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is possible to maintain control of the
airplane with that engine still
inoperative, and maintain straight flight
with an angle of bank of not more than
5 degrees. VMCL must be established
with—

(1) The airplane in the most critical
configuration (or, at the option of the
applicant, each configuration) for
approach and landing with all engines
operating;

(2) The most unfavorable center of
gravity;

(3) The airplane trimmed for approach
with all engines operating;

(4) The most favorable weight, or, at
the option of the applicant, as a function
of weight;

(5) For propeller airplanes, the
propeller of the inoperative engine in
the position it achieves without pilot
action, assuming the engine fails while
at the power or thrust necessary to
maintain a three degree approach path
angle; and

(6) Go-around power or thrust setting
on the operating engine(s).

(g) For airplanes with three or more
engines, VMCL-2, the minimum control
speed during approach and landing
with one critical engine inoperative, is
the calibrated airspeed at which, when
a second critical engine is suddenly
made inoperative, it is possible to
maintain control of the airplane with
both engines still inoperative, and
maintain straight flight with an angle of
bank of not more than 5 degrees. VMCL-2

must be established with—
(1) The airplane in the most critical

configuration (or, at the option of the
applicant, each configuration) for
approach and landing with one critical
engine inoperative;

(2) The most unfavorable center of
gravity;

(3) The airplane trimmed for approach
with one critical engine inoperative;

(4) The most unfavorable weight, or,
at the option of the applicant, as a
function of weight;

(5) For propeller airplanes, the
propeller of the more critical
inoperative engine in the position it
achieves without pilot action, assuming
the engine fails while at the power or
thrust necessary to maintain a three
degree approach path angle, and the
propeller of the other inoperative engine
feathered;

(6) The power or thrust on the
operating engine(s) necessary to
maintain an approach path angle of
three degrees when one critical engine
is inoperative; and

(7) The power or thrust on the
operating engine(s) rapidly changed,

immediately after the second critical
engine is made inoperative, from the
power or thrust prescribed in paragraph
(g)(6) of this section to—

(i) Minimum power or thrust; and
(ii) Go-around power or thrust setting.
(h) In demonstrations of VMCL and

VMCL-2—
(1) The rudder force may not exceed

150 pounds;
(2) The airplane may not exhibit

hazardous flight characteristics or
require exceptional piloting skill,
alertness, or strength;

(3) Lateral control must be sufficient
to roll the airplane, from an initial
condition of steady flight, through an
angle of 20 degrees in the direction
necessary to initiate a turn away from
the inoperative engine(s), in not more
than 5 seconds; and

(4) For propeller airplanes, hazardous
flight characteristics must not be
exhibited due to any propeller position
achieved when the engine fails or
during any likely subsequent
movements of the engine or propeller
controls.

10. Section 25.201 is amended by
revising paragraphs (b), (c), and (d) to
read as follows:

§ 25.201 Stall demonstration.
* * * * *

(b) In each condition required by
paragraph (a) of this section, it must be
possible to meet the applicable
requirements of § 25.203 with—

(1) Flaps, landing gear, and
deceleration devices in any likely
combination of positions approved for
operation;

(2) Representative weights within the
range for which certification is
requested;

(3) The most adverse center of gravity
for recovery; and

(4) The airplane trimmed for straight
flight at the speed prescribed in
§ 25.103(b)(1).

(c) The following procedures must be
used to show compliance with § 25.203;

(1) Starting at a speed sufficiently
above the stalling speed to ensure that
a steady rate of speed reduction can be
established, apply the longitudinal
control so that the speed reduction does
not exceed one knot per second until
the airplane is stalled.

(2) In addition, for turning flight
stalls, apply the longitudinal control to
achieve airspeed deceleration rates up
to 3 knots per second.

(3) As soon as the airplane is stalled,
recover by normal recovery techniques.

(d) The airplane is considered stalled
when the behavior of the airplane gives
the pilot a clear and distinctive
indication of an acceptable nature that
the airplane is stalled. Acceptable
indications of a stall, occurring either
individually or in combination, are—

(1) A nose-down pitch that cannot be
readily arrested;

(2) Buffeting, of a magnitude and
severity that is a strong and effective
deterrent to further speed reduction; or

(3) The pitch control reaches the aft
stop and no further increase in pitch
attitude occurs when the control is held
full aft for a short time before recovery
is initiated.

11. Section 25.203 is amended by
revising paragraph (c) to read as follows:

§ 25.203 Stall characteristics.

* * * * *
(c) For turning flight stalls, the action

of the airplane after the stall may not be
so violent or extreme as to make it
difficult, with normal piloting skill, to
effect a prompt recovery and to regain
control of the airplane. The maximum
bank angle that occurs during the
recovery may not exceed—

(1) Approximately 60 degrees in the
original direction of the turn, or 30
degrees in the opposite direction, for
deceleration rates up to 1 knot per
second; and

(2) Approximately 90 degrees in the
original direction of the turn, or 60
degrees in the opposite direction, for
deceleration rates in excess of 1 knot per
second.

12. Section 25.253 is amended by
revising paragraph (b) to read as follows:

§ 25.253 High-speed characteristics.

* * * * *
(b) Maximum speed for stability

characteristics, VFC/MFC. VFC/MFC is the
maximum speed at which the
requirements of §§ 25.143(f), 25.147(e),
25.175(b)(1), 25.177, and 25.181 must be
met with flaps and landing gear
retracted. It may not be less than a speed
midway between VMO/MMO and VDF/
MDF, except that for altitudes where
Mach number is the limiting factor, MFC

need not exceed the Mach number at
which effective speed warning occurs.

Issued in Washington, D.C. on June 2,
1995.
David R. Hinson,
Administrator.
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