aircraft, “a Cessna 310”
Where – Your current location and destination, i.e. “departing Morehead
destination Kinston”
How high – Your current altitude and your target altitude if climbing or
descending, i.e. “climbing thru 2000 feet for 3500”
Why – Reason for calling, i.e. “request flight following”
Your participation in Radar Traffic Information Service or VFR advisories
enhances safety within our complex and congested airspace. Remember though;
don’t rely exclusively on ATC to keep you from colliding with other aircraft.
They may be temporarily distracted due to a heavy workload. Use them as a tool
and continue to see and avoid.

6

Rotor Diameter: 79 ft
Length: 99 feet
Maximum takeoff Weight: 69,750 lbs
Maximum Speed: 196 mpg
Range: 600 nm
Color: Gray, tan, camouflage
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MV-22 Osprey

Local Class D Airspace

NKT

Wingspan: 84.50 ft
Length: 57.33 ft
Maximum Takeoff Weight: 60,500 lbs
Maximum Speed: 390 mph
Range: 505 nm
Color: Gray

NCA

Jacksonville, New River MCAS, NC (lat.
34°42'39"N, long. 77°26'21"W) That airspace
extending upward from the surface to and
including 2,500 feet MSL within a 5-mile radius of
New River MCAS.

EWN

Coastal Carolina Regional Airport, NC (lat.
35°04'23"N., long. 77°02'35"W.) That airspace
extending upward from the surface to and
including 2,500 feet MSL within a 4-mile radius of
the Craven County Regional Airport.

13NC

Marine Corps Outlying Landing Facility Airport, NC
(lat. 35°02'01"N., long. 77°14'59"W.) That airspace
extending upward from the surface to and
including 1,500 feet MSL within a 4-mile radius of
Marine Corps Outlying Landing Facility Airport.

NJM
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Cherry Point MCAS, NC (lat. 34°54'10"N, long.
76°52'52"W) That airspace extending upward from
the surface to and including 2,500 feet MSL within
a 5-mile radius of Cherry Point MCAS.

Bogue Field MCALF, NC (lat. 34°41'26"N, long.
77°01'47"W) That airspace extending upward from
the surface to and including 2,500 feet MSL within
a 4.5-mile radius of Bogue Field MCALF, NC.
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MCAS Cherry Point Satellite Airports

McDonnell Douglas F-15 Eagle

The following is a list of satellite airports whose location lies within the confines
of MCAS Cherry Point’s designated airspace:
• MRH – Michael J. Smith Field ( Morehead City)
• EWN – Coastal Carolina Regional Airport (New Bern)
• NCA – MCAS New River (Jacksonville)
• NJM – MCALF Bogue Field
• 13NC – MCOLF Oak Grove (New Bern)
• N22 – Sky Manor (Jacksonville)
• N21 – Holly Ridge/North Topsail Island
• 12NC – MCOLF Atlantic
• 7W6 – Hyde County

Wingspan: 42.81 ft
Length: 63.75 ft
Maximum Takeoff Weight: 68,000 lbs
Maximum Cruise Speed: 570 mph
Maximum Speed: Mach 2.5
Range: 2,120 nm
Color: Gray

• W95 – Ocracoke Island
• HSE – Billy Mitchell (Cape Hatteras)
• Jackson (Near Sealevel)
• Bay Creek (Near Mesic)
• Pamlico (Bayboro)
• Lee Creek (North of Aurora)
• Hickory Hill (North of Havelock)
• Dogwood (West of Havelock)
• Triple M (North of Bogue)
• Star Hill (North of Bogue at Golf Course)
• Topsail (Near Holly Ridge)
• Winding Creek (South of Verona)

37
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AH-1 Cobra

Separation and Advisory Services
Cherry Point ATC facilities will provide ATC separation services for practice
approaches based on the following criteria:
• IFR aircraft-at all times
• VFR aircraft at EWN (New Bern) and MRH (Morehead)-from point of
clearance to missed approach point, unless specifically requested by the pilot
and approved by the controller for continuation beyond the missed approach
point.
• VFR aircraft at all other satellites: IFR service shall not be provided and
aircraft shall be informed to maintain VFR, that the practice approach will be
approved, and that no separation services shall be provided.

Length: 44.7 feet
Maximum Takeoff Weight: 10,000 lbs
Maximum Speed: 120 mph
Range: 274 nm
Color: Dark gray

Radar Traffic Information Service. Cherry Point TRACON will provide this
service to the utmost of their ability. In accordance with the AIM (4-1-14),
“Many factors, such as limitations of the radar, volume of traffic, controller
workload and communication frequency congestion, could prevent the controller
from providing this service.” When receiving this service you will be advised of
radar targets that, based on your proximity to them, would warrant your
attention. The purpose of this service is “to alert the pilot to the traffic, to be on
the lookout for it, and thereby be in a better position to take appropriate action
should the need arise.” This service does not relieve pilots of their
“responsibility for continual vigilance to see and avoid other aircraft.” “VFR
radar advisory service does not include vectors away from conflicting traffic
unless requested by the pilot.” IAW the AIM (5-5-10. Traffic Advisories
(Traffic Information)), the pilot’s responsibilities are to:
• Acknowledge receipt of traffic advisories.
• Inform controller if traffic in sight. (ATC assumes you’ll maintain visual
separation if you report traffic in sight. Immediately notify ATC if you
subsequently lose sight while the traffic is still a possible conflict.)
• Advise ATC if a vector to avoid traffic is desired.
• Do not expect to receive radar traffic advisories on all traffic. Some aircraft
may not appear on the radar display. Be aware that the controller may be
occupied with higher priority duties and unable to issue traffic information for a
variety of reasons. (Distractions, frequency congestion, etc.)
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• Advise controller if service is not desired.
The controller’s responsibilities are to:
• Issue radar traffic to the maximum extent consistent with higher priority duties.
• Provide vectors to assist aircraft to avoid observed traffic when requested by
the pilot.

Aircraft Recognition
The following pages describe some of the aircraft you may see in the MCAS
Cherry Point local area. Take a good look:

McDonnell Douglas AV-8 Harrier

The controller will, IAW with the AIM (5-5-8. See and Avoid), provide “radar
traffic information to radar identified aircraft operating outside positive control
airspace on a workload permitting basis.” Realize that during demanding
periods, controllers may deny this service. This does not mean that a pilot
should assume that this service will be denied. You should always request traffic
advisories, which provides another layer of protection. Additionally, the
controller will issue “safety alerts to aircraft under their control if aware the
aircraft is at an altitude believed to place the aircraft in unsafe proximity to
terrain, obstructions, or other aircraft.” Controllers will do their utmost to
provide quality service. They, like pilots however, are human. Distractions
during periods of high activity may reduce the controller’s ability to detect
potential conflicts. Always practice “See and Avoid.” The aircraft information
displayed on the controller’s screen is provided by the aircraft’s transponder and
is referred to as a “tag” in the controller’s vernacular.

Wingspan: 30.33 ft
Length: 46.33 ft
Maximum Takeoff Weight: 31,000 lbs
Maximum Cruise Speed: 675 mph
Range: 1,200 nm
Color: Gray

10
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Info on the Web
MCAS Cherry Point - www.cherrypoint.usmc.mil
Federal Aviation Administration – www.faa.gov
Coastal Carolina Regional Airport – www.newbernairport.com

Military Training Routes Within NKT Airspace
IR-012 – Generally runs from Cove City east to Aurora then into R5306A, 4NM wide from 500 AGL to 3,000 MSL. Scheduled through
Seymour Johnson AFB.
IR-062 – Runs from R-5306A north to Plymouth, 4NM wide from 4,000
MSL to 5,000 MSL. Scheduled through FACSFAC VACAPES.

Michael J. Smith Airport – www.beaufortairport.com
MCAS New River – www.newriver.usmc.mil
Online MACA Program – www.cherrypointatc.com

VR-054 – Begins in Warning Area 122 about 5 miles northeast of Avon,
running westbound into the Pamlico Sound, then turns northbound into
R-5314, 4-8NM wide from 100 AGL to 9,500 MSL. Scheduled through
Seymour Johnson AFB.
VR-071 – Begins in R-5314 near Hyde County airport, running south to
the Warning Area, 8NM wide from 100 AGL to 9,500 MSL. Scheduled
through Seymour Johnson AFB.
VR-073 – Inbound leg enters from R-5314 southbound to R-5306A at
Pamlico Beach then exits R-5306A at Great Island eastbound to Avon,
between 5NM and 10NM wide from 100 AGL to 9,500 MSL Scheduled
through Seymour Johnson AFB.
VR-084 – Enters about 10 miles south of Kinston and runs northeast to
R-5314, 10NM wide from 100 AGL to 6,500 AGL. Scheduled through
Seymour Johnson AFB.
VR 1043 – Outbound route runs from Great Lake to Swansboro then
southbound along the coast, 4NM wide from 1,000 AGL to 1,500 AGL.
Inbound route enters from the south at Cape Lookout and ends at R5306A, 4NM wide from 500 AGL to 1,500 AGL. Scheduled through
MCAS Cherry Point.
VR 1046 – Outbound route begins at Highway 24 near Silverdale and
runs northwest bound to Pleasant Hill, 2NM wide at 1,500 AGL.
Inbound route enters from the north between Washington and Plymouth
and ends at R-5306A, 2NM wide from 500 AGL to 1,500 AGL.
Scheduled through MCAS Cherry Point.
Refer to Flight Information Publication AP/1B
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Airspace
CHERRY POINT
APPROACH
SECTORS

APPROACH NORTH
360.775/119.75

SFC-100

APPROACH WEST
377.175/119.35

SFC-FL180
EXCLUDING
PAM B MOA 150-FL180

SFC-FL180

APPROACH EAST
268.7/124.1

The airspace delegated to MCAS Cherry Point is divided into three sectors.
Approach East – This sector is responsible for aircraft departing MCAS
Cherry Point and flights to and from active special use airspace. This sector
coordinates with the Arrival Control position for aircraft landing at MCAS
Cherry Point and Michael J. Smith (Morehead) and with the control tower and
MCALF Bogue for aircraft landing at Bogue field. The airspace above
Approach East is controlled by Washington Center and the area to the south is
Warning Area 122, which is controlled by Fleet Area Control Facility
(FACSFAC) Virginia Capes (VACAPES) using the call sign Giant Killer.

Wake Turbulence Avoidance
You don’t necessarily have to collide with another aircraft to become a statistic.
The NTSB has cited a phenomenon known as wake turbulence as contributing
factors in many aircraft accidents. To begin to understand wake turbulence, you
must look at the air we fly through as a fluid similar to any body of water. As
aircraft pass through the air, they generate a wake as does a boat on the water.
Aircraft wake turbulence originates at the wingtips as counter rotating vortices
(tornado-like composition) that begin as soon as the wings are providing lift.
The vortices rotate inward and in a no-wind environment, will descend at a rate
of 400 fpm to approximately 1000 feet below the aircraft and remain there until
they gradually dissipate. However, there is always wind to some extent, and the
wind will shift these vortices making them less predictable. Since wake
turbulence is a function of lift, the heavier the aircraft, the stronger the vortices.
When the aircraft is, heavy, slow and clean (flaps and gear up), it generates the
most wake turbulence. Tests have shown wake turbulence can reach vortex
velocities of over 130 knots. Therefore, exercise extreme caution when flying
below and behind heavy jet aircraft and definitely favor the upwind side.
Military operations routinely require formation flying. Despite a conscious
effort to avoid the preceding aircraft’s vortices, an aircraft will invariably fly
through vortices on occasion. The vortices produced by a KC-10 will shake
another KC- 10 at about a mile in trail with a force similar to moderate
turbulence. Imagine what these same vortices would do to a light aircraft. Be
alert to situations where wake turbulence may be expected and avoid them. It is
easier and safer to avoid wake turbulence than it is to recover from an upset.
Remember that a pilot’s acceptance of instructions to follow another aircraft “is
also an acknowledgement that the pilot accepts the responsibility for wake
turbulence separation (AIM 4-4-13 (b)) .”

Approach North – This is a relatively new sector that was developed
after acquiring the airspace to the north and east of R-5306A. The airspace
covers most of Pamlico Sound and the outer banks to include Ocracoke Island
and Billy Mitchell airports. This sector coordinates with Big Rock for aircraft
using Restricted Area -5306A which includes two bombing targets. There are
many subareas within R-5306A that require meticulous monitoring in order to
segregate participating and non-participating aircraft. This sector is often
combined with the Approach East sector.

12
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Aviation Safety Reporting System (ASRS)
The FAA initiated ASRS in 1975 and provides the necessary funding. In order
to maintain objectivity and anonymity, NASA sets policies and administers the
program through a private contractor obtained through competitive bidding. The
current contractor is Battelle Memorial Institute. Reports sent to the ASRS are
held in strict confidence. More than 300,000 reports have been submitted to date
and no reporter's identity has ever been breached by the ASRS. ASRS deidentifies reports before entering them into the incident database. All personal
and organizational names are removed. Dates, times, and related information,
which could be used to infer an identity, are either generalized or eliminated.
The FAA will not use information obtained through ASRS for enforcement
actions. If the FAA has information from other sources concerning violations
they will take appropriate action. However, because they consider the filing of a
“NASA” report as “indicative of a constructive attitude” and that such an
attitude tends to “prevent future violations” (Advisory Circular 00-46D), the
FAA won’t impose any civil penalties or certificate suspensions. You must meet
the following criteria to be eligible for immunity:
• Violation was not deliberate
• Not a criminal offense
• No mishap occurred
• No violation within five years prior to the date of occurrence
• Incident was properly reported. Within 10 days after the violation, complete
and deliver or mail a written report of the incident or occurrence to NASA under
ASRS

Approach West – This sector is responsible for aircraft landing and
departing Coastal Carolina Regional Airport in New Bern and provides
approach control services to MCAS New River in Jacksonville.

Adjacent Air Traffic Control Facilities

WASHINGTON
CENTER

SEYMOUR
JOHNSON
APPROACH

WILMINGTON
APPROACH

Obtain ASRS report forms and additional information from
http://asrs.arc.nasa.gov. Bottom line – ASRS promotes aviation safety and offers
immunity from disciplinary action, a win – win situation. Please consider using
this reporting system.

FACSFAC
VACAPES

NOTE: Tragic events are usually preceded by warnings, such as close calls,
almost accidents or accidents/incidents in which tragedy was narrowly averted.
These close calls need to be reported, recorded, communicated, and in many
instances investigated to prevent future tragedies from occurring. It is every
aviator’s responsibility, for the good of humanity and the promotion of aviation
to detect, report, and eliminate potential hazards to aviation.
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Special Use Airspace

Reporting a Near Midair Collision

Alert Area 530 (A-530) – The area within the immediate vicinity of MCAS
Cherry Point between R-5306A and R-5306C from the surface up to FL180.
The purpose of the alert area is not to restrict aircraft from transiting Cherry
Point’s airspace, but to alert them of high-density aircraft operations within a
specified area. Traffic advisories or flight following should be obtained from
Cherry Point Approach whenever your flight path will penetrate the alert area.

First of all, you must inform ATC by using the following verbiage. “I wish to
report a near midair collision.” This is in accordance with the AIM 7-6-3. A
“Man that was close!” will not necessarily convey your intent. Properly
notifying ATC will ensure the necessary data is saved. NMACs are reported on
FAA Form 8020-21, “Preliminary Near Midair Collision Report,” and should
contain the following information:

Hatteras Foxtrot Military Operating Area (HAT F MOA) – This area is located
south of Camp Lejeune along the coast between the Greater Sandy Run Area
and R-5306D. The designated altitudes are from 3,000 to 13,000. Most times
the airspace is only activated to 10,000 in order to reduce coordination with
Washington Center.

• Date, time, and location of the NMAC
• Fix or facility nearest the NMAC
• The NMAC location in respect to the fix or facility
• Aircraft information, such as make, model, and registration number
• Type of flight rules during the NMAC
• The aircraft altitude during the NMAC
• A brief description of the NMAC, along with comments
• Aircraft altitude when the deviation was detected
• A brief description of the deviation, with appropriate comments

Pamlico B MOA – This area covers most of the Pamlico Sound between R5306A and the outer banks. When activated, this area is under the control of
FACSFAC VACAPES from 8,000 to but not including FL180.
R-5306A – This is the most active special use airspace in the Cherry Point area
due to its size and capabilities within the Mid-Atlantic Electronic Warfare
Range (MAEWR). From the surface up to but not including FL180, this area
contains two main bombing targets known as BT-9 at Brandt Island and BT-11
at Point of Marsh. There are many segregated subareas within R-5306A in order
to accommodate several private airports, noise sensitive areas, crop dusting and
fish spotters. Core MOA, from 3,000 to but not including FL180, is usually
activated in conjunction with R-5306A.
R-5306C – This area is located over MCALF Bogue and is normally activated to
support exercises at Camp Lejeune. This area begins at 1,200 up to but not
including FL180 and excludes the Class D Surface Area at MCALF Bogue
when the airfield is open.
R-5306D/E – This area encompasses most of the training areas for Camp
Lejeune from the surface up to but not including FL180 and is controlled by the
Range Control Facility at Camp Lejeune when active.
R-5303A/B/C and R-5304A/B/C – Better known as the Greater Sandy Run Area
or “GIZRA”, this area is used for ground forces training along with helicopter
support. The Alpha portion is from the surface up to 7,000 with the Bravo and
Charlie portions going up to 10,000 and 17,999. Due to the impact on civil
traffic operating into and out of Wilmington, the Bravo and Charlie portions are
rarely ever activated. This area is also controlled by Range Control.

Recent years have shown a reduction in NMAC reporting. This does not
necessarily mean a reduction of incidents, just a reduction in reporting.
Therefore, a reduction in reporting should not lull anyone into a false sense of
security that the threat of a midair collision is any less real. Why then are fewer
NMACs reported? The following excerpt provides an explanation:
“The reporting of a Near Midair Collision is voluntary and depends in part on
the individual’s perception of a situation. A report does not necessarily involve
the violation of regulations or an error by air traffic controllers, nor does it
necessarily represent an unsafe condition. Significant factors influencing the
submission of a report may include the proximity of the aircraft involved, the
element of surprise in the encounter, or the heightened alertness of the flight
crew to the possibility of a Near Midair Collision because of the publicity
surrounding a near, or actual, midair collision. Some Near Midair Collisions,
including those which may involve unsafe conditions, may not be reported.
Some reasons are the failure to see the other aircraft or to perceive accurately the
distance from another aircraft due to restricted visibility or the relative angle of
approach. Others are the fear of penalty, or lack of awareness of the NMAC
reporting system.” (Aviation Safety Statistical Handbook - October 2002)
Your participation in the reporting process is highly encouraged and essential
for improvements in the air traffic system and mishap prevention.

For scheduling of R-5306A, R-5306C and HAT F MOA, contact the Central
Scheduling Division at 252-466-4040/4041.
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Safety Reporting
(a) Near Midair Collision Reporting
Definition. A near midair collision (NMAC) as defined by the AIM (7-6-3) is
“an incident associated with the operation of an aircraft in which a possibility of
collision occurs as a result of proximity of less than 500 feet to another aircraft,
or a report is received from a pilot or a flight crew member stating that a
collision hazard existed between two or more aircraft.” Although the AIM
mentions a definitive 500-foot proximity in this definition, it goes on to allow
the pilot or flight crew member to make a determination as to whether a
collision hazard existed regardless of how close the aircraft came to one another.
Therefore, use your judgment and make an honest assessment. If you believe a
collision hazard existed, report it. It’s your responsibility!
Objective of NMAC reporting. The NMAC reporting program is designed to
enhance “the safety and efficiency of the National Airspace System.” The FAA
uses the data collected from NMAC reports to “improve the quality of FAA
services to users and to develop programs, policies, and procedures aimed at the
reduction of NMAC occurrences.”
Investigating NMAC reports. According to the AIM (7-6-3), all NMAC reports
are “thoroughly investigated by Flight Standards Facilities in coordination with
Air Traffic Facilities.” The location of the NMAC determines which FSDO
conducts the investigation. The FSDO who has governing jurisdiction over the
area of occurrence will conduct the investigation. All aspects of the incident will
be examined to include radar, communications, and weather data. Flight crews
will be interviewed if at all possible as will controllers if the FSDO determines
they played a role in the NMAC. Be advised that if the FAA concludes that any
of the involved parties committed a violation, they will pursue an enforcement
action. This aspect of the investigation process may unfortunately dissuade
many from reporting a NMAC if they believe they were partly at fault. It is
gravely important, though, that these incidents are reported. If someone made a
mistake that led to a NMAC, it is very likely that someone else will eventually
make a similar mistake. The next occurrence may have tragic results. Proper
NMAC reporting and investigating provides the FAA the opportunity to employ
effective preventative measures. You can protect your license from enforcement
action by also filing an Aviation Safety Reporting System (ASRS) report. This
is commonly referred to as a NASA report because NASA acts as an
independent third party to collect and analyze the ASRS reports (see the section
describing the ASRS). The FAA considers safety reporting as being “indicative
of a constructive attitude” (Advisory Circular 00-46D).
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Right-of-Way Rules
Pilots need to be extremely familiar with the right of way rules outlined in 14
CFR Sections 91.113 and 91.115. Because every second counts when
maneuvering to avoid a midair collision, reacting properly must be second
nature.
(a) General. When weather conditions permit, regardless of whether an
operation is conducted under instrument flight rules or visual flight rules,
vigilance shall be maintained by each person operating an aircraft so as to see
and avoid other aircraft. When a rule of this section gives another aircraft the
right-of-way, the pilot shall give way to that aircraft and may not pass over,
under, or ahead of it unless well clear.
(b) In distress. An aircraft in distress has the right-of-way over all other air
traffic.
(c) Converging. When aircraft of the same category are converging at
approximately the same altitude (except head-on, or nearly so), the aircraft to the
other's right has the right-of-way. If the aircraft are of different categories –
(1) A balloon has the right-of-way over any other category of aircraft;
(2) A glider has the right-of-way over an airship, airplane, or rotorcraft; and
(3) An airship has the right-of-way over an airplane or rotorcraft. However,
an aircraft towing or refueling other aircraft has the right-of-way over all other
engine-driven aircraft.
(d) Approaching head-on. When aircraft are approaching each other head-on,
or nearly so, each pilot of each aircraft shall alter course to the right.
(e) Overtaking. Each aircraft that is being overtaken has the right-of-way and
each pilot of an overtaking aircraft shall alter course to the right to pass well
clear.
(f) Landing. Aircraft, while on final approach to land or while landing, have
the right-of way over other aircraft in flight or operating on the surface, except
that they shall not take advantage of this rule to force an aircraft off the runway
surface which has already landed and is attempting to make way for an aircraft
on final approach. When two or more aircraft are approaching an airport for the
purpose of landing, the aircraft at the lower altitude has the right-of-way, but it
shall not take advantage of this rule to cut in front of another which is on final
approach to land or to overtake that aircraft.
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COMPENSATE FOR DESIGN: Compensate for your aircraft’s design
limitations. All planes have blind spots -- know yours! A mid-air potential is a
fast low-wing plane overtaking a slow high-wing plane on final approach.

Departure Routes

R-5306A

EQUIP FOR SAFETY: Your airplane can, in fact, help avoid collisions. Certain
equipment once priced out of the market for light aircraft owners, now is
available at a reasonable cost. High intensity strobe lights and transponders are
just two examples of equipment that can increase your safety margin. Even
collision avoidance devices are becoming more affordable. Make sure you have
the transponder on and “squawking” your altitude.
TALK AND LISTEN: Use your radios as well as your eyes. When approaching
an airport, whether or not your going to land, call on the appropriate frequency
at least 15 miles out and relay your position, altitude, and intentions. Since
detecting a small aircraft at a distance is not easy, make use of any hints you get
over the radio. A pilot reporting his or her position to a tower is also reporting to
you! Once you have that particular traffic in sight, don’t forget the rest of the
sky. If your traffic is moving in your windscreen, you’re probably not on a
collision course so continue your scan and watch that traffic from time to time.
However, if that traffic appears to be stationary in your windscreen, you’re
probably on a collision course with it. Be prepared to take evasive action.

W-122

W-122

Most local squadrons and visiting tactical aircraft depart Cherry Point to train in
the Warning Area off the coast or to enter R-5306A This picture graphically
depicts the routes that are normally flown from the four runways at the air
station.
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SCAN! SCAN! SCAN!: The most important part of your checklist, of course, is
to keep looking where you’re going and to watch for traffic. Scan continuously!!
Review the scanning techniques portion of this publication.
Basically, if you use sound airmanship, keep yourself and your plane in good
shape, and develop an effective scanning technique, you’ll have no trouble
avoiding in-flight collisions. Remember, aviation in itself is not inherently
dangerous but to an even greater degree than the sea, it is terribly unforgiving of
any carelessness, incapacity, or neglect so KEEP YOUR EYES LOOKING
OUT SIDE!!! FOCUS DISTANTLY SO AS TO DETECT POTENTIAL
CONFLICTS AS EARLY AS POSSIBLE!!!

29

Collision Avoidance Checklist
Collision avoidance involves much more than proper eyeball techniques. You
can be the most conscientious scanner in the world and still have an in-flight
collision if you neglect other important factors in the over all see-and-avoid
picture. It might be helpful to use a collision avoidance checklist as religiously
as you do the takeoff and landing checklists. Such a checklist might include the
following items:
1.
2.
3.
4.
5.

Check Yourself
Plan Ahead
Clean Windows
Adhere to SOPs
Avoid Crowds

6.
7.
8.
9.

Compensate For Design
Equip For Safety
Talk and Listen
Scan! Scan! Scan!

Arrival Procedures

Within 30 miles of the field, most of the arriving traffic will be found between
3000 and 8000 feet flying 150-250 knots. Most aircraft enter for a 5-mile
straight in approach or overhead approach during nice weather; otherwise they
will be vectored into a radar pattern as depicted on the next two pages.

TYPICAL ROUTES TO A 5-MILE STRAIGHT IN OR OVERHEAD

R-5306A
CHECK YOURSELF: Start with a check of your own condition. Your safety
depends on your mental and physical condition. Many impairments such as
fatigue are insidious. Make an honest assessment of your condition.
PLAN AHEAD: Plan your flight ahead of time. Have charts folded in proper
sequence and within handy reach. Keep your cockpit free of clutter. Be familiar
with headings, frequencies, distances, etc. ahead of time so you spend minimum
time with your head down in the charts. Some pilots even jot these things down
on a flight log before takeoff. Check your maps and the special, general, and
area notices in the AIM in advance for restricted areas, jet training areas,
military training routes, and other high density areas.
CLEAN WINDOWS: During the walk around, make sure your windshield is
clean. If possible, keep all windows clear of obstructions. Even little bug spots
can block your view of an approaching aircraft in your flight path.
ADHERE TO SOPs: Stick to standard operating procedures and observe the
regulations of flight, such as correct altitudes and proper pattern practices. In
most in-flight collisions, at least one of the pilots involved was not where he or
she was supposed to be.

W-122

The initial for runway 23R is offset to the south in order to avoid the town of
Oriental.

AVOID CROWDS: Avoid congested airspace. You can navigate on VFR days
just as accurately by passing slightly to the right of VOR stations rather than
directly overhead. Pass over airports at a safe altitude, being particularly careful
within a 25 mile radius of busy military or civilian fields. Plan to transit
McGuire’s airspace at VFR altitudes above 3000 ft MSL to avoid the traffic
pattern. If unable, plan to fly at 1500 ft or 2500 ft MSL
to avoid co-altitude conflicts.
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W-122
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MCAS Cherry Point Radar Patterns

AV-8 Demonstration Flights

Runway 32L

Squadrons that have a requirement to conduct AV-8 demonstrations at
MCAS Cherry Point shall schedule with Airfield Operations at least two
weeks prior to the date of the anticipated operation.

23
0

The minimum weather shall not be less than a 1000 foot ceiling and/or 3
miles visibility.
170

In the event the Cherry Point ATC radar is out of service, no aerial
demonstration will be allowed.
No vehicular or aircraft movement will be allowed on taxiways or
runways during the demonstration.
0
32

0
14
05
0

35

Demonstrations by one AV-8 may be approved within a 5 NM radius of
the airfield, 5000 feet AGL and below.

Runway 14L

The times designated for the demonstration will be during daylight hours
between 0700 and 0730L.
Demonstration information will be on the Weather Vision and ATIS a
minimum of two hours prior to the scheduled demonstration.

05
0

All level III practices are limited to runway 32/14 and shall remain north
of these runways.

35

0
14

All level III aircrew are required to read and sign an FAA mandated
certificate of waiver located in Airfield Operations (FAA Representatives
Office).

0
32

All level III demo’s will be NOTAM’d a minimum of 24 hours prior to
the event.

23
0

290

18

27

Conversely, an object with low contrast at the same distance will be impossible
to see. For instance, when the sun is behind you, an opposing aircraft will stand
out clearly, but when you're looking into the sun and your traffic is "backlit,”
you’ll find it difficult to spot. The NTSB cited this observable fact as a possible
factor affecting the Seminole crew in the Aug. 9, 2000 midair over Burlington,
NJ.

Runway 23R
0
14

360

0
32

And, of course, there is the mind, which can distract us to the point of not seeing
anything at all, or lull us into cockpit myopia—staring at one instrument without
even "seeing" it. Don’t allow yourself to assume that ATC will keep you safe
when on an IFR flight plan. Remember that our radar system has its limitations
too! It's fine to depend on instruments, but not to the exclusion of the see-andavoid system, especially on days when there are pilots not under radar
surveillance or control flying around in the same sky. And don't forget, our ATC
system is definitely not infallible, even when it comes to providing radar
separation between aircraft flying on IFR flight plans.

05
0

23
0

5
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Another contrast problem area is trying to find an airplane over a cluttered
background. If it is between you and terrain that is varicolored or heavily dotted
with buildings, it will blend into the background until it is quite close, maybe too
close for comfort.

As you can see, visual perception is affected by many factors. It all boils down
to the fact that pilots, like anyone else, tend to overestimate their visual abilities
and to misunderstand their eyes' limitations. Since the No.1 cause of in-flight
collisions is the failure to properly adhere to the “see and avoid” concept, we
can conclude that the best way to avoid them is to learn how to use our eyes in
an efficient external scan.
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• Center your nose over the brown eye below.
• Focus your eyes on the single brown eye.
• Put your free thumb in front of your nose.
• Continue to focus on the eye. If both eyes are on, you will see two thumbs
framing one eye.
• Now switch your focus to your thumb. You should see two eyes framing one
thumb.

5
3-

The Framing Game
This exercise is an excellent demonstration of binocular vision. In order to see
3D, your brain has to use the visual information from both eyes. If the two eye
views are too different and cannot be matched up, the brain will be forced to
make a choice. It will reject all or part of the information from one eye. The
brain can suppress or turn off visual information it cannot use. The Framing
Game can tell you whether both your eyes are TURNED ON at the same time.
Follow the instructions below to check out your eyes.

Runway 5R

Midair Collisions– Causes and Statistics
There are usually many contributing factors in most midair collision accidents.
Airspace/ airway composition can increase congestion in certain areas. Faster
aircraft speeds dramatically increase closure rates, thus significantly reducing
the time available to react. Refer to the “Average Recognition & Reaction Time”
chart in this publication, and you can clearly see that a 12.5 second total average
reaction time (the time required for a pilot to spot traffic, identify it, realize its
collision potential, react, and have the aircraft respond) is a long time during a
rapid closure rate. Even at a relatively slow 210 mph closure rate (two single
engine GA aircraft in a head on scenario), you must spot the traffic at a distance
of about one mile to effectively avoid a collision. At a half mile, it’s too late.
Additionally, air traffic controllers and facilities are sometimes overworked and
limited.
While these factors may play a role in midair collisions, the overwhelming cause
cited in the accident reports is the failure of the pilots to see and avoid the other
aircraft. Emphasis must be placed on scanning to avoid becoming another one of
these statistics. Don’t exclude, however, other helpful hints outlined in this
guide such as using traffic advisory service, avoiding congested areas/times
when possible, making yourself visible to include proper transponder operation,
investing in collision avoidance technology if able, and being aware of and
adhering to standard operating procedures. Use all resources available to keep
you safe.
When broken down by segments of the aviation field, GA aircraft are involved
in the majority of midair collisions (93.6%). In fact, most occur between GA
aircraft, almost 83%. From 1992 to 2002, there were 156 midair collisions, 146
involved GA, and 129 were collisions involving just GA.
Most, though not all, of midair collisions result in fatalities. Over the previously
described 11 year period 326 people lost their lives. This statistic is slightly
skewed because it includes the loss of life during the midair collision between a
DHL 757 cargo plane and a Russian Tu-154 charter over the southern German
border. Seventy-one people died as a result. Eliminating that particular accident
still leaves 255 deaths, a significant number.
Midair collisions are deadly and affect primarily the GA segment. Keep this in
mind during your next flight and fly accordingly.

Empty Field Myopia: A focusing problem usually occurring at very high
altitudes, but it can also happen at lower levels on vague, colorless days above a
haze or cloud layer when no distinct horizon is visible. If there is little or
nothing to focus on at infinity, we do not focus at all. We experience something
known as "empty-field myopia"; we stare but see nothing, even opposing traffic,
if it should enter our visual field.
Binocular Vision: The National Transportation Safety Board (NTSB) has
seriously studied the effects of what is called “binocular vision” during
investigations of in-flight collisions, with the conclusions that this is also a
casual factor. To actually accept what we see, we need to receive cues from both
eyes. If an object is visible to one eye, but hidden from the other by a windshield
post or other obstruction, the total image is blurred and not always acceptable to
the mind. See “The Framing Game” on the next page to test your eyes in a
demonstration on binocular vision.
Tunnel Vision: Another inherent eye problem is that of narrow field of vision.
Although our eyes accept light rays from an arc of nearly 200°, they are limited
to a relatively narrow area (approximately 10-15°) in which they can actually
focus and classify an object. Though we can perceive movement in the
periphery, we cannot identify what is happening out there. An aircraft on a
collision course will generally not have any perceived motion and is therefore
only detectable through the focal area of vision. We also tend not to believe
what we see out of the corner of our eyes. This, aided by the brain, often leads to
"tunnel vision."
Blossom Effect: This limitation is compounded by the fact that at a distance an
aircraft on a collision course with you will appear to be motionless. It will
remain in a seemingly stationary position, without appearing either to move or
to grow in size for a relatively long time, and then suddenly bloom into a huge
mass filling one of your windows. This is known as "blossom effect." Since we
need motion or contrast to attract our eyes' attention, this becomes a frightening
factor when you realize that a large bug smear or dirty spot on the windshield
can hide a converging plane until he's too close to be avoided.
In addition to the built-in problems, the eye is also severely limited by
environment. Optical properties of the atmosphere alter the appearance of traffic,
particularly on hazy days. "Limited visibility" actually means, "limited vision."
Three miles visibility may be legal VFR, but at that distance on a hazy day
opposing traffic is not easy to detect. At a range closer than three miles—even
though detectable—it may not be avoidable.
Lighting also affects our vision stimuli. Glare, usually worse on a sunny day
over a cloud deck or during flight directly into the sun, makes objects hard to see
and scanning uncomfortable. Also, a well-lit object against a darker background
will have a high degree of contrast and thus easily detectable.
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Eye Limitations
The Aeronautical Information Manual (AIM) states in 8-1-6 Vision in Flight,
“Of the body senses, vision is the most important for safe flight.” Our eyes
provide 80% of our sensory input, yet most of us overestimate the capability of
our eyesight. While we’re all aware of the need to avoid frequent heads-down
operations, merely keeping our eyes looking outside the cockpit won’t
necessarily ensure we’ll detect conflicting traffic. As aviators, we all must
understand how our eyes function and know their limitations in order to more
effectively scan for other aircraft. The listed cause for the majority of midair
collisions is the failure of the pilots to “see and avoid” the other aircraft. In most
of these cases, the investigator determined that the other aircraft was visible to at
least one of the pilots in time to make an avoidance maneuver. Therefore, these
accidents are avoidable as long as pilots use their eyes effectively.
AIM 8-1-6. c. Scanning for Other Aircraft advises, “Scanning for other aircraft
is a key factor in collision avoidance. It should be used continuously by the pilot
and copilot (or right seat passenger) to cover all areas of the sky visible from the
cockpit. Although pilots must meet specific visual acuity requirements, the
ability to read an eye chart does not ensure that one will be able to spot other
aircraft. Pilots must develop an effective scanning technique which maximizes
one’s visual capabilities.”
The human eye is essentially a camera, which transmits images from the outside
world to the brain for recognition and storage. The eye, and consequently vision,
is vulnerable to just about everything: dust; fatigue; emotion; germs; fallen
eyelashes; age; optical illusions, and any lasting effects of drugs or medications
to include alcohol. In flight our vision is altered by atmospheric conditions,
windshield distortion, too much oxygen or too little, acceleration, glare, heat,
lighting, aircraft design and so forth.
Most of all, the eye is subject to the inclinations of the mind. We can "see" and
identify only what the mind lets us see. For example, a daydreaming pilot
staring out into space sees no approaching traffic and is probably the No. 1
candidate for an in-flight collision. The following frailties of the human eye will
have a negative impact on our ability to scan unless we use appropriate
countermeasures.

But don't forget that your eyes are subject to optical illusions and can play some
nasty tricks on you. At one mile, for example, an aircraft flying below your
altitude will appear to be above you. As it nears, it will seem to descend and go
through your level, yet, all the while it will be straight and level below you. One
in-flight collision occurred when the pilot of the higher flying airplane
experienced this illusion and dove his plane right into the path of the aircraft
flying below.
Though you may not have much time to avoid another aircraft in your vicinity,
use your head when making defensive moves. Even if you must maneuver to
avoid a real in-flight collision, consider all the facts. If you miss the other
aircraft but stall at a low altitude, the results may be the same for you.
Your best defense against in-flight collisions is an efficient scan pattern. Two
basic methods that have proved best for most pilots employ the "block" system
of scanning. This type of scan is based on the theory that traffic detection can be
made only through a series of eye fixations at different points in space. Each of
these fixes becomes the focal point of your field of vision (a block 10-15° wide).
By fixating object in each block, you get 9-12 "blocks" in your scan area, each
requiring a minimum of one to two seconds for accommodation and detection.
One method of block scanning is the "side-to-side" motion. Start at the far left of
your visual area and make a methodical sweep to the right, pausing in each
block to focus. At the end of the scan, return to the panel.
The second form is the "front-to-side" version. Start with a fixation in the center
block of your visual field (approximately the center of the front windshield in
front of the pilot). Move your eyes to the left, focusing in each block, swing
quickly back to the center block, and repeat the performance to the right.
There are other methods of scanning, of course, some of which may be as
effective for you as the two preceding types. Unless some series of fixations is
made; however, there is little likelihood that you will be able to detect all targets
in your scan area. When the head is in motion, vision is blurred and the mind
will not register targets.
Proper clearing in various segments of flight operations.

Accommodation: One function of the eye that is a source of constant problems
and insidious to pilots is the time required for accommodation. Our eyes
automatically accommodate for (or refocus on) near and far objects. But the
change from something up close, like a dark panel two feet away, to a welllighted landmark or aircraft target a mile or so away, takes one to two seconds or
longer for eye accommodation. That can be a long time when you consider that
you need 10 seconds to avoid in-flight collisions.

a. Before Takeoff. Prior to taxiing onto a runway or landing area in
preparation for takeoff, pilots should scan the approach areas for possible
landing traffic and execute the appropriate clearing maneuvers to provide them a
clear view of the approach areas.
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b. Climbs and Descents. During climbs and descents in flight conditions
which permit visual detection of other traffic, pilots should execute gentle banks,
left and right at a frequency which permits continuous visual scanning of the
airspace about them.

c. Straight and Level. Sustained periods of straight and level flight in
conditions which permit visual detection of other traffic should be broken at
intervals with appropriate clearing procedures to provide effective visual
scanning.
d. Traffic Pattern. Entries into traffic patterns while descending create specific
collision hazards and should be avoided.
e. Traffic at VOR Sites. All operators should emphasize the need for sustained
vigilance in the vicinity of VORs and airway intersections due to the
convergence of traffic.
f. Training Operations. Operators of pilot training programs are urged to
adopt the following practices:
1. Pilots undergoing flight instruction at all levels should be requested to
verbalize clearing procedures (call out "clear" left, right, above, or below) to
instill and sustain the habit of vigilance during maneuvering.
2. High-wing airplane. Momentarily raise the wing in the direction of the
intended turn and look.
3. Low-wing airplane. Momentarily lower the wing in the direction of the
intended turn and look.
4. Appropriate clearing procedures should precede the execution of all
turns including chandelles, lazy eights, stalls, slow flight, climbs, straight and
level, spins, and other combination maneuvers.”
Scanning proficiency as with other aviation skills improves with continual,
regular practice. These skills can only be developed through the act of visually
acquiring other aircraft not by staring at an empty sky. The congested airspace
of the northeast is an excellent location to hone your scanning abilities. Used
effectively, these skills will help keep you safe.

Your Role in Collision Avoidance (Minimizing the Risk!!!)
(a) Scanning Techniques
There are many things you as a pilot can do to lessen the likelihood of being
involved in a midair collision. One, and probably the most important, is using an
effective scanning technique. There is, however, no perfect scanning technique
that works for every pilot. You must develop a scanning technique that works
for you in your airplane. Utilize a method that’s comfortable, keeps your eyes
looking outside as much as possible, and most importantly, focused at a proper
distance for detecting other aircraft. AIM 4-4-13 Visual Separation paragraph (c)
states:
“Scanning the sky for other aircraft is a key factor in collision avoidance. Pilots
and copilots (or the right seat passenger) should continuously scan to cover all
areas of the sky visible from the cockpit. Pilots must develop an effective
scanning technique which maximizes one's visual capabilities. Spotting a
potential collision threat increases directly as more time is spent looking outside
the aircraft. One must use timesharing techniques to effectively scan the
surrounding airspace while monitoring instruments as well.”
Paragraph (d) emphasizes the need to focus on different sections of sky at
periodic intervals. This is necessary due to our limited focal capability.
“Since the eye can focus only on a narrow viewing area, effective scanning is
accomplished with a series of short, regularly spaced eye movements that bring
successive areas of the sky into the central visual field. Each movement should
not exceed ten degrees, and each area should be observed for at least one second
to enable collision detection. Although many pilots seem to prefer the method of
horizontal back-and-forth scanning every pilot should develop a scanning
pattern that is not only comfortable but assures optimum effectiveness. Pilots
should remember, however, that they have a regulatory responsibility (14 CFR
Section 91.113(a)) to see and avoid other aircraft when weather conditions
permit.”

Use your passenger(s) to help in scanning. You can even make a game out of
scanning. The first one to see and point out traffic gets a point. The one with the
most points at the end of the flight wins. However you do it, get everyone on the
aircraft scanning for traffic. Making it fun may help. All eyes looking for traffic
will make your flight safer.

In normal flight, you can generally avoid the threat of an in-flight collision by
scanning an area 60° to the left and right of your center of vision. This doesn't
mean you should forget the rest of the area you can see from your side windows
every few scans. Statistics indicate that you will be safe if you scan 10° up and
down from your flight path. This will allow you to spot any aircraft that is at an
altitude that might conflict with your own flight path, whether it's level with you,
below and climbing, or above and descending.
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