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SNA needs to know each block of the DD-175
-Ensure that they are using the General Planning when filling out the DD-175

T/D Code per the General Planning 4-6

Types of flight Plan per the General Planning 4-11
Item (4) TYPE FLIGHT PLAN- Enter “I” (IFR) or “V” (VFR) as appropriate for that segment.
Do not combine IFR and VFR route segments on the same line. Enter “D” (DVFR) for VFR
flights conducted in the accordance with Air Defense Identification Zone procedures in the
appropriate Enroute Supplement.
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Filing Altitudes:
Semi-circular rules:
IFR within controlled airspace as assigned by ATC. IFR outside controlled airspace
semi-circular rules apply.
VFR above 3000’ AGL unless otherwise authorized by ATC, semi-circular rules apply.

Void Time:

This is for administrative purposes only. It has nothing to do with SAR.
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Lost Communications:
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Give the SNA a scenario, to help ensure they have a working knowledge of the lost comm.
procedures.
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Fuel Planning: OPNAV 3710.7S
4.6.5 Minimum Fuel Requirements
4.6.5.1 Fuel Planning. All aircraft shall carry
sufficient usable fuel, considering all meteorological
factors and mission requirements as computed be-low:
a. If alternate is not required, fuel to fly from take-off
to destination airfield, plus a reserve of 10 per-cent
of planned fuel requirements.
b. If alternate is required, fuel to fly from takeoff
to the approach fix serving destination and thence
to an alternate airfield, plus a reserve of 10 percent
of planned fuel requirements.
c. In no case shall the planned fuel reserve after
final landing at destination or alternate airfield, if
one is required, be less than that needed for 20
minutes of flight, computed as follows:
(1) Reciprocating engine-driven aircraft. Compute fuel consumption based on maximum
endurance operation at normal cruise altitudes.
(2) Turbine-powered fixed-wing/tilt-rotor air-craft.
Compute fuel consumption based on
maximum endurance operation at 10,000 feet.
(3) Turbine-powered helicopters. Compute fuel
consumption based on operation at planned
flight altitude.
d. Minimum fuel reserve requirements for specific
model aircraft shall be contained in the appropriate
NATOPS manual.
4.6.5.3 Delays. Any known or expected traffic
delays shall be considered time en route when computing
fuel reserves. If route or altitude assigned by
air traffic control causes or will cause planned fuel
reserves to be inadequate, the pilot shall inform ATC
of the circumstances, and, if unable to obtain a satisfactory
altitude or routing, alter destination accordingly.
Note: This is for planning purposes only! There is no requirement to be on deck with 19 Gallons.
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Alternate Requirements: Not only have the SNAs know the chart out of OPNAV 3710 but ensure
you give them an alternate airfield and tell you what the weather has to be at that airfield.
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NOTAMS
(AIM 5-1-3)
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(GP 2-1)
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WEATHER
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OPNAV 3710.7S STATES:
4.6.4.5 Severe Weather Watch Bulletins. The
National Weather Service Storm Prediction Center
issues unscheduled Weather Watch (WW) bulletins
as graphical advisories for the Continental United
States whenever a high probability exists for severe
weather. The Air Force also issues scheduled Military
Weather Advisories (MWA) in graphical form
for the same geographic areas. Both provide estimates
of the potential for convective activity for a
specific time period, will be provided to pilots or
certified crewmembers upon request, and are included
with all briefings. An Air Force MWA does
not constitute a Storm Prediction Center WW. Except
for operational necessity, emergencies, and
flights involving all-weather research projects or
weather reconnaissance, pilots shall not file into or
through areas for which the Storm Prediction Center
has issued a WW unless one of the following exceptions
apply:
a. Storm development has not progressed as
forecast
for the planned route. In such situations:
(1) VFR filing is permitted if existing and
forecast
weather for the planned route permits such
flights.
(2) IFR flight may be permitted if aircraft radar
is installed and operative, thus permitting
detection
and avoidance of isolated thunderstorms.
(3) IFR flight is permissible in positive control
areas if VMC can be maintained, thus enabling
aircraft to detect and avoid isolated thunderstorms.
b. Performance characteristics of the aircraft
permit
an en route flight altitude above existing or
developing
severe storms.
Note
It is not the intent to restrict flights
within areas encompassed by or adjacent
to a WW area unless storms have actually
developed as forecast.
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4.4.5.2 Daily Flight Schedule. A signature
by
the reporting custodian or other appropriate
authority
on the daily flight schedule, when used in lieu of
a flight plan form, signifies that preceding items
(a)
through (h) shall be assured prior to flight.
4.4.5.3 Flight Plan Approval. The pilots in
command of a naval aircraft or formation leaders
are
authorized to approve the flight plan for their
pro-posed
flight or modification thereof.
4.5 FLIGHT PLAN MODIFICATION
Modification of a written flight plan shall be
accomplished
only with the concurrence of the pilot in
command.
4.3 FLIGHT PLANNING
4.3.1 Preflight Planning. Before
commencing a flight, the pilot in command shall
be familiar with all
available information appropriate to the intended
operation.
Such information should include but is not
limited to available weather reports and
forecasts,
NOTAMs, fuel requirements, terminal
instrument
procedures (to include proper use of non-DOD
approaches),
alternatives available if the flight cannot
be completed as planned, and any anticipated
traffic
delays. In addition, the pilot in command and
mission
commander (when there is one designated) shall
conduct a risk assessment prior to the flight

Slide 9
SIGNING THE DD 175
4.4.5 Signing the Flight Plan
4.4.5.1 Pilot in Command/Formation
Leader.
Except when a daily flight schedule is used in
lieu of
a flight plan form, the pilots in
command/formation
leaders shall sign the flight plan for their flight.
For
multipiloted aircraft, the pilot in
command/formation
leader may choose to delegate this responsibility
to a
NATOPS qualified pilot/NFO. Regardless, the
pilot
in command/ formation leader is responsible for
compliance with items a through h.
a. The flight has been properly authorized.
b. Adequate flight planning data, including
NOTAM
service, was available for complete and accurate
planning.
c. The flight will be conducted in accordance
with
governing directives and adherence to criteria
for
fuel requirements and weather minimums.
d. Each pilot in a formation flight has received
the
required weather briefing.
e. The pilot in command/each pilot in a
formation
flight possesses a valid instrument rating if any
portion of the flight is to be conducted under
IMC
or in positive control areas or positive control
route segments.
f. Passengers have been properly briefed and
manifested.
g. Proper weight and balance forms, if
applicable,
have been filed.
h. The pilot in command acknowledges
responsibility
for the safe and orderly conduct of the flight.
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Chart Trivia
Slide 11

(IFR Enroute Low Altitude Chart)
(T)

- Frequency protection usable range at 12,000 AGL – 25NM

HAWTHORNE - Name of Controlling FSS
R-2516/R2517 -Restricted Areas
[D]*

-Airspace Class (* Part-time, or established by NOTAM)

L*

-Lighting Available (* Part-time or on request)

ORCUT

-MCA

_

-VOR Changeover Point
(Y)

-TACAN must be placed in “Y” to receive distance info

(L)

-Pilot controlled lighting

113.8

-(underline) No voice transmitted on this frequency

Slide 12
------

-Refer to Los Angeles (Terminal Area) Chart

Mode C Veil
H

-HIWAS

San Diego non-standard Class B
T

TWEB

San Diego San

-FSS Co-located
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Slide 13
122.1R

-FSS Receive freq only

RIVERSIDE

-Controlling FSS name

MCA on V264
Describe 29 Palms Airfield
Slide 14
Minimum reception altitude
Compulsory reporting point
ARTCC/ADIZ/TIME ZONE BOUNDARY
Slide 15
ABQ NAVAID Symbology
Albuquerque ARTCC Frequency
Slide 16
Special Flight Rules Area
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Airspace Classes
Class A:
Dimensions: (FAR 71.33) 18,000 MSL up to and including FL 600, including the airspace
overlying the waters within 12 nm of the coast of the 48 contiguous States and Alaska, and
designated international airspace beyond 12 nm of the coast within areas of domestic radio
navigational signal or ATC radar coverage, and within which domestic procedures are applied.
Aircraft Requirements: (FAR 91.135) …must be equipped with a two-way radio capable of
communicating with ATC on a frequency assigned by ATC.
Unless otherwise authorized by ATC, no person may operate an aircraft
within class A airspace unless that aircraft is equipped with the applicable equipment specified in
91.215.
(FAR Part 91.215) …equipped with an operable coded radar beacon
transponder having either Mode 3/A 4096 Code capability…and that aircraft is equipped with
automatic altitude reporting capability…
Pilot Requirements: (FAR 91.135) …must conduct operation under instrument flight rules.
VFR Visibility and Cloud Clearances: (AIM 3-2-1) Not applicable. (IFR flight only)
Entry: (FAR 91.135) must be conducted under instrument flight rules. Operations may be
conducted only under an ATC clearance received prior to entering the airspace.
Class B:
Dimensions: (AIM 3-2-3) Generally, the airspace from the surface to 10,000 feet MSL
surrounding the nations busiest airports in terms of IFR operations or passenger emplanements.
…individually tailored and consists of a surface area and two or more layers and is designed to
contain all published instrument procedures once an aircraft enters the airspace.
(AIM 3-2-3) Mode C Veil: The airspace eithin 30 nm of the airport from the
surface upward to 10,000 ft MSL. Unless otherwise authorized, aircraft must have Mode C with
automatic altitude reporting capability.
Aircraft Requirements: (FAR 91.131) For IFR ops: operable VOR or TACAN receiver.
For all ops: Operable two way radio capable of
communications with ATC on appropriate frequencies. …aircraft must be equipped with the
applicable operating transponder and automatic altitude reporting equipment specified in 91.125.
(FAR Part 91.215) …equipped with an operable coded radar beacon
transponder having either Mode 3/A 4096 Code capability…and that aircraft is equipped with
automatic altitude reporting capability…
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Pilot Requirements: (FAR 91.131) …pilot in command must hold a private pilot certificate.
…aircraft is operated by a student pilot or recreational pilot
who seeks a private pilot certificate and has met the requirements of FAR 61.95.
VFR Visibility and Cloud Clearances: (AIM 3-2-1) Visibility: 3sm
Cloud clearance: Clear of Clouds
How to Enter: (91.131) The operator must receive an ATC clearance from the ATC facility
having jurisdiction for that area before operating an aircraft in that area.
Class C:
Dimensions: (AIM 3-2-4) Generally, that airspace from the surface to 4,000 feet above the
airport elevation surrounding those airports that have an operational control tower, are serviced
by approach control…
…configuration of each Class C airspace area is individually tailored,
the airspace usually consists of a 5 nm radius core surface area that extends from the surface up
to 4000 feet above the airport elevation, and a 10 nm radius shelf area that extends from 1200
feet to 4000 feet above the airport elevation.
Outer area: The normal radius will be 20 NM, with some variations
based on site specific requirements. The outer area extends outward from the primary airport
and extends from the lower limits of radar/radio coverage up to the ceiling of the approach
control’s delegated airspace, excluding the Class C airspace and other airspace as appropriate.
Aircraft Requirements: (AIM 3-2-4) Two way radio and, unless otherwise authorized by ATC,
and operable radar beacon transponder with automatic altitude reporting equipment.
Pilot Requirements: (AIM 3-2-4, FAR 91-130) No specific certification required.
VFR Visibility and Cloud Clearances: (AIM 3-2-1) Visibility: 3 sm
Cloud Clearance: 500 ft below
1000 ft above
2000 ft horizontal
How to enter: (FAR 91-130) Two way radio communication must be established with the ATC
facility providing ATC services prior to entry and thereafter maintain those communications
while in Class C airspace. (ATC responding positively with aircraft callsign is considered 2-way
radio communication)
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Class D:
Dimensions: (AIM 3-2-5) Generally, that airspace from the surface to 2500 feet above the
airport elevation surrounding those airports that have an operational control tower.
… individually tailored and when instrument procedures are published, the airspace will
normally be designed to contain the procedures.
Aircraft Requirements: (FAR Part 91.129) Operable Two-way radio.
Pilot Requirements: (AIM 3-2-5) No specific pilot requirements apply.
VFR Visibility and Cloud Clearances: (AIM 3-2-1) Visibility: 3sm
Cloud Clearance: 500 ft below
1000 ft above
2000ft horizontal
How to Enter: (AIM 3-2-5) Two way radio communication must be established with the ATC
facility providing ATC services prior to entry and thereafter maintain those communications
while in the Class D airspace. (ATC responding positively with aircraft callsign is considered 2way radio communication)
Class E:
Dimensions: (AIM 3-2-5) Generally, if the airspace is not Class A, B, C, or D, and it is
controlled airspace, it is Class E airspace. Types of Class E:
1. Surface area designated for an airport (configured to contain all instrument
approaches.
2. Extension to a surface area: Serve as an extension to Class B, C, or D to provide
controlled airspace to contain instrument approach procedures without imposing a
communication requirement on VFR pilots.
3. Airspace used for transition : begins at either 700 or 1200 feet AGL used to
transition to/from the terminal or en route environment.
4. En Route Domestic Areas: Extend upward from a specified altitude and provide
controlled airspace in those areas where there is a requirement to provide IFR en
route ATC services but the Federal Airway system is inadequate.
5. Federal Airways: Federal airways are Class E airspace and extend upward from
1200 ft (AGL) up to but not including 18,000 ft MSL.
6. Offshore Airspace: Extend upward from a specified altitude to, but not including,
18,000 ft MSL and are designated as offshore airspace areas. …provide
controlled airspace beyond 12 miles from the coast of the US in those areas where
there is a requirement to provide IFR en route ATC services, and in which the US
is applying domestic procedures.
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7. Unless designated at a lower altitude, Class E airspace begins at 14,500 MSL to,
but not including 18,000 MSL overlying: the 48 states and waters within 12 miles
of the coast; District of Columbia; Alaska, including the waters within 12 miles of
the coast, and the airspace above FL 600. Excluding the airspace below 1500
feel above the surface of the earth unless specifically so designated.
Aircraft Requirements: (AIM 3-2-6) No specific equipment required.
*(FAR Part 91.127) Unless otherwise authorized, no person may operate
an aircraft to, from, through, or on any airport having an operational control tower unless twoway radio communications are maintained between the aircraft and the control tower.
Communications must be established prior to 4 nm from the airport up to and including 2500
AGL
Pilot Requirements: (AIM 3-2-6) No specific certification required.
VFR Visibility and Cloud Clearances: (AIM 3-2-1)
Less than 10,000 ft MSL: Visibility: 3 sm
Cloud Clearances: 500 ft below
1000 ft above
2000 ft horizontal
At or above 10,000 ft MSL: Visibility: 5 sm
Cloud Clearances: 1000 ft below
1000 ft above
1 sm horizontal
How to Enter: (AIM 3-2-6) No specific requirements.
*(FAR Part 91.127) Unless otherwise authorized, no person may operate an aircraft
to, from, through, or on any airport having an operational control tower unless two-way radio
communications are maintained between the aircraft and the control tower. Communications
must be established prior to 4 nm from the airport up to and including 2500 AGL.
Class G:
Dimensions: (AIM 3-3-1) Class G airspace (uncontrolled) is that portion of the airspace that has
not been designated as Class A, B, C, D, or E.
Aircraft Requirements: None specified.
Pilot Requirements: None specified.
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Cloud Clearances: (AIM 3-2-1)
1200 ft or less AGL (regardless of MSL)
Day: Visibility: 1 sm
Cloud Clearance: Clear of Clouds
Night: Visibility: 3 sm
Cloud Clearance: 500 ft below
1000 ft above
2000 ft horizontal
More than 1200 AGL (less than 10,000 MSL)
Day: Visibility: 1 sm
Cloud Clearance: 500 ft below
1000 ft above
2000 ft horizontal
Night: Visibility: 3 sm
Cloud Clearance: 500 ft below
1000 ft above
2000 ft horizontal
More than 1200 AGL (at or above 10,000 MSL)
Visibility: 5 sm
Cloud Clearance: 1000 ft below
1000 ft above
1 sm horizontal
How to Enter: (AIM 3-3-1) No specific requirements (VFR).
*(FAR Part 91.126) Unless otherwise authorized, no person may operate an aircraft
to, from, through, or on any airport having an operational control tower unless two-way radio
communications are maintained between the aircraft and the control tower. Communications
must be established prior to 4 nm from the airport up to and including 2500 AGL.
Each pilot of a helicopter must avoid the flow of fixed-wing aircraft.
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Slides 18-23:
Examples of class B-G airspace (23 is a TRSA).
Slide 24
*
Indicates control tower (or ATIS, if designated) operates non-continuously, or nonstandard pilot controlled lighting.
(L)

To activate lights, use frequency indicated in the communication section of the chart.

AWOS-A

reports only altimeter setting (FIH CH.3, para. 12)

Explain approach procedures from all IAF’s
Explain notes
Explain non-standard take-off mins and Alternate mins
Slide 25
Feeder Route from DVC
Explain MSA Segments
Explain notes, alternate takeoff, and ANA
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Glossary of terms:

Requirements for Initial Rating:
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Actual IMC:

Actual Instrument Approach:

Instrument/Simulated Time:

Simulated Instrument Approach:

Simulated Instrument Conditions:
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Annual Minimums:
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29

30

31

Authorized Airfields:

32

Closed Airfields:

33

Fuel Purchase:

Flight Plans:
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35

Flight Plan Forms:

36

37

Stopovers:
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WX BRIEFING
Sources:
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41

WX Brief good for how long?

WX Criteria for Filing:
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Minimum Fuel Requirements:
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Closing of Flight Plan:
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Slide 30
Takeoff Mins:

What Can Be Reduced on an Approach?/Copter Approach?:
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VFR WX Mins/Special VFR:
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Approach Criteria:
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Continuing Approach to Landing:

Practice Approaches (WX Below Mins):
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Slide 32
Required Voice Reports: (FIH CH.4)
At All Times :
1. When vacating any previously assigned altitude or flight level for a newly assigned
altitude or flight level.
2. When an altitude change will be made if operating on a clearance specifying “VFR ON
TOP”
3. When unable to climb/descend at a rate of at least 500 fpm.
4. When an approach has been missed (Request clearance for specific action, i.e., to
alternative airport, another approach, etc.)
5. Change in the average true airspeed (at cruising altitude) when it varies by 5 percent or
10 kts (whichever is greater) from that filed in the flight plan.
6. The time and altitude or flight level upon reaching a holding fix or point to which
cleared.
7. When leaving any assigned holding fix or point.
8. Any loss, in controlled airspace, of VOR, TACAN, ADF, LF navigation receiver
capability, complete or partial loss of ILS receiver capability or impairment of air/ground
communications capability. Reports should include aircraft ID, equipment affected,
degree to which the capability to operate under IFR in the ATC system is impaired, and
the nature and extent of assistance desired from ATC.
9. Any information relating to the safety of flight.
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Not in radar contact:
1. Leaving final approach fix inbound on final approach (nonprecision approach) or
when leaving the outer marker or fox used in lieu of the outer marker inbound on
final approach (precision approach)
2. A corrected estimate at any time it becomes apparent that an estimate as previously
submitted is in error in excess of three minutes.
3. Pilots encountering weather conditions which have not been forecast, or hazardous
conditions which have been forecast, are expected to forward a report of such weather
to ATC.
“Taxi with Clearance”:
An abbreviated method for informing the Ground Controlling Agency that you have received
an ATC clearance and are ready to taxi for takeoff.
Handoff From Approach:

Setup for Approach: (FTI)

7.9. Useful Acronyms
7.9.1. Aviators are no different than other military people in their penchant for acronyms.
Acronyms help us organize our thoughts and actions when the pace of events threatens to force
them out of our field of view. Generally speaking, the tasks listed in the acronyms are meant to
be performed in order because that is how they are ranked in terms of criticality.
7.9.2. 6 T's: Time (note time/start the clock, as required), Turn (the aircraft as required),
Time (start the clock as required), Transition (descend, decelerate as required, landing
checklist), Twist (the course into the CDI/HSI), Talk (make appropriate voice reports).
7.9.3. PASTT: Power (set climb/cruise power), Attitude (adjust the nose for the climb as
required), Searchlight (turn it off), Turn (to comply with missed approach/climbout
instructions), Talk (make the appropriate missed approach call, reason for missed approach, and
your intentions). Apply this acronym when you execute a missed approach. Be methodical in
the completion of these items, but avoid unnecessary delays in making your missed approach
call.
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7.9.4. WAR: Weather, Altimeter, Duty Runway. This is what you request from ATC or your
instructor prior to each approach where ATIS is not available.
7.9.5. WNTB: Weather (get WAR), NAVAIDS (tune and ID), Timing (compute as required),
Brief (the approach). (Remember We Need To Brief).

7.11. Approach Brief
7.11.1. You have been provided a five-line approach brief checklist. The thing you must
understand is that the purpose of the approach brief is to let the pilot flying the approach know
what he's in for. The most effective way to do that is to understand the approach by studying
chronologically (or cookbook style). Once you've given a good brief go to your five-line brief
and make sure you covered all the easy-to-miss items. This technique will enable you to fly
from a mental picture of your approach brief rather than referring to the approach plate as if you
had never seen it. When you've demonstrated some proficiency in your brief, your instructor
might, in the interest of giving you a dose of fleet cockpit procedures, brief the approaches for
you. When this occurs, you are cautioned again not to become complacent. In briefing you
while you fly, your instructor is trying to get you to do something some students have to work at:
fly and listen at the same time. Include in your approach brief specific requests you have of your
crew.
7.11.2. The five-line brief follows:
• Approach and page
• Weather minimums
• MDA/DH
• FAF and timing
• Missed approach point
Operations at Non-Towered Airfields(AIM):
4-1-9. Traffic Advisory Practices at Airports Without Operating Control Towers
(See TBL 4-1-1.)
a. Airport Operations Without Operating Control Tower
1. There is no substitute for alertness while in the vicinity of an
airport. It is essential that pilots be alert and look for other traffic
and exchange traffic information when approaching or departing
an airport without an operating control tower. This is of particular
importance since other aircraft may not have communication
capability or, in some cases, pilots may not communicate their
presence or intentions when operating into or out of such airports.
To achieve the greatest degree of safety, it is essential that all
radio-equipped aircraft transmit/receive on a common frequency
identified for the purpose of airport advisories.
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2. An airport may have a full or part-time tower or FSS located on
the airport, a full or part-time UNICOM station or no aeronautical
station at all. There are three ways for pilots to communicate their
intention and obtain airport/traffic information when operating at
an airport that does not have an operating tower: by
communicating with an FSS, a UNICOM operator, or by making a
self-announce broadcast.
3. Many airports are now providing completely automated weather,
radio check capability and airport advisory information on an
automated UNICOM system. These systems offer a variety of
features, typically selectable by microphone clicks, on the
UNICOM frequency. Availability of the automated UNICOM will
be published in the Airport/Facility Directory and approach charts.
b. Communicating on a Common Frequency
1. The key to communicating at an airport without an operating
control tower is selection of the correct common frequency. The
acronym CTAF which stands for Common Traffic Advisory
Frequency, is synonymous with this program. A CTAF is a
frequency designated for the purpose of carrying out airport
advisory practices while operating to or from an airport without an
operating control tower. The CTAF may be a UNICOM,
MULTICOM, FSS, or tower frequency and is identified in
appropriate aeronautical publications.
2. The CTAF frequency for a particular airport is contained in the
A/FD, Alaska Supplement, Alaska Terminal Publication,
Instrument Approach Procedure Charts, and Instrument Departure
Procedure (DP) Charts. Also, the CTAF frequency can be obtained
by contacting any FSS. Use of the appropriate CTAF, combined
with a visual alertness and application of the following
recommended good operating practices, will enhance safety of
flight into and out of all uncontrolled airports.
TBL 4-1-1

Summary of Recommended Communication Procedures
Communication/Broadcast Procedures
Facility at
Airport
1. UNICOM
(No Tower
or FSS)

Frequency Use
Communicate with UNICOM
station on published CTAF
frequency (122.7; 122.8;

Outbound
Before taxiing
and before
taxiing on the
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Inbound
10 miles out.
Entering
downwind, base,

Practice
Instrument
Approach

122.725; 122.975; or 123.0). If
unable to contact UNICOM
station, use self-announce
procedures on CTAF.

runway for
departure.

and final.
Leaving the
runway.

Self-announce on MULTICOM
frequency 122.9.

Before taxiing
and before
taxiing on the
runway for
departure.

10 miles out.
Entering
downwind, base,
and final.
Leaving the
runway.

3. No Tower Communicate with FSS on
in operation, CTAF frequency.
FSS open

Before taxiing
and before
taxiing on the
runway for
departure.

10 miles out.
Approach
Entering
completed/
downwind, base, terminated.
and final.
Leaving the
runway.

4. FSS Closed Self-announce on CTAF.
(No Tower)

Before taxiing
and before
taxiing on the
runway for
departure.

10 miles out.
Entering
downwind, base,
and final.
Leaving the
runway.

5. Tower or
FSS not in
operation

Before taxiing
and before
taxiing on the
runway for
departure.

10 miles out.
Entering
downwind, base,
and final.
Leaving the
runway.

2. No Tower,
FSS, or
UNICOM

Self-announce on CTAF.

Departing final
approach fix
(name) or on final
approach segment
inbound.

c. Recommended Traffic Advisory Practices
1. Pilots of inbound traffic should monitor and communicate as
appropriate on the designated CTAF from 10 miles to landing.
Pilots of departing aircraft should monitor/communicate on the
appropriate frequency from start-up, during taxi, and until 10 miles
from the airport unless the CFR's or local procedures require
otherwise.
2. Pilots of aircraft conducting other than arriving or departing
operations at altitudes normally used by arriving and departing
aircraft should monitor/communicate on the appropriate frequency
while within 10 miles of the airport unless required to do otherwise
by the CFR's or local procedures. Such operations include
parachute jumping/dropping, en route, practicing maneuvers, etc.
REFERENCEAIM, Parachute Jump Aircraft Operations, Paragraph 3-5-4.

d. Local Airport Advisory provided by an FSS
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1. Local Airport Advisory (LAA) is a service provided at selected
locations by an FSS physically located on an airport which does
not have a control tower or where the tower is operated on a parttime basis. The CTAF for FSS's which provide this service will be
disseminated in appropriate aeronautical publications.
2. In communicating with a CTAF FSS, establish two-way
communications before transmitting outbound/inbound intentions
or information. An inbound aircraft should report approximately
10 miles from the airport, reporting altitude and aircraft type,
location relative to the airport, state whether landing or overflight,
and request airport advisory. Departing aircraft should state the
aircraft type, full identification number, type of flight planned, i.e.,
VFR or IFR and the planned destination or direction of flight.
Report before taxiing and before taxiing on the runway for
departure. If communications with a UNICOM are necessary after
initial report to FSS, return to FSS frequency for traffic update.
(a) Inbound
EXAMPLEVero Beach radio, Centurion Six Niner Delta Delta
is ten miles south, two thousand, landing Vero
Beach. Request airport advisory.
(b) Outbound
EXAMPLEVero Beach radio, Centurion Six Niner Delta Delta,
ready to taxi, VFR, departing to the southwest.
Request airport advisory.
3. A CTAF FSS provides wind direction and velocity, favored or
designated runway, altimeter setting, known traffic, NOTAM's,
airport taxi routes, airport traffic pattern information, and
instrument approach procedures. These elements are varied so as to
best serve the current traffic situation. Some airport managers have
specified that under certain wind or other conditions designated
runways be used. Pilots should advise the FSS of the runway they
intend to use.
CAUTIONAll aircraft in the vicinity of an airport may not be in
communication with the FSS.
e. Information Provided by Aeronautical Advisory Stations (UNICOM)
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1. UNICOM is a nongovernment air/ground radio communication
station which may provide airport information at public use
airports where there is no tower or FSS.
2. On pilot request, UNICOM stations may provide pilots with
weather information, wind direction, the recommended runway, or
other necessary information. If the UNICOM frequency is
designated as the CTAF, it will be identified in appropriate
aeronautical publications.
f. Unavailability of Information from FSS or UNICOM
Should LAA by an FSS or Aeronautical Advisory Station UNICOM be
unavailable, wind and weather information may be obtainable from nearby
controlled airports via Automatic Terminal Information Service (ATIS) or
Automated Weather Observing System (AWOS) frequency.
g. Self-Announce Position and/or Intentions
1. General. Self-announce is a procedure whereby pilots broadcast
their position or intended flight activity or ground operation on the
designated CTAF. This procedure is used primarily at airports
which do not have an FSS on the airport. The self-announce
procedure should also be used if a pilot is unable to communicate
with the FSS on the designated CTAF.
2. If an airport has a tower and it is temporarily closed, or operated
on a part-time basis and there is no FSS on the airport or the FSS is
closed, use the CTAF to self-announce your position or intentions.
3. Where there is no tower, FSS, or UNICOM station on the
airport, use MULTICOM frequency 122.9 for self-announce
procedures. Such airports will be identified in appropriate
aeronautical information publications.
4. Practice Approaches. Pilots conducting practice instrument
approaches should be particularly alert for other aircraft that may
be departing in the opposite direction. When conducting any
practice approach, regardless of its direction relative to other
airport operations, pilots should make announcements on the
CTAF as follows:
(a) Departing the final approach fix, inbound
(nonprecision approach) or departing the outer
marker or fix used in lieu of the outer marker,
inbound (precision approach);
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(b) Established on the final approach segment or
immediately upon being released by ATC;
(c) Upon completion or termination of the
approach; and
(d) Upon executing the missed approach procedure.
5. Departing aircraft should always be alert for arrival aircraft
coming from the opposite direction.
6. Recommended self-announce phraseologies: It should be noted
that aircraft operating to or from another nearby airport may be
making self-announce broadcasts on the same UNICOM or
MULTICOM frequency. To help identify one airport from another,
the airport name should be spoken at the beginning and end of each
self-announce transmission.
(a) Inbound
EXAMPLEStrawn traffic, Apache Two Two Five Zulu,
(position), (altitude), (descending) or entering
downwind/base/final (as appropriate) runway one
seven full stop, touch-and-go, Strawn.
Strawn traffic Apache Two Two Five Zulu clear of
runway one seven Strawn.
(b) Outbound
EXAMPLEStrawn traffic, Queen Air Seven One Five Five
Bravo (location on airport) taxiing to runway two
six Strawn.
Strawn traffic, Queen Air Seven One Five Five
Bravo departing runway two six. Departing the
pattern to the (direction), climbing to (altitude)
Strawn.
(c) Practice Instrument Approach
EXAMPLEStrawn traffic, Cessna Two One Four Three Quebec
(position from airport) inbound descending through
(altitude) practice (name of approach) approach
runway three five Strawn.
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Strawn traffic, Cessna Two One Four Three Quebec
practice (type) approach completed or terminated
runway three five Strawn.
h. UNICOM Communications Procedures
1. In communicating with a UNICOM station, the following
practices will help reduce frequency congestion, facilitate a better
understanding of pilot intentions, help identify the location of
aircraft in the traffic pattern, and enhance safety of flight:
(a) Select the correct UNICOM frequency.
(b) State the identification of the UNICOM station
you are calling in each transmission.
(c) Speak slowly and distinctly.
(d) Report approximately 10 miles from the airport,
reporting altitude, and state your aircraft type,
aircraft identification, location relative to the
airport, state whether landing or overflight, and
request wind information and runway in use.
(e) Report on downwind, base, and final approach.
(f) Report leaving the runway.
2. Recommended UNICOM phraseologies:
(a) Inbound
PHRASEOLOGYFREDERICK UNICOM CESSNA EIGHT ZERO
ONE TANGO FOXTROT 10 MILES SOUTHEAST
DESCENDING THROUGH (altitude) LANDING
FREDERICK, REQUEST WIND AND RUNWAY
INFORMATION FREDERICK.
FREDERICK TRAFFIC CESSNA EIGHT ZERO
ONE TANGO FOXTROT ENTERING
DOWNWIND/BASE/FINAL (as appropriate) FOR
RUNWAY ONE NINER (full stop/touch-and-go)
FREDERICK.
FREDERICK TRAFFIC CESSNA EIGHT ZERO
ONE TANGO FOXTROT CLEAR OF RUNWAY
ONE NINER FREDERICK.
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(b) Outbound
PHRASEOLOGYFREDERICK UNICOM CESSNA EIGHT ZERO
ONE TANGO FOXTROT (location on airport)
TAXIING TO RUNWAY ONE NINER, REQUEST
WIND AND TRAFFIC INFORMATION
FREDERICK.
FREDERICK TRAFFIC CESSNA EIGHT ZERO
ONE TANGO FOXTROT DEPARTING RUNWAY
ONE NINER. "REMAINING IN THE PATTERN"
OR "DEPARTING THE PATTERN TO THE
(direction) (as appropriate)" FREDERICK.
4-1-10. IFR Approaches/Ground Vehicle Operations
a. IFR Approaches. When operating in accordance with an IFR clearance and
ATC approves a change to the advisory frequency, make an expeditious change to
the CTAF and employ the recommended traffic advisory procedures.
b. Ground Vehicle Operation. Airport ground vehicles equipped with radios
should monitor the CTAF frequency when operating on the airport movement
area and remain clear of runways/taxiways being used by aircraft. Radio
transmissions from ground vehicles should be confined to safety-related matters.
c. Radio Control of Airport Lighting Systems. Whenever possible, the CTAF
will be used to control airport lighting systems at airports without operating
control towers. This eliminates the need for pilots to change frequencies to turn
the lights on and allows a continuous listening watch on a single frequency. The
CTAF is published on the instrument approach chart and in other appropriate
aeronautical information publications. For further details concerning radio
controlled lights, see AC 150/5340-27, Air-to-Ground Radio Control of Airport
Lighting Systems.

4-1-12. Use of UNICOM for ATC Purposes
UNICOM service may be used for ATC purposes, only under the following circumstances:
1. Revision to proposed departure time.
2. Takeoff, arrival, or flight plan cancellation time.
3. ATC clearance, provided arrangements are made between the ATC facility and
the UNICOM licensee to handle such messages.
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Crew Coordination: (FTI)

7.10. Aircrew Coordination
7.10.1. You will be challenged by your instructor to demonstrate sound and effective aircrew
coordination skills in flight. By the time you reach the RI stage you will have completed
integrated aircrew coordination classroom training. You will need to be well versed in crew
coordination concepts during your BI and RI training. Crew coordination is the teamwork that
rises from effective cockpit communication. It is a strategy and a tool by which aviators work
cooperatively to accomplish the mission safely and effectively. It is not simply the
apportionment of cockpit chores.
7.10.2. The NATOPS brief is the aircraft commander's plan for the conduct of the flight.
Therefore, the NATOPS brief is the time to develop your crew coordination plan. If you want
your instructor to give you a call 100' prior to all leveloffs or a call 10 seconds prior to all timing,
this is the time to let him know. Don't ever assume that blanket requests will be adequate. When
you brief the approach later, specifically ask for it again along with other requests (twisting
radials into CDI/HSI, for instance). Your instructor might accidentally miss the timing or
leveloff call. It is his responsibility to meet his commitments to you; however, bear in mind that
it is the responsibility of the pilot at the controls to ensure the aircraft is flown the way it should
be flown. Back-up your back-up and bear in mind that the instructor might "miss" the call once
in a while to make sure your BAW has not become voice-activated. The single greatest
advantage aircrew coordination offers is that it provides two sets of eyes, ears, and minds to
handle the workload. The single greatest threat hidden there is that one pilot might get lured into
thinking that only one set will get the job done. That pilot might be right 99% of the time. The
remaining 1% is where our mishaps occur, too often fatally. Paragraph 1.7 of this instruction
covers aircrew coordination in greater detail.
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Slide 33
Option Approach: (AIM)
4-3-22. Option Approach
The "Cleared for the Option" procedure will permit an instructor, flight examiner or pilot the
option to make a touch-and-go, low approach, missed approach, stop- and-go, or full stop
landing. This procedure can be very beneficial in a training situation in that neither the student
pilot nor examinee would know what maneuver would be accomplished. The pilot should make a
request for this procedure passing the final approach fix inbound on an instrument approach or
entering downwind for a VFR traffic pattern. The advantages of this procedure as a training aid
are that it enables an instructor or examiner to obtain the reaction of a trainee or examinee under
changing conditions, the pilot would not have to discontinue an approach in the middle of the
procedure due to student error
or pilot proficiency requirements, and finally it allows more flexibility and economy in training
programs. This procedure will only be used at those locations with an operational control tower
and will be subject to ATC approval.

Cleared Approach/Approach Procedures:

5-4-6. Approach Clearance
a. An aircraft which has been cleared to a holding fix and subsequently "cleared .
. . approach" has not received new routing. Even though clearance for the
approach may have been issued prior to the aircraft reaching the holding fix, ATC
would expect the pilot to proceed via the holding fix (his/her last assigned route),
and the feeder route associated with that fix (if a feeder route is published on the
approach chart) to the initial approach fix (IAF) to commence the approach.
WHEN CLEARED FOR THE APPROACH, THE PUBLISHED OFF AIRWAY
(FEEDER) ROUTES THAT LEAD FROM THE EN ROUTE STRUCTURE TO
THE IAF ARE PART OF THE APPROACH CLEARANCE.
b. If a feeder route to an IAF begins at a fix located along the route of flight prior
to reaching the holding fix, and clearance for an approach is issued, a pilot should
commence the approach via the published feeder route; i.e., the aircraft would not
be expected to overfly the feeder route and return to it. The pilot is expected to
commence the approach in a similar manner at the IAF, if the IAF for the
procedure is located along the route of flight to the holding fix.
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c. If a route of flight directly to the initial approach fix is desired, it should be so
stated by the controller with phraseology to include the words "direct . . . ,"
"proceed direct" or a similar phrase which the pilot can interpret without question.
When uncertain of the clearance, immediately query ATC as to what route of
flight is desired.
d. The name of an instrument approach, as published, is used to identify the
approach, even though a component of the approach aid, such as the glideslope on
an Instrument Landing System, is inoperative or unreliable. The controller will
use the name of the approach as published, but must advise the aircraft at the time
an approach clearance is issued that the inoperative or unreliable approach aid
component is unusable.
5-4-7. Instrument Approach Procedures
a. Minimums are specified for various aircraft approach categories based upon a
value 1.3 times the stalling speed of the aircraft in the landing configuration at
maximum certificated gross landing weight. (See 14 CFR Section 97.3(b).) If it is
necessary, while circling-to-land, to maneuver at speeds in excess of the upper
limit of the speed range for each category, due to the possibility of extending the
circling maneuver beyond the area for which obstruction clearance is provided,
the circling minimum for the next higher approach category should be used. For
example, an aircraft which falls in Category C, but is circling to land at a speed of
141 knots or higher should use the approach category "D" minimum when
circling to land.
b. When operating on an unpublished route or while being radar vectored, the
pilot, when an approach clearance is received, shall, in addition to complying with
the minimum altitudes for IFR operations (14 CFR Section 91.177), maintain the
last assigned altitude unless a different altitude is assigned by ATC, or until the
aircraft is established on a segment of a published route or IAP. After the aircraft
is so established, published altitudes apply to descent within each succeeding
route or approach segment unless a different altitude is assigned by ATC.
Notwithstanding this pilot responsibility, for aircraft operating on unpublished
routes or while being radar vectored, ATC will, except when conducting a radar
approach, issue an IFR approach clearance only after the aircraft is established on
a segment of a published route or IAP, or assign an altitude to maintain until the
aircraft is established on a segment of a published route or instrument approach
procedure. For this purpose, the procedure turn of a published IAP shall not be
considered a segment of that IAP until the aircraft reaches the initial fix or
navigation facility upon which the procedure turn is predicated.
EXAMPLECross Redding VOR at or above five thousand, cleared VOR runway three four
approach.
or
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Five miles from outer marker, turn right heading three three zero, maintain two
thousand until established on the localizer, cleared ILS runway three six
approach.
NOTEThe altitude assigned will assure IFR obstruction clearance from the point at
which the approach clearance is issued until established on a segment of a
published route or IAP. If uncertain of the meaning of the clearance, immediately
request clarification from ATC.
c. Several IAP's, using various navigation and approach aids may be authorized
for an airport. ATC may advise that a particular approach procedure is being used,
primarily to expedite traffic. If issued a clearance that specifies a particular
approach procedure, notify ATC immediately if a different one is desired. In this
event it may be necessary for ATC to withhold clearance for the different
approach until such time as traffic conditions permit. However, a pilot involved in
an emergency situation will be given priority. If the pilot is not familiar with the
specific approach procedure, ATC should be advised and they will provide
detailed information on the execution of the procedure.
REFERENCEAIM, Advance Information on Instrument Approach, Paragraph 5-4-4.

d. At times ATC may not specify a particular approach procedure in the
clearance, but will state "CLEARED APPROACH." Such clearance indicates that
the pilot may execute any one of the authorized IAP's for that airport. This
clearance does not constitute approval for the pilot to execute a contact approach
or a visual approach.
e. Except when being radar vectored to the final approach course, when cleared
for a specifically prescribed IAP; i.e., "cleared ILS runway one niner approach" or
when "cleared approach" i.e., execution of any procedure prescribed for the
airport, pilots shall execute the entire procedure commencing at an IAF or an
associated feeder route as described on the IAP chart unless an appropriate new or
revised ATC clearance is received, or the IFR flight plan is canceled.
f. Pilots planning flights to locations served by special IAP's should obtain
advance approval from the owner of the procedure. Approval by the owner is
necessary because special procedures are for the exclusive use of the single
interest unless otherwise authorized by the owner. Additionally, some special
approach procedures require certain crew qualifications training, or other special
considerations in order to execute the approach. Also, some of these approach
procedures are based on privately owned navigational aids. Owners of aids that
are not for public use may elect to turn off the aid for whatever reason they may
have; i.e., maintenance, conservation, etc. Air traffic controllers are not required
to question pilots to determine if they have permission to use the procedure.
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Controllers presume a pilot has obtained approval and is aware of any details of
the procedure if an IFR flight plan was filed to that airport.
g. When executing an instrument approach and in radio contact with an FAA
facility, unless in "radar contact," report passing the final approach fix inbound
(nonprecision approach) or the outer marker or fix used in lieu of the outer marker
inbound (precision approach).
h. Pilots should not rely on radar to identify a fix unless the fix is indicated as
"RADAR" on the IAP. Pilots may request radar identification of an OM, but the
controller may not be able to provide the service due either to workload or not
having the fix on the video map.
i. If a missed approach is required, advise ATC and include the reason (unless
initiated by ATC). Comply with the missed approach instructions for the
instrument approach procedure being executed, unless otherwise directed by
ATC.
REFERENCEAIM, Missed Approach, Paragraph 5-4-19.
AIM, Missed Approach, Paragraph 5-5-5.
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Communications:
4-2-3. Contact Procedures
a. Initial Contact.
1. The terms initial contact or initial callup means the first radio
call you make to a given facility or the first call to a different
controller or FSS specialist within a facility. Use the following
format:
(a) Name of the facility being called;
(b) Your full aircraft identification as filed in the
flight plan or as discussed under Aircraft Call Signs
below;
(c) The type of message to follow or your request if
it is short; and
(d) The word "Over" if required.
EXAMPLE1. "New York radio, Mooney Three One One Echo."
2. "Columbia ground, Cessna Three One Six Zero
Foxtrot, I-F-R Memphis."
3. "Miami center, Baron Five Six Three Hotel,
request V-F-R traffic advisories."
3. If radio reception is reasonably assured, inclusion of your request, your position or
altitude, and the phrase "(ATIS) Information Charlie received" in the initial contact helps
decrease radio frequency congestion. Use discretion; do not overload the controller with
information unneeded or superfluous. If you do not get a response from the ground station,
recheck your radios or use another transmitter, but keep the next contact short.

c. Subsequent Contacts and Responses to Callup from a Ground Facility.
Use the same format as used for the initial contact except you should state your
message or request with the callup in one transmission. The ground station name
and the word "Over" may be omitted if the message requires an obvious reply and
there is no possibility for misunderstandings. You should acknowledge all callups
or clearances unless the controller or FSS specialist advises otherwise. There are
some occasions when controllers must issue time-critical instructions to other
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aircraft, and they may be in a position to observe your response, either visually or
on radar. If the situation demands your response, take appropriate action or
immediately advise the facility of any problem. Acknowledge with your aircraft
identification, either at the beginning or at the end of your transmission, and one
of the words "Wilco," "Roger," "Affirmative," "Negative," or other appropriate
remarks; e.g., "PIPER TWO ONE FOUR LIMA, ROGER." If you have been
receiving services; e.g., VFR traffic advisories and you are leaving the area or
changing frequencies, advise the ATC facility and terminate contact.
d. Acknowledgement of Frequency Changes.
1. When advised by ATC to change frequencies, acknowledge the
instruction. If you select the new frequency without an
acknowledgement, the controller's workload is increased because
there is no way of knowing whether you received the instruction or
have had radio communications failure.
2. At times, a controller/specialist may be working a sector with
multiple frequency assignments. In order to eliminate unnecessary
verbiage and to free the controller/specialist for higher priority
transmissions, the controller/specialist may request the pilot
"(Identification), change to my frequency 123.4." This phrase
should alert the pilot that the controller/specialist is only changing
frequencies, not controller/specialist, and that initial callup
phraseology may be abbreviated.
EXAMPLE"United Two Twenty-Two on one two three point four" or "one two
three point four, United Two Twenty-Two."
e. Compliance with Frequency Changes.
When instructed by ATC to change frequencies, select the new frequency as soon
as possible unless instructed to make the change at a specific time, fix, or altitude.
A delay in making the change could result in an untimely receipt of important
information. If you are instructed to make the frequency change at a specific time,
fix, or altitude, monitor the frequency you are on until reaching the specified time,
fix, or altitudes unless instructed otherwise by ATC.
REFERENCEAIM, ARTCC Communications, Paragraph 5-3-1.
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