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PREFACE

This Rate Training Manual is one of a senes of training manuals prepared
especially  tor the enlisted men of the Navy and Naval Reserve who are
studying for advancement in the Air Controiman rating. The'manual is based
on the profussional qualifications tor the rates of AC1 and ACC, as set forth
n the Manual of Qualifications for Advancement. NAVPERS 18068 (Series).

Combined with the necessary practical experience and a thorough
knowlkdge of the materials contained in Air Controlman 3 & 2, NAVIRA
10367-E, completion of the Nonresident Career Course based on this manual
will greatly assist the AC2 and AC! in preparing for their advancement
examinations. This manual should also be valuable as a refresher for the ACC
who is studying for advancement to ACCS and the ACCS who is studying for
advancement to ACCM.

This training manual was prepared by the Naval Education and Training
Program Development Center, Pensacola, Florida, for the Chief of Naval
Education and Training. Technical reviews were provided by the Naval Air
Tecinical Training Center. Glynco, Georgia.

1974 Edition

Published by
NAVAL EDUCATION AND TRAINING SUPPORT COMMAND

Stock Ordering No.
0502-051-8410

UNITED STATES
GOVERNMENT PRINTING OFFICE
WASHINGTON, D.C.:1974
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THE UNITED STATES NAVY
GUARDIAN OF OUR COUNTRY

The Unuted States Navy is responsible for maintaining control of the sea
and s a ready force on watch at home and overseas, capable of strong
action to preserve the peace or of instant offensive action to win in war,

it 1s upon the maintenance of this control that our country's glorious

future depends: the United States Navy exists to make it so.
18

WE SERVE WITH HONOR

Tradition. valor, and victory are the Navy's heniage from the past. To
these may be added dedication, discipline, and vigilance as the watchwords
of the present and the future.

At home or on distant stations we serve with pride, confident in the respect
of our country. our shipmates, and our famdies.

Our responsibilities sober us; our adversities strengthen us.

Service to God and Country is our special privilege. We serve with honor.

THE FUTURE OF THE NAVY

The Navy will always employ new weapons, new techniques, and
greater power to protect and defend the United States on the sea, under
the sea, and «n the arwr.

Now and in the future. control of the sea gives the United States her
greatest advantage for the maintenance of peace and for victory in war

Mobulity, surprise, dispersal, and offensive power are the keynotes of
the new Navy. The roots of the Navy he in a strong behef in the
future, in continued dedication to our tasks, and in reflection on our
heritage from the past.

Never have our opportunities and our responsibilities been greater.

=44
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CHAPTER |
AIR CONTROLMAN RATING

This traming manual 15 designed to help you
to meet the protfessional quahfications for ad-
vancement to First Class and Chiet” Air Control-
man.. The Air Controlman qualifications which
are used as a guide in the preparation of this
manual are contained in the current revision of
the Manual of Qualifications for Advancement,
NAVPERS 18068 (Series). Subsequent chunges in
the qualifications may not be reflected in the
information given here.

The remainder of this chapter gives informa-
tion on the Air Controlman rating. the enlisted
rating structure, requirements and procedures
for advancement. and references that will help
you in preparing for advancement. Information
on how to best use Navy Rate Training Manuals
is also included. Therefore. it 1s strongly recom-
mended that you study this chapter carefully
before beginning ntensive study of the reman-
ing chapters.

ENLISTED RATING STRUCTURE

The present enlisted rating structure includes
two types of ratings general ratings and service
ratings

GENERAL RATINGS are designed to provide
paths of advancement and carcer development.
A general rating identifies a brord occupational
field of related duties and functions requiring
similar aptitudes and qualifications. General
ratings provide the primary means used to
identify billet requirements und personnel quali-
fications. Some general ratings include service
ratings: others do not. Both Regular Navy and
Naval Reserve personnel may hold general rat-
ings.

Subdivisions of certain general ratings are
identified as SERVICE RATINGS. These service
ratings 1dentify areas of specialization within the
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scope of a general rating  Service ratmgs are
established in those general ratings m which
specialization s essential for efficient utilization
of personnel. Although service ratings can exist
at any petty officer level. they are most com-
mon at the PO3 and PO2 levels. Both Regular
Navy and Naval Reserve personve! may hold
service ratings.

AC RATING

The Air Controlman rating is ¢ general rating
and 1s included in Navy Occupational Group 1X
(Aviation). There are no AC service ratings.

Before an individual can be recommended for
any Air Controlman rating, he must possess the
following as minimum qualification:

1. A certificate indicating successful comple-
tion of the FAA basic airman wnitten examina-
tion tor air traffic controllers.

2. A Class I FAA medicdl certificate.

Figurc 1-1 illustrates the path of advancement
from Recruit to Master Chief Air Controlman,
Warrant Officer, and Limited Duty Officer,
BUPERS Instruction 1120.18 (Senes) provides
guidance for submission of application for pro-
motion to Warrant Officer and Limited Duty
Ofticer.

Shaded areas in figure 1-1 indicate carcer
stages from which qualified enlisted men may
advance to Warrart Officer (W-1), and selected
Commissioned Warrant Officers (W-2 and W-3)
may advance to Limited Duty Officer.

Unlike the civilian counterpart, the Navy Air
Controlman is not a specialized Center Con-
troller, Tower Controller, or a [light Service
Specialist. The Navy AC is required to be a
professional air traffic controller, knowledgeable
in all areas of air traffic control and a profes-
sional military man who transfers at regular
intervals.
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This point may b accented by a brief
description of the types of duty which an Air
Controlman may cxpect to recene or that he
may request as follows.

1 Naval air stations

a. ACS assigned to air stations are nor-
mally attached to the Awr Traffic Control divi-
ston within the operations department. ACI's
and ACC's normally serve as watch supenisors
or branch supervisors and normally have several
personnel under their supervision performing the
various air tratfic control duties.

b. The ACIl or ACC performs supervisory
and ATC functions in con.rol towers, radar air
rraffic control centers. ground controlled ap-
proach units. and flight clearance offices. Tools
of the trade mdude radio, radar, direction
finding equpment. teletype. and vanous forms
of direct line telephone equipment.

¢. They control air traffic under all types
of weather conditions, assist in the administra-
tion of the ATC division and ATC function of
the naval air station, process flight plans and
clearances. keep appropriate records as basis for
reports required. and maintain current flight
planning and related information.

2. CVA/CVS's

a. Air Controlmen assigned aboard aircraft
carriers may be members of the CCA team or
the Air Operations crew, both of which com-
prise the CATCC,

b. AC's perform basically the same type
duties aboard ship as described tor naval air
stations, adapted to the mobility aspect of
aircraft carriers and the increased tempo and
precsion required for aircraft operations at sca.

3. LPH’s

a. Air Controlmen are
cach of the LPH's.

b, They perform communications and air
traffic control service, including the use of radar.

4. Instructor billets.

a. AC “A” and “B” schools, and CATCC
and GCA “C” operator schools.

The technical assistant to the AC rating
control officer in the Burcau of Personnel
(BUPERS 2144) is an ACCM. He can provide more
or detailed information on the billets described
and can be reached by phonce or correspondence.

The Naval Enlisted Classifications Codes for
the AC rating are as follows:

assigned  aboard
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1. AC-6900 is an Entry Senes NEC and is
assigned to B-2 and -3 personnel in traming as
AC’S and who are not designated strikers.

20 AC-0922 rdentifies a GCA Controller and
15 usagned to a GCA operator school graduate.

3 AC-6912 identifies a CCA Controller. This
code may be assigned to a CATCC school
graduate upon rccommendation of the com-
mandmyg ofticer after qualitication as a final
controller and one other of the following.

a. Approach Controller.

b. Marshal Controller.

¢. Wave-Off/Bolter Controller.

d. Departure Controller.
An AC must be an AC-6922 to be cligible for
AC-6912.

4. AC-6911 identifies a CATCC Supervisor.
To be assigned AC-0911, an AC must be
qualified in all CATCC operator positions (hence
be an AC-6912), be able to sup.rvise and direct
the operation of the CATCC. and be recom-
mended by the commanding ofticer.

Air Controlmen who do not fall within the
above classifications may be assigned 0000 or a
Spedial Serics NEC such as one which designates
mstructors.

SUPERVISORY SKILLS

As you advance in rating, more of your work
becomes a matter of supervision and training
others in the performance of the various func-
tions of the air traffic control facility. Your
value to the organization will be measured
largely in terms of the quality of work of your
subordinates. This doces not mean that every-
thing can be delegated to subordinates, as there
will continue to be tasks and responsibilities that
you must take care of yourself. However, you
must not take the attitude that it is easier to do
the work than to train and supervise someone
else.

Supervision is being responsible for and di-
recting the work of others. In supervising your
subordinates, you will necd to have certain skills
and  knowledge, A supervisor 15 a manager:;
therefore, he should be well versed in the
principles of management. The material pre-
sented here is for a twotold purpose: First, to
acquaint you with the basic principles so that

|
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your first supervisory duties will get otf to a
good start, and second. to @ive you a basis from
which to build as you progress toward the higher
ratings.

The supervisor needs to know and be skilled
in the following factor to effectively supervise
the men under him
Skill in leading.

Skill in organizing

Knowledge of his work.
Knowiedge of his responsibilities.
Skill in communicatimeg ideas.
SKill in instructing.

Problem solving

D ofe ) —

e

Skill in Leading

Here 1s where vou should excel. Lead the men
that you are coaching, do not drive them. Set
examples for them to follow. Know them as
indwiduals and handle their problems individ-
ually. Reprimand them in private; praise them in
public, The men will work for you, and their
training will be more casily accomplished and
more  ceffective it you can leam to (1) be
oredictable and consistent in your dealings with
them, (2) project to your men the enthusiasm
you feel for the work they are doing, and (2)
have no fear of your position, you. boss, the
people you are supervising. and tough jobs, or
honest mistakes.

This is not an all-mclusive list of things that
will make you a leader of men overnight. These
items are sound, basic principles that. when
mixed well with comion sense, you will im-
prove your leadership abilities.

Skill in Organizing

Another skill needed in supervision is skill in
organizing. Organization is a form of discipline
which, if carefully accomphshed. can contribute
substantially to successtul supervision.,

An important element of good organization is
the delegation of AUTHORITY and RESPONSI-
BILITY. which must always go together. It has
been said that the ideal of sound organization
should be to fix responsibility as low in the
organization as competence exists to assume the
responsibility. Muny individuals are reluctant to
delegate authority because they fear the possi-
bility of being embarrassed by the acts of their

Q
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subordinates. These fears are generally an indica-
tion of a feeling of msecurity on the part of the
supervisor.  This insecure feeling can best be
overcome by training the subordinates to in-
crease their capacity for accepting responsibility
and authority,

Not only do supervisors sometimes fail to
delegate authority, but they also frequently fail
to delegate properly the work that needs to be
done. A supervisor can very readily handicap
himselt” by trying to do more than he needs to
do. The result is that he becomes an ineffective
supervisor and leader.

Knowledge Required

Successtul supervision demands a vast amount
of knowledge. The wide variety and complexity
of jobs require the supervisor to have consider-
able technical knowledge. It is inevitable, how-
ever. that the supervisor will be given some tasks
for which his trainmg and experience are inade-
quate. In these situations the supervisor must bhe
dependent upon the knowledge and abilities of
others. and upon his own leadership.

The supervisor must have a knowledge of the
overall objectives of the organization of which
he is a part. In addition, he necds to have a clear
understanding of the specific part his own group
must play in attaining the basic goals. His
planning, organization, directing. and. in fact, all
problem solving should be done with both the
general and specific aims of the organization
clearly in mind.

Knowledge of Men as Individuals

Of paramount importance to a successful
supervisor is a thorough knowledge of the
subordinates as individuals. The supervisor needs
to be continuously aware of the fact that
individual differences do exist and that they
cannot be overlooked.

It is particularly dangerous for a supervisor to
fall into the habit of sterectyping people.

Skill in the Commaunication of Ideas

Another skill which is required of a good
supervisor is skill in the communication of 1deas.,
This is essential in giving orders, in the dissemi-
nation of information. and in training or teach-
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mg In the Navy. the channehs for communica-
tion and the Imes of authonty ae th- same
These channels should not be bypassed. if one’s
subordinates are cxpected to function willingly
and cooperatively, they should be ginven all the
mformation they need or can use.

Skills in Instructing

The actual development of a traiming program
is discussed o later chapter. The apprentice 1s
depending on you to demonstrate and coach
lim in the correct procedures and methods to be
used You must develop skill in imparting your
knowledge to trainces on how the job is to be
done. As the tramee progresses from one work
expenience to another. you will be guiding and
coaching him. To assist you in developing skill in
instructing. keep the following in mind-

I. Show your new man how to do the job
without showing off or showing him up.

2. Have all the answers yorr can, admit it
when you do not. and get him the correct
answer s soon as possible.

3 Learn to be sincerely interested in others.

4. Keep yvour sense of humor.

5. Be patient,

6. Be sure the tramee understands what the
job is and how 1t 15 to be done.

Problem Solving

The practical exercise of supervision (or lead-
ership) is largely concerned with problem solv-
ing. kvery day new problems are encountered:
there are difficulties different from any you
have cever met. I you can look at these
difficultics brnefly. and then, almost without
pausc. sce and apply a sound solution. you arc
fortunate. Indeed. you are exceptional: for most
of us must cautiously cxamine difficult prob-
lems and weigh the solutions carefully. Even
then. we are subject to senous errors if we
overlook some of the details which are not too
obvious.

If all of us were to go about solving problems
m cactly the same manner. we would necessarily
have exactly the same thought processes. Al-
though we do not think alike. all those who are
capable of finding proper solutions quickly and
easily do have something in common. They

10

follow a farly  well esteblished oY
thought and action.

Some people practice the pattern instine-
tively., thercby reaching solid, useful con-
clusions in what appears to be an amaszingly
short time, For most of us. this pattern is not
ohe we know instinctively . We leam it only after
having paid in concerted effort. We may learn of
it in the clussroom. on the job, or from books.
but it becomes a habit only after the trial and
crror of repeated application.

TECHNIQUES IN PROBLEM SOLVING.
The problem solving process may be divided into
s1x steps. Individual leaders go through these
steps either deliberately or automatically .

Preliminary to solving a problem, you must
recognize that there is an actual problem to be
solved. Then you proceed as follows:

1. Define the problem.

2. Establish objectives. By this is meant what
do you want to accomplish.

3. Get the facts. Assemble all the facts
pertinent to the problem. Ascertain what per-
sonnel. if any, are involved. Review the record.
Find out what rules, regulations. .nd customs
apply. Contact the individual concerned for
opinions and feelings. as well as facts. Be sure
you have the whole story. Perhaps materials or
cquipment constitute a part of the problem.
Mecthods or operational schedules may also
affect the problem.

4. Weigh and decide. After all the facts have
been assembled, analyze the problem in light of
the facts. Fit the facts together and consider
their bearing on each other. Cheek regulations,
policies. and practices. What possible actions are
there? What are the possible results of each
action? Choose the best action, but do not make
sudden or quick conclusions.

5. Take action. First consider the following
questions: Should I handle this problem myself?
Do I need any help in handling it? Then consider
the proper time and place to take the action that
appears most likely to solve the problem. Do not
depend on someone else to solve the problem.

6. Evaluate the action. In this step, check the
results of your action to see if it solved the
problem. Never just assume that the problem
was solved. as you may find that the action
brought about additional problems instcad of
solving the initial problem. Watch for changes in

pattern
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output. attitwdes. and relationships. 1t the prob-
lem was not solved, you may need to gather
more facts and go through the entire problem
solving procedure agaun

The problem solving techmque can be mas-

tered by any indadudl who Gipatble  of
learmng. It may wem to ke a great deal of

time. but eventually 1t will actually save time.
The mdwvidual who desires to become a good
supervisor should become so skilled in its use
that this technique s sised automatically when
dealing with the problems of supervision.

ADVANCEMENT

By this time. y ou are probably well aware of

the personal advantages of advancement higher
pay. greater prestige. more interesting and chal-
lengmg work, and the satistaction of gething
ahead in your chosen career. By this time. also.
you have probably discovered that one of the
most enduring rewards of advancement is the
training you acquire in the process of preparing
for advancement

The Navy also profits by your advancement.
Highly tramed personnel are essentiz! to the
functioning of the Navy. By advincement. you
increase your value to the Navy in two ways:
First. you become more valvable as a technical
speaalist. and thus muike fat-reaching contribu-
tions to the entire Navy: and second, you
become more valuable @, a person who can
supervise. lead, and train others.

Since you are studying for advancement to
POI or CPO, you are probably already familiar
with the requirements and procedures for ad-
vancement. Howevei, you may find it helpfui to
read the following wctions, The Navy does not
stand still. Things change all the ume. and it 18
possible that some of the requirements have
changed since the last time you went up for
advancement. Furthermore, you will be respon-
sible for traiping others for advancement: there-
fore. you will need to know the requirements in
some detail.

HOW TO QUALIFY
FOR ADVANCEMENT

To quality for advancement. a person must:
I. Have u certain amount of time in grade.

ERIC 11
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2. Complete the required Rate Traming Man-
uals cither by demonstrating a knowledge of the
matertal - the manual by passing a locally
prepared and administered test or by passing the
Nonresident Career Course based on the Rate
Training Manual.

3. Demonstrate the ability to perform all the
PRACTICAL requirements for advancement by
completing applicable portions of the Record of
Practical Factors, NAVEDTRA 1414/1.

4. Be recommended by your commanding
officer. after the petty officers and officers
supervising your work have indicated that they
consider you capable of performing the duties of
the next higher rate,

5. Demonstrate KNOWLEDGE by passing a
written examination on (a) military require-
ments. and (b) professional qualifications.

Remember that the requirements for advance-
ment can change. Check with your educational
services office to be sure that you know the
most recent requireiments.

When you are training lower rated personnel,
it is a good idea to point out that advancement
is not automatic. Mceting all the requirements
makes a person ELIGIBLE for advancement, but
it does not guarantee his advancement. Such
factors as the score made on the written
examination, length of time in service, perform-
ance marks, and quotas for the rating eater into
the final determination of who will actually be
advanced.

HOW TO PREPARE
FOR ADVANCEMENT

What must you do to prepare fer advance-
ment? You must study the qualifications for
advancement, work on the practical factors.
study the required Rate Training Manuals, and
study other material that is required. You will
need to be familiar with the following:

I. Manual of Qualifications for Advance-
ment, NAVPERS 18068 (Series).

2. Record of Practical Factors, NAVEDTRA
1414/1.

. 3. Bibliography for Advancement Study.
NAVEDTRA 10052 (Series).

4. Applicable Rate Training Manuals and

their companion Nonresident Career Courses.
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Collcctively. these documents make up an
integrated trainmng package tied together by ihie
qualifications. The following paragraphs doscribe
these materials and give some mformation on
how cach one is related to the others

“Quals™ Manual

The Manual of Qualifications for Advance-
ment, NAVPERS 18068  (Series). gives ‘the mini-
mum requirements for advancement to each rate
within cach rating. This manual iy usually called
the “Quals™ Manual. and the qualifications
themsclves are often called “quals.” The qualifi-
cations are of two general types: (1) military
requirements, and (2) professional or technical
qualifications. Military requircments apply to all
ratings rather than to apy one ratmg alone
Professional qualifications are technical or pro-
fessional requirements that are directly related
to the work of cach rating.

Both the military requiremients and the pro-
fessional qualifications are divided mto subject
matter groups. Then, within cach subject matter
group. they are divided into PRACTICAL FAC-
TORS and KNOWLEDGL FACTORS.

The qualiticanons  for advancement and a
bibliography of study matenials are available in
vour sducational services office. The "Quals™
Manual is changed more frequently than Rate
Training Manuals are revised. By the time you
are studying thiy training manual. the “*quals”™
for your rating may have iwen changed. Never
trust any set of “quals’ until you have checked
the change number against an UP-TO-DATE
copy of the " Quals™ Manual.

in trainmg others for advancement. emphasize
these three points about the “qual™:

1. The “quals” are the MINIMUM require-
ments for advancement. Personnel who study
MORE than tae required minimum will have a
great advantage when they take the written
examinations for advancement.

2. Each “qual’ has a designated rate level
chief. first ¢lass. second class. or third class. You
are responsible for meeting all “quals™ specificd
for the rate level to which you are seeking
advancement AND all “‘quals” speafied  for
lower rate levels.

3. The written examinations for advancement
will contain questions relating to the practical

factors AND to the knowledge factess of BOTH
the mutitany  requirements and the professional
qualifications.

Record of Practical Factors

Before you can take the Navy-wide examina-
tion for advancement. there must be an entry in
your service record to show that you have
qualified in the practical factors of both the
military requircments and the professional quali-
fications. A special form known as the Record
of Practical Factors. NAVEDTRA 1414/1 (plus the
abbreviation of the appropriate rating). is used
to keep a wrecord of your practical factor
qualifications. The form lists all practical fac-
tors. both military and professional. As you
demonstrate your ability to perform cach practi-
cal factor. appropriate entrics are made in the
DATLE and INITIALS columns.

As a PO or CPO. you will often be required
to check the practical factor pesformance of
lower rated personnel and to report the results
to your supervising ofticer.

As changes are made periodically to the
“Quals™ Manual, new forms of NAV-
EDTRA 1414/1 arc provided when necessary.-
Eatra space is allowed on the Record of Practi-
cal Factors for entering additioral practical
factors as they are published in changes to the
“Qualy™ Manual. The Record of Practical
Factors also provides space for recording demon-
strated proficiency in skills which are within the
general scope of the rating but which are not
identificd s minimum  qualifications for ad-
vancement. Keep this m mind when you are
training and supervising other personnel. If a
person demonstrates proficiency in some skill
which is not listed in the “quals’ but which is
within the general scope of the rating, report
this fact to the supervising officer so that an
appropriate entry can be made in the Record of
Practical Factors.

When you are transferred. the Record of
Practical Factors should be forwarded with your
service record to your next duty station. It is a
good idea to check and be sure that this form is
actually inserted in your service record before
you are transterred. If the form is not in your
record. you may be required to start all over
again and requalify in practical factors that have

ERIC 12
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already been cheched oft You should also take
some  responstbility  tor helpme lower rated
personnel keep track of their practical tactor
records when they are transterred.

A second copy of the Record of Practical
Factors should be made wailable 1o cach man m
pay grades F-2 through 1'-% for his persondl
record and gudance

The importance of NAVEDTRA 1414 1 cannot
be over emphasized. It senves as a4 record to
indicate to the petty officers and officers super-
wing your work that you have demonstrated
proficiency m the performance ot the indicated
practical factors and is part of the critera
utilized by your commanding otticer when he
considers recommending yvou for advancement,
In addition. the proficient demonstration of the
applicable practical factors listed on this form
can aid you m preparing for the examination for
advancement. Remember that the knowledge
aspects of the practical factors are covered i the
exammation for advancement. Certain knowl-
edge s required to demonstrate these practical
factors and additional Knowledge can be ac-
quired during the demonstration, Knowledge
factors pertain to  that knowledge which 1s
required to perform a certain job. In other
words. the knowledge factors required for a
certain rating depend upon the jobs (practical
factors) that must be performed by personnel of
that rating. Therefore. the knowledge required
to proficiently demonstrate these practical fac-
tors will definitely ard you in preparing for the
examination for advancement.

NAVEDTRA 10052

Bibhiographiy for Advancement Study, NAV-
EDTRA 10052 ‘Series), s a very important
publication for anyone preparing for advance-
ment. This publication/bibliography lists re-
quired and recommended Rate Training Manuals
and other reference material to be used by
personnel working for advancement, NAVEDTRA
10052 (Senes) is revised and issued each year by
Naval Training Support Command. Each revised
edition is identitied by a letter following the
NAVEDTRA number; be SURE you have the most
recent edition.

The required and recommended references are
listed by rate level in NAVEDTRA 10052 (Series),

Q

It is important to remember that you are
responsible for all references at lower rate levels,
as well as those listed for the rate to which you
are seeking advancement.

Rate Trairing Manuals that are marked with
an sterisk (*) in NAVEDTRA 10052 (Series) are
MANDATORY at the indicated rate levels. A
mandatory training manual may be completed
by (1) passing the appropriate Nonresident Ca-
reer Course that is based on the mandatory
training  manual: (2) passing locally prepared
tests based on the information given in the
mandatory training manual: or (3) in some cases.
successfully  completing an  appropriate  Navy
school.

When training personnel for advancement. do
not overlook the section of NAVEDTRA 10052
(Series) which lists the required and recom-
mended references relating to the military re-
quircments for advancement. All personnel must
complete the mandatory military requirements
training manual for the appropriate rate level
before they can be eligible to advance. Also,
make sure that personnel working for advance-
ment study the references listed as recom-
mended but not mandatory in NAVEDTRA 10052
(Series). It is important to remember that ALL
references listed in NAVEDTRA 10052 (Series)
may be used as source material for the written
examinations, at the appropriate levels.

Rate Training Manuals

There are two general types of Rate Training
Manuals. Rate Training Manuals such as this one
arc prepared for most enlisted rates and ratings,
giving information that is directly related to the
professional qualifications for advancement.
Subject matter manuals give information that
applies to more than one rating.

Rate Training Manuals are revised from time
to time to bring them up to date technically,
Ihe revision of a Rate Training Manual is
identified by a letter following the NAVEDTRA
number. You can tell whether a Rate Training
Manual is the latest edition by checking the
NAVEDTRA number (and the letter following the
number) in the most recent edition of List of
Training  Munuals and  Nonresident Career
Courses, NAVEDTRA 10061 (Series), NAVED-
TRA 10061 is actually a catalog that lists current
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traimng manuals and nonresident career courses:
you will find this catalog usetul in planning your
study program.)

Rate Training Manuals are designed for the
special purpose of helping naviir personnel pre-
pare for advancement. By this time, you have
probably developed your own way of studying
these manuals. Some of the personnei you tran.
however. may need guidance in the use of Rate
Traming Manuals. Although there is no single
“best” way to study a training manual. the
following suggestions have proved useful for
many people.

l. Study the military requirements and the
professional qualifications for your rate before
you study the truining manual. and refer to the
*quals™ frequently as you study. Remember.
you are studying the training manual primarily
to meet these quals.”

2. Set up a regular study plan. If possible.
schedule your studying for a time of day when
you will not have too many interruptions or
distractions.

3. Before you begin to study any part of the
training manual intensively, get acquainted with
the entirr manual. Read the preface and the
tuble of contents. Check through the index.
Thumb through the manual without any particu-
lar plan, looking at the illustrations and reading
bits here and there as you see things that interest
you.

4, Look at the training manual in more
detail. to see how it is organized. Look at the
table of contents again. Then, chapter by chap-
ter. read the introduction, the headings. and the
subheadings. This will give you a clear picture of
the scope and content of the manual.

5. When you have a 2eneral idea of what is in
the training manual and how it is organized. fill
in the details by inteasive study. In each study
period. try to cover a complete urit—it may be a
chapter. a section of a chapter. or a subsection,
The amount of material you can cover at one
time will vary. If you know the subject well. or
if the material is easy. you can cover quite a lot
at one time. Difficult or unfamiliar material will

equire more study time.

6. In studying each unit, write down ques-
tions as they occur to you. Many people find it
helpful to make a written outline of the unit as

they study. or at least to write down the most
important ideas.

7. As you study, relate the information in the
training manual to the knowledge you already
have, When you read about a process. a skill. or
a situation, ask yourself some questions. Does
this information tie in with past expericnce? Or
1s this something new and different? How doces
this information relate to the qualifications for
advancement?

8. When you have finished studying a unit,
tuke time out to sce what you have lcarned.
Look back over your notes and questions.
Maybe some of your questions have been an-
swered. but perhaps you still have some that are
not answered. Without referring to the training
manual. write down the main ideas you have
lcarned from studying this unit. Do not just
quote the manual. If you cannot give these idcus
in your own words. the chances are that you
have rot really mastered the information.

9. Use Nonresident Career Courses whenever
you can; The Nonresident Career Courses are
based on Rate Training Manuals or other appro-
priate texts. As mentioned before. completion
of a mandatory Rate Training Manual can be
accomplished by passing a Nonresident Career
Course based on the training manual. You will
probably find it helpful to take other Nonresi-
dent Carcer Courses. as well as those based on
mandatory training manuals. Taking a Nonresi-
dent Career Course helps you to master the
information given in the training manual, and
also gives you an idea of how much you have
learned.

INCREASED RESPONSIBILITIES

When you assumed the dutics of a PO3. you
began to accept a certain amount of responsi-
bility for the work of others. With each advance-
ment. you accept an increasing responsibility in
military matters and in matters relating to the
professional work of your rate. When you
advance to POl or CPO, you will find a
noticeable increase in your responsibilities for
leadership, supervision. training, working with
others, and keeping up with new developments.
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As your responsibilities increase, your ability
to communicate clearly and effectively must
also increase. The simplest and most direct
means of communication is a common launguage.
The basic requirement for effective communica-
tion is therefore a knowledge of your own
language. Use correct language in speaking and
in writing. Remember that the basic purpose of
all communication is understanding. To lead,
supervise, and train others, you must be able to
speak and write in such a way that others can
understand exactly what you mean.

Leadership and Supervision

As a POl or CPO, you will be regarded as a
leader and supervisor. Both officers and enlisted
personnel will expect you to translate the
general orders given by officers into detailed,
practical, on-the-job language that can be under-
stood and followed by relatively inexpericnced
personnel. In dealing with your juniors, it is up
to you to see that they perform their jobs
correctly. At the sume time, y« u must be able to
explain to officers any important problems or
needs of enlisted personnel. In all military and
professional matters. your responsibilities will
extend both upward and downward.

Along with your increased responsibilities,
you will also have increased authority. Officers
and petty officers have POSITIONAL author-
ity—taat is. their authority over others lies in
their positions. If your CO is relieved. for
example, he no longer has the degree of author-
ity over you that he had while he was your CO,
although he still retains the military authority
that all seniors have over subordinates. As a
POI1, you will have some degree of positional
authority: as a CPO, you will have even more.
When exercising your authority, remember that
it is positional-it is the rate you have, rather
than the person you are, that gives you this
authority.,

A Petty OfTicer conscientiously and proudly
exercises his authority to carry out the responsi-
bilities he is given. He takes a personal interest in
the success of both sides of the chain of
command . . . authority and responsibility. For
it is truc that the Petty Officer who does not
seek out and accept responsibility, loses his
authority and then the responsibility he thinks
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he deserves. He must be sure. by his example
and by his instruction, that the Petty Officers
under him also accept responsibility. In short, he
must be the leader his title—Petty Officer—says
he is.

For information on the practical application
of leadership and supervision, study Military
Requirements for Petty Officer 1 & C, NAV-
PERS 10057 (Series).

Training

As a POl or CPO, you will have regular and
continuing responsibilities for training others.
Even if you are lucky enough to have a group of
subordinates who are all highly skilled and well
trained, you wil' find that training is necessary.
For example, you will always be responsible for
training lower rated personnel for advancement.
Also, some of your best workers may be
transferred; and inexperienced or poorly trained
personnel may be assigned to you. A particular
job may call for skills that none of your
personnel have. These and similar problems
require that you be a training specialist ~one
who can conduct formal and informal training
programs to qualify personnel for advancement,
and one who can train individuals and groups in
the effective execution of assigned tasks.

In using this training manual, study the
information from two points of view. First,
what do you yourself nced to learn from it? And
second, how would you go about teaching this
information to others?

Training goes on all the time. Every time a
person does a particular piece of work, some
learning is taking place. As a supervisor and as a
training expert, one of your biggest jobs is to see
that your personnel learn the RIGHT things
about each job so that they will not form bad
work habits. An error that is repeated a few
times is well on its way to becoming a bad habit.
You will have to learn the difference between
oversupervising and not supervising enough. No
one can do his best work with a supervisor
constantly supervising. On the other hand, you
cannot turn an entire job over to an inexperi-
enced person and expect him to do it correctly
without any help or supervision.,

In training lower rated personnel, emphasize
the importance of learning and using correct
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termumology. A commund ot the techmeal lang-
uages of your occupational fickl (rating) enables
you to receive and convey information accurate-
Iy and to exchange ideass with others. A person
who dees not understand the precise meaning of
werims ased in connection wath the work ot his
rating 15 definitely at a disadvontage when he
tnes to read official publications relating to his
work. He is also at a great disadvantage when he
takes the examinations for advancement. To
train others in the correct use of technical terms.
you will need to be very careful in your own use
of words. Use vorrect terminology and insist
that personnel you are supervising use it too.

You will find the Record of Practical Factors.
NAVEDTRA 1414 1, a useful guide in planning
and carrying out training programs. From this
record, you can tell which practical factors have
been cheched oft and which ones have not yet
been done. Use this information to plan a
trainmg program that will fit the needs of the
personnel you are training.

On-thegob  training is usually controlled
through daily and weekly work ussignments.
When you are working on a tight schedule, you
will generally want to assign cach person to the
part of the job that you know he can do best. In
the long run. however. you will gain more by
assigning personnel to a varicty of jobs so that
cach person can acquire broad experience. By
giving people a chance to do carefully supervised
work in areas in which they are relatively
inexperienced. you will increase the range of
skills of cach person and thus improve the
flexibility of your working group.,

Working With Others

As you advance to PO1 or CPO. you will find
that many of your plans and decisions arfect a
large number of people, some of whom are not
even in your own occupational ficld (rating). It
becontes increasingly important. therefore. for
you to understand the dutics and the responsi-
bilities of personnel 1n other ratings. kvery petty
officer in the Navy is a technical specialist in his
own field. Learn as much as you can about the
work of others. and plan your own work so that
it will fit into the overall mission of the
organization.,

Keeping Up With New Developments

Practically everything in the Navy--policies.
procedures. publications. equipment, systems s
subject to change and development. As a PO1 or
CPO. you must keep yourself informed about
changes and new developments that affect you
or your work in any way.

Some changes will be called directly to your
attention. but others will be harder to find. Try
to develop a special kind of alertness for new
information. When you hear about any thing new
in the Navy. find out whether there is any way
in which it might d¥fect the work of your rating.
If so. find out more about it.

SOURCES OF INFORMATION

As a POl or CPO. you must have an extensive
knowledge of the refercnces to consult for
accurate. authoritative. up-to-date information
on all subjects related to the military and
professional requirements for advancement.

Publications mentioned in this chapter are
subject to change or revision from time to
time—some at regular intervals, others as the
need arises. When using any publication that is
subject to revision. make sure that you have the
latest edition. When using any publication that is
kept current by means of changes, be sure you
have a copy in which all official changes have
been made.

In addition to training manuals and publica-
tions. training films furnish a valuable source of
supplementary informatiori. Films that may be
helpful are listed in the U. S. Navy Film Catalog,
NAVAIR 10-1-777.

ADVANCEMENT OPPORTUNITIES FOR
PETTY OFFICERS

Making chief is not the end of the line as far
as advancement is concerned. Advancement to
Senior Chief (E-8), Master Chief (E-9), Warrant
Officer. and Commissioned Officer are among
the opportunities that are available to qualified
petty officers. These special paths of advance-
ment are open to personnel who have demon-
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strated outstanding professional ability, the
highest order of leadership and m!litury responsi-
bility. and unquestionable moral integrity.

ADVANCEMENT TO SENIOR
AND MASTER CHIEF

Chief petty officers may qualify for the
advanced grades of Senior and Master Chief.
These advanced grades provide for substantial
increases in pay, together with increased re-
sponsibilities and additional prestige. The re-
quirements for advancement to Senior and
Master Chief are subject to change but. in
general, include a certain length of time in grade,
a certain length of time in the naval service. a
recommendation by the commanding officer,
and a sufficiently high mark on the Navy-wide
examination. The final selection for Senior and
Master Chief is made by a regularly convened
selection board.
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The satisfactory completion of the Non-
Resident Career Course titled Military Require-
ments for Senior and Master Chief Petty Offi-
cers, NAVTRA 10115, is required of all personnel
advancing to E-8 and E-9.

ADVANCEMENT TO WARRANT
AND COMMISSIONED OFFICER

The Warrant Officer program provides oppor-
tunity for advancement to warrant rank for E-6
and above enlisted personnel. E-6’s. to be
eligible, must have passed an E-7 rating exam
prior to selection.

The LDO program provides a path of advance-
ment from warrant officer to commissioned
officer. LDO’s are limited, as are warrants, in
their duty, to the broad technical fields as-
sociated with their former rating.

If interested in becoming a warrant or com-
missioned officer, ask your educational services
officer for the latest requirements that apply to
your particular case.




Except in emergencies and flights of combat
necessity wherein conditions do not permit,
pilots must insure that all preflight planning
required planning required for the prosecution
of a safe and properly conducted flight has been
accomplished prior to carrying out any type of
flight in a naval aircraft.

Inadequate preflight planning has been, in
some instances, responsible for aircraft acci-
dents. Safety is not an inherent quality in any
profession. 1t is one quality that is achieved by
process and is based largely on acuumulated
knowledge and experience. To a greater extent
than 1s generally realized, unfortunate experi-
ences in the air can be avoided by increasing the
overall knowledge and familiarity with each
phase of flight planning by Air Controlmen and
pilots alike. In short, there is no compromise for
good. adequate flight planning.

The thoroughness of flight planning by pilots
before takeoff can contribute immeasurably to
all-around safety, comfort, and success of any
flight. and to the task of preventing accidents.
To uid in the safety and efficiency of a flight,
pilots must rely to a varying extent upon the
assistance provided by the Air Ccntrolmen.

FLIGHT CLEARANCE AUTHORITIES

CLEARANCE AUTHORITY
AT NAVAL ACTIVITIES

The authority and responsibility for clearance
of aircraft flights at naval activities are vested in
the following, who must be guided by existing
orders and regulations:

1. Commanding general, commanding offi-
cer, or officer in charge of:

a. Naval air stations.

CHAPTER 2
FLIGHT PLANNING

Marine Corps air stations.
Naval auxiliary air stations.
. Naval air facilities..
Marine Corps air facilities.
Marine Corps auxiliary air stations.
Auxiliary landing field.
. Outlying landing field.

2. Commanding Officers of aircraft carriers.

3. The senior naval aviator/naval flight officer
attached to a naval station having aircraft
operating facilities.

4, Flect Air Detachment Commanders, Ma-
rine Aircraft Group Commanders, and the Com-
manding Officers of NARU’s may approve flight
plans for aircraft under their cognizance based at
the naval air activity to which they are assigned.
They may delegate authority for clearance of
local flights to commanding officers of their
units when weather conditions are at or above
the IFR minimums specified for IFR clearance

of naval aircraft in OPNAV 3710.7 (Series) and
are forecast to remain at or above thesc mini-
mums for the duration of the flight. When
weather conditions are below such IFR mini-
mums or are forecast to go below those mini-
mums, and operational commitments dictate,
clearance of fleet aircraft rests with the cogni-
zant Commander Fleet Air Detachment. Fleet
aircraft are subject to local traffic procedures
and tower control. Liaison and coordination
must be established with the appropriate ATC
agencies to insure orderly flight clearance proce-
dures.

Pilots holding a valid Special Instrument
Rating are authorized to approve flight clearance
for any flight of a naval aircraft in which they
fly as pilot in command or as flight leader of a
formation of aircraft. This may not be construed
as authorization to clear members of a flight in
weather conditions below the minimums for the
type instrument rating held by the individual
pilots of the flight.

ecg
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CLEARANCE AUTHORITY
OF PILOT IN COMMAND

When not at a naval activity, or when locally
fumished flight clearance facilities are not avail-
able at the place of filing, or when in-flight
deviation from the initjul flight clearance 1s
required. the pilot in command of a naval
aircraft is authorized to approve as clearance
authority the flight plan for his proposed flight

or modification thereof. Appropriate air traffic

control regulations must be observed and facili-
ties of Flight Service Stations should be utihized.

DELEGATION OF AUTHORITY

The clearance authoritics previously stated
may delegate clearance authority to Commis-
sioned Officers, Warrant Officers. and ANaval Avia-
tion pilots.

Qualified Navy Air Controlmen (E-7 and above)
and Marine Corps airfield operations personnel
(E-7 and above) may also be delegated this
important responsibility by their commanding
officers.,

GENERAL RESPONSIBILITIES
OF CLEARANCE AUTHORITIES

While the actual responsibifity for approving
flight plans submitted to flight clearance offices
normally applies to the operations duty officer.
senior AC's working in these offices are in a
position to be of great help to the duty officer
by checking flight plans for correctness and
completeness and bringing any discrepancies to
his attention. Knowing your immediate superi-
or’s responsibilities is a principle of good lcader-
ship, and by actions based on your knowledge of
flight clearance procedures you are setting an
example for the men who work with and for
you.

Flight Clearance
Approval Procedures

The clearance authority must insure that all
portions of the flight clearance form are com-
plete and that the aircraft is not cleared on 1

ERIC
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flight that will violate known instructions. The
clearing authority should be particularly alert to
the following:

1. Pilot in command has signed.

2. The crew is listed on the DD-175. Passen-
gen may be listed on the DD-175 or on g
scparate passenger manifest.

3. The route of flight section is listed in the
proper code to indicate selected navigation fixes.

4. Fucl reserve is sufficient for the flight,
Arrcraft must carry sufficient usable fuel. con-
sidering meteorological factors and mission re-
quirements, to fly from takeoff to destination,
or to the approach fix serving destination and
thence to an alternate airfield. if one js required,
plus 10 percent of planned fuel requirements.
The fuel reserve at destination or alternate, if
required. cannot be less than that required for
20 minutes of flight, If in-flight refucling is
planned, sufficient usable fuel must be carried to
fly from takeoff point to the Air Refueling
Control Point(s) (ARCP). und thence to a
suitabi> recovery field in the cvent of an
unsuccessful refueling attempt. The fuel reserve
at rendezvous point cannot be less than 10
percent. For multiple in-flight refuclings, the
aircraft must have the required reserve at cach
rendezvous point. After the last in-flight refuel-
ing is completed, the fuel reserve required for
the remainder of the flight is the normal
requirement as previously discussed, Any known
or expected traffic delays must be considered
when computing fuel reserves.

5. Pilot in commund holds u valid instrument
card it applicable.

6. Check for improper filing into an ADIZ,
warning or restricted area. or positive controlled
arrspace.

7. Alternate airport, if required. An alternate
airport is required except for VFR flights or for
IFR flights when the weather at the destination
is forecast to be equal to or better than 3,000
feet ceiling and 3 miles visibility during the
period 1 hour before until | hour after the ETA.

8. Insure that the weather bricfing has been
conducted and that the flight is not in violation
of established weather minimums for the type of
flight.

9. Insure that stopover procedure i: under-
stood by the pilotin.  nand. if applicable.

'10. Check for the proper weight and balance
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forms, 1f appheable. Generally speaking and for
weight and balance control purposes, NAVAIR
Instruction 13060.2 (Series) classifies the major-
ity of attack. fighier, and trainer aircraft as class
1A or 1 B. The majonty of cargo and patrol
aircraft are class 2. With the exception of
aircraft to be ferried, the responsibility for
insuring safe loading of class 1A and IB aircraft
is assigned to reporting custodians. The responsi-
bility for safe loading of aircraft to be ferried
rests with the activity preparing the aircraft for
ferry movement. The pilot in command of a
class 2 aircraft certifies by his signature on the
DD-175 that the aircraft’s weight and center of
gravity will be within safe limits at the time of
takeoff and remain so for the duration of the
flight. Such a pilot will submit a completed
weight and batance form (DD-365F) which
represents the actual loading of the aircraft with
the DD-175 or. by his signature. certify that a
completed DD-365F. dated within the previous
3 months and which represents the actual
loadig of the aircraft. 1s on file at the aircraft’s
homvu base.

it should be emphasized that any modifica-
tion of a written flight plan should be accomn-
plished only with the concurrence of the pilot in
commuand.

Authorized Airfields

Pilots cannot clear for airficlds othe: than
those hsted in the current DOD FLIP IFR/VFR
Supplement unless such flights are necessary for
the accomplishment of a mission assigned by
higher authority. The pilot is re ‘ponsible for
insuring that facilities. such as type runway,
length, and load bearing capacity are adequate
for the type aircraft involved.

All jet aircraft operating in the continental U.
S. and engaged in training or itinerant flight are
prohibited from landing at or taking off from
civil airports. except for those aircraft of units
occupying facilities at the airport. Civil airports
are those listed in the FLIP Supplements under
Directory of Aerodrome as P, FAA, and those
airports where the military designation is en-
closed 1n parentheses. Exceptions to this restric-
tion are as follows-

1. Civil airficlds on which naval air stations or
unmits of another military service which operate
jet aircraft are located.
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2. Flights requiring an alternate may use civil
airports as alternates when military alternates
are not available.

3. When necessary to visit for official busi-
ness in the area. Written orders are not required.

4. Required flights for procurement. accept-
ance, modification, test, and delivery of aircraft.
This includes ferry flights to permit flexibility in
accomplishing the mission.

5. Flights necessary for the accomplishment
of unit mission where prior coordination has
been effected with the airport authorities in-
voived and where the Type Commander has
granted waivers to permit use of the airport
involved.

NOTE: These restrictions do not preclude
the use of civil airports for the accomplishment
of essential approach and low approach training
which cannot be accomplished at military air-
fields.

Helicopters are authorized to land at non-air-
field locations such as fields, highways, and
parks, with the following provisions:

I. A military requirement exists for such
landings.

2, Adequate safeguards are taken to permit
safe landing and takeoff operations without
hazard to people or property.

3. There are no legal objections to landing at
such nonairfield sites.

The above restrictions may be waived by
commanding officers when helicopters are dis-
patched or engaged in rescue operations.

Meteorological and
Communication Services

The clearance authority must assure that
provisions for satisfactory meteorological serv-
ices and air/ground and point-to-point communi-
cation services are available, to insure safe and
positive flight guard, prior to granting clearance.
At those activities where weathervision is in-
stalled, the provision of satisfactory meteorolog-
ical service may be accomplished by this means,
providad that the following conditions are met:

|. The weathervision briefing is recorded at
the transmitting end.

2. The pilot accepts responsibility for com-
pletion of the weather form and gives his name
and grade to the weather briefing officer provid-
ing the briefing.

<0
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Flight Jeopardy

The commanding officer of u naval air activity
is not authorized to permit naval aircraft depart-
ures from the activity under his commuand wlien
the state of the weather or the condition of the
Crew or airekalt is such that. in his estimation. it
will jeopardize the proposed flight. This restric-
tion does not apply to cases where Commander
Fleet Air Detachment. or a pilot holding a valid
special instrument rating flying ag ple in
command. or as flight leader of a formation of
aircraft. has authonized thght clearance for -
flhight.

Non-Naval Aircraft

Aircraft of other military services and Military
Airlift Command aircraft are granted clearance
in accordance with their respective instructions.
Civil aircraft will be cleared in accordance with
FAA regulations.

VFR FLIGHT CLEARANCE
REQUIREMENTS

CLEARANCE APPROVAL

The clearance authority must ascertajp that
the VFR clearance requested is in accordance
with the VFR requirements of FAR 91. other
governing regulations, and OPNAV 3710.7 (Se-
nes).

WEATHER MINIMUMS

Within airspace where FAR 91 is applicable.
the cloud clearance and visibility minimums
contained therein (illustrated in NAVTRA
10367-E. AC 3 & 2. chaprer 3) prevail through-
out a naval VFR flight. If more stringent
minimums have been established ror the point of
departurc or destination, as noted in the aero-
drome remarks section of the DOD FLIP (En
Route) IFR Supplement, then the ceiling and
visibility must be at or above these minimums in
the applicable control zone.

Existing and forecast weather must be such as
to permit VFR operations for the duration of

the fhght. Destination weather must be at least
1.000 feet ceiling and 3 miles visibility, or such
higher minimums as noted in the aerodrome
remarks section of the DOD FLIP (En Route)
IFR Supplement. and forecast to remain at or
above these minimums during the period from |
hour before until | hour after ETA.

Exceptions to the preceding paragraph are as
follows:

I. Deviations pursuant to FAR 91.107, Spe-
cial VFR Weather Minimums, are permitted
subject to an ATC clearance.

2. Outside of controlled airspace, helicopters
may be operated below 1,200 feet above the
surface when the visibility is less than | mile. if
operated at a speed that allows the pilot
adequate opportunity to see and avoid other air
traffic and maintain obstacle clearance.

Where FAR 91 is not applicable, FLIP Plan-
ning Section II1, International Flight Rules and
Procedures. outlines the general flight rules for
operation of military aircraft in such airspace.

Aircraft must be instrumen: equipped and
pilots must be qualified for instrument flight to
fly VFR above a ceiling.

Fixed wing aircraft must maintain at least 500
fect above the terrain or surface of the water
except when landing or taking off or when the
mission of the flight requires otherwise.

Prior approval must be obtained for a
simulated instrument approach from the
appropriate approach control facility or from
the contiol tower at locations not served by an
approach control facility. At an airport with no
tower, the associated FSS, if applicable, must be
notified.

IFR FLIGHT CLEARANCE
REQUIREMENTS

In order to decrease the probability of midair
collisions, all Navy/Marine Corps flights in fixed
wing aircraft within the conterminous U.S.
should. to the maximum extent practicable, be
conducted in accordance with IFR procedure,
This procedure is not always practicable and
pilots should not be required to adhere to it
when one or more of the following conditions
exist:

I. When compliance would result in deroga-
tion of the mission or task.
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2. When necessary to avoud severe weather.

3. When dictated by an in-flight emergency.

Pilots of point-to-point helicopter flights
should be encouvaged to file IFR where feasible
and when the arrcrat’t 1s suitably equipped.

An IFR or combination VFR/IFR flight plan
must be filed for all flights of naval aircraft
which may rcasonably expect to encounter
in-flight IFR weather conditions during any
portion of the planned route. The VFR portion
of the flight must meet the VFR criteria at the
time of departure and be forecast to remain so
during that period.

CLEARANCE APPROVAL

The clearance authority must ascertain that
the clearance requested is in accordance with the

IFR requirements of FAR 91. OPNAYV 3710.7
(Series), and other governing regulations.

WEATHER

IFR clearance is based on the actual weather
at the point of departure at the time of
clearance and forecast weather en route, at
destination, and at destination alternate during
the period 1 hour before until 1 hour after ETA.
Existing weather tnay be used as a basis for
clearance when no forecast weather is available
and the pilot’s analysis of available data indi-
cates satisfactory conditions fr the planned
route. Clearance cannot be authorized for desti-
nations at which the weather is forecast to be
below minimums (depicted in table 2-1) upon
arrival, except when one of the following condi-
tions exists:

Table 2-1.—Weather criteria for IFR clearances

Destination Alternate
Nonprecision Precision Nonprecision Precision
Published landing Published 300 feet ceiling and 200 feet
minimums landing 1-mile visibility ceiling
minimums.* both above published and one-
landing minimums; e.g. half mile
published minimums visibility
are 400 and 1, then both above
weather must be at landing
least 700 and 2. minimums. **

*+ Single-piloted arcraft Not less than 200 feet ceiling and one-half mile visibility.

**Sigle-piloted wreratt and those multipiloted aircraft equippe

d with only onc operative means of two-way communications: Not

less than published nonprecision mimimums apphcable to installed equipment/navaids available.

1. The flight clearance is authorized by the
Commanding Officer of an aircraft carrier; Com-
mander Fleet Air Detachment; Marine Aircraft
Group Commander: or senior officer in the
operational chain of command when it is deter-

mined that the flight is required to support an
urgent military necessity.

2. An alternate arport is available which is
forecast to be equal to or better than 3,000 feet
ceiling and 3 miles visibility during the period |
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hour before until 1 hour after ETA at the
alternate.

Flights should be planned to circumvent areas
of forecast atmospheric icing conditions and
thunderstorms when practicable.

Severe Weather Watch Bulletin (WW)

Clearance authorities or pilots who possess
clearance authority should not authorize flights
through areas for which an Aviation Severe
Weather Watch Bulletin (WW) has been issued
unless the aircraft performance characteristics
permit an en route flight level above existing or
developing severe storms. or storm development
has not progressed as forecast for the planned
route. In the latter cuse. the following condi-
tions apply:

. VFR clearance may be authorized if exist-
ing and forecast weather for the planned route
permits such clearance.

2. IFR clearance may be authorized if the
aircraft  has radar installed. thus permitting
detection and avoidance of isolated thunder-
storms.

3. IFR clearance may be authorized in posi-
tive control areas if visual meteorological condi-
tons can be maintained thus enabling pilots to
detect and avoid isolated thunderstorms.

Exceptions to the above restrictions are
flights of operational necessity. emergencies. and
flights involving all-weather rescarch projects or
weather reconnaissance.

INSTRUMENT FLIGHT RULES

IFR flights of naval aircraft are governed by
the rules and procedure in FAR 91, The
following conditions are in acdition to those
estublished therein .

IFR ALTITUDES

Except when the mission of the flight requires
otherwise. naval aircraft operated IFR outside of
controlled airspace must maintain at least 1,000
feet above the highest terrain. surface of the
water.

or obstacle within 22 miles of the

intended line of flight. When operated [FR
outside of controlled airspace, over designated
mountainous terrain as shown in the appropriate
DOD FLIP. a naval aircraft must maintain at
least 2.000 feet above the highest terrain or
obstacle within 22 miles of the intended line of
flight,

Naval aircraft operated IFR within controlled
airspace cannot be flown at less than the
minimum en route altitude or that altitude
specified by the agency exercising control over
the area concerned.

INSTRUMENT DEPARTURES

If a depurture takes place under IFR condi-
tions. takeoff weather minimums must be con-
sidered. In addition, an approved standard in-
strument departure may be applicable.

Takeoff Minimums

No takeoff weather minimums apply to pilots
who hold a valid speciai instrument rating.
Takeoff depends on the judgir ‘nt of the pilot
and urgency of the flight,

For pilots who hold a valid stancard instru-
ment rating a takeoff minimuin of 300 feet
ceiling and | mile visibility applies. When a radar
approach facility with published minimums less
than 300 and 1 is available. takeoff may be
authorized, provided the weather is at least
equal to the precision approach (PAR) mini-
mums for the runway in use but in no case when
the weather is less than 200 feet ceiling and
one-half mile visibility /2400 feet RVR.

Two-aircraft formation takeoffs for subse-
quent flight into IFR weather conditions may be
authorized, provided the weather is at or above
the published circling minimums for the run-
way fairport in use. In the event a circling
approach is not authorized, VFR weather mini-
mums apply.

, If available, runway visibility may be used to
determine the visibility appropriate to a particu-
lar takeoff minimum,
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Chapter 2 FLIGHT PLANNING

Standard Instrument
Departure (SID)

Where availuble, the use of approved SIDS 1s
encouraged tor IFR departures. An appropriate
SID procedure should be suggested to pilots
durmy pretlight planning in order for them to
realize the greatest benefit trom standardization
of mstrument departures.

INSTRUMENT APPROACHES
AND LANDING MINIMUMS

Approved instrument approach  procedures
are published in DOD Flight Information Publi-
cations (Terminal) or other similur type publica-
tions. Landing minimums for precsion and
surveillance radar approaches are published in
DOD Flight Informatton Publication (IFR Sup-
plement). If available, runway visibility may be
used to determine the visibility minimums ex-
cept that prevailing visibility is used for circling
approaches.

Definitions

For the purpose of mstrument approach
criteria,  the Navy  defines multipiloted  and
single-piloted aircraft as stated i the following
paragraphs.

SINGLE-PILOTED  AIRCRAFT. A single-
piloted aircraft is any aircraft that Las one set of
flight controls or any aircraft configured with
two scts of tlight controls and being operated by
only onc pilot. except that tundem cockpit
aircraftare considered as single-piloted aircraft
regardless of the number of piiots embarked.

MULTIPILOTED AIRCRAFT. A multi-
piloted aircraft is any aircraft that has two sets
of flight controls located side by side in a single
cockpit and operated by two pilots. Single-
piloted aircraft with side by side seating oceu-
picd by the pilot in command and an assisting
Naval Flight Officer (NFO) which are configured
for and assigned all-weather missions, may cper-
ate within the same clearance and approach
criteria assigned to multipiloted aircraft pro-
vided the assisting crewmember has the equiva-
lent of an instrument rating (in accordance with

chapter 12 OPNAV 3710.7 (Series) ) in type
aircraft and can monitor the pilot’s flight instru-
nients. monitor and control communications,
and assist the pilot in acquiring tie runway
visually,

Approach Criteria

SINGLE-PILOTED AIRCRAFT. An instru-
ment approach is not commenced in single-
piloted aircraft when the reported weather is
below the minimums prescribed in table 2-1 for
the type approach being conducted, unless an
emergency  exists. When a turbojet enroute
descent is to be exccuted. the approach is
considered to commence when the aircraft
descends below the highest initial penetration
altitude established for the high altitude instru-
ment approach procedures for the destination
airport. However. once an approach has been
commenced, a pilot may. at his discretion,
continue the approach to the approved pub-
lished landing minimums as shown in the appro-
priate Flight Information Publication for the
type approach being conducted.

The absolute minimums for a single-piloted
aircraft on a precision approach are: 200 foot
ceiling/height above touchdown (HAT) and visi-
bility onc-half miie/2.400 feet RVR or pub-
lished minimums. whichever is higher.

AIRCRAFT IN FORMATION. - Formation
flights of morc than two aircraft during descent
in instrument weather conditions are prohibited
except in an emergency.

Formation flights may not commence an
instrument approach when the reported weather
is less than circling minimums for the runway/
airport in usc. In the event a circling approack is
not authorized, VFR weather minimums apply.
Once an approach has been commenced, the
leader may, at his discretion, continue the
approach in formation to the approved landing
minimums as shown in the appropriate FLIP for
the type of approach being conducted.

MULTIPILOTED AIRCRAFT. PROPELLOR
DRIVEN AND ROTARY WING.- Except in an
emergency, instrument approaches in multi-
piloted type aircraft may not be commenced
when the reported weather is below approved
published landing minimums unless it has been
determined that the aircraft has the capability to
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procecd o an alternate aieport in the ovent a
missed approach must be executed

MULTIPHLOTED AIRCRAFT, JEL. Baeept
N an emergencey . jot muttipiloted aircratt may
not commence an approach when the reported
waiather is below the approved published Linding
nunimums tor the type approach being con-
ducted. Onee an approach his been commenced.
S plot may, at his discretion. continue the
approach 1o the approved published landing
nununums as shown an the appropriate FLIP for
the ty pe approach being conducted,

CRITEFRIA FOR CONTINUING INSTRU-
MENT APPROACHLS TO A LANDING. The
published minimum descent altitude. (MDA) or
decision height (DHD as applicable. is the lowest
altitude to which any  aircraft may descend
durmg an instrument approach. unless the pilot
has the runwaty environment (See Appendix D in
sight and  landing ¢m be executed.  cither
stright-in or from u circling approach. which-
ever is specified in the approach clearance, A
missed approach must be immediately exccuted
upon reaching the missed aoproach point if the
runway cnvironment is not in sight of it a safe
kinding cannot be made. For PAR approaches.
the point at which the glide path elevation and
minimum altitude or decsion height coincide
must be used to identify the missed approach
poiat.

On precision radar approaches. the pilot may
eapect to receive control instructions until over
the Linding threshold: however, course and glide
patn information given after DH should be
considered advisory in nature.,

FINAL APPROACH ABNORMALITIIS
DURING RADAR APPROACHES. The rudar
controller wil issue instructions to cexecute a
missed approach or climb and maintain a spe-
afic altitude and tly a specificd course. when-
ever the completion of a safe approach is
questionable because one or more of the follow-
ing conditions cxist:

I. Safe limits for the radar approach are
exceeded or radical aircraft deviations from the
noraal approach path are observed.,

2. Position or identification of the aircraft is
in doubt..

3. Radar contact is lost or a malfunctioning
radar is suspected .
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4. Fickl conditions, conflicting traffic. or
other tower observed unsafe conditions, pre-
clude approach completion.

Fxccution of the miswed approach by the
pilot is not always necessary for conditions
stated in sentences numbered 1. 2. or 3 in the
preceding paragraph if the pilot has the runway
or approach/runway lights in sight, In these
cases. controller phrascology is: (reason) “IF
RUNWAY OR APPROACH/RUNWAY LIGHTS
NOT IN SIGHT. EXECUTF MISSED AP-
PROACH/(alternative instructions).” The reason
might include loss of radar contact. cte.

Excecution of the missed approach is MANDA-
TORY for the condition stated in sentence
numbered 4 in a preceding paragraph in this
section. Cuatroller phraseology should be “EXFE-
CUTE MISSED APPROACH (alternative instruc-
tions) (reason).” The reason might be traffic on
the runway. cte. The controller may issuc
instructions to climb and maintain a specific
altitude and fly a specificd heading, giving the
reason therefore, instead of the applicable mis-
sed approach procedure,

Practice Approaches

These criteria are not intended to preclude
single aircraft  from  executing  practice ap-
proaches (no landing intended) at a facility
when operating in conformance with an appro-
priate clearance and the weather at the intended
final destination, and alternate if required. meet
the criteria for an instrument clearance,

SPECIAL MILITARY OPERATIONS

There are numerous military operations that
full into the “special” category: i.c.. Air Defense
Exercises, All-Weather Low  Altitude Routes,
Acrial Refueling, ete.

Since any of the aforementioned operations
normally requires approval by the FAA, the Air
Controlman should be knowledgeuble in the
steps utilized in obtaining the necessary authori-
zation prior to the conduct of these operations.
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Altitude Reservation (A\LTRV) Procedures

An Altitude Resenation. hereafter referred to
as ALTRV. is authornzation by the appropriate
FAA fadldity for airspace utilization under pre-
scribed conditions, normally employed for tie
mass movement of aircraft or other special user
requirements which cannot otherwise be accom-
pinhed.

An ALTRYV should be utilized when a number
of aircraft must be moved with less than
standard 1FR separation or when i number of
aircraft must operiate within prescribed altitudes.
timing and/or arcas,

Provided the mission can be accomplished
without cxcessive derogation an ALTRV need
not be requested. In addition. an ALTRYV s
NOT authonzed for operations that are usually
conducted in airspace expressly designated for a
special activity.

ALTRV's may cncompass certain nuclear
tests. rocket. missile and drone activities aad
other special operations as may be authorized by
FAA approval procedure.

Mixion Planning

Originating units (squadrons. etc.) should
assign a project officer for cach proposed
ALTRYV approval request (APREQ). He is re-
sponsible for prior coordination with the follow-
ing:

1. ARTCC in whose area the flight originates
to obtain acceptabic departure procedures up to
the first cruising altitude.

2. Designated controlling agency for approval
to transit restricted or waming areas.

3. Designated scheduling unit for approval to
use or transit refueling tracks and Qil Burner
routes including associated tracks.

4. Appropriate military bases concerning the
use of an Intensive Student Jet Training Area
(ISJITA).

5. Appropriate FAA Liaison Officer.

Time criteria for the submission of ALTRV
APREQs to the Central Altitude K-servation
Facility (CARF), Washington, D. C., are con-
tained in ATP 7610.4 (Series), Special Military
Operations.

Figure 2-1 illustrates the ALTRYV flight plan
form that is utilized for planning and submission

to CARF. This form is utilizecd when the
reservation request is to be mailed or hand-
carricd to CARF. Requests that are sent via
teletype should follow the format contained in
ATP 7610.4 (Scries).

CARF Responsibility

ALTRV APREQ's received by CARF via the
mail service should be acknowledged by phone
or teletype.

Requests received that cncompass overscas
operations are coordinated by CARF with the
appropriate control agencics.

CAREF is required to forward ALTRV APVL's
(approvals) to all ARTCC's concerned at least 24
hours prior to the proposed departure time (as
specified in the ALTRV flight plan), unless a
shorter time is coordinated with all ARTCC’s
concerned,

For airspace that is not under the jurisdiction
of CARF coordination with the appropriate
ARTCC to obtain approval for ALTRV
APREQ’s is the responsibility of CARF.

ARTCC Responsibility

ARTCC is responsible for the following:

1. Review ali ALTRV APREQ’s to insure
completeness.

2. Coordinate departure procedures with the
appropriate approach control facilitics.

3. Insute that the flight has been approved up
to the first cruising altitude requested. provided
that this altitude will be attained within the
originating ARTCC arca or the first adjacent
ARTCC area.

4, Insure that required separation exists be-
fween two or more missions departing within
the center of origin area to the altitudes speci-
fied in 3 above,

S. Deliver all ALTRV APVL’s to the desig-
nated project officer in accordance with delivery
instructions received from CARF.

6. Notify appropriate approach control facili-
ties of approved ALTRV’s which will operate
within airspace delegated to approach control,

7. Forward departure times and/or cancella-
tion of ALTRV uaircraft to CARF and all

ERIC 2126
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-

concerned ARTCC’s. Notify the appropriate
approach control facilities of cancellations only.

For more detailed information relative to
special military operations the reader is urged to
consult Special Military Operations, ATP 7610.4
(Series).

FLICGHT PLANNING SECTION

In flight planning, pilots utilize the facilities
and space provided in the flight planning section
of air operations. Here pilots assemble the
necessary information, which is required for a
proposed flight., on the flight plan log and the
aircraft clearance form (DD Form 175-Military
Flight Plan, or DD Form 1801-International
Flight Plan).

Flight planning facilities of operations build-
ings vary in size, depending on the mission of
the station and the amount of traffic that they
support. Examples of two different missions are
major training stations and fleet support sta-
tions. The intent is to provide space and
facilities sufficient to permit a reascnable num-
ber of pilots to concentrate on flight planning
problems at the same time without crowding or
other unnecessary annoyance during this impor-
tant phase of every flight.

FLIGHT PLANNING/APPROVAL
BRANCH SUPERVISOR

The supervisor is the key to the efficient and
effective function of any operation. Flight Plan-
ning/Approval may be considered one of the
most important functions of the ATC division.
Although it does not include what may be
considered the more exciting functions of
actually controlling air traffic, as do the tower
or radar operations, it probably presents the
greatest challenge to a supervisor. It is at Flight
Planning/Approval that physical contact is made
between the users of, and the air controlmen
who provide, air traffic control services. Logi-
cally, the image or personality of the division,
department, and station may be the result of the
majority of opinions formed concerning the
services received. culminated by this contact.

8,

-

It is a generally accepted practice to assign the
young personnel, new to the Navy. to this
branch to begin their development of air traffic
control skills. These men have a tendency to try
to imitate or take for their own those quailities
they admire and respect in those they identify as
leaders. If the leaders they respect and admire
are skillful, aggressive, and professional air con-
trolmen who create by their interest and action
a good attitude toward flight clearance func-
tions, then these new men will develop good
attitudes. A supervisor wants his men to be
cooperative, 0 be willing to pitch in when
emergencies arise, to have pride in the organiza-
tion, and to feel they have a stake in it. These
cooperative attitudes are a byproduct of a
supervisor’s dealings with his men.

A supervisor can stimulate interest by helping
his men see why their work is needed and how it
fits into the whole pattern of air traffic control.
He can develop their initiative by encouraging
them to join in figuring out ways of making
their work easier and better, and by delegating
jobs to those who can and should be doing ihem
and occasionally checking and acknowledging
the fact that they are done properly. At the
same time the supervisor must avoid stifling
initiative by oversupervision.

A supervisor will necessarily carry out an
oricntation program for all new men. But it
takes more tme and attention to get the
younger men off to a good start. This 1s worth
doing because they have many useful years in
the Navy ahead of them if they get started right.
The new men probably lack confidence and it is
up to the supervisor to relieve the tension. Once
they have some confidence, are familiar with
their surroundings, know their shipmates, and
know who is to give them orders, they ire able
to learn faster. It may be helpful to put them
under the wing of a more experienced air
controlman to help them adjust and find their
way around.

The flight planning/approval branch super-
visor’s professional qualities are already proven
by his attained rate and selection to a supervisor
position by his seniors. This combined with
good training and management practices will
insure the efficient and effective operation of
the Flight Planning/Approval Branch.
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EQUIPMENT AND LOCATION

The purpose of the tlight planning section is
to provide a centralized collection of acronauti-
cal information necessary for, and required by,
aircrews to prepare flight plans.

The flight planning section should be located.
organized, and cquipped in conformity with the
following stundards:

I. It should be located in a convenient
position adjucent to the weather office and the
flight approval desk. Its location should be
clearly indicated by direction indicators to guide
transient aircrews.

2. It should be manned by Air Controlmen
trained and qualified to maintain flight informa-
tion publications and associated wall displays.
The personnel assigned to this section should be
in sufficient numbers to operate the section
throughout the normal working hours of the air
establishment.

3. It should include adequate accommoda-
tion with suitable furnishings for aircrews to
thoroughly prepare their flight plans in reason-
able comfort. The furnishings should include
wall space for the display of required aeronauti-
cal information, plotting tables, adequate light-
ing arrangements, and storage for charts. publi-
cations. and forms required by aircrews.

4. Navigation equipment must include plot-
ting instruments, flight computers, and a clcck
indicating Greenwich Mean Time.

5. Sufficient quantities of flight information
publications and related information applicable
to the mission of the activity and area of
location shousd be available.,

6. NOTAM’s devoded to plain language must
be main tained up-to-date for rcady reference,

7. The following publications are utilized
occasionally for reference purposes and should
be avaifable in limited quantities where required ;

4. Federal Aviation Regulations, Part 91,
General Operating and Flight Rules.

b. Airman’s Information Manual.
c. International NOTAM’s (FAA).
J. International Flight Information Man-

-~

ual.

. Air Almanac.
Foreign Clearance Guide.
Language Glossaries.

G .G

h. DOD catalog of acronauticul charts and
tlight information publications.

AERONATUICAL CHARTS
AND PUBLICATIONS

One of the flight planniiig/approval branch
supervisor’s functions should be to insure that
an adequate stock of aeronautical charts and
publications is maintained for flight crews and
that they are kept current and corrected. All the
Navy’s acronautical charts and publications are
procured and distributed by the Defense Map-
ping Agency Hydrographic Center (DMAHC).
Washington, D. C.

The Defense Mapping Agency Hydrographic
Center is responsible for production or procure-
ment, inventory management, and distribution
of navigational and intelligence material to mect
the Navy/Marine Corps operational require-
ments. DMAHC also maintains appropriate liai-
son with agencics within the Department of
Defense, Coast and Geodetic Survey, and other
chart producing agencies regarding production,
procurement, and distribution matters.

There are two Hydrographic Center Depots
which serve as primary stock and distribution
points; Clearfield, Utah and Philadelphia, Pa.
These depots provide charts and publications for
the nine Hydrographic Centers which are at the
following locations:,

CONUS

—

OVERSEAS

. Nortolk, Va.

. Jacksonville, Fla.
. San Dicgo, Calif,

. San Pedro, Calif,

Rodman, Canal Zone
Cubi Point, P.1.
Atsugi. Japan
Honolulu, Hawaii
Naples, Italy

Wit —
il e S

Each hydrographic center has a geographical
area of the world for which it is responsible.
They stock and issue acronatuical charts and
publications, selected periodicals, air intelligence
publications, and Army maps. Additionally,
selected nautical chart portfolios and related
publications are stocked uncorrected for emer-
gency issuc.

The requisitioning of aeronautical material
from the DMAHC distribution system is accom-
plished as described in the DOD Catalog of

=)
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Aeronautical Charts and Publications. The pur-
pose of this catalog 1s to provide a listing of
USN/USAF acronautical charts and pubhcation.
DOD Fhght Information Publications (FLIP's).
and miscellaneous items available to DOD users.
This catalog itself is a looseleat” notebook type
publication containing several sections, cach of
which describes certain procedures or charts and
publications available. For example, Section 11
consists of requisitioning and distribution proce-
dure which must be followed and Section 111
lists the FLIP's availuble. ete. The catalog is kept
current by semiannual publication of new or
replacenent pages contaiming chinges or addi-
tions. There is also a classified DOD Catalog of
Acronautical Charts and Publications of similar
construction for ordering classified charts and
publications..

That portion of Section I that applies to
Navy/Marine Corps requisitioning procedures
should be the subject of the supervisor's close
attention both in general use and training. This
section contains complete information necessary
to correctly order needed acronautical charts
and publications. including the source to order
from. Figure 2-2 is an example of a completed
DD Form 1149, which is the document used for
requisitioning charts and publications.,

In order to expedite the processing of requisi-
tions. items should Le Jouble spaced on the DD
Form 1149 and separate requisitions should be
submitted for each category of material as
follows.

1. Charts.

2. Publications.

3. LIPS,

All requisitions must be sined by the Com-
manding Officer or his authorized representa-
tive.

The spaces to be filled out on the DD Forin
1149 are explained in figure 2-2. The following
explanation provides additional background in-
formation:

l. In block number 6. requisition number,
the first portion of the number should be the
unit identification code preceded by the letter
N. This is referred to as the activity account
number in the catalog. Unit identification codes
consist of 2. 3. 4. or § numeric or alphabetical
characters assigned by the Comptroller of the

ERIC
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Navy te identity burcaus. systems commands.
ships. aircraft units. shore activities. ete. In
machine processing the unit identification codes
of less than 5 characters would be preceded by
seros to make a five character field. The DOD
Activity Address Directory (DODAAD) provides
a code designation and clear text address of cach
DOD activity that requisitions or receives mate-
rial. The vode in the DODAAD for all Navy
uctivities and certain Marine Corps activities
consists of the unit identification code assigned
by the Comptroller preceded by the letter N,
The second portion of the requisition number
indicates the Juiian date, which consists of two
clements: the last digit of the calendar year and
the numerical consccutive date of the calendar
year.: In the example in firgure 2-2 the year is
1972 and the day is the 228th consecutive day
of the year or 15 Aug. The numerical consecu-
tive day of the year may be found on govern-
ment issue calendars.,

The unit identification code of cach Navy
activity can be found in NAVCOMPT Manual.
Vol. II, or the DODAAD. If neither of these
references is available, the activity Comptroller
Department may be contacted by telephone.

The last portion of the serial number is the
requisitioning activity’s request number. This
number on cach new requisition must increase
by at least one digit. A log may be maintained so
that as cach requisition is prepared, its origina-
tor's serial number is assigned and logged to
prevent duplication and/or omissions.

2. Block 7 is normally blank unless the
material is required prior to/or after the time
allowed by the issuc priorily designator shown
in block 8. In the Uniform Material Movement
and Issuc Priority System. the issue priority
designator is determined by a combination of
factors which relate the military importance of
the requisitioner (Fleet Activity Designator) and
the urgency of need designator, The Fleet
Activity Designator (FAD) is a Roman numeral
(I to V) and is assigned by appropriate authority
within the chain of command. The FAD for any
activity may be obtained by contacting the
Supply Department of that activity. The ur-
geney of need designator (an alphabetical letter)
is determined by the requisitioning activity using
the guidance and criteria shown in table 2-2.
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Table 2-2.—Issue priority designator conversion table

URGENCY OF NEED
DESIGNATOR (UND)

FORCE/ACTIVITY
DESIGNATOR (FAD)

1 a|lm| wv| v

PRIORITY DELIVERY
DATE (PDD)

ISSUE PRIORITY
DESIGNATOR (IPD)

CONUS

OVERSEAS

DESIGNATOR A

Emergency requirements for
nonavailable material without
which the force/activity con-
cerned is unable to perform
assigned missions or tasks,

01

02

03

07

08

5 days
(120 hr)

8 days

7 days
(168 hr)

15 days

DESIGNATOR B

Requirements for nonavail-
able material which impairs
the capability of the force/
activity concerned. Missions
can be performed, but with
decreased operational effec-
tiveness and efficiency.

04

05

06

09

10

8 days

20 days

15 days

45 days

DESIGNATOR C

Material requirements needed
on a more urgent basis than
routine. For example, imme-
diate end use requirements
for repair of collateral and
administrative support equip-
ment; to meet scheduled de-
ployment; or deficiencies in
newly established outfitting
or allowance Jists,

11

12

13

14

15

20 days

45 days

DESIGNATOR D

Material requirements for in-
itial outfitting and filling of
allowances, scheduled main-
tenance, routine stock re-
plenishment, repair or main-
tenance of supply systems
stocks.

16

17

18

19

20

3u days

60 days

26




FLIGHT PLANNING

4

Chapter

-
'

JALVIUNYND

1ON

; WIDHIO CIZWOMINY 3O
$I3HIO ONIONYWWOD ML At
1 GINDIS 39 1STW SNOUKINO3

qWNO

ON TYIEIS SHOLVNIOWO - 1000
{22 ONV §1) UVE MNYIWKF - 0T
ON INNODIY  ALIALDV -EPEe

{AAvN)

3002

BIMNIN-N

81<:U|__
i0 INAOWY
ALUNYND
w. 1SNw !;Ov.m ALEINYAD

‘6¥LL wiog4 QQ-—'Z-Z anbiy

NOWSINOA INUNOY LWEW LON $300
L N CFOVSSIW VIA SISO LweNS T

1ENVEL N GIDVYWYQ
$1 30 ‘QUSINOIX SY 10N SI TVRUYW
# “va NG AS GIAHDI ION S
TVRAYW G31SINOM # IDVN0S LOVIMOD t SUON

Homieen
YT PITILDITI YT I L T WN

oan 30 s s W 1T ¢ 08 v .

UMK Y K LUK PARNP RO P Y gx sung g " EYI < ad

PR 7 R SR
g b s e S
NS G S - A
il L R T B Y. ¥ orgm s N
b= _ [ g
wegIngI§I830| JO S8V TpReIXR uu-u..!lv Kww :3 paaynbay  uoRIRITITISNL
pa * aTwe] o8 “paithbal 81 (PIINION 210P ANy wING BATIING]

etiel

T

sreven e weis o, a0
TePsw NPT UR ER S

oL e 220epi0e som ve sue
ermene vmtri 0o i .H N L.

- T006 Wl mﬁﬂT e !imw 1:.

238 ‘snomsiincs/Putivaday, mii-su0

el "-(R 833D
™-Tk #IND
eaneaug spragaty WirM S ‘0 2

T i 3es STI-11 amp |
z ‘e N-1 I
[} L] -1 U

A

4

e 7i-11 *uwY ‘,
’ vinolwy epnitity Ae7 S 0 ' 1

‘

It

-..o:-u:a.‘

.|.:|-|.r||li;.
020737x3 $) NOU |
NWNLSIQ SO SISVE 41 gdoATD

NI 38 1SNw NOUVIHLSH

“Mssos gJ
‘SAVG $7-0C MOV  1DM4 |
3aVi Of SI IDNVHD 3iva 8O
13S¥D ML SIHINS 4l 'OINNDM
¥ONOCY ON ¥0) QIMADN
S WllYw 31vQ JUVYIIONI

——

1 2
AWO Iwu !O a!m!!.: ] ‘.:3
— TYRUYW 'GILVIKINI LON #1 (SILVC JAISNIDMI

I 4O QO NS ¥ 3O/ °I< “IWYNOSYIS | ~
‘v 3 FANL NV 303 o
INUINO m- —mu:Ou- HH BINLINM u—<v.ol..~

" sasvd |
| 1SOW NI L3S DHDIdS ML |
A%) GINNDOW4 AVIAUDNIS 30 |
AVW IVINLIYW IVHL 2ION AL |
ﬁ GNV WLl AS SINIWIINOIN ST

_1 1213 “sena |
.—-<xu oWV dnd) w04 |

vox el L4

rreant tue manassany =

S 10996 *coey Ry uvs 042
3333330 suvrIviado 3TV i1V

{£¥-VAD)} YIS TV0D $5Q
200 wee s oee o

1098 YeIn ‘preTsIvED

Sonme w0 3000 o

=37

Ve VAD 20430 XANZD NHEVEDMUIAR YRA
sancans v sasogaree _ e e e
'-’ (] (T9-¥AD) ¥as Tvao ssn

LINIHNDO0 ONidditB/ ADI0OAM ONY NOILISINO 3N
@ e® AN PRI eeTaT T

_— TR R e e

—_— e

HIVINO TviRtYw |
_[uo WAL INO zo:.msoualm

T aano |
305 Mt 150N SsHACY |

IC

Aruitoxt provided by Eic:

)

E




AIR CONTROLMAN 1 & C

With certein exceptions. these two factors
(FAD and UND) will enable the requisitioning
aetivity to determine e issue priority designa-
tor (IPD). For example. suppose that vou are
ordenng aeronautical cliarts: you determine that
yvour FAD is 1V, and considering your ship’s
expected deployment date and the necessity of
the charts you determine that the urgency of
need  designator should be C. By referring to
table 2-2 you locate FAD IV, then move down
the column directly below the 1V until adjacent
to the urgency ot need designator C. This gives
yvou un IPD of 14. This 1s the number that you
would place on the DD Form 1149 in the
paonty blockh.

3. The Commuanding Officer or his authorized
representative must sign the DD Form 1149 and

15 reqpired to personally review any urgency of

need designator A and vahdate it. Additionally.
anurgeney of need designator B must  be
reviewed and validated by persons designated by
the Commanding Otficer. The supervisor should
msure that control of issue priority designator
utilization is exerensed in the division and kept
realistic betore submitting the requisition for an
approving signature.

4. FLIP's are distributed in predetermined
quantities and to a predetermined hist of addres-
ses or automatic distribution. The  basis of
distribution is in accordince with a table in-
clud2d in Section 11 of the Catalog of Acronaut-
ical Charts and Publications When requisitioning
FLIPs using the DD Form 1149, if automatic
distribution of subsequent issues of the material
ordered s not required. then a statement that
the requoest IS a one-time request must  be
mcluded on the form. An annual survey is made
by ihe appropriate DMA distribution control
office to establish. confirm. or revise organiza-
tional requirements for FLIPs to keep the
automatic distribution etftective.

Chart Updating Information

Additional updating information on acronaut-
wal charts is provided for DOD uscers listed in
the catalog in two monthly publications. The
DOD  Acronautical Chart Updating Manual
(CHUM) is published to fumish information on
significant chart changes and corrections. Each
monthly CHUM supersedes the previous one,

The DOD Acronautical Chart Bulletin is pub-
lished to inform users of new cditions of charts
and publications, to furmish information on
replacement charts, and to provide notices per-
taining to supply. Semiannually a DOD Acero-
nautical Chart Bulletin Digest is published to list
the current edition dates of all charts shown
graphically i the catalog. The monthly bulletin
is a4 cumulative system which contains new
additions since the last bulletin was published
and they should be retained for the six month
period  preceding publication of the Bulletin
Digest. The Bulletin Digest includes the still new
or revised information from thos . previous six
bulletins and when the Bulletin Digest is re-
ceived, the previous six bulletins may be dis-
carded and the process starts again.,

To determine if a chart is a current edition,
usc the following procedure:

1. Check the edition number of the chart
against the cdition number listed in the latest
Bulletin Digest and subsequent monthly bulle-
tins. It the numbers are the same. the chart is
current. If the bullctins list a higher edition
number the chart is obsolete and should be
replaced.

2. Check the CHUM to sce if the chart
requires modification. Refer to Section 1 of the
latest CHUM for a listing of charts which require
additional or updating information. If the chart
is listed, refer to Scction 11 of the CHUM for
the correction information and apply the
changes to the chart.

3. Check Section IV of the CHUM to see if
there are any special notices that contain correc-
tive information for the chart.

4. Check NOTAM files and Memorandum for
Aviators files for possible navigation notices
which may cffect the chart,

There is also a classified DOD CHUM of
similar construction for use with classified
charts.

WALL DISPLAYS

Certain types of information required to be
available in flight clearance can be displayed
very cftfectively as a wall display. The amount,
extent. and complexity of such displays are
dictated by the mission of the particular activ-
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Chapter 2 FLIGHT PLANNING

ity However. the followmng items ot information
are examples of matertal which may be inade
available m theht clearance as wall displays:

P\ general thght planning chart Fhis chart
should be o laree one such as the FLIP low
atitude planning chart. and have some means of
muisurement for roughly determining distance
of considerable magnitude, for prelinunary plan-
nng

2 A local thght planning chart(s) of suitable
saitle showing VER mgress and egress corridors.

3. Scaled terrain/obstruction charts  which
may  mclude overlays depicting current SID
courses and their proximity to known hazards.

4. Charts showing details of local special use

arspace and training arcas, including limits of

the locul tlying arca.

5.\ wallboard, appropriately marked. upon
which to place effective Memoranda for Avia-
tors

6. NOTAM display. A standardized display
board for NOTAM's as prescribed in OPNAV
3721.1 (Series) s designed to accommodate the
publication procedure of the Navy/Air Force
NOTAM system. This particular arca of responsi-
bility of the flight clearance supervisor should
recene considerable attention. He must insure
avatlaihity  of sufficiently knowledgeable per-
sonnel to maintain a current NOTAM display
and 1o asust pilots in checking the NOTAM
information. The NOTAM board must be con-
stantly updated. at least once cach hour. and
obsolete material must be promptly removed.
When a new NOTAM s received. the Summary

should be updated immediately. The accuracy of

NOTAM™ for your particular activity should be
venified at least one hour after receipt of the
Summary. Since the sole  purpose of the
NOTAM systemn is to assist the pilot in safer
flight and the information is only of value after
it reaches the pilot who s planning a flight, the
effectiveness of the entire NOTAM  system
depends on how well cach individual performs
the functions assigned.

7. Laghted or other types of display boards to
indicate general flying weather conditions are
not mandatory. It used. however. such displays
must be standardized to show termina! ceiling
and viibility conditions indicated by the follow-
ing color codes:

Aruitoxt provided by Eic:
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a. At or better than ceiling and visibility
mintmum prescribed  for  flight  under
VFR. GREEFN.

b. Below ceiling and visibility prescribed
for thight under VER but at or above the lowest
mnimum for an approved instrument approach.
imcluding PAR. AMBER.

¢. Below the lowest minimum for an ap-
proved instrument approach, including PAR. -
RED.

USE OF FLIGHT CLEAR-
ANCE EQUIPMENT AND
SAFETY PRECAUTIONS

Most basc operations offices have some type
of landline (direct phoneline) equipment for
direct voice communications with ARTCC, FSS,
cte. All such phone lines are identified by a
particular numbci. Correct procedure to follow
if these lines should fail is developed locally by
the supervisor. Supervisors must insure that all
personnel in  the  Flight  Planning/Approval
branch arc familiar with such procedures, It is
especially important that they know what to do
and who to call on the reguluar telephone in case
of a direct line failure.

Teletype machines in base ops will probably
require more attention from a supervisor than
inost other equipment since they are relatively
difficult to operate correctly. The supervisor
must insure that the operators are properly
indoctrinated concerning the proper codes pre-
scribed for the particular types of messages that
lus office sends. This is especially important
with automatic systems since tmproper coding
of a heading to a message may cause the message
to be rejected by the computer that routes the
message to itended receivers. This would re-
quire deing the same job again, which introduces
a delay in message delivery. Normally there is a
time lapse of at least 30 minutes between the
time the pilot of a proposed IR flight submits
his proposed flight plan until he calls departure
control for his clearance.

If too many delays are introduced into the
processing and submission of the proposal via
teletyps, the clearance may not be available
when the pilot 1s ready for it. Considering the
expense of the aircratt and pilot sitting there
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waiting for clearance, when the delay problem is
at the Flight Approval office, the necessity for
correct and rapid communicitions should be
apparent.

As in any situation, the senior personnel nust
be continuously safety conscious. They should
make periodic inspections of work arcas for
potentially hazardous situations. Around tele-
type machines, consider the following precau-
tions or actions:

1. The top cover of the muchine should never
be opened when anyone is working around it
with nctal objects such as paperclips, thumb
tacks, cte.. that might fall into the mechanism.

O
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Such objects, it allowed to fall into the machine,
could severely damage it or possibly short out an
clectrical component and cause an clectrical fire.

2. 1f an clectrical fire should result, unplug
the machine or otherwise disconnect the electri-
cal circuit, such as with a master switch. It may
be necessary to use a fire extinguisher. Be sure a
CO, extinguisher is available in the area and that
everyone knows the location.

3. Insure that personnel are properly indoc-
trinated as to the proper procedure for replacing
teletype paper and ribbons since improper instal-
lations may jam or damage the machine or in
any cvent delay its return to service.




CHAPTER 3
FACILITY OPERATION

Because of the many advantages of standard-
ization. the Navy has endeavored to apply this
principle to air traffic control to the extent
possible. Cooperation with the FAA and other
military agencies of the DOD to develop a
common civil/military system is one example.
The Naval Air Training and Operating Standard-
ization (NATOPS) program is another, These
standards attempt to provide uniform systems of
efficient operation and opcrational guidance for
ATC facilitics. Differences between agencies and
facilities are recognized. however. and appro-
priate options to provide the required flexibility
is retained. It is the intent of this chapter to
discuss those procedures applicable to most
naval ATC facilities relative to the operation of
the facility which are not included or referred to
elsewhere in this training couisc.

AIR OPERATIONS MANUAL

Loca! flying rules and instructions are found
in regulations issued by the various fleets. forces.
naval air stations. and other naval activities
where aircraft are based or operated. In accord-
ance with OPNAV 3721.1 (Series). Navy and
Marine Corps facilitics develop and publish Air
Operations Manuals which should include all
those subjects that arc considercd as local
administrative or operational procedure. Since
this manual establishes local regulations. it is
considered as a continuation or supplement to
OPNAV 3710.7 (Scrics) NATOPS Cencral Flight
and Operating Instructions Manual which con-
tains the overall standardized general flight and
operating instructions for Navy and Mcrine
Corps facilitics.

Senior AC's should become involved with
their Air Operations Manual. They should make
their ideas for improved or more cfficient
procedures known to the proper individual in

the chain of command. The best possible evalua-
tion of such a publication must come from
pilots using and the controllers providing the
service regulated by this manual.

The following basic outline for an Air Opera-
tions Manual should be adhered to as closely as
possible considering local conditions and services

offered. which could necessitate some variation.

1. General

a. General prudential rules.

b. Hangar and service facilities (including
wheel load capacity of runways and parking
aprons).

¢. Night lighting facilities.

d. Hours of operation.,

2. Clearance of aircraft.
a. Instructions for filing flight plans.
b. Weather minimums.

3. Course rules.

a. Taxi instructions.

b. Takeoff instructions.

¢. Landing instructions.

d. Runway use procedure.

¢. Definition of local fl/ing area.

f. Acrobatic areas.

g. Bombing arcas.

h. Local obstructions.

4. Air traffic control.

a. PAR procedures, if applicable..

b. Procedures for checking “wheels down
and locked.”

¢. Emergency procedures.

d. Procedures for civil operations which
infringe upon the control zone and/or airport
traffic area. such as crop dusting, sign towing,
forest fire fighting, etc.

5. Transient aircraft.

a. Accommodations available.

b. Transportation available.

¢. Instructions for clearance of passengers
for flights.

d. Procedures for handling visiting VIP’s.



AIR CONTROLMAN [ & C

e. Procedures for expeditiously  handling
the orders of personnel authorized per diem.

f. Customs procedures. hours, and require-
meats (at stations on foreign soil and  where
applicable m the U.S.).

g Procedures tor obtaining tlight rations.

h. Procedures for obtaining required regis-
tered publications necessary for flight.

1. Procedures and facilities for temporary
stowage of registered material and weapons.

Jo Availability of clothing, shaving articles.
cte.. for unevpected RON's and Bingo crews.

6. Aircraft crash and rescue,
Crash and rescue hill,
< Scarch and rescue hill,
. Salvage il
7. Hlustrations.
. Traffic pattern charts.
L., Taxi pattern charts,
Prohibited. warnmg. or restricted arca

T e

= [

I

charts.,

d.
charts.
. Scaled terrain/obstruction chart.

Target droppmg and  bombing arca

[

One copy of cach new or revised Air Opera-
tions Manual is sent to CNO. DMAHC, COM-
NAVAIRSYSCOM and the appropriate NARAS-
PO. Distribution to other activities that use local
facilities is accomplished as needed.

A complete and current Air Operations Man-
ual 15 a definite asset to an ATC facility. It
enjoys fairly wide distribution and is useful to
interested  persons  unfamiliar with the local
activity  who intend to use the facility and
scrvices offered, Also. it is a useful tool for a
facility’s indoctrination and training program
since it is a collective publication of regulations
which affect local flying operations and proce-
dures.

Morcover. it the Air Operations Manual is
ignored and allowed to become a dust catcher in
the files. it can be a mceaningless waste. The
Navy has taken steps to prevent this by requir-
ing. through regulation, that a periodic review be
conducted to insure that the subject matter is up
to date. However. like any regulation, the
effectiveness at the local level depends upon the
initiative and insight of those regulated.

Q
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FACILITY LICENSE

SECNAV Instruction 3770.1 (Series) establishes
responsibility and describes the procedures for
use of Navy/Murine Corps aviation facilities by
other than military aircraft as authorized by the
Federal Aviation Act of 1958,

AUTHORITY

The Federal Aviation Act of 1958 states that
air navigation facilitiecs owncd and operated by
the U.S. may be made availuble for public use
under such conditions and to such extent as the
head of the department or other agency having
jurisdiction thereof deems advisable and may by
regulation prescribe.

Navy and Marine Corps aviation facilitics are
established to support the operation of Navy
and Marine Corps aircraft. Equipment, person-
nel. and material are maintained only at a level
necessitated by these requirements. SECNAV has
established the policy that, except in the case of
a bona fide emergency. Navy and Marine Corps
aviation facilities will not be used to support the
operation or maintenance of commercial or
private aircraft cxcept as follows:

I. Aircrift other than those belonging to the
US. Government may use Navy and Marine
Corps facilities it necessary and if so authorized
under the provision of SECNAV 3770.1 (Serics).
provided that:

a. They do not interfere with military
requirements. and the security of the military
operations, facilitics. or cquipment is not com-
promised.

b. No adequate civil airport is available,
(An cxception to this is flights in conncection
with official government business.)

¢. Pilots comply with regulations promul-
gated by the cognizant military agency and the
commanding officer of the facility.

d. Civil aircraft users assume the risk in
accordance with the provisions of the Aviation
Facility License.

¢.. Each aircraft is cquipped with two-way
radio which provides a capability for voice
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communivations with the control tower on
standard Navy /Marine Corps frequencies.

t. The user. or requesting government. has
obtumad permission through diplomatic chan-
nels tfrom the host country wherein the facility
of mtended landig 1s located. if applicable.,

2. At jomnt avil/mihtary facilitics. the agree-
ment entered into when establishing the joint
use operation may take the place of SECNAV
3770.1 (Sceries) concerning vivil use .

3. At facilities in toreign countries, the
provisions of status ot forces agreements, treat-
ies of mutual cooperation, or other international
agreements must also be considered.

4. Aircraft being produced for a military
agency under contract may use Navy facilities
for testing and cxperimental purposes if the
contract so provides, or it is determined that it is
in the best mterest of the government to do so.

5. Aircraft operating under a Military Trat-
fic Management and Terminal Service (MTMTS),
Military Airlift Command (MAC). or Navy char-
ter or contract for the movement of DOD
passengers or cargo may be authorized to use
facilitic, when required tor loading, en route. or
terminal stops.

CIVIL USE OF NAVAL FACILITIES

The use of naval facilitics by civil aircraft is at
the risk ot the operator. The Navy assumes no
liability or responsibility by rcason of the
condition of the landing arca. taxiways, radio or
navaids or other equipment, or for notification
of such conditions. or by acts of its agents in
connection with the granting of the right to use
such facility. Additionally. no responsibility is
assumed for the security of or damage tc aircraft
while on gevernment property.

Operators of civil aircraft using a naval facility
are required to comply with the air and ground
rules promulgated by the Navy or the command-
ing officer. Such operators are required to
comply with FAA requircments for filing flight
plans. When a flight plan is regqquired, it must be
filed with the commanding officer or his author-
ized representative prior te departure., When no
flight plan is required. the operator must furnish
a list of passengers and crewmembers, the

aitport of first intended landing. the alternate
airport, and the amount of fuel i hours to the
flight clearance authority, or the local company
ofticial. as appropriate. prior to takeoff.

The applicable weather minimums are those
established for a specific airline. if appropriate,
or those as published in the Airman’s Informa-
tion Manual, or il none are vstablished. those
established by the commanding ofticer,

The commanding officer may conduct an
inspection of the aircraft, its crew and cargo, or
passengers as may be required. Compliance with
local customs, immigration, agriculture. and
public health regulations is the responsibility of
the aircratt commander., The commanding offi-
cer will inform local officials of the arrival of
civil aircraft subject to such regulations and will
not authorize takeoff clearance until such regu-
lations have been met.

If a Navy facility has been approved as an
alternate airport. radio clearance must be ob-
tained from such facility as soon as the decision
is made to use it.

In the case of an cmergency landing, the
commanding officer will obtain from the pilot
of the aircraft a written report of the conditions
pertaining to the emergency.

APPLICATION AND APPROVAL
OF FACILITY LICENSE

Nonmilitary aviation interests desiring use of
a Navy/Marine Corps facility will be required to
execute an application for an Aviation l-acility
License (OPNAV Form 3770-1) and submit a
Certificate of Insurance (NAF FAC 7-11C11/36)
which indicates insurance coverage before ap-
proval for use of the facility can be given, The
following list contains exceptions to this condi-
tion:

1. Aircraft owned or operated by depart-
ments or agencies of the U.S. Government.

2. Aircraft owned or operated for noncom-
mercial purposes by agencies of a foreign
government, except in the case where the
forcign governmesnt charges fees foi U.S. Gov-
ernment aircraft.

3. Aircraft owned and operated by states.
counties, or municipalitics of the U.S.
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4. Awrcratt operated by Ny Manie Corps
flying clubs or Acro Clubs of other mihitan
services which are operated as imstrumentalities
of the Federal Government.

he commanding  officer has authorty 1o
approve or disapprove operations of civil aireraft
at his facility.  There are condittons  which
require hagher authonty approval. in which case
commanding  otficers torward the application
and ficense to such higher authority.

HANDLING PROCEDURES AT
THE ATC DIVISION LEVEL

Copies  of approved  Facility Licenses are
normially on file in the ATC division office for
reference. It s necessary that division personnel
are aware of the aireratt operators authorized to
use your fucility to avoid unnccessary delays
when such operations are impending. Fhe sim-
plest procedure would probably be maintenance
of a current It of approved licenses in the
tower, radar facihty. and flight approval branch.

EMERGENCY PLANS AND SERVICES

Commuanding officers of air facilities are
required to develop and maintain current opera-
tional plans and procedures to sure maximum
potection of arreraft and satety ot personnel
during an cmergency situation: Senior AC's will
be called upon for advice and assistance when
these plans are developed or updated to insure
that they are effective and workable from the air
trattic control aspect.

Additionally, tramisg of new personnel in this
particular tunction s probably the most difficult
to perform since actual conditions requiring the
use  of these procedures oceur infrequently.
Consequently, supervisors must conduct drills
frequently which simulate emergencey conditions
to develop the skills and reactions required of
controller personnel.

CRASH AND RESCUE SERVICES

NAVMAT Instruction 11320.11 (Series) pro-
vides the basic policy and organization for
performing  the aircraft fire protection and
rescue function at Navy and Marme Corps air

ERIC
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activities s e on s the basie doaement
trom which comnandie ot O promuateate
the local crash and rescue il whice should bea
patt ol the Lealits s i Operations Manual.

The ACS partapation i crash and rescue
procedure s mainly once of communication; i.c.,
notification of impending flight opcrations to
permit  positioning of cquipment in an alert
status and notification of a crash or an impend-
ing emergencey landing to the apprepriate sta-
tions on the crash alurm system.

At all times when the runways are in use at a
facility. a runway alert will be maintained. The
runway alert consists of the appropriate men
and cquipment strategically located to permit
the men to observe the entire runway and
respond immuediately to an emergency., The
purpose of the runway alert is rescue of person-
ne! involved in unannounced emergencies and to
observe and report any suspected malfunction of
aircraft to the control tower. In the event
landings and takeoffs are being conducted simul-
tanceusly and both operations cannot be ob-
served from one position, a sccond runway alert
should be provided.

At all times when flight operations are being
conducted, a standby alert of the appropriate
men and equipment should be maintained in a
state of readiness such that they can respond to
an emergeney from their statdby position to the
ficld alert position within 3 minutes. The pur-
pose of the standby alert is to supplement the
runway alert and provide additional firefighting
capability when necessary.

Additionally, a backup standby alert is main-
tained when flight operations are being con-
ducted consisting of the appropriate men and
cquipment from the security forees, ordnance
disposal crews, and the station firefighting orga-
nization in a state of readiness such that they
vin respond to an emergeney promptly from
their normal working spaces. These supporting
forces should assume the position of standby
alert upon notification of an emergency and
await the instructions of the senior firefighter at
the scene.

Alert Phases

Local alerts are outlined in the crash and
rescue bill promulgated for your station. It may
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be desrable for emereenay cquipment 1o he
alertcd on g standby or ready basis through the
wwt ol ptwesphiase or thive-phase alert system., A
tpreal tuee-phase alert maght consst of the
tollowing.

1. Alert 1 Indicating an arcraft approach-
ing the airport is in minor difficulty: ic..
feathered prop on a multiengined aircratt, o1l
leak. cto: Fmergency cquipment and  crews,
other than those normally oa duty. at the
runway, would standby at the crash barn for
further instructions.

2. Alert 11 Indicating the aircraft approach-
ing the airport is in major difficulty:i.c.. engine
on fire, faulty landing gear. no hydrauiic pres-
sure, cte. This would mean that emergency
equipment would proceed to a predetermined
location (cnd of runway. cte.) to await develop-
ment of the potential cmergency .

3. Alert {11 Indicating an aircraft is in-
volved in an accident on or near the airport. The
emergency cquipment would proceed immeds-
ately to the scene of the emergency .

ACs in the tower will usually observe or
receive information regarding impending emer-
gencies and will notify the crash and rescue
crews and other appropriate personnel on the
crash  alarm  system.  If such information is
initially received at locations other than the
tower, personne! in the tower should be notificd
immediately to permit timely notification to all
concerned. Various systems of notification and
communications are  required  for crash and
rescuce  operations at air focilities: these  are
discussed in detail in AC 3 & 2, NAVTRA
10367-F.

Crash Drills

Response tinie scems to be the most impor-
tant factor to surfice when evaluating a reaction
to an aircraft cmergency other than actual
control procedure employed by the air traffic
controller. Data on survivable gircraft accidents
and fire tests cmphasize the urgency of arriving
at the accident scene in the shortest possible
time. Test and experience data show that oven-
pant vscape time can be extended by prompt
fire suppression operations. Many items that
affect response time are fixed. such as number
and type of crash cquipmient necessary  per
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category of aircraft operation and the number of
personnel necessary  to adequately man such
cquipment. However. crew reaction time is one
item which may be considered variable and is
affected by  communications  procedures and
practices for the alert. The AC has a definite
degree of control of the alert. To cnhance
development of a4 minimum  response  time,
frequent drills should be conducted to allow
tower personnel to actually use the procedure
for alerting the crash crew. The following items
should be stressed in cach drill:

1. Use of the grid maps to pinpoint accident
scenes both on and off the airport.

2. Prompt transmission of messages pertain-
ing to a crash and other information available to
assist in the location of the accident scene.

3. Prepositioning of crash cquipment when
the situation permits advance notice that an
emergency eXists but the aircraft concerned is
still ¢it route to the air station. Although the
physical positioning is the Crash Captain’s re-
sponsibility, the tower controller must concern
himself with which runway the emergency air-
craft will use. the control of other traftic at the
air station. both ground and air traffic, and
insuring that such other traffic dous not hinder
the movement of enrergency vehicles and equip-
ment,

4. Tower crew cfficiency in effecting an alert
when word is received from another source that
an cemergency situation exists or a crash has
oceurred.

HAZARDOUS CARGO

The crash and rescue bill must contain pro-
visions for notification of the necessary person-
nel concerning the movement of hazardous
cargo. The operations duty officer and the tower
will be aware of the movement by aircraft by
inclusion of such information in the normal
exchange of flight plan information. Particular
phrascology and descriptive terms  associated
with hazardous cargo are contained in Navy
SWOP 20-11 centitled Precautionary Measures
Involving Aircraft Carrying Hazardous Cargo,
and are classificd Confidential. Senior AC’s must
make sure that their men have the necessary
security clearance and know and understand
these terms.
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In the event an wireratt carrving hazardous
cargo 1s mvolved in an emergency. spevific
mformation, m addition to the normal emer-
geney procedure. must be relayed to the crash
andorescte crews and explosne ordnance dis-
posal personnel tor the protection of all con-
cerned  Specific local directives are established
tor notification procedure of an accident involv-
mg specral weapons based on OPNAV Instruction
R110.16 (Series) entitled Nuclear Activities and
Nuclear Weapons Incdents

SCATANA

A plan tor the Scecurity Control of” Air Traffic
and A Navigation Ands (SCATANA) was pre-
pared jointly by the Department of Defense, the
Federal Aviation Administration. and the Fede-
ral Communications Commission. The purpose is
to establish responsibilities and  procedures to
provide for the scecurity control of civil and
military  air tratfic and certain Federal and
non-Federal air navigation aids during a Defense
Fmergencey /ar Detense Emergency. SCATANA
is disseminated m the Navy as OPNAV Instruc-
tion 3722.30 (Serics).

The North American Air Defense Command
(NORAD) based on the requirements of the
exmting miahitary situation, directs the extent of
security control of air traffic and air navigation
aids an the area or arcas affected m the interest
of national secunty  Full SCATANA procedures
may be mplemented or. in limited situations.
only the EFmergency Sccurity Control of Air
Trattic (SCAT)Y rules may be placed in effect.
Fmergeney SCAT rules are contained in FAR 99
and provide for the ready identification and
control ot all air tratfic in the event of a Defense
Emereency

Upon declaration ot an Air Defense Emer-
gency. NORAD region commanders notity FAA
ARTC centers within their areas of responsi-
bility of the alert and the extent of implementa-
tion of the plan. The ARTC centers, in turn, will
dissemunate the appropriate portions of the alert
to civil and military air traffic control facilitics
under their jurisdiction.

LFach cmvil and military  ATC facility must
maintain a current SCATANA action form for
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that facility and execute the instructions there-
on at the direction of the ARTCC.

Testing Procedures

To msure that SCATANA actions can be
taken expeditiously, tests are conducted at
frequent mtervals. The tests are origmated at the
NORAD region level. All Federal facilities re-
sponsible for SCATANA actions must partici-
pate. The participation and reporting are pre-
scribed on the SCATANA uctions form tor a
particular facility. During such tests. all actions
are simulated.

Senior AC’s must be familiar with SCATANA
and the facility’'s SCATANA action form to
provide for expeditious action and handling of
an alert or tests. An internal procedure for
dissemination of an alert or test is necessary to
insure that those concermed or affeeted at a
facility receive notification and accomplish the
required action in minimum times.,

LETTERS OF AGREEMENT

Letters of Agreement. after appropriate ap-
proval, are official documents describing specific
procedures and jurisdiction concerning air traffic
mutually agreed upon between ATC facilities.
Requirements for issuing Letters of Agreement
are varied and in general include the following:

1. Supplement established operational or pro-
cedural instructions.

2. Define interfacility coordination require-
ments concerning control of air traffic.

3. Establish or standardize operating meth-
ods.

4. Describe special operating conditions or
specific air traffic control procedures.

5. Delegate areas of control jurisdiction and
conditions of their use.,

6. Describe procedures or mininums that
differ from normal standard procedures to satis-
fy a requirement of a user activity.

DEVELOPMENT

A Letter of Agreement is a jointly executed
agrcement. However, through coordination of
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atfected facilitics. the responsibility tor develop-
ment a1 i processing of such Letters is deter-
nuned ane assigned to a single tacility. Letters of
Agreement depicting naval operations are nor-
mally prepared by the aftected naval tacthty.
Although the responsibility is ultimately the
commandmg officer’s, senior ACs are neces-
sarily involved and frequently responsible tor
development of the original Letter for approval
of lugher authornty

When developmg Letters oft Agreement, the
following guidelines should be followed.

| Confine the material in cach Letter to a
single subject or purpose.

3 Describe the responsibilities  and  proce-
dures applicable to ecach facility and organiza-
tion invoived.

3. Attach charts or other visual presentations,
when appropriate. to depict the condiiions of
the agreement.

4. Delegate responsibility for control of IFR
tratfic by describing the arca aftected, defining
the conditions of use of the arca, specitying the
Jdetails of the control procedures to be used and
commumcations and coordination requirements.

5. Coordinate with other facilities and agen-
cies as appropriate.

APPROVAL

After the necessary coordmmation with at-
fected facilities and the basic Letter is mutually
agreed upon locally. two copies of the proposed
Letter are sent to the FAA regional office for
review This may not be required where local
FA\ officials possess authority to approvce stch
documents. In any case, the local FAA officials
will normally handle the proposed Letter as far
as FAA review and approval are concerned.

After review and approval of the proposcd
Letter by the FAA. the responsible facility will
preparc the Letter in  final form including
incorporations of instructions as a result of the
FAA review. An cffective date should be estab-
Inhed allowing sufficient time (at least 30 days)
fter distribution for facilities and controllers
aftected to become familiar with the conditions
of the agreement. Additionally, Letters of
Agreement between naval facilities and the FAA
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must be approved by the Chief of Naval Opera-
tions before they are official.

A copy of the formal letter of agreement
should be sent to the Chiet of Naval Operations
for record purposes. Copies of letters of agree-
ment currently i ceffect and not previously
forwarded should also be forwarded for record
purposes.

By conducting a periodic review of ¢xisting
letiers of agreement the AC will be able to
determine if they are in a current status and
conform with current policies and directives.

MEMORANDA OF AGREEMENT

Memoranda of agrecement are prepared with
FAA at jointly statted ATC facilitics when it is
necessary to regulate and standardize the in-
ternal operation of a facility. They co ain
instructions pertaining to administrative or vpe-
rational practices and procedures, either tem-
porary or permanent.

LOCAL ATC DIRECTIVES

Naval aviation shore facility directives, or, if
applicable. joint air station/tleet air command
directives, are promulgated when it is necessary
to accomplish any of the following?

I. Supplement established local opcrational
or procedural mstructions.

2 Establish or standardize local operating
methods.

3. Describe special local operating conditions
or specific local air traffic coutrol procedures.

Directives are issued for the purpose of
insuring that air traftic control personnel and
aircraft operators arc aware of special local
procedures. Examples of proper subjects for
directives arc:

1. Reduced runway scparation criteria for
arriving and departing aircraft.

2. Intersection takcoff procedures and re-
quirements.

3. Special military climb procedures.

4. Special military approach procedures.
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CONTROLLLER CERTIFICATION,
RATING. AND PROFICIENCY

Commanding officers of Navy and  Marme
Corps shore activities aperating VO tacilitios
must ansure that only personnel who are certi-
ficd m accordance with AR 05 and qualitied i
accordance with OPNAY 3721.1 (Series) (ATC
Facilitios Manual) and local tracility directives are
permitted to control air traffic. Additionally . uir
tratfic controllers under truning must be prop-
erly supervised by qualitied controllers.

FAR 05 estabhished the requirement of pos-
sesston of basie B AN control tower operators
certificate Fhen, qualihicat-on n operating po-
stion is aecomplished locally . and when an
appheant has qualified for all operating positions
at a particular control tower. he s assued 2
“facility rating.”

Surveillance and precision radar controllers., in
addition to the basic 'AA certification. must be
graduates of the GCA controller school and
be qualitied in accordance with local direc-
tives, Commanding officers must msure that an
appropriate entry s made moan individual’s
service  record when  considered  qualified  to
control wreraft under msirument  conditions
using suneillance or precision radar

A facility’s training progriam must necessarily
be a continuous operation tor the various levels
of certification and ratings required. Keeping the
number of qualificd controllers at the required
level s a never-ending problem considering the
Navy's duty assignment rotation system. Senior
AC’s may be directly responsible for the traming
program atself. and mooevery case will have
definite responsibilitics within the various phases
of training.

The officers and enlisted crews of the ATC
facilitics should trin at the actwity as a team
and as such are considered wateh standers.

Training ot controllers 1n positions other than
those at which they are qualitied should be
condueted in VFR  conditions. Nonqualified
controllers in training must be under the direct
supervision of a qualified controller when actu-
ally engaged in the control of aircraft.

Cross training in as many operating positions
as possible is desirable for ATC personnel to
provide the flexibility of rotating controllers
throughout the air traffic control division.
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Intformation required to qualify controliers at
cach operating position must be included in
tocal ATC tacility operating instructions. exceept
when such mtormation readily  available n
other pubheations, Al imtormation required to
tram and  qualify  controllers must be hept
current and readily available

Officer and enlisted  radar operators must
develop and mamtamn proficiency by controlling
at least § approaches per week. Where the
amount of wr traftic limits proficiency. those
controllers qualificd to control IFR traffic may
concurrently count those trainee controlled ap-
proaches they actively monitor.

EXAMINERS

CTO examiners are designated by the FAA in
sutficient numbers and locations to meet the
certification and rating requirements. All FAA
tower chiefs. the FAA chief controllers at
jointly operated Navy/FFAA factlities, and FAA
air traffic representatives at military approach
control facilities are designated as examiners,
The examiners are authorized to conduct the
written and practical eXaminations prescribed by
F/\R (\S

Where FAA examiners are not sufficient or
avalible  to satisty  the needs of 2 military
facility’s certification and rating needs. military
examiners may be appomted as reqaired and
requested by the mihitary agency. This initial
request is made to CNO (OP-513) for validation
of the requirements. For other than the initial
request. o commanding officer may communi-
cate directly with the FAA Regional Office to
obtain a Letter of Designation for an individual
which signifies the designation of military
esaminer by the FAA, CNO (OP-513) must be
mtormed m the latter case, Personnel recom-
mended as military  examiners miust meet the
cligibility qualifications listed in  Handbook
7220.1 (Series) for examiners

MONITORING CONTROLLER
PROCEDURE

The FAA has been authorized and requested
tosreport results of in-flight monitoring of air
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traffic control procedures employed by Navy/
Marine Corps air traffic facility personnel. In
reporting the results and making recommenda-
tions concermng the procedures checked. the
FAA personnel communicate directly with the
facility commanding officer or his authorized
representative. The report is made by comple-
tion of an FAA form ecntitied ATS Facility
Monitor Report. If conditions altow, the FAA
personnet may discuss the check informally with
the facihity personnel.

Scnior ACs in supervisory positions should
insure that the FAA flight monitor personnel
and/or the reports are appropriately received
and that the recommendations or comments are
taken 1 the constructive manner in which
offered. The discrepancics noted should be
reviewed and corrected as feasible. A careful
analysis of any derogatory comments should be
made and consideration given to recommenda-
tions. The supervisor can make good use of the
recorder tape in a review of this type and
preferubly in company with the controllers
affected. The proper attitude toward ard the use
of these reports will assist supervisors in main-
taining a high degree of professionalism among
controllers.

FAA AIR TRAFFIC
REPRESENTATIVES

At certain locations where approach control
authority has been delegated to the military, an
FAA representative may be assigned on a resi-
dent basis. The Navy considers such liaison
representation with the FAA important to main-
tain an ctficient and effective operation of Navy
approach control service. The responsibilitics
and authonty of such representatives include the
following’

1. Conduct continuous inspections to insure
that the equpment performance and assigned
personnel mieet aceeptable standards.

2. Suspend approach control authority in the
interest of safety considering sufficient numbers
and proper certification of facility personnel and
operation in accordance with jointly agreed
upon control procedure.

3. Recommend changes to improve the scope
of service provided. personnel training and certi-

fication. and development and utilitization of
improved procedures for increased cfficiency .

Deficiencies or discrepancies noted by such
representatives  are normally brought to the
attention of the ATC facility officer for correc-
tion, except that when the ume clement m-
volved would jeopardize the safety of tlight,
‘on-the-spot action may be taken prior to the
normal notification procedure.

NAVY APPROACH CONTROL
FACILITIES

The Federal Aviation Administration (FAA)
has statutory authority and the responsibility
for the provision of air traffic control service to
promote the safe. orderly, and expeditious flow
of air traffic within designated controlled air-
space. Accordingy. the authority for the con-
duct of approach control scrvice rests with the
FAA. However. by mutual agreement between
the. FAA and the cognizant military service,
approach control authority may be delegated to
the commanding officer of a military aviation
activity, This authority is for the primary
purpose of providing approach control service
for military installations, but may include civil
airports located within the designated controlled
airspace. When so delegated, approach control
authority may be exercised through a tower,
mobile or fixed radar facility or a combination
thereof, utilizing the standardized procedures
prescribed by FAA Terminal Air Traffic Control
Handbook 7110.8 (Scries). Military air traffic
control personnel conducting approach control
operations must be qualificd and certificated in
accordance with the FAA Certification and
Rating Handbook 7220.1 (Serics).

In the interest of cconomy. the FAA has been
invited to utilize naval radar air traffic control
facilitics to provide approach control service for
certain terminal arcas encompassing naval avia-
tion shore activities. When the FAA chooses to
exercise this option, such facility is designated a
joint USN/FAA facility and approach/departure
control is conducted thercfrom for all airports
within the designated controlled airspace. Gen-
eral guidance regarding the administration and
operation of joint USN/FAA facilities is con-
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tained in applicable provisions of OPNAVINST
3721.1 (Series).

CRITERIA FOR CATEGORIZING NAVAL
AIRFIELDS

In order for wrficlds to cfficiently support
aireraft operations it is essential that they be
provided navigational s, lainding aids (elee-
tronic and visual), communications equipment
and  services as necessary to control aircraft
operating in IFR conditions.

The Chiet of Naval Operations is responsible
for programming cquipment for installation at
naval airfields to meet designate-! mission re-
quirements.

Categories of arficlds listed herein are based
on cquipment stalled and services availuble.
The wvarious categories delincate facility IFR
operating capability during the times of operni-
tion indicated in the FLIP IFR Supplement.

Where reference is made to g standard preci-
sion instrument approach procedure it is one
that has been authorized in accordance with
OPNAVINST3770.2 (Series), Airspace Procedures
Manual

Categories of Airfields

Category A. A naval airficld capable of sup-
porting IFR flight operations and having a
standard precision instrument approach proce-
dure authorizing approaches to minima less than
100 feet height above touchdown (HAT) and
1/4 mile visibility or 1200 feet runway visual
range (RVR).

Category B. A naval airficld capable of sup-
porting IFR flight operations and having a
standard precision instrument approach proce-
dure authorizing approaches to minima less than
200 feet HAT and 1/2 mile visibility or 2400
feet RVR. but not less than 100 feet HAT and
1/4 mile visibility or 1200 feet RVR.

Category C. A naval airfield capable of sup-
porting IFR flight operations and having
standard precision instrument approach proce-
dure authorizing approaches to minima not less
than 200 feet HAT and 1/2 mile visibility or
2400 fect RVR.
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Category D. All other naval airficlds having
the capability of supporting IFR flight opera-
tions.

Table 3-1 contains a listing of navigational
aids. landing mds, communications equipment
and services relative to the categorics of IFR
airficlds previously fisted.

Requests for additional or improved equip-
ment and/or services to enhance the opcrational
capability of a facility are initiated by submit-
ting a Naval Arr Traffic Control. Air Navigation
Aids ard Landing Systems (NAALS) Opcra-
tional Capability Improvement Request (OCIR)
in accordance withOPNAVINST 3721.5.

FACILITIES FLIGHT CHECK

Safety of flight and effective control of
aircraft movements necessitate that the com-
ponents of air navigation systems be accurate,
adequate. and reljable. Various types of navaids
are in use, cach serving a speeal purpose in the
system of air navigation. Experience has shown
that electronic navaids do not always provide
accurate information even though ground moni-
toring equipment indicates normal operation. A
physical check of navaids must he conducted to
determine  the degree of accuracy to insure
continued reliable operation.

The FAA, having statutory responsibility for
the operations and maintenance of the common
systeme of air navigation and traffic control
within controlled airspace. conducts the flight
checks of navaids based on jointly agreed stand-
ard flight inspection procedures. These proce-
dures are contained in the U.S. Standard Flight
Inspection Manual.

AUTHORITY AND RESPONSIBILITY
OF FLIGHT INSPECTORS

Standard flight inspection procedures require
specially equipped aircraft and specially quali-
fied aircrews. Because of the influence and
importance of a flight inspector’s position. only
the highest caliber personnel are assigned this

duty.
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Table 3-1.-Equipments and services required

Category A{ B}l C| D| El F{ G{ H| I | J}| K

A

8

X[ X1 X| XI X| X| X[ X| X| X| X
¢

XXX X XX X} X]IX]X]X
D XX X} X| X X| X| X

Key to Required Fquipments and Services List

AL Crash/rescue equipment

B.  Hard surtaced runway with standard runway markings

€. Runway hghts

. (ontrol tower

. UHF arground communications

t.  Ilght panmng tacihities (ncluding weather briefing and NOTAM services)
G. Published mstrument approach procedure (other than radar)

. Approach Control Service

Air Surverllance Radar (ASR)

Preusion Approach Radar (PAR)

Higir intensity runway hghts (iR L)

Approach bights U.S. std A system (or equivalert as detined in OPNAVINST 3770.2)
Runway centerline hghts

Touchdown 7one (TDZ) hebts

Runway Visual Range (RVR) capability

Radar cquipped Termmal Area faality

mozzoAET
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The authority and responsibilitics of a flight
inspector include the following:

I. Schedule and conduct tlight inspections of
navaids and ground communications equipment
in accordance with established procedure.

2. Determine the adequacy of the facility to
tulfill its required function.

3. Certify the operational status of facilities
based on the results of a flight inspection.

4. Coordinate with maintenance personnel in
the correction of malfunctions noted.

5. Report the results of the flight inspection
to the appropriate authority.

6. Analyze and evaluate the overall perform-
ance of all services provided for use in air
navigation by a facility.

7. Determine minimum reception altitudes of
navaids and communication equipment.

8. Conduct initial and periodic tlight inspec-
tion of reporting points.

TYPES AND PRIORITY
OF FLIGHT INSPECTIONS

Ofticial flight inspections are of five basic
types as follows:

I. Site evaluation. To determine the suitabli-
lity of a proposed site for a permanent installa-
tion.

2. Commissioning. A comprehensive flight
inspection to determine that the facility will
support its operational requirements.

3. Periodic. A regularly scheduled flight in-
spection to determine that the facility will still
meet the standards for a commissioned facility.

4. Special. A flight inspection required by
special circumstances to determine facility per-
formance or characteristics.

5. Survcillance. An unscheduled flight in-
spection of commissioned aids to determine that
performance continues to mect applicable stand-
ards.

Prioritics of flight inspections are assigned to
provide for an order of accomplishment when
such inspections arc required for more than one
purpose at the same time. Generally speaking, all
Special flight inspections are first priority; all
Site and Commissioning inspections are second
priority: and Periodic and those Special inspec-
tions for the purpose of adjusting a navaid that
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is alrcady within acceptable tolerance are third
priority.

FREQUENCY OF RECURRING
FLIGHT INSPECTIONS

A schedule of periodic flight inspections is
contained in the Flight Inspections Manual
specifying the minimum number of inspections
required annually and the number of days
between inspections. This schedule is the mini-
mum requirement, In some cases it may be
necessary to conduct inspections more fre-
quently to assure satisfactory performance.

Generally, the requirements for periodic flight
inspections of cach individual navaid are satis-
fied by complete inspection of that aid. How-
ever, some navaids such as TACAN and DF lend
themselves to a partial inspection on a progres-
sive basis. In this manner. requirements for
checking all the required items are satisfied
within the specified number of days between
inspections.

GENERAL FLIGHT
INSPECTION PROCEDURE

Except for periodic flight inspections, the
usual procedure to initiate a flight inspection is
by a request from appropriate authority. A
request for a flight inspection should not be
initiated unless ail ground equipment is in place,
properly adjusted and calibrated, and operating
normally. Upon receipt of a request for a flight
inspection, authority within the flight inspection
organization will notify the facility of the ETA
of the flight inspection aircraft. No request or
advance notice of arrival is required for a
periodic or special f'"ht inspection, but it is
often desirable to permit ground personnel to
schedule their activities to allow participation in
the inspection.

In preparation for the flight inspection, a
thorough understanding between ground person-
nel and the flight inspection team is essential for
a successful inspection. In the interest of making
an cfficient flight inspection, certain prepara-
tions are required of ground personnel so as to
insure adequate communications, provide for
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availability of maintenance personnel. insure
that controller personnel are briefed on the
altitudes and arcas to be flown when in con-
gested areas, ete,

Normully, the flight inspection is te.anically
an operation between the inspection team and
maintenance personnel concerning the error of
the equipment, etc. However, controller person-
nel are utilized by the inspection team concern-
ing air traffic control during the inflight inspec-
tion: and although the controllers are not
evaluated. apparent controller deviations will be
noted during inspections of the entire facility.

Where dual equipment is provided, both sets
of vquipment must moet the same tolerances.
On some types of equipment. both sets must be
thoroughly checked while for other types a spot
check and comparison of operation are suffi-
cient. Details for each type navaid are included
in the Flight Inspection Manual section on that
particular navaid. Additionally, standby power
supplies will be checked on the commissioning
inspection only unless there is suspacted deteri-
oration while the standby source of power is in
use.

Upon completion of the flight inspection, the
inspector will discuss the inspection with ground
personnel. determine facility status. and prepare
the appropriate reports. An informal discussion
is usually best to acquaint ground personnel
with problems encountered during the flight
mspection, This is especially true in the case of
DF and radar inspections where the human
element 1s mvolved. Whenever possible. such
discusstons should he held directly with the
personnel concerned.

The theht mspector will determine the tacility
status and 1nsure the appropriate ground person-
nel are advised.

FACILITY STATUS CLASSIFICATION

The facility status classification indicates the
general extent of usability as determined from
each inspection. The flight inspector will assign
one of the classifications as follows:

1. Unrestricted. The facility meets all tol-
erances and is fully usable within its service
volume (specific limits of distances and alti-
tudes).
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2. Restricted. The facility meets established
tolerances within its service volume except in
specific areas which 1aust be clearly defined in
the various publications available to users.

3. Unusable. The facility is unsafe. unreli-
able, and unusable for air navigation.

FLIGHT INSPECTION PRO-
CEDURES FOR CONTROLLERS

No specific tolerances are established for
controllers during flight inspections; however,
supervisors should insure that experienced con-
trollers are available and are thoroughly familiar
with the flight inspect”  procedures contained
in the U. S. Standard I nght Inspection Manual
for the particular navaid scheduled for inspec-
tion,

Apparent participating controller deviations
are normally brought to the sugervisor’s atten-
tion.

For flight inspections of DF aids, controllers
must be able to direct the aircraft over the
station, report station passage, (within 1% miles
at 1,500 feet) and provide pertinent information
relative to the DF service. The inspector deter-
mines whether or not the entire system is safe
and reliable. If a DF approach has been estab-
lished for emergency use, the controller must be
able to direct the pilot into a position from
which a sate landing can be made.

Controllers that participate in flight inspec-
tions of ASR and PAR equipment should be
experienced personnel and familiar with the
flight inspection objectives. They should partici-
pate in the initial meetings prior to the tlight
inspection where scope operation, target inter-
pretation. and other techmques are mutually
agreed upon. To determine the usability of the
entire system, an evaluation of the controller
performance, in addition to checks of the
system accuracy, is necessary. It is difficult to
determine the exact degree to which equipment
or controllers contribute to overall performance.
Any tendency of controllers to give erroneous
advisories or instructions, or become confused
during a simulated emergency, should be noted
regardless of how well the equipment works.
While it is not feasible to evaluate each control-
ler, several approaches should be made to obtain
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an overall viewpoint. Appropriate remarks re-
garding controller performance are entered on
the flight inspection report.

FAA EQUIPMENT CERTIFICATION

A vast. complex system of air traffic control
and navigational aid facilities enables large num-
bers of aircraft to move efficiently and safely
withm the National Amrspace System. This in-
cludes FAA. military. and non-Federal facilities
designated  for use in the National Airspace
System.

In addition to the flight inspection procedure
discussed carlier. the FAA has established a
ground inspection procedure for air traffic con-
trol and navigational aid facilities. The actual
inspection is made by technical personnel in
accordance with appropriate performance stand-
ards and tolerances which will assure continual
accuracy and reliability of the system. The
publication governing ground inspection is ¢n-
titlked U. S. Intcrugency Ground Inspection
Manual. Air Traffic Control and Navigational
Aid Fucilities. It is promulgated within the Navy
as OPNAV Instruction 3721.18. The inspections
and technical performance standards prescribed
in this manual apply to all military ATC and
navaid fucilitics DESIGNATED for use in the
National Airspace System. The required ground
inspections are a responsibility of the cognizant
maintenance authority for the facility or facili-
ties. Cognizant military authority forwards cer-
tification.. based upon the maintenance author-
ity’s assurance of operation within the pre-
scribed  tolerances. to  the appropriate FAA
operational authority that the facility is func-
tioning properly.

When it has been determined. either by flight
check or by ground inspection. that a facility
does not meet prescribed technical performance
standards or tolerances. the cognizant mainte-
nance technician must notify the air traffic
control officer having operational jurisdiction
over the iacility and provide appropriate techni-
cal information on which to base a NOTAM. In
addition to military NOTAM uaction the appro-
priate FAA authority must be notified and a
avil NOTAM will be issued.
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Notification of scheduled maintenance shut-
downs of military facilities which have been
certified for use in the National Airspace System
must be submitted to the appropriate ARTCC
for concurrence i sufficient time to allow for
NOTAM issuance at least 5 hours prior to the
shutdown.

AIRFIELD AVAILABILITY

The Navy’s policy is that naval airfields must
be available for the use of military aircraft to the
maximum extent pessible, and that the aircraft
and crew must be supported to the fullest extent
possible within the capabilities of the facility.

Transient military aircraft cannot be pro-
hibited from landing at any naval airficld except
when:

1. An cmergency situation exists.

2. Construction hazards. etc.. render the air-
field uscless.

3. CNO has authorized prohibition.

4. The airficld is in a caretaker or inactivated
status.

5. Due to special operations or activities.

Any restrictions placed upon aircraft opera-
tions for safety reasons, such as inspections.
public events. etc.. must be limited to only that
time period during which the hazard actually
cxists,

Commanding officers of stations located on
airficlds which are used jointly with civil or
other military agencies can only impose restric-
tions which are applicable to naval facilities
under their control.,

In local areas containing several naval air-
ficlds. the duplication of fucilities at each of the
airficlds to fully accommodate transient aircraft
is not required if one of the fields can provide
tor the needs of transients. However, any restric-
tions imposed must be approved by CNO.

Commanding officers furnish the Defense
Mapping Agency Hydrographic Center with per-
tinent information concerning the hazards,
hours of operation, field condition, etc.. for
publication in the appropriate DOD FLIP.

Official businese only indicates the field is
closed to all transient military aircraft except
those on official business at. or near. the airfield.
Official business is further defined as the neces-
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sity for personnel aboard an wreraft to contact
personnel, units, or organizations at, or near, the
airfield most conveniently located for the service
of and in the interest of the Government. This
does not provide for use of the arficld by
transient mihtary aircraft for the purpose of
obtaining clearance. services, or other items
attendant to itinerant operations. Official busi-

ness only restrictions do not apply in case of

emergencies or for designation of the airfield as

an 1FR alternate. Permanent official business
only restrictions must be approved by CNO.

Navy commanders cannot permancntly re-
strict any military aircraft from landing at their
airficlds unles. CNO has approved of the restric-
tion. Emergency restrictions of a temporary
nature (10 days or less) may be imposed by
commanding officers without higher authoriza-
tion when landing of aircraft at their airfields is
considered unsafe.
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CHAPTER 4
TERMINAL INSTRUMENT PROCEDURES

To safely satisfy the instrument approach and
departure requirements ot the present air traffic
volume and the ensuing increases, continuing
emphusis is placed on establishment, review, and
updating such procedures. The Terminal Instru-
ment Procedures (TERP’s) handbook, OPNAV
3722.16 (Series), prescnbes stundardized meth-
ods to be used by all personnel charged with the
responsibility for the preparation, approval, and
promulgation of terminal instrument proce-
dures. This handbook, however, is not a substi-
tute for sound judgment and common sense, and
does not relieve personnel so charged from
exercising initiative or taking appropriate action
in recognizing the capabilities and limitations of
navaid equipment and aircraft performance as
associated with terminal instrument procedures.

ESTABLISHING APPROACH
PROCEDURES

The Navy cestablishes and approves terminal
instrument procedures for airports under its
jurisdiction. Navy terminal mstrument proce-
dures are official procedures. The FAA should
be notified when military procedures are can-
celed.

RESPONSIBILITY
AND JURISDICTION

Commanding officers of Navy and Marine
Corps shore installations supporting flight opera-
tions must establish terminal procedures that
provide instrument approach capability for local
and transient flight operations. The procedures
must conform to the appropriate provisions of
OPNAV's 3722,16 (Series) and 3770.2 (Series).
The Defense Mapping Agency Hydrographic
Center (DMAHC) is designated as the review and
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approving authority for all Navy/Marine Corps
terminal approach procedures. Where waivers are
required. they will be referred to CNO by the
DMAHC for approval. All minimums established
must be the lowest permissible consistent with
mission accomplishment and flight safety.

COORDINATION WITH FAA

During the formulation of approach proce-
dures, coordination must be effected with the
ATC activities that provide the associated en
route and approach control services. ATC con-
currence in the optimum approaches available
must be sought. In the event that the existing
airspace structure in and around the terminal
area is not suitable for optimum procedures, the
appropriate Department of the Navy Represen-
tative (NAVREP) or a Command Airspace Liai-
son Officer should be consulted for assistance.
NAVREP responsibilities are discussed in detail
in OPNAVINST 3770.2 (Series). Planned cancella-
tion of procedures must be coordinated with
ATC activities concerned. When praciicable, this
coordination should be effected well in advance
of the planned effective date of cancellation.

TYPES OF PROCEDURES

The various approach procedures and their
criteria are as follows:

1. Straight-In—A descent in an approved pro-
cedure in which the final approach course
alinement and descent gradient permits authori-
zation of straight-in landing minimums.

2. Circling Approach—A descent in an ap-
proved procedure to an airport for a circle-to-
land maneuver, or which does not meet criteria
for authorization of straight-in landing mini-
mujns.
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3 Preasion Approach A descent moan ap-
proved procedure where the navization tacihty
Jinement 15 normally on the runway centerime,
and ghde slope mformation s provided. 1.
PAR.

4. Parallel  Approach A procedure  which
provides for approaches to parallel runways A
facility employing dual precision radars would
quality for this type approach

NUMBERING APPROACHES

Terminal instrument  procedures should be
pumbered to be meanmgtul to the pilot. and to
perimt ready wdentification moair traftic control
phrascology.

When the angle between the final approach
coune and th» runway  centerhine meets the
strasght-in lanaing cntena. the approach should
be numbered to dentify the type of taclity
which provides final approach guidance and the
runway with which the tinal approach course is
alined. Examples VOR RWY 15: TACAN RWY
ME

When  military  operational  requirements
necessitate that more than one procedure be
published to serve the same runway. using the
same  navaid, they should be numbcered to
indicate the difference. Examples TACAN |
RWY 18. TACAN 2 RWY 18,

Where the straight-in landing criteria are not
met and the procedure is published with circling
minimums only. 1t should be named to identity
the type of facihty which provides the final
approach course guidance The first procedure
formulated for a type of tactlity should be given
the sufiix A. even though there may be no
intention to formulate additional procedures. It
additional procedures  are  formulated.  they
should be lettered n sequence.  Examples
VOR-A: VOR-B. A revised procedure should
retain the origimal leiter suftix.

PROCEDURE DESIGN

The mmimum number of approach proce-
dures should be established at a given facility
consistent with the mission requirements.
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Areratt performance difterences have a direct
cttect on the arspace and visibility needed to
perform certin manetivers, such as circle to
land, turnmz missed approach. final alinement
cortection to Lind. and descent. To compensate
tor these differences. all fined wing aircraft age
divided mto five categones, desigated category
.\ through P, based on fanding speed and weight
charact:rsties The approdach category character-
stics must be considered  when  determining
turmng radn. minimums, and obstructiun clear-
ance areds tor circhng and missed approaches.
hittary areraft category data is published in
FLIE Planning Section 1. LFach low alttude
procedure should prescnibe minimums for cate-
gonn A, B, Coand D wireratt bach high altitude
procedure should presenbe mummums for cate-
sorv C. D, and | aireraft

Heheopterns are normally  considered to be
approach category A aircraft due to their unique
mancinering capability .

Procedures which would be less restrictive
than those set forth for fixed wig aircraft may
be formulated utthymg critena contamed in
TEKP's for appheation to “Helicopter Only ™.

Common Information

Units of measurement will be expressed as
follows

1 Bearigs, courses. and radials will be ex-
pressed in degrees magnetic Radials will be
wentified by prefining the letter “R” to the
magnetic beanng FROM e faality.

2. Altitudes o publishied procedures below
the transttion level are expressed in feet above
mean sea level (MSL). Altitudes  above  the
transition level are expressed as flight levels
()

3. Distances will be m nautical miles (NM)
and tenths thereof. exceept when visibilities are
reterred to. these will be expressed in statute
miles and  the appropriate  tractions  thereof.,
Fxpression of visibility vilues m nautical miles is
permitted in overseas arcas where it coincides
with the hoest nation practice. Runway visual
range (RVR) will always be expressed in teet.

i
|
|
|
|
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Minimum Safe Altitudes

A mmmum safe attitude 15 the minimum
dititude which provides at least 1,000 feet of
obstacle clearance for emergeney use within g
specified distance from the navigation facihty
upon which a procedure is predicated. These
alutudes will be rounded to the next higher 160
foot merement. Such altitudes will be identified
g8 minimum sector altitudes or emergeney safe
altitudes and will be established as follow.:

LA mmumnum sector altitude should be
established which provides 1,000 feet obstrue-
tion clearance in o sector of a circle with a
25-mule radius from the facility upon which the
procedune s predicated. The secton should not
be less than 90 degrees. and the obstruction
clearanee should abso apply to adjacent sectors
and the penpheny of the sector within 4 miles of
the sector diviston hines. (See fig. 4-1.) Establish-
ment of minmum safe altitudes s not manda-
tory in high altitude procedures., These criteria
donot apphy to radar procedures.

2. bFmergeney safe attitude is the lowest
ditstude for eniergency use which provides 1,000
feet (2.000 feet over designated mountainous
terrai) obstritction dlearance within a 100-mile
radws of the tacility upon which the approach
procedure is predicated. Emergency safe alti-
tudes ane established at the option of the
approving authonty and are the responsibility of
DMAHC for naval procedures.

Terminal Transition Routing

Terminal transition routings shoukd begin at a
navaid or fiv by which the en route structure is
defined and terminate at the initial approach fix
of an approach procedure. Transition routings
may be Jdirect from the en route navaid or fix or
via another na ad known as a “feeder™ facility.
Any navad or fin, including en route structure
tacilitics. used by ATC authoritices in connection
with the particular approach may be selected as
a “feeder” facility. The navaids selected for
transttion routings must. whenever practicable,
be within the frequency range of the instrument
approach facility; ice.. VORTAC for TACAN
procedures. ete. Coordination of these routings
with the appropriate ARTCC must be effected.,
Changes to such routmgs that oceur between the
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times  the approach procedures are reviewed
annuglly must be reported to DMAHC for the
necessary chart revisions.

An instrument approach procedure may have
wyveral wparate segments: i.e.. mitial. intermedi-
ate. final, and nussed approach segments. In
addition. an area for circling the airport under
visual conditions should be considered. The
approach scgments begin and end at designated
fixes. however, under some circumstances. cer-
tain wgments may begin at specified  points
where no fines are available, The fixes are namied
to coincide with the assocrated segment. For
example, the intermediate segment begins at the
intermediate 1ix and ends at the final approach
fix. (See tig. 4-2.) Only those segments which
are required by local conditions need be in-
cluded in a procedure. In constructing a proce-
dure. the final approach course should be
identificd first because it is the least flexible and
most critical of 4il the segments. When the final
approach has been determined. the other seg-
ments should be biended with 1t to produce an
orderly mancuvering pattern which is responsive
to the tocal traffic flow.

Approach und missed approach procedures
should be so designed as to avoid the necessity
for navaid. SIF code. and frequency changes at
altitudes below 2,500 above the ground. Where
facilities  have the required communications
capability, procedures deuigned  primarily for
high performance single  piloted  aircraft, or
aircraft without dual radio capability. should be
designed to climinate the need for frequency
changes after commencing approach.

Initial Approach Segment

The instrument approach as such commences
at the initial approach fix (JAF). In the initial
approach the aircraft has departed the en route
phase of flight and is mancuvering to enter an
intermediate segment. It may not be necessary
to designate an initial approach segment. de-
pending upon local conditions, in which case the
approach commences at the mtermediate fix
(IF). An initial approach may be made along an
are, radial, course, heading, radar vector. or a
combination thereof. Procedure tusns and high
altitude teardrop penetrations are  mitial ap-
proach scgments. Where holding is quired.
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SECTOR DIVISION LINES

AC.216
Figure 4 1.—Minimum sector altitudes.

prior to cntenng the imtial approach segment.
the holding fiv and the initial approach fix
should coincide.

Fhe initial approach segment has no standard
length but will be sufficient to permit the
altitude change required by the procedure and
normally will not exceed S0 miles.

For low altitude procedures the OPTIMUM
descent gradient n the initial approach is 250
feet per mile with a MAXIMUM permissible
descent of 500 feet per mile.

For high altitude penetrations the OPTIMUM
descent gradient 1s 8CO0 feet per amie with a
MAXIMUM permissible descent of 1,000 feet
per mile.

Obstacle clearance within this segment is a
minimum of 1,000 feet in the primary arca (4
miles on cach side of the mitial approach course)
and 500 fect in the secondary area (2 miles on
cach side of the primary arca).

Altitudes established should be rounded to
the nearest 100 feet, i.e., 1,949 feet should be
shown as 1,900 feet and 1,550 fect as 1,600
feet.

In addition aititudes specified i the initial
approach segmeni must not be lower than any

altitude specified for any portion ot the mter-
mediate or final approach segment.

Intermediate Approach Scgment

This 15 the segment which blends the inital
approach swgment into the final approach scg-
ment. It is the segment in which  aircraft
configuration, speed, and positioning  adjust-
ments are made for entry into the final approach
segpment and should be as flat as possible. The
intermediate segment begins at the IF or point,
and cnds at the final approach fix (FAF). This
scgment may be based on an are, course, or
radial.

The length of the intermediate segment will
not be less than S miles (except for ILS and
radar procedures which are detailed in the
TERPS handbook) or more than 15 miles. The
OPTIMUM length is 10 iniles.

The OPTIMUM descent gradient within this
scgment should not exceed 150 feet per mile
with a MAXIMUM permissible descent of 300

feet poer mile.
Circling Approach Area

The circling approach arca is the obstacle
clearance arca which must be considered for
aircraft mancuvering to land on a runway which
is not alined with the final approach vourse of
the approach procedure.

The sive of this arca varies with the approach
category of the aircraft as shown in table 4-1.

Table 4-1.--Circling approach area radii
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Approach Category Radius (Miles)
A 1.3
B 1.5
C 1.7
D 23
i 4.5

o3
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To define the limits of the circling area for
the appropriate category . draw an arc of suitable
rads from the center of the threshold of each
usable runway. Jom the extremuties of the
adjacent arcs with lines drawn tungent to the
arcs. The area thus enclosed is the cirching
approach area. (See figure 43.)

Obstacle clearance within the circling ap-
proach area must be a minimum of 300 fect.
The altitude c2lected may be rounded to the
nearest 20 feet,

Final Approach Segment

This is the segment 1 which almement and
descent for landing are accomplished. The final
approach scgment considered for obstruction
clearance begns at the FAF or point and ends at
the runway. airport. or mussed approach point.
whichever 1s encountered last. Final approach
may be made to a runway for a straight-1n
landing. or to an airport tor a circhng approach

NOTE Refer to the apphcable sections of
the TERP's handbook for specific obstruction
clearance areas. required obstruction clearance.
final approach course ahnement and other de-
tailed procedures.

Minimum Descent Altitude (MDA)

The MDA is the lowest altitude to which
descent 15 authonzed in procedures not using an
electronic ghde slope (nonprecision). Aurcratt
are not autnorized to descend below the MDA
untit the runway environment 1s i sigizt, and the
aircraft 1s in a position to descend for a normal
landing. The MDA must be expressed n feet
above MSL and 1s determined by adding the
required obstructicn clearance to the MSL
height of the controlling obstruction in the final
approach and circhng approach arcas.

The MDA for a straight-in landing approach
must provide at least minimum obstruction
clearance of obstructions in the final approach
arca and meet the requirements for the mussed
approach transition. Additionally. the MDA for
a circling approach must provide minimum
obstruction clearance in the circling approach
arca.

RADI  r' DEFINING SIZE
OF AREAS, VARY WITH THY.
APPROACH CATEGORY

-
-

AC.218
Figure 4-3.—Construction of circling approach area.

Decision Height (DH)

The decision height apphes only where an
clectronic ghde stope provides the reference for
descent. as in PAR. The DH is the height,
specificd 1n feet above MSL. above the highest
runway clevation m the touchdown zone (first
3.000 feet of the runway beginning at the
runway threshold) at which a missed approach
should be imtiated if visual reference has not
been established. DH's must be established with
respect to the appropriate obstruction clearance
requirements.

Missed Approach Segment

A nussed approach procedure should be es-
tablished for cach instrument approach proce-
dure The missed approach should be initiated at
the decision height in precision approaches or at
a specified missed approach point in nonpre-
cision approaches. The missed approach proce-
dure should be simple. specify an altitude. and
whenever practicable, a clearance limit, The
missed approach altitude specified in the procedure

ERIC 96 3!
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should be sutficient to pernut holding or en
route theht

Whenever practicable, the missed approach
course should be a contimuation of the ftiral
approach  course. Turns are  permutted. but
shouid be mmimized m the interest of safety
and simplicity. When a turn of no more than 15
degrees 15 made. the nussed approach is con-
sidered straight.

The tmissed approach pomt specified in the
procedure may be the pomt of intersection of an
clectronic ghdepath with a decision height or
MDA, a navigation facility . a fix. or a specified
distance from the final approach fix. Speatic
criterta for the nussed approach pont (MAP) are
contamed 1n the appropriate seotions of the
TERP's handbook describing the various types
of approaches. The missed approuach obstruction
clearance area s basically the same for all types
of approaches except PAR which has a specific
missed approach procedure to fit the situation,

PROCEDURE FLIGHT CHECK

Prior to submission for review and approval,
each procedure should be flight checked by local
aircraft for safety and operational suitability.
When practicable, a separate check by an wircraft
of each category for which minimums are
included in the procedure should be accom-
phshed.,

RADAR PROCEDURE

Radar procedures are similar n design to
other type procedures in that an initial, inter-
mediate. final, and missed approach segment
may be established. Course guidance in the
initial and intermediate segments may be pro-
vided by radar or other navaid facilitics. Where
radar is the primary means of navigation, radar
patterns and altitudes must be established, and
altitudes must provide the required obstruction
clearance for a specified distance cither side of
the designated pattern course. Where other
navaids are used, the appropriate criteria for the
particular navaid apply.

Vectoring altitudes may be established by
dividing the area within operational radar cover-
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age into sectors based primarily on existing
obstructions. This establishes a minimum alti-
tude within a particular sector for use when
providing radar vectors. (Sce fig. 4-4.)

The vectoring chart must be prepared as
follows:

I. The center of the chart will represent the
antenna site.

2. The chart is divided into sectors us re-
quired by the different minimum altitudes.
Sectors may be depicted in relationship to
bearings from the antenna site. radials from
navigational aids, or radar display range marks.

3. Sector boundaries should coincide or be
compatible with map overlay or video map data.

4. Minimum vector altitudes assigned should
be at least 300 fect above the floor of controlled
airspace and compatible with vectoring altitudes
established for associated radar instrument ap-
proach procedures.

Lost communications procedures must be
established for radar approaches which include
procedures for the pilot to follow in the event
communications are lost with the radar facility .
Where practicable, they should include a provi-
sion to execute a nonradar approach. If such a
provision is not practicable, certain items essen-
tial for safe and orderly traffic management
should be included such as the route to fly,
clearance to a fix, altitude assignment, and the
cortrol facility to contact.

Unless otherwise indicated in the approach
procedure, a single ceiling, visibility, and deci-
sion height approved for precision radar ap-
proaches will apply to all aircraft categories.
Commanding officers, however, may specify
PAR minimums by categories if required by
application of TERP’s criteria. In such instances
a ceiling, visibility, and decision height for each
aircraft category must be established.

As a matter of policy, PAR minimums of
ceiling 100 feet and visibility 1/4 mile may only
be established when the runway concerned is
configured with high intensity runway lighting
and an approach lighting system. Touchdown
zone and centerline lighting are desirable, but
not mandatory for the 100 and 1/4 minimums.

Circling minimums should be included in ASR
procedures in addition to the straight-in landing
minimums unless a straight-in landing ASR
approach is available for each runway usable for

S7
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AC.219

Figure 4-4.—Minimum vectoring altitude chart.

IFR approaches, and provided that definite
restrictions do not preclude circling approaches.
Examples of such restrictions are limited radar
coverage and nonavailability of certain runways
during IFR weather conditions. When circling
ASR minimums are not to be authorized the
submitted procedure should be so annotated.

APPROACH MINIMUMS

As previously stated, established minimums
should be the lowest permissible consistent with
mission accomplishment and flight safety, with
the determining factors being the required ob-
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struction clearance in the final approach seg-
ment and possibly the missed approach segment.
In general, the straight-in minimums will scldom
vary by aircraft category. The primary differ-
ences will occur for circling minimums, because
the size of the arca to be considered for
obstruction clearance varies by aircraft category.
This may requirc consideration of different
obstructions for different cagegory aircraft.
Additional restrictions are possible by applica-
tion of .he tables of standard minimums con-
tained in the TERP’s handbook. These tables
specify the lowest minimums which may be
prescribed for each type approach approved.
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Consideration 1s given tor the vanous hghting
configurations 1n the standard straight-in mini-
mums table. In addition to the MDA for
nonprecision approaches and the DH for preci-
sion approaches. a ceiling value must be estab-
lished for military procedures which. when
added to the airport elevation or the touchdown
zone elevation, will result in an altitude above
MSL that is cqual to or greater than the MDA or
DH. When determining the ceiling value. con-
sideration must also be given to reportable
cetling values observed by weather service per-
sonnel. It a resultant DH is 275 feet above the
surface. the ceiling value would necessarily be
300 fect. since ceilings are reported in 100-foot
increments through 5,000 feet.

Visibility Minimums

Several factors must necessanly be constdered
when determining visibthty  mimimums, as fol-
lows

I. The distance necessary for the pilot to see
the airport or runway and sately descend from
the MDA or DH and accomphsh a landing.

2. The distance trom the final approach fix
to runway threshokhd.

3. The runway centerhine and final approach
course alinement. ctg.

No single factor can determine the required
vistbihty. and the vanous factors will vary with
the different types of approaches and local
conditions  The TERP's handbook contamns
tables of mmimum visibilitics which must be
applied m addition to consideration of require-
ments of the mdwidual approaches.

Runway visual range (RVR) minimums may
be authorized for other than circling approaches
at locations where an approved RVR installation
is available.

Approved Lighting Systems

At installations where hghting systems are
identitiable with standard lighting systems con-
tained i the TERP's handbook, the visibility
reduction afforded by such aids may be applied.
For each procedure vontaining straight-in mini-
mums to a specitied runway. an ndication
should be made as to whether or not credit for
lighting has been applicd or is desired. Because
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of the variations in hghting systems installed at
naval facihtics. the DMAHC, as the reviewing
authority in coordination with NAVAIRSYSCOM,
will ascertain whether or not the hghting install-
ed qualifies for the reduced visibility credit.
Application of lighting credit to reduce visibility
minimums is not required.

OPNAV REPORT 3722-1

In the interest of maintaining the highest
possible standards of flight safety, commanding
officers must periodically review terminal ap-
proach procedures at their facility and submit an
annual report designated OPNAV Report 3722-1.
This report is scheduled in various months,
depending on the geographical location of the
facility. To determine when the report for your
particular taality is required, refer to OPNAV
3770.2 (Series). This report is confirmation that
currently approved termmat approach proce-
dures are operationally suitable and necessary,
and that they conform to the provisions of the
TERP's handbook and OPNAV 3770.2 (Scries).
The report is accomplished by completion of an
OPNAV Form 3722/2 for high and low altitude
ADF. VOR. or TACAN uapproaches and an
OPNAV Form 3722/2 for PAR and ASR ap-
proaches  Requirements for new or revised
approach procedures that oeeur between annual
facility reporting dates are handled in this same
manner with the exceptior of the scheduled
reporting dates. Senior AC's in the A1C division
may be required to initiate this report by
physically preparing the appropriate form(s) and
msuring compliance with appropriate instruc-
tions for the commanding officer’s review and
approval.

Plan and profile obstruction diagrams  of
appropnate runway approach areas as defined in
TER?s must be forwarded with requests tor
approval of PAR procedures. unless a current
diagram is on file .at the DMAHC office. In
addition, a diagram or chart showing the loca-
tion and clevation of terrain and manmade
obstructions within the prescribed obstruction
clearance arcas for cach nonprecision and ASR
approach, specitying the appropriate circling
approach areas. must be included.

Figure 4-5 is an cxample of an enlarged,
simplified plan diagram for a PAR approach to a

o9
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Figure 4-5.—Plan diagram of a PAR approach.

particular facility. Figure 4-6 is a profile diagram
of the same approach as shown in figure 4-5. 1n
this particular case, controlling obstructions and
other governing factors allow the transition
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directly from pattern altitude (initial approach)
to final approach. Therefore, no intermediate
approach is included. The profile shows obstruc-
tions and terrain considered and the PAR final
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Figure 4-6.—Profile diagram of a PAR approach,

approach surface slope ratio which will vary
with the ghde slope angle. In this case the glide
slope angle is 3 degrees which requires a 34:1
ratio tor the first 10.000 feet and a 29.5: 1 ratio
for the remaining final approach surface slope.
No obstructions may penetrate this final ap-
proach surface slope to allow use of this glide
slope. Also shown is the missed approach ob-
struction clearance area and a 40: 1 slope ratio of
this arca on the profile to show that no
obstructions penctrate the nussed approach sur-
face slope and that the procedure is safe.

All the arca sizes, slope ratios, and other
technical information necessary to construct this
diagram are contained in the TERP’s handbook.
Much of the information necessary to complete
an OPNAV Form 3722/2 can be taken from a
diagram of this type.

Figure 4-7 is an example of a plan diagram for
a low altitude TACAN approach. Although the
profile 15 not required for 4 nonprecision ap-
proach, it may be considered helpful in deter-
mining obstruction clearance requirements,
MDA’s. missed approach points, cte. Figure 4-8
is an cxample of a profile diagram of the same
approach as shown in figure 4-7, Again the
specitications for constructing the diagram are
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contained in the appropriate section of the
TERP’s handbook.

Figure 4-9 is an example of a completed
OPNAV Form 3722/1 for the approach dija-
gramed in figures 4-7 and 4-8. Keep in mind that
when determining the minimums the appro-
pnate table of standard minimums in the
TERP’s handbook must be considered in addi-
tion to required obstruction clearance.

PUBLICATION OF AFPROACH
PROCEDURES

To satisfy the primary requirement of having
a current procedure in graphic form in the
possession of the pilot and controller at the time
of implementation, procedures should be sub-
mitted as far in advance of the implementation
date as possible., They should normally be
submitted no less than 60 days prior to the
desired effective date to allow sufficient time for
review and approval and for chart publication
and distribution. The cffective date will be
assigned by the DMAHC and will be calculated
to coincide with the publication date of the
charted procedure,
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Figure 4-8,—Profile diagram of a TACAN approach.

In order to provide sutficient ume to effect
removal of an approach procedure from the
FLIP system. commanding officers should no-
tify the DMAHC approximately 30 days in
advance of the effective date of the cancellation.
Advarnice coordination of cancellations should be
effected with the appropriate ARTCC authori-
tics. The cancellation should be promulgated by
NOTAM procedures when the next scheduled
Termwinal FLIP revision date will occur subse-
quent to the effective date of cancellation,

COMMON CIVIL/MILITARY FORMAT

The TERP’s handbook contains the approved
criteria for formulating both civil and military
instrument procedures requiring a format which
includes ample information to satisfy the needs
of both agencies.

The standard format normally provides land-
ing minimums for approach categories A
through D on low altitude (AL) approach charts,
and C through E on high altitude (JAL) ap-
proach charts. Any category may be included on
either chart when an operational advantage can
be achieved. Only those categories of aircraft
authorized to use a given procedure will be listed
on the approach chart. The term not authorized
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(NA) is used when a particular category of
aircraft is not authorized to use a specific
approach. Figure 4-10 1s an example of the
landing minimum format portion of a low
altitude approach chart.

The following is an explanation of terms not
considered self-explanatory in figure 4-10:

I. DH (decision height) applies to precision
approaches. The DH is the height MSL above the
highest runway elevation in the touchdown zone
at which a missed approach must be initiated if
the required visual reference has not been
established.

2. MDA (minimum descent altitude) applies
to nonprecision approaches., The MDA is the
lowest MSL altitude to which descent is author-
ized in procedures not using a glide slope until
the runway environment is sighted.

3. HAA (height above airport) is for civil use
and indicates the height of the MDA above the
published airport elevation,

4. HAT (height above touchdown) is for civil
use and indicates the height of the DH above the
highest runway elevation in the touchdown
zone,

5. CEILINGS are values shown in parentheses
for military use, and represent the lowest ceiling
authorized for an approach. A ceiling is ex-
pressed in feet above the published airport

63
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clevation and 1s at or above the MDA or DH.

6. VISIBILITY values are expressed as run-
way visual range (RVR) shown in hundreds of
feet. (24 equals 2.400 feet) runway visibility
(RV). or prevailing visibility (PV), which are
both shown in miles and fractions thereof.

The following terms are peculiar to helicopter
procedures and are presented here for clarifica-
tion:

I. HAL is height above landing arca eleva-
tion.

2. LANDING AREA refers to the portion of
the heliport or airport unway used. or intended
to be used, for the landing and takeoft of
helicopters.

3. LAB (Landing Arca Boundary) is the
beginning of the landing area of the heliport or
runway.

4. POINT in SPACE APPROACH 1s an instru-
ment approach procedure to a point in space.
tdentified as a Missed Approach Point, which is
not assoctated with a specific landing area within
2.600 feet of the MAP.

5. TOUCHDOWN ZONE as used in helicop-
ter procedures is identical to the landing area.

Radar Minimums

Radar minimums are presently published in
the FLIP IFR supplement in the aerodrome/
facility directs.r section for the airport con-
cerned. The information provided is basically
the same as that provided on approach charts.

STANDARD INSTRUMENT DEPARTURES
(5IDs) AND STANDARD TERMINAL
ARRIVAL ROUTES (STARs)

Standard Instr'ment Departures (SIDs) and
Terminal Instrum.at Arrival Routes (STARs)
are preplanred IFR ATC clearance procedures
preprinted in textual or in graphic and te; tual
form. The usc of these valuable aids reduces
pilot and crat-oller workload, minimizes the
probabilit of error in the delivery and receipt
of clearances, and groatly rcduces radio com-
munications.

A Standard Instrument Departure (81" is an
approved procedure that prescribes a ruute of
flight with instructions for safely departi.iyg a
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Figure 4-10.—Low altitude landing minimum format.

runway and climbing to the en route structure.,
The optimum SID provides for a direct climb on
course from an airport to join an airway or route
at a fix or facility. Extensive routing and/or
maneuvering in the terminal area prior to pro-
ceeding on course should he avoided to the
extent practicable when developing SID’s. (See
figure 4-11.)

A Standard Terminal Arrival Route (STAR) is
an ATC coded IFR arrival route established for
application to arriving IFR aircraft destined for
certain airports. (Sce figure 4-12.)

Use of STARs requires pilot possession of at
least the approved textual description. As with
any ATC clearance or portion thereof, it is the
responsibility of each pilot to accept or refuse
an issued STAR. A pilot should notify ATC if he
does not wish to use a STAR by placing “NO
STAR” in the remarks section of the flight plan
or by the k : desirable method of verbally
stating the saume to ATC,

SID’s and STAR’s may be established for any
airport where lengthy, complex and detailed
IFR clearances are regularly required to describe
routes routinely used by aircraft departing and
arriving that airport.

POLICY FOR ESTABLISHMENT

Commanding officers of Navy/Marine Corps
facilities are responsible for determining the
nced for SID and/or STAR procedures at their
respuctive activities, Consideration will be given
to transient as weli as local types of operations
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when determining the necd and i formulating
these procedures.

Commanding otticers off Navy Manne Corps
aviation shore facihtios focated within the con-
tinous ULS.. Alasha. aned Hawan should request
the appropriate FAA regional \ir Irattic -
sion to assist in the deselopment and 'or revision
of SID's and ‘or STARS tor their actimty. During
the development or revision, coordimation with
locat ATC authonity and nearby civil or military
arports must be effected  In obtanng desired
routings. arspace linitations may - create local
coordmation problems. In such anstances. the
appropriatt. NAVREP should be contacted for
msistanee.

At facilitics where the FAA does not provide
air traffic service, such as overseas, SID's STARs
may be estabhshed or revised as prescribed tor
CONUS ceacept that FAAN functions are not
applicable. Commanding ofticers are responsible
for formulation of SIDV and’or STARs in
coordination with the local ATC authories of
the host government.

After coordination of new or revised SID'W/
STARs has been completed. they should be
forwarded to DMAHC tor review in contorm-
ance with OPNAV 37702 (Series). and for
approval. pubhication. and distnbution in re-
quired quantities. A sketeh of cach SID or
STAR should be submirtted rogether with neces-
sary textual information. delineating the appro-
priate ATC clearance to be charted.

The SID sketeh should depict actual flight
paths from the runway(s' to the SID clearance
limit. mclading transitions. to perimit aeeurate
climb gradient computation

SID chart quantities desired tor station usage
should be miade known to the DMAHC. Re-
quests should be based on an estimated siv
months requirement. STARs will be published in
appropriate FLIPS i accordance with DOD
criteria.,

During loca! coordination. a mutually agree-
able cifective date for new or revised SID's
should be decided upon. This date normally
should be a minimum of 45 days afier date of
submission to DMAHC to allow for review.
approval. publication. and distribution.

Senior AC's occupying the position in the
chain of command which performs the physical
function of wir traffic control may be in the
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most ideal position to recognize the need for
establishing, revising. or canceling SID/STAR
procedures at their facility. Where the need is
recognized, they should initiate action at the
division fevel by presenting all the applicable
facts and figures which would sustain the pro-
posed procedure or action and the advantages
possible.

SID DEVELOPMENT PROCEDURE

SID’s may be mmplemented at any airport
where terrain or other obstructions require
speific departure restrictions. in addition. SID’s
may be established at any airpert where they
would be advantageous to air traftic control or
pilots. The number of SID’s implemented at a
given facility should be kept to a minimum
consistent with operational needs and the de-
parture routes most frequently used.

SID's should be designated as either high

sltitude or low altitude. according to the route

structure i which the SID is intended to
termmate, It high and low altitude SID's are
identical, they may be combined to be desig-
nated as high/low altitude SID’s. The appro-
priate  designation - high. low. or high/low —
should be indicated on cach SID pamphlet.

When developing SID’s, the following guide-
lines should be considered:

1. SIDV may commence at the end of &
runway. or basic departure routing procedures
for cach particular runway may be included as
part of a basic SID.

2. Radar vectors may be included in ieu of a
route based on a navaid.

3. Routing should be the most direct and
simplest possible.

4. ‘The number of navaids used should be the
minimum number possible.

5. Crossing altitudes/FL’s should be kept to a
mmimum. based on radials of the same navaid.
and may or may not be specified altitudes/FL's.
If crossing altitudes/FL's are specified. they
should be developed with consideration of the
capabilities of the lowest performing type air-
craft that would use the SID.

6. Noise abatement requircimments should be
considered.

7. SID’s should terminate at an airway. ra-
dial. route, or fix.
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8. SID's may have more than one transition
from a common point.

9. More than one SID may have the same
dentical transition.

10 The deseription of the SID and transi-
tion. if appropnate, on the SID chart should be
worded so that it can be casily understood.

The obstruction clearance criteria and more
detwled data for SID's are contained in the
TERPS muanual and OPNAVINST 3770.2 (Serics).

Mmimum rate of climb information must be
provided on published SID's which require a rate
of chmb greater than 150 feet per mile to obtain
the required obstruction clearance. A rate of
climb in excess of 300 feet per mile is not
auchortzed.

Hazards. such as towers. buildings. terrain
clevation. ete . which create a hazard to safety
of flight m the event the departure procedure
were not executed precisely, must be shown on
the SID chart m their exact location to present a
true relationship.

Revisions or changes refer to items in the
ATC clearance such as courses. altitudes, fixes.
navaids. ete. Not included would be radio-
frequency changes or chart detail other than the
ATC clearance. or 1tems involving flight safety
such as climb gradients. ete.

It a SID is developed for specific types of
aircraft, the adjective phrase to indicate this may
be printed on the chart. such as Jet. If the SID 1s
applicable to all types of aircraft. no specific
description is necessary.

STAR DEVELOPMENT PROCEDURE

When developing STARs the following guide-
lines should be considered:

I. A STAR or STAR transiton will com-
mence at any appropriate fix, ¢.g.. navigational
ad mntersection. DME fix. The fix should be no
further from the destination airport than neces-
sary for the etficient control of air traffic.

2. A STAR must termmate at a standard
instrument approach procedure initial approach
fix or a fix from which radar vectors will he
applied. This STAR termination fix should be
cearly defined to the pilot. I1tis emphasized that
a STAR is a procedure conceived to simplify a
complex arnival route to a termial and is not to
he utilized or designed as an extension of the
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published standard instrument approach proce-
dure.

3. A STAR may serve more than one
instrument approach procedure or more than
onc airport with a termmal area.

4 A STAR may have one or more transi-
tions. A transition may be used with more than
onc STAR: however. two transitions on the
same STAR should not originate at the same fix.

5. Keep routes simnple.

6. Use as tew navigational ards and fixes as
possible.

7. Use same type navigational aids when
possible.

8. Radar vectors may be used in lieu of
routes determined by other approved means,
provided adequate nonradar navigation routes
are specified in the cvent of communications
failure.

9. Confine STAR routes. including transi-
tions, it applicable, to a single ARTCC area to
the degree practicable.

10. Assure compliance with obstacle clear-
ance requirements by application of enroute
criteria.

1L, The insertion of ATC altitudes within
STAR procedures is no longer acceptable. Pre-
sent STAR procedures that include altitude
restrictions may continue to be used until such
time as revisions become necessary. Appropriate
IFR MEA, MOCA, and MCA information must .
be determined. The MEA, MOCA. and MCA
information will be used by the agency in
graphic depictions of the STAR procedures.

12. The insertion of airspecds within STAR
procedures is no longer acceptable. However, to
provide pilot flexibility, the textual description
of the STAR may describe the point at which
the aircraft can nonnally expect to receive
descent below 10,000 MSL, thereby alerting the
pilot to reduce aircraft speed in sufficient time
to accommodate the descent.

13. Word textual portions in language casily
understandable and adaptable to graphic por-
trayal.

14. Do not use LF or VOR navigational aids
for TACAN procedures.,

15. Do not include requirements of a non-
standard nature;e.g.. transponder and frequency
requirements that will change based upon vari-
able conditions or circumstances.
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16. Do notinclude required items of an ATC
clearance i notes appended to the text or to be
displaved on the graphic portion of a procedure.
Use notes onh to contain items ot an informa-
tional nature. ¢.g. senices to be provided m
conjunction with use ot the procedure.

NAMING AND NUMBERING

Name and number SIDs and STARs as fol-
lows:

1. Name cach SID and STAR to correspond
with 1 navigational aid or fix where the route
termmates or commencs, respectisely: or. if not
practicable, a prominent well known geograph-
ical landmark along the route of flight. Do not
use identical or similar sounding names for more
than one SID or STAR i the sime geographical
arca. A SID or STAR name shoukd not be uswed
to describe more than one route.

2. Number each original SID and STAR
procedure "ONE™: e.r.. Kent One Departure,
Stewart One Arrwval. Number subsequent -evi-
sions chronologically : ¢e.e.. Kent Two Departure,
Stewart Two Arnval. cte. Do not use numberns
above nine: ie.. the ninth revision (the tenth
version) will again uwe the number "ONE.™

3. Renumber a SID or STAR if any of its
transitions are revised. Do not renumber a S1D
or STAR if any of its transitions are canceled.

4. Change an onginal name only when it is no
longer appropriate.

S. Name cach SID and STAR tranvition to
correspond to the fix where it terminates or
cominences, respectively.,

6. SID’s and STAR’s are ordinarily developed
for common use by all users. If intended for use
only by certain categories of aircraft, or by
aircraft operating in the high altitude or arca
navigation route structures, wlentify such proce-
dures by plicing the contraction(s) “Hi™ or
*Copter™ "RNAV” ammediately preceding the
word “departure™ or “arrival’” in the procedure
name: e.g.. "Johnson One Hi Departure.” “John-
son One Il RNAV Departure.” “River Three
RNAV Arnval.” ete. The contruction *RNAV.,”
when applicable: will alwavs immediately pre-
cede the words “arnval” or “departure.”

OPNAV REPORT 3722-2

An annudal review of SID’s to determine their
comsistency  with  operational necds and any
revisions, additions. or deletions required must
be made by commanding officers of Navy and
Marine Corps facilitics, and the result of this
review is submitted to the DMAHC office.

The annual reporting date  for individual
facilitiecs is  determined by the meographical

location of the facility, To determine when the
report for your facility is required. refer to the
schedule contained in OPNAV 3770.2 (Scries).
This report is designated OPNAV Report 3722-2,

HOLDING PATTERN CRITERIA

The criteria for holding pattern airspace are
contained in FAA Handbook 7130.3 and pro-
vide for separation of aircraft, However, when
determining minimumn holding attitudes based
on required obstruction clearance. this same
airspace arca, with slight modification, is used.

APPLICATION TO THE ATC SYSTEM

Sufficient holding airspace arcas should be
planned and established to mect IFR traffic
requirements within a facility’s arca of juris-
diction. Holding airspace arca dimensions were
developed to permit the following: Use of all
types of en route navaids, reduction of holding
airspace when optimum  direction of entry is
made. compatibility between pattems flown by
reference to tme and those flown by reference
to DME, and selectionjapplication of ilor-
made airspace by furnishing several pattern sizes.

Holding pattern airspace  arcas should be
pictorally displayed including captions to ex-
plain their use. Displays should be near appro-
prate controller positions and should be so
constructed as to facilitate the maximum possi-
ble amount of traffic situations to preclude the
requirements for controllers to determine hold-
g airspace on the spot.

Good facility planning minimizes the nced
for unplanned holding at the. contro! position
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Unusual circumstances may require oceastonal un-
planned holdimg. theretore, cach control POk
ton should be analy zed according to altitude
controlled and holding speeds normally encoun-
tered. When an analysis has been nuade, appro-
priate temphate sizes e be selected and cap-
tioned.

HOLDING PATTERN COMPONENTS

Fiticent and ceconomreal use of  airspace
required standardization of aircraft hoklding pro-
cedures. All the variable factors such as navaid
systens error. wind, aireratt speed. ete.. which
affect wreraft during holding mancuvers. were
comsidered and mceorporated into the holding
pattern mmspace criteria Procedures were devel-
oped to accommodate the performance capa-
bilities of pertinent envil and nulitany wireraft

The followmg basic components were devel-
oped as standard for the purpose of determining
holding pattern airspace.

. Outbound leg. The length of the outbound
leg is based on time or distance. Standard ume
values are 1 minute tor altitudes from minunum
holding through 14,000 and 1': nunutes above
14.000. Distance value of an outbound teg is not
standard but must be establshed at a distance
appropriate  to the holding situation and
conformance with the tables for determinmg the
DME leg lengths of holding patterns m Hand-
book 7130.3.

2o Maximum holding airspeed. Basic speed
groups with compatible holding maneuvers were
adopted. Arreraft are provided protected air-
space based on the mavimum holdmg airspeed.
(Sce table 4-20)

3. Angle ot bank. Pilot procedure for entry
and holding pattern turns s based on the result
of pilot actions to establish and maintan a
30-degree angle of bunk. To compensate for
varving pilot techmque. mstrument precession,
ctes the imtual cntena used m determimng the
holding pattern arca was 25 degrees angle of
bank.

AIRSPACE DETERMINATION

The actual determination ot airspace to he
considered has been made  relatively casy by
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establishiment ot o system ot templates whieh
dllows selection ot an appropriate  template
based on a4 wireratt’s holding speed and altitude
and the holdhing fin distance from the primary
navawds,  These  templates  are numbered |
through 31, and cach one is related to one or
more even numbered attitudes 'FL'S The tem-
phites were developed at a scale of 1. 500.000
which s the same a8 the Sectional Chart scale
for casy apphication  \ partial listing of speed
group. tin distance. atttudes FLe and template
number relationships is shown in table 4-3.
Holding levels through 50.000 are provided at
sven 2.000-foot intervals. Holding at odd levels
above 2,000 s based on the next higher even
attitude 'F L pattern.,

DME APPLICATION

When establishing a DME holding fix, the
difference between  fin-to-navaid  distance and
skaint range distance must be considered. Such
differences can be significant within 45 miles of
the navawl. Figure 4-13 shows a comparison of
an Tl-mile DML (slant range) fin and the actual
fix-to-navard  distance and points out .: re-
quired comparison when plotting airspace to be
protected. For simphfication. ditferences of 1/4
mile below 14.000 and 172 nule at and above
14,000 may be disregarded.,

Additiorally . the no-course signal zone asso-
caated witn TACAN and VOR navaids must be
kept in mind when establishing DME holding
fines.

A graphincluded as anoappendix to Hand-
book 7130.3 has been established for the pur-
pose of determinig both fix-to-navaid and slant
range distance and whether a particular fix falls
witlun the no-course-signal zone.

By use of DML as a holding fix, the holding
nay  be accomplished cither toward or away
from the pruman navand. When holding towurd
the navaid. the fin end of the holding pattem
urspace miay - e within the no-course-signal
sone. provided that normal pattern entry is from
a direction other than through the no-course-
signgl zone. When holding away from the navaid.
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Table 4-2.~Maximum holding airspeeds

a. P:opeller-driven (including turboprop)

(1) MHA through 30,000 €€t » » - « « « o o v u o e e e e e 175K 1AS
b. Civil turbojet
(1) MHA through 6,000 fE€t . . « - o o s o v o e e e e e e e e 200K 1AS
(2) Above 6,000 feet through 14,000 fE€t . . . « . . o o o o v oo ot .. 210K IAS
(3) ADOVE 14,000 fEt » - + « v « o o o e e e e e e e e e e 230K IAS
c. Military turbojet
(1) All - except aircraft listed below in (2), (3), (4), and (5) . . . . . . . . . 230K IAS
@) F-84F, F-100°, F-102, F-1042, F-106, T-33, F-4, F-11,A<5 . . . . . . . 265K 1AS
B F-43 . . . . 280K IAS
@) F-100°, F/RF-101, F-1042, F-105, F-111, F-5, B-58 . . . . . . . . . . 310K IAS
) TBT o o v e et e e e e e e e e e 175K IAS

;Flown by reference to DME.

3Holdlng speed depends upon weight and drag configuration.

Only USAF F-4 aircraft.

savard -
AVARD .7 wm #i310-mavald

-
AU TV 81 WART-RAWE 1STARCT
e T B ey

AC.228
Figure 4-13.—Fix-to-navaid distance and
siant range distance.

no part of the holding pattern airspace may lie
within the no-course-signal zone. (See fig. 4-14.)

To substantiate the reasoning of the preceding
paragraph, imagine an aircraft holding in each
situation pictured in figure 4-14. When holding
away from the navaid, at tae completion of the
outbound leg of the holding pattern, the pilot
must turn to proceed inbound to the holding fix
on a specified radial. Since no bearing (radial)

information is available in the no-course-signal
zone, the complete pattern must be one in
which bearing information is available. Compare
this to holding toward the navaid. When the
pilot reaches the holding fix, which must be
outside the no-course-signal zone, he will tum to
proceed outbound on a heading to parallel the
inbound course. Positive course guidance is not
necessary for proper execution of this portion of
the holding pattern. Therefore, a portiono  is
type holding patterm airspace area may 1all
within the no-course-signal zone.

OPTIONAL REDUCTION AREAS

Figure 4-15(A) is an example of template No.
9. Depicted are the fix end and outbound end
reduction areas shown by dotted lines. For more
efficient use of available airspace, these reduc-
tion areas may not have to be considered when
providing protected airspace if certain condi-
tions exist.

ERIC 72
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Table 4-3.—-Pattern selection chart

175 Knots [AS

0-14.9 n.mi. 15-29.9 n.mi. 30 n.mi. and Over
Alt. No. Alt. No. Alt. No. Alt. No. Alt., No Alt. No.
2 - 1 1y - b 2 - 1 15 - 9 2 - 2 18 - 10
4 - 1 20 - 3 4 - 2 20 - 9 4 - 3 20 - 10
6 - 2 22 - 9 6 - 3 22 - 10 6 - 4 22 - 11
N - 3 24 - 10 3 - 4 24 - 11 8 - 5 24 - 12
10 - 4 26 - 11 10 - 5 26 - 12 10 - 6 26 - 13
12 - 5 2% - 12 12 - 6 28 - 13 12 - 7 28 - 14
14 - [ 30 - 13 4 - 7 30 - 14 14 - 8 30 - 15
16 - 7 16 - b 16 - 9
200-230 Knots [AS

2 - 3 25y - 1% 2 - 4 2’3 - 19 2 - 5 28 - 20
4 - 4 30 - 19 4 - 5 30 - 20 4 - B 30 - 21
6 - 5 32 - 20 6 -~ 6 32 - 21 6 - 7 32 - 22
¥ - 6 34 - 21 5 - n 34 - 22 5 - 8 34 - 23
10 - 7 36 - 22 10 - 3 36 - 23 10 - 9 36 - 24
12 - 7 38 - 23 12 - 8 3% - 24 12 - 9 38 - 25
14 - ) 10 - 24 14 - 9 40 - 25 14 - 10 40 - 26
18 - 12 42 - 25 16 - 13 42 - 26 16 - 14 42 - 27
1~ - 13 4 - 26 19 - 14 44 - 27 18 - 15 4 - 28
20 - 14 16 - 27 20 - 15 46 - 24 20 - 16 46 - 29
22 - 15 48 - 2s 22 - 16 I8 - 29 22 - 17 48 - 30
21 - 18 50 - 2% 24 - 17 0 - 29 24 - 18 50 - 30
26 - 17 26 - 1% 26 - 19

Porevamples the tiv end reduction area may
not have to be mduded it entry mto the holding
pattern s made troin adirection that hes withi
the crosshatched arca depieted i figure 4-15(18)
as the area ot entn. Additionally . a table has
been estabhished and s mcluded as an appendis
to Handbook 7130.3 which shows the vanous
DMLE holding pattern Ieg lengths which may be
nsed and  the outhound end reduction areas
which must be mduded tor a particular fiv-to-
navand versus template number situation., Ths
table inust be referred to when establishme
DME holding pattern and the assocrated pro-
teuted amrspace

O
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APPLICATION OF HOLDING
AIRSPACE FOR OBSTRUCTION
CLEARANCE REQUIREMENTS

When  determining mimmum  holding  alti-
tudes, the appropriate template selected for use
m deternuing the holdiyg pattern airspace area
to be protected 18 also the primary area to be

considered tor obstruction clearance. In addi-
ton. & secondary area 2 miles wde surrounds
the penmeter of the primary arca and must be
considered. Required obstruction  clearance s

contaned m the FERPS handbook.

(1%,
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WOLDING AREA CLEARS

HOLDING AREA OVERLAPS
NO ~ COURSE - SIGNAL ZONE /NO-COURSE-S!GNAL ZONE

VORTAC

NO-COURSE - SIGNAL
I0NE

HOLD!NG COURSE AwAY
FROM NAVAID

HOLBING COURSE
TOWARD NAVAID

AC.229

Figure 4-14.—DME holding.

OUTBOUND
END |
NUMBERED |
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Fix

Fix
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AC.230
Figure 4-15.—(A) Holding pattern template;
{B) area of entry.
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CHAPTER 5
AIR TRAFFIC CONTROL

Naval shore activities which perform air traf-
fic control functions use the procedures pub-
lished in the Terminal Air Traffic Control
Handbook 7110.8 (Series). This publication
contains common civil/military air traffic con-
trol procedures agreed upon by the Department
of Defense and the Federal Aviation Administra-
tion. In areas where a common procedure was
not feasible, special military procedures were
specified in the handbook and so marked to
indicate applicability. Additionally, the provi-
sions of OPNAV Instructions 3710.” (Series) and
3721.1 (Series) apply to naval AT( facilities.

AIRPORT TRAFFIC CONTROL

All aircraft movement on the airport move-
ment area and within the airport traffic area is
normally governed by positive control requiring
specific clearances from the control tower.
Exceptions to this occur where preventive con-
trol has been authorized at facilities.

It is imperative that supervisors remain
abreast of current regulations and procedures
which govern the control of air traffic. As a
general rule the AC 3 or 2 has received a
reasonable amount of formal training and on-
the-job training to control traffic with an accept-
able degree of efficiency; however, due to the
many and varied sitmations encountered in air
traffic control, supervisors must remain alert to
assist and coordinate all facets of the various
control positions.

The following paragraphs in this section con-
cern areas of interest normally encountered by
senior AC’s as supervisors. For more detailed
study of basic airport traffic control, refer to the
applicable section of the Terminal ATC Hand-
book 7110.8 (Series) or Air Controlman 3 & 2,
NAVTRA 10367-E.

LOCAL AIR TRAFFIC OPERATIONS

A continuous review of local VFR traffic
operations is necessary to insure that traffic
patterns and arrival and departure corridors are
established to provide maximum avoidance of
populated areas and established airways or
routes. For a smooth operation, adequate co-
ordination and cooperation must be maintained
with adjacent airfields and the appropriate FAA
authorities.

Airport information contained in the various
publications and training programs must be
sufficient to allow pilots and air traffic control
personnel to become thoroughly familiar with
the regulations concerning the facility.

Formation Takeoffs and Landings

A formation 1s a flitht of more than one
aircraft operating by prior arrangement as a
single aircraft with regard to altitude, navigation
and position reporting, and where responsibility
for separation between aircraft within the flight
rests with the pilots in that flight.

Formation flying is authorized only for those
units and types of aircraft for which a valid
requirement exists. Appropriate commanders
must insure issuance of and adherence to spe-
cific instructions and standard operating proce-
dures for all aspects of formation flying since it
is contrary to the procedures prescribed in
TATC Handbook 7110.8 (Series).

Two-plane section takeoffs for aircraft of
similar performance may be authorized for units
and types of aircraft whose military missions
require such for essential pilot training. Maxi-
mum lateral separation should be maintained
with the leading aircraft on the downwind side,
wliers applicable, during formation takeoffs.

70
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When a landing interval will result in two or
more aircraft on the runway at the same time.
staggered  landings on alternate sides of the
runway should be made. When crosswind condi-
tions dictate. or when centerhine landmgs are
preferred, the landing mterval would be  the
same as that for mrceratt operating independ-
ently

Crash and Firefighting Equipment

Firefighting, crash, rescue, and ambulance
equipment at air activities must be alerted and in
an cfficient operating condition while flight
operations are in progress. During uch opera-
tions. appropriate equipment should be sta-
tioned at stratead locations on the field. In the
event an emergenc, 18 anticipated. the various
types of cquipment should be relocated, depend-
ing upon their particular mission. to the best
possible position in relation to the antiapated
scene of the einergency.

Although ATC personnel are not responsible
for the placement of such equipment, collubora-
tion and coordination is necessary with the
Crash Captain and his assistants to provide for
the best possible response to an emergency on
the airport movement area.

More detailed information concerning crash
and firefighting equipment and procedures use-
ful to a supervisor may be foundin NAVTRA
10367-F AC3 & 2.

Control Tower Nonvisibility Areas

Where portions of the arport surface or
traffic pattern are not visible from the tower,
supervisory personnel must insure that such
information is given appropriate dissemination
to those concerned. A description of such areas
should be developed, both for printed and oral
use, of sufficient detail to insure understanding
of the discretionary use of such arcas and the
reasons therefor.

Intersection Takeoffs
At fuacilities where intersection takeoffs are

authorized, supervisory personnel must insure
that appropriate distance information is avail-
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able to controllers concerning the amount of
usable runway available beyond an intersection.
An airport diagram showing such information
should be constructed and made available to
controiiers.

Controllers must issue the measured usable
runway remaming unless otherwise provided in
local directives. At fields where intersection
takeoffs are a routine operation, issuance of
measured usable runway remaining information
may be omitted if appropriate directives are
promulgated to insure that pilots and controllers
are aware of the procedures being used..

The pilot still retains the perogative to use the
full runway length, provided he informs the
tower of his intentions. It is also the pilots
responsibility to determine that sufficient run-
way length is available to permit a safe takeoff
under existing conditions.

IFR PROCEDURE FOR AIR
TRAFFIC CONTROL

In addition to the equipment and navigational
aids (listed in chapter 3 of this manual) required
for a naval air station to effectively support
aircraft operations during IFR conditions, a
major part of the overall capability must depend
upon the ability of controllers to expeditiously
apply separation criteria to the control of IFR
traffic.

The term approach control includes this
application and encompasses both arriving and
departing aircraft. Local policies, agreements,
traintng programs, and mission Trequirements
definitely have an effect on controller procedure
at a particular facility. The procedures listed
hercin are considered applicable to facilities in
general,

IFR CLEARANCE

A clearance 1s defined as authorization by air
traffic control, for the purpose of preventing
collision between known aircraft, for an aircraft
to proceed under specified traffic conditions
within controlled airspace. An IFR clearance,
then, is authorization as described above to
operate in accordance with the instrument flight
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rules. An IFR clearance 1s normally issued by an
ARTCC n whose area an IFR flight originates.
However, at approach control locations, the
mitial/final portion of the clearance may be a
mutually agreed departure/arrival clearance that
mects separation requirements of the ARTCC
and the terminal facilhity., Under certamn condi-
trons. such as a proposed ftlight to be conducted
entirely within the terminal facility’s area of
responsibility, the termmal facility wilt issue the
IFR clearance. Such procedures, as with the
procedures for the ssuance of short range
clearances. are established and pubhished locally

in the appropriate format usually Letters of

Agreement,

An IFR clearance vin be very simple or quite
compheated, depending on traffic conditions
and operations authonzed by the clearance.
Lach clearance will contain all or part of the
tollowmg items. as appropriate. in the order
.!!‘SZL‘LI.

1. Aurcraft identification.

2. Clearance limit or approach clearance.

3 Route of thght.

4. Altitude datain the order flown.

S. Departure procedure or SID.

6. Holdmmg instructions.

Any special information.

. Frequency and beacon code information.

*®*L -~

Route or Altitude Amendments

When the route of flight in a previously 1ssued
IFR clearance requires amending., one of the
following methods must be used.

1. State which portion of the route is being
amended and then state the amendment. EXAM-
PLE: CHANGE VICTOR TWENTY TWO TO
READ VICTOR TWO TWENTY, (Only route n
the clearance.)

2. State the amendment to the route and
then state that the rest of the route is un-
changed. EXAMPLE: CHANGE J TEN TO
READ J TWENTY. REST OF ROUTE UN-
CHANGED.

3. Reissue the entire route, including the
amended portion in the appropriate place.

When a route or altitude in a previously issued
clearance s amended, all applicable altitude

restrictions must be restated or state that the
restrictions are cancelied.

Composite Flight Plan

The clearance limit for an IFR proposal
planning IFR operations for the initial part of
the tlight and VFR operations for the latter part
would be the fix at which the IFR portion ends.

A proposal planning VFR for the initial part
of the flight and IFR for the latter part of the
fight is treated as a VFR departure. IFR
clearance would be issued when the pilot re-
<uests it, approaching the fix where he proposed
to start IFR operations. The remainder of the
fhight would simply be treated as any other IFR
flight.

ALTRYV Clearances

Flights that are to be conducted utilizing
Altitude Reservation (ALTRYV) procedures will
be issucd clearance as follows. EXAMPLE: VIA
APPROVED ALTITUDE RESERVATION (mis-
sion name) FLIGHT PLAN.

An ALTRV normally includes the departure,
climb, cruise, and arrival phases of flight up to
and including holding pattern or point/time at
which ATC provides separation between aircraft.

More dcetailed information concerning
ALTRYV procedures was discussed in chapter 2
of this manual.

COORDINATION BE-
TWEEN FACILITIES

For efficient operation, constant coordination
ts necessary between ATC facilities. The content
and the scope of information exchanged be-
tween facilities differ, depending upon the type
of ATC service provided.

IFR flight progress data is forwarded from
controller to controller within and between
Centers and terminal facilities when operating in
an ¢n route capacity, as aircraft progress along a
route. Such information is normally forwarded
at least 15 minutes before the aircraft concerned
is cstimated to enter a receiving facility’s area.

The times specified in this section may be
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reduced when covered byvoa Letter ot Agree-
ment'Facihity  Directive or increased 1t opera-
tnonally necessary because ot manual data proc
esstng or nonradar operations

Wihichever time apphies. the mtormation tor-
warded s as follows

I Aarcratt identification.

2 Type of awrcraft and appropnate cquip-
ment suttix,

3 Assigned altitude/FL and T TA over the
last reporting point/div i the transterring taal-
ity’s arca or assumed departure tune when the
departure point 1s the last pomt/tin mn the
transterring tacility’s area.

4 Altitude 'FL at which the arcratt will
enter the recenvmg tacthty’s area it other than
the assigned altitude

5 True airspeed

6 Pomt ot Jdeparture

7. Route of thght remaining

8. Destination atrport and clearance himt it

other than the destination airport
9. LTA at destination arrport i other than
mulitary or scheduled air carnier aircraft

10 FL requested by the piot of a turbojet
arrcraft. if assigned FL o difters from the re-
quested FL iwathin a tacility only ).

11 Lonwtudmal scparation bemng used be-
tween arreraft at the same altitudeaf it results in
the aircraft having less than 10 minutes separa-
tion at the tacility s boundaries.

The position report over the last reporting
powmt n the transternng facility 's area should be
forwarded to the receving taality if any of the
following conditions ¢xists

. The tnoe differs by more than 3 mmutes
trom the estunate previously forwarded

2. 1tas requested by the receiving tacihity.

3.0t 1s agreed to. between factitties, as a
routme operation.

When necessary to revise imformation already
forwarded. the revised mtormation s forwarded
as required except that revision to the ETA over
the st fix in the transterring tacility’s arca is
required only it it ditters by more than 3
minutes from the estunate already given.,

Centers forward the following information to

approach control facilitics before transter of

control junsdiction.
NOTE. Transter points are usually specified
m a Letter of Agreciment,

Q
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Aarcratt identification
lype of arcraft and appropriate equip-
ment suttiy,

3 FTA or actual umes and proposed or
actual altitude ac the clearance itmit. The ETA
need not be given if the arrival information is
being torwarded during a radar handoft.

4. EACissued the aircraft.

5. Time, fix, or altitude when control respon-
sibility is transterred to the approach control
tucility.

Approach control facilities must  keep
ARTCC’s currently advised of the following
mtormation:

I. The particular approach that may be ex-
pected. where two or more instrument approach
procedures are published or the fact that radar
vectors to the tratfic pattern will be used.

2. Highest altitude in use by the approach
control tucility at the holding fix.,

3. Average time interval between successive
approaches.

4. Armval time ot aircrat't over the holding fix
or a statement or other indication that ackncewl-
edges control responsibility f already received.

5. Revised EAC it different by 10 munutes or
more from that issued by the ARTCC. (The
ARTCC may issue EACs to arrivals; however,
this operation s usually covered in a Letter of
Agreement.)

6. Missed approaches if
ARTCC’s arca of operation.

7. Information relating to an unreported/
overdue aireraft.

!
3

they affect the

The facihty providing IFR serviee to the
terminal arca must forward the tollowing in-
formation to nonapproach control towers soon
cnough to allow adjustment of the traffic fiow,
or to FSS’s soon enough to allow provision of’
arrport advisory service (the speafic time re-
quirement i wually covered wn a Letter of
Agreement).

L. Aircratt identification.

2. Type of aircraft.

3. ETA and proposed altitude over the fix.

4. Type of instrument approach procedure
the aircraft will execute,

Nonapproach control towers must forward
the following mtormation to the ARTCC or
approach control as appropriate:

'8
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1. When an arnving wircraft is sighted and. in
the tower controller’s judgment. a kinding can
be completed.

2. Actual time of arnval.

3. Pilot report of cancellation of the IFR
fhght plan.

4. Information related to missed approach
arrcraft or overdue/unreported awcraft.

5. Runway in use.

DEPARTURE PROCEDURE

Departure control is an approach control
function responsible for insuring separation be-
tween departures. Departure control may sug-
gest a takeoft direction other than that which
may normally have been used so as to expedite
the handling of departures. At times it is
preferred to offer a pilot a runway that will
require the fewest turns after takeoff to place
lis aircraft on the filed course or selected
departure route as quickly as possible. At some
locations a runway use program may be in effect
which puys particular attention to noise abate-
ment programs and will route departures away
from congested arcas.

IFR Clearance for
Departing Aircraft

The departure clearance is issued before take-
oft and should mclude the following items as
applicable:

1. Clearance limit. This should be the destina-
tion arport when practicable cven though it
may be outside of controlled airspace. Where
authorized and prescribed, short range clear-
ances may be used which would necessarily
specify sonie fix other than the destination as
the clearance limit.

2. Route of flight. When assigning a route of

flight, an aircraft should be cleared via
established airways, route structures, d nav-
aids established for the altitude stratum  which
the operation 1s to be conducted rutes

through uncontrolled airspace should ve in-
cluded only when requested by the pilot.

When any part of an airway or route re-
quested is unusable because of navaid status,

ERIC
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arrcraft should be cleared via one of the follow-
ing alternative routes:

a. A route published in the AIM and
depicted on U.S. Government charts. The word
SUBSTITUTE should be used immediately pre-
ceding the alternative route in issuing such a
clearance.

b. A route defined by specifying navaid
radials or courses.

¢: A route defined as direct to or between
navaids.

To effect transition within or between route
structures, aircraft should be cleared via one or
more of the following methods, based on VOR,
VORTAC, or TACAN navaids (unless use of
other navaids is essential to aircraft operation or
ATC efficiency):

a. The aircraft should be vectored to or
from the radials or courses of the wrway or
route assigned.

b. A SID should be assigned.

c. Aircraft may be cleared to climb via
radials or courses of the airways or jet route
assigned.

d. Aircraft may be cleared via direct to or
between the navaids forming the airway or route
assigned.

e. Aircraft may be cleared to climb on
specified radials or courses of navaids.

It the aircraft will operate in an area adjacent
to restricted airspace, the following action is
required:

a. For joint-use restricted airspace. coordi-
nate as necessary with the facility designated as
controlling facility or using agency and obtain
permission for the aircraft to transit the air
space. If permission is not obtained, clear the
aircraft so that it avoids the restricted airspace.

b. For prohibited or nonjoint-use re-
stricted airspace, clear the aircraft so that it
avoids the airspace unless the pilot informs you
that he has obtained permission from the using
agency to operate in the airspace or the using
agency informs you that they have given the
pilot permission to operate in the airspace, or
unless the aircraft is on an approved altitude
reservation flight plan,

'NOTE: Mission project officers are responsi-
ble for obtaining approval for ALTRV opera-
tion$ within restricted airspace. (Refer to chap-
ter 2 of this manual).
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Exeept when o prlot requests g detailed
clearance or when mihitary operations are con-
ducted in an altitude reservation: operations are
conducted above L 000, or operations reguir-
g special handiimg are conducted  an abbrevi-
ated departure clearanee may be osued at its use
reduces verbiage apc the tollowing conditions
are met:

a4 The route of tlight filed with ATC has
not been changed by the pilot or operations
officer prior to departure. ‘

b. The ternunal tacility 1y provided suffi-
cent intormation about the route of thght to
excrene ity control responsibility.

¢ Destination airport anfortmation is re-
layed between tucithties concerned. prior to
departure.

d. The assigned en route altitude is stated
i the clearance.

The destination airport 1s not stated in the
abbreviated departure clearance, When a specific
SID. mcluding a transition. 1s filed by the pilot.
it is considered as part of the route of fhgit.

When no changes are required to the tiled SID
or route the phrase CLEARED AS FILED may
be stated. A SID may be assigned by the
controller 1f approprniate and any additionai
mstructions or information necessary may be
mcluded along with the en route altitude.

When a filed SID or route will require minor
revisions the same procedures apply exceept that
the necessarv revisions must be specified, EXAM-
PLE: CLEARED AS FILED EXCEPT CHANGE
DI PARTURL TO READ DUICH ONL DE-
PARTURE. MAINTAIN FLIGHT LIVEL
THREL FIVF ZERO.

In a nonradar environment., onc. two, or more
fives as necessany to identify the initial route of
fhght must be specified.

3. Altitude. When assigning altitudes for an
en route operation. atrcraft should be cleared at
altitudes  or flight levels appropriate to the
direction of flight. These altitudes/FL's are
contained in FAR’s and in AC 3 & 2, NAVTRA
10367-E. When traffic. meteorolrgical condi-
tions, or aircraft operational limit: tions prevent
assignment of altitudes/FL's appropriate to the
direction of flight. any cardinal altitude or flight
level below FL 290, or any odd cardinal FL at
or above 290, may be assigned without regard to
direction of flight as follows:
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Ao For trathic conditions, this action niay
be taken only it one of the following conditions
C\ists

(1) The aircratt will remain within the
tacihity™s area and prior approval 1s obtained
from other atfected positions or sectors or the
opevrations have been covered in a Facility
Directive.

(2) The aircraft will proceed beyond the
facility’s area and specific operations and proce-
dures permitting random altitude assignments
are covered 1in a Letter of Agreement between
the appropriate facilities.

(3) Military aircraft are operating on
random routes and prior approval is obtained
from the facility concemed.

b. For meteorological conditions, this ac-
tion may be taken only if the controller obtains
prior approval from other affected positions or
sectors within the facility and, if necessary, from
the adjacent facility concerned.

¢. For aircraft operational limitations, this
action may be taken only if the pilot informs
the controller that the available appropriate
altitude exceeds the operational limitations of
his aircraft and only after prior approval is
obtained rrom other affected positions or sec-
tors within the tacihty and. if necessary, from
the adjacent, facilhity.

Consideration must be given to the atmos-
pheric pressure und the lowest usable fhght level
when assigning FL’s. (Sev table 5-1.)

Table 5-1.--Lowest usable FL

Lowest usable

Altimeter setting flight level

29.92 or higher 180
2991 to0 28.92 190
2891102792 200

If practicable, the pilot should be informed
when to expect climb or descent clearance or to
request altitude change from another facility.
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Arreratt must be cleared at an altitude at or
above mmimum en route altitude (MEA) or
minimum crossing altitude (MCA) for any part
of an airway  or route withm the ongmating
facdity’s arca and the first part of the wirway or
route mto an adjacent factlity’s area except
where one of the followmg ipphes

4o An arreratt may be cleared below the
ML A but not below the minimum obstruction
clearance altitude (MOCA) f the altitude as-

stened 18 at deast 300 feet above the floor of

controlled airspace and further provided that the
tollowing conditions are met.

t1y Nonradar procedures are used only
withn 22 mides ot 4 VOR, VORTAC, or
] A\

120 Radar  procedures are used only
when defimte operational benefits will be rea-
hzed and the wreraft s vectored. and  lost
communieations procedures are issued.

b. An aircraft may be cleared to operate
on jet routes below the MLA (but not below the
prescnibed mimimum safe altitude) or above the
maximum authorized altitude if. in erther case,
radiar seivice is provided,

NOTL:. Mmimum en route and maximum
authorized alutudes for certiin jet route seg-
ments have been established above the floor of
the jet route structure due to hmitations on
navigational signal coverage.

¢. Where a higher altitude s required be-
cause of an MLA (and no MCA 1s specified). an
arrcraft must be cleared to begin climb to the
new MEA immediately after passing the fix
beyond which the new MEA applies.

do Where MEEATS have not been established.
airrcratt may be cleared at or above the minimum
safe altitude prescribed in FAR

When assuing an altitude or FL to be mam-
tamned en route, one of the tollowing procedures
should be used in the order of preference listed.

a4 The altitude filed by the pilot should be
assigned.

b An altitude within the lghest route
stratum filed by the plot and as near as possible
to the altitude filed should be assigned.

¢. An altitude as near as possible to the
highest route stratum filed by the pilot should
be assigned. and the pilot should be informed
when or at what point he can expect clearance
to an altitude within the stratum he requested.

Q
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In this case the expected altitude should be as
near as possible to that filed by the pilot
originally.

FXAMPLEI MAINTAIN  FL230.  EXPLECT
FURTHER CLLARANCE TO FL 350 AT THE
35 MILE DME FIX.

4. SID routes, A SID may be assigned to
arrcraft whenever appropriate: if for any reason
d pilot does not wish to utilize a SID issued in an
ATC clearance or any other SID published for
that location, he is expected to advise ATC. If it
is necessary to assign a crossing altitude which
differs from the SID altitude. the changed
altitude should be repeated to the pilot for
emphusis. Some SIDs do not include altitudes in
the design. in which case the appropriate alti-
tude to be maintained must be inserted in the
proper place in the SID assignment.

5. Nonstandard departure routes. For depar-
tures from airports that provide airport traffic
control service. the direction ot takeott, the
direction of turn after takeoff. or the initial
heading to be flown after takcoft may be
specified. At wrports  without airport traffie
control service the inittal heading to be flown
after takeoft may be specified when considered
necessary. In osuch cases, the specification can
only be made after the direction of takeoff
and/or direction of turn after takeoff has been
deternmuned by coordination with the pilot.

6 Departing USN [FR flights must read back
ATC clearances that differ from the filed flight
plan.

7. Frequency and beacon code changes. De-
parting IFR nulitary turbojet aircraft (except
cargo and transport type) should be instructed
to change to departure control frequency before
takeoft,

If the local control position in the tower has
override capability on the departure frequency,
instruction to change to departure control fre-
quency is included in the takeoff clearance, This
allows the local controller to communicate with
the aireraft if necessary on the departure control
frequency., If the local controller does not have
override capability, the same procedure is used;
however. the pilot must be instructed to moni-
tor guard channel to provide for communica-
tions with the local controller if necessary.

If the appropriate mode/code and departure
control frequency have not been previously
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assigned, these items are included i the takeoff
clearance.

Caution must be exercised so0 as not to require
radiotrequency or beacon changes for turbojet
aircraft before the aircraft reaches 2.500 feet
above the surtace.

Coordination With the
Receiving Facility

If the departure point is less than 15 minutes
flying time from the transferring facility’s
boundary, coordination with the receiving facil-
ity must be accomplished before takeoft of a
departing aircraft. Facilitics needing earlier coor-
dination may enter into agreement to establish
this coordination. However, when agreements
establish mandatory radar handoff procedures,
coordination necd only be effected in a timely
manner prior to transfer of control.

The actual departure time must be forwarded
to the receiving facility for departures that
require advance coordination unless an assumed
departure time is agreed upon and that time is
within 3 minutes of the actual departure time.

Radar Departures

Departure control utilizing radar will clear
aircraft out of terminal arcas using standard
instrument departures via radio navigation aids
whenever possible, to reduce the amount of
necessary coordination between facilities. Radar
departures may be provided to expedite depar-
tures and to establish them on course by the
most direct route. Radar departures may overlic
but should not be restricted to the standard
departure routes for radar or lost communica-
tions backup.

If a departure is to be vectored immediately
after takeoff. the initial heading to be flown
must be issued before takeoff. Additionally. it
may be necessary to instruct the pilot to squawk
low if a beacon reply is required immediately
after takeoff.

Departing IFR aircraft may be vectored be-
fore reaching minimum vectoring altitude. pro-
vided thit they are within 40 miles of the
antenny site and a minimum of 3 miles separa-
tion is maintained from prominent obstructions
shown on the radarscope. If the takeoft path is
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less than 3 miles from such obstructions, the
vectors provided must increase the separation to
3 miles.

HOLDING PROCEDURE

Holding is a predetermined mancuver which
keeps an aircraft within a specified airspace
while awaiting further clearance. A holding fix is
used a» a reference point in establishing and
maintaining the position of the aircraft while
holding. Most generally used holding patterns
are charted on en route high/low and area
acronautical charts.

Holding Instructions

General holding instructions include the fol-
lowing items:

1. Direction of holding from the fix.

2. Name or duescription of the holding fix.,

3. Radial. vcourse, bearing, airway. or jet
route on which the aircraft is to hold,

4. Outbound leg length in miles if DME or
RNAV is to be used.

5. Direction of holding pattern turns, if left
turns are to be made.

Detailed holding instructions consist of the
same items as general holding insts.actions, and
in addition the outbound leg length in minutes
or miles and the direction of holding pattern
turns arc always specified.

Delay Anticipated

It a delay s anticipated requiring an aircraft
to be held and the holding pattem is not
charted, tiic following items as appropriate must
be issued at least 5 minutes before the aircraft is
estimated to reach the clearance limit !

1. General holding iasiructions.

2. Detailed holding instructions if the pilot
requests or the controller deems i necessary.

3. The time at which the pilot can eapect to
receive approach clearance (EAC) or further
clearance (EFQC).

If a delay is anticipated and the holding
pattern is charted, the following items must be
issued at least 5 minutes before the aircraft is
estimated to reach the clearance limit:
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1. Direction the pilot 1s to hold.

2. EACor EFC.

NOTE: The direction issued must correspond
to that charted unless another holdiag patiern s
required for ATC purposes m which case 1t
would be treated the same as any noncharted
holding procedure.

Delay Not Anticipated

If it becomes apparent that an aircraft will
not be delayed at a clearance limit and clearance
beyond the clearance limit is required. the
following action is required:

1. For departing or en route aircraft—
clearance beyond the clearance limit must be
issued at least S minutes before the aircraft
reaches the clearance limit.

2. For arriving aircraft—clearance beyond the
clearance limit must be issued before the aircraft
reaches the clearance limit.

Clearance Beyond the Holding Fix

When issuing clearance beyoud the holding
fix. the following items should be included:

I. A clearance hmit or approach clearance.

2. Route of flight. This should include com-
plete details of the route (airway. course, head-
ing, arc, or vector) to be used. ihe phrase VIA
LAST ROUTING CLEARED may be used only
wlhen the most recently issued routing beyond
the holding fix can be reinstated and verbiage
will be reduced.

Lengthy Delay

If it is determined that an aircraft intending
to land within a facility’s areca of responsibility
would be delayed more than I hour, the EAC or
EFC should be issued as ,oon as practicable after
such aircraft enter the facility’s area and the
aircraft operator or military equivalent notified.

Holding Patterns and NavAids

The holding pattern airspace is determined as
described in chapter 4 of this manual. By
requiring the pilot to keep his aircraft within the
specified airspace and other aircraft out of the
same airspace, separztion is maintained.
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Holding points are normally navaids; however,
a4 location that the pilot can determine by visual
reference or a visual holding point may be used.
In such cases. the controller must determine that
the pilot is familiar with the visual holding
point.

When holding is accomplished by using un-
monitered navaids as the holding fix, separation
must be provided for any other aircraft that may
occupy the course which the holding aircraft
will follow in the event the holding aircraft does
not receive signals from the unmonitorcu navaid.

ARRIVAL PROCEDURE

The initial clearance issued IFR aircraft will
include, whenever practicable, the destination
airport as the clearance limit. However, an
ARTCC may clear an aircraft to a fix short of its
destination airport and normally amends an
existing destination airport clearance limit to a
fix short of destination for the purpose of
transfer of control responsibility of an en route
aircraft to a terminal facility. In such cases, if no
delay is anticipated, clearance beyond such
clearance limit must be issued to arriving aircraft
before the aircraft reaches the clearance limit.
Transfer of radio communications and control
responsibility must be accomplished soon
cnough to allow the rtceiving facility to issue
further clearance before the aircraft reaches the
clearance limit. Specific requirements for trans-
fer of control of arriving aircraft are usually
stated in a Letter of Agreement.

At nonapproach control locations the ARTCC
retains control of arrivals until they have landed,
canceled IFR, or until they are no longer a
factor in provision of IFR service. At approach
control locations the center normally clears all
arriving IFR traffic to the appropriate holding
point, and in some cases includes holding in-
structions and the expect-approach-clearance
times in such clearance. The number of aircraft
to be released to approach control by the center
is determined by a joint center/approach control
Letter of Agreement.

Advance Approach Information

When an aircraft intends to land at an airport
where approach control service is provided and
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two or more instnnment approach procedures
are published the fiahty controlimy the aireratt
muneduitely  before entry  mto the approach
control .are. should intorm the pilot ot the type
of approach to expect or that he will be
vectored to the tratic pattern. This urtormation
ny be omitted 1t arport termmal mtormation
wrvice (ATIS) is provided by the .nrport oraf
the visibility 5 3 miles or better nd the caling
s at or above the highest initial approach
altitude established tor any low altitude instru-
ment .approdach procedures tor the girport.

Approach Control

Approach control is responsible for controll-
img all instrument flight operating withm its area
of responstbility  Approachs coutrol may sene
one or mntore dirports, and control is exercised
primarily by direct pilot/controller connmunic-
tions.

Approach control facilitics must provide ar-
nving arcraft wiih approach mformation on
initial radio contact or as soon as possible
thercafter. The approach information consists of
the following-

1. Approach clearince or type of approdach to
be evpected it two or more approaches are
publshed and  the clearance limit does not
mdiciate which will be nsed.

2. Runway in use.

3. Surface wind.

4. Ceiling and visibility it the cetling at the
airport of intended lLinding is reported below
1.000 feet or below tie highest circling nuni-
mum. whichever is greater. or the visibility is
reported less than 3 miles. When such conditions
exist, any known chimges clssificd as special
weather observations must .ilso be transmitted as
soon as the volume of traffic. controller work-
load, and communications frequency congestion
permits.

5. Altimeter setting.

Specific items of approach information do
not have to he reissued if the pilot mdicates he
has already received them via ATIS or the
ART(CC.

Appro.ach control service 1s provided at termi-
nal facilities for the purpose of maintiining an
orderly flow of arriving traffic without inter-
ruptions of continuity while expediting depar-

Q

RIC

Aruitoxt provided by Eic:

79

84

tures. Fhe order in which arrivals are positioned
while aw.anting approach clearanee or while on
approdach is termed  the approach  sequence.
Manmy factons Laftect an approach sequence.; The
ARICC has a comsiderable effect on the se-
quence by the alntude/ L assigned to aircraft
released to appreach control. The most desirable
result is to present delay s to amriving aircraft.

I'he tume Lipse between aircraf’t on approach
or between expect-approach-clearance times is-
sucd is termed the approach interval, Again
many fiactors attect the interval such as type of
aireraft. type of approach. weather conditions,
cte. Probably the most influential factor con-
cerning the approach interval is the length of the
appre wch procedure and the separation required
between aircriaft on  approach. i only one
arreraft may be on approach at one time. then
the interval is the avemge time it takes to
complete the approach. For two ditferent ap-
proiaches to the same runway, or possibly one
approach. it is possible to have more than one
aircralt m certain seginents of approach at the
same time provided eppropriate separation is
maintained.

Timed approaches appear to allow the short-
est time interval under manual or nonradar type
approach control procedure. Timed approaches
are scldom used by naval facilitics due to the
wide varicty of aircraft operational characteris-
tics involved at such facilitics. Timed approaches
are most cffective when used with aircraft of
simikir operating characteristics such as speed. If
all conditions are perfect. it is possible to have
an interaval of 2 minutes between aircraft using
timed approach procedures.

Each approach control operation maintains its
operational wentity, in that. it is adapted to a
particular local traffic sitwation. However, it can
be smd that the desired results of approach
control’s concern with arriving aircraft are as
follows:,

1. Maintenance of an approach sequence that
avoids  gaps and unnccessary delays between
approaches.

2. Use of the minimum possible approach
interval. consistent with the ppropriate separa-
tion required.

At nonapproach control lociations, a subse-
quent arriving aircraft can only be cleared for an
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approach after one ot the followmg conditions
eants

1. The precedang mreraft has lainded or can-
weled HFR

2. The preceding wireraft s visible to the
tower controller at that location and. in his
Judgment. landing ¢an be completed.

Nonradar \pproaches

The order of priority of isuance of approach
clearance s normally established on the basts
that the first aircratt estimated over the fix from
which approaches are commenced will be the
first to receive an approach clearance. tolfowed
by other aircratt in the order of their estimated
or actual times of arrival over the tines. It visual
contact with the ground is made betore the
approach s completed. it sy required that the
complete approach procedure be tollowed unless
ATC has authonized a contact approach or the
pilot cancels his TFR ight plan.

To require an aireraft to execute a particular
instrument approach procedure. the controller
must specity in the approach clearance the name
el the approach as published on the approach
chart.

If kending will be made on a runway other
than that alined with the direction of instrument
approach. instructions to circle to the runway in
use must be included in the approach clearance.

When adherence to an altitude as published
on the approach chart is requrred for separation
from other aircraft. the altitude must be speci-
fied in the approach clearance,

If it is determined that a pilot is unfamiliar
with an approach procedure. a complete descrip-
tion of the approach must be included in the
approach clearance.

Clearance tor a high altitude penctration may
be issued in conjurction with a clearance for
approach. a vector to a final approach course. or
to a fix or altitude from which a clearance for an
approach can be given when no delay is antici-
pated.

A military en route descent tor turbojet
aircraft may be authorized provided that only
normal vectoring delays are anticipated. It may
be used in a nonradar environment; however,
radar capability should exist which will permit
the aircraft to he vectored to the final approach

course ot a ablished Ingh altitude instrument
approach procedure or PAR’ASR approach. The
type of final approach to be conducted must be
mutually understood by the pilot and controller
before the en route descent is begun. Prior to
issuance of an ¢n route descent clearanee below
the highest initial penetration altitude estab-
tished for any high altitude instrumeat approach
procedure for the destination airport. the cur-
rent weather conditions at the destination air-
port must be transmitted when any of the
following conditions prevail

1. The ceiling is below 1.000 feet.

2. The ceiling is below the highest crcling
mininwum.

3. The visibility is below 3 miles.

To mvoid requiring an aircraft to fly at low
altitude for an excessive distance, descent clear-
ance should be issued at a point determined by
adding 10 to the first two digits of the fhght
level: for example, FL 370: 37 plus 10 cquals 47
miles.

A turboget ¢n route descent should not be
terininated without the consent ot the pilot
except as required by a radar failure or an
crergeney situation. It remains the pilot’s pre-
rogative to clect to conduct a published high
altitude  penctration instead of an en route
descent.,

Clearance for a vontact approach may he
issucd only it the following conditions are met:

1. The pilot requested it.

2. The reported ground visibility is at least |
statute mile for all aircraft cexcept civil air
carrices which  must have 1/2 statute mile
Approved separation must be applicd between
aircraft authorized to conduct a contact ap-
proach and other IFR and special VFR aircraft.
®hen applying vertical separation, a fixed altitude
should not be assigned: clear the aircraft at an alti-
tude whichis at least 1,000 feet below any otner IFR
traffic but not below che minimum safe altitude. An
aliernative clearance should be issued when weather
conditions are such that a contact approach may be
impracticable.

Radar Approach Control
In a radar environment. arriving aircralt may

be cleared to an outer fix most appropriate to
the route being flown with vertical separation

ERIC
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and b required. enen holding mstructions.
When radar handotts are cttedted between the
ARTCC and approdaen control, or between two
approad control taalies neratt are cleared to
the airport or to a4 v so located that the
handott will be completed prior to the time the
arreratt reaches the tv, When radar handofts are
utthized. successive  arrvme  tlights may e
handed  off to approach control withe radar
separation m icu of vertical separation. provided
that such procedures are previously agreed upon
between the tactlities concerned and the tollow-
mg conditions are met

I The $inst aircraft comnmunicates with the
recenving Dacility betore 4 second aircralt, clear-
ed to or over the same i, is told to communi-
cate with the recenang facility. This need not be
applicd 1t the tirst aireralt is cleared to the
arport.

2. The fiest aircralt comnmunicates with the
recervang tacility before it reaches the clearance
limit G,

3, The reeenmyg tacility does not delay or
hold the Tint aircratt at the fix to or over which
asecond aireral’tis cleared.

Radar vectors and altitudes/FLS will be as-
signed oy required for spacing and separating
atrcraft.  Aurcratt will normally  be informed
when it 15 necessany to vector through the final
approach course for spacing or other reasons. In
the event the controller s unable to so infoim
the pilot. he is not expected to turn inbound on
the final approach coune unfess approach clear-
ance has been issued (such as for ILS. VOR,
TACAN tinal approachy.

Approach clearance will normally be issued
with the tinal vector for intereeption of the linal
approach course. and the vector will be such as
to enable the pilot to estabiish his aircraft on the
final approach course prior to reaching the
approach fix. This approach clearance would not
e issued o the of an ASR or PAR
approach.

In addition to the foregoing conditions. if
terran or tratfic does not permit unrestricted
descent to the lowest published altitude speci-
ficd m the approach procedure for which clear-
ed. the controller must either defer issuance of
approach clearance untit there are no restric-
tions. or issuc altitude restrictions with the
approach clearance specitying when or at what

Case

pomt unrestricted descent can be made. I xeept
for ASR/PAR, the pilot would have to be
mstructed to contact the tower or monitor i
certain frequency until completion ot the ap-
proach.

APPROANCH  SEPARATION  RISPONSI-
BILITY. When approaches are not monitored
by the PAR controller the radar approach
controller must maintain radar separation until
visual separation can be provided by the tower
controller. The tower controller may provide
radar scparation within an arca designated lor
his use i this responsibility has been delegated
to him in a Letter of Agreement or Facility
Directive.

When monitoring instrument approaches. the
PAR controller must provide IFR separation
between aircraft on approach from the final
approach 1ix to the airport until visual scpara-
tion is provided by the tower controller.

Wken timed approaches are being conducted.
the radar controller must maintain radar separa-
tion until the aircraft is observed to have passed
the tinal approach fix inbound and is within 5
miles of the runway on final approach course or
until visual scparation can be provided by the
tower controller.

VISUAL APPROACH. In a radar cnviron-
ment, ATC may descend an aircraft operating in
accordance with an IFR clearance to the mini-
mum vectoring altitude. vector it to the airport
traffic pattern, and issue clearance for a visual
approach. This may be done whenever the
reported ceiling is at least 500 fect above the
minimum vectoring altitude and the visibility is
3 miles or more,

With a visual approach, the pilot may deviate
from the prescribed instrument approach proce-
dures and proceed to the airport visually. main-
taining VFR conditions at all times. This proce-
durc affords a more expeditious service to
arriving aircraft and preclades unnecessary vee-
toring to the final approach course of a pub-
lished instrument approach..

Radar separation must be provided from any
precedting IFR aircraft until visual separation can
be provided. The radar controller must continue
flight following and traffic information until the
pilot is instructed to contact the tower. The
point at which an aircraft cleared for a visual
approach is instructed to contact the tower will
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van . depending on the runway 1 use. weather.
et and 1t s determined by prior coordination

between  the  tower and  approach  control.,
Ordinantly . the chanreover oceuns at least S
miles  trom  the mnway. Changeover ponts

should be tur enough trom the airport so that
the tower vcontroller can properly establish a
landing sequence but not at a0 distance which
may  derogate the provision of radar traffic
information. )

If an arriving wreratt is not following
preceaing arriving aircraft sequenced by ap-
proach control. 1t may be cleared tor a visual
approach when the tollowing conditions exist:

I. The pilot of the aircraft concerned reports
sighting the airport.

2. The tower controller is informed of the
atreraft’s position,

I the aircraft concerned is following 4 preced-
ing arriving IFR or VIR aircraft sequenced by
approach control. it may be ckeared for a visual
approach when the following exist:

I. The pilot of the succecding aireraft reports
amhtm" the preceding arrcraft.

The tower controller is informned of th
succecding aircraft’s position in the approach
sequence.

3. The pilot of the succeeding ircraft is
instructed to foltow the preceding aircraft.

Aircratt may be vectored simultancously to
the traffic pattern for visual approaches to more
than onc runway or to the traffic pattern for
visual approaches to one runway while aircraft
are  conducting a different type instrument
approach to another runway provided that the
applicable preceding conditional provisions for
issuance  of a visual approach clearance are
adhered to and radar scparation is maintained
between IFR aircraft untl at least one of the
following conditions is met:

1. If parallel ruaways separated by less chan
3.500 feet are in use. the pilot must have
reported sighting the preceding IFR aircraft
making an approach to the other runway and all
aircraft involved must be informed that other
arriving aircraft are using the other runway .

2. If parallel runways separated by 3.500 feet
O more, or converging runways are in use. all
aircraft involved must be informed that other
arriving aircraft are using the other runway.
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RADAR APPROACHLIS. Prescribed or ap-
prosed radar mstrument approach procedures
may be provided to anv aircratt upon request
and may  be offered 1o aireraft in distress.,
regrdless of weather conditions. or to expedite
traffic.

The following information must be issued to
aircraft that propose to conduct a radar ap-
proach:

I. Altimeter setting.

2. Ceiling and visibility it the ceiling is
reported below 1.000 feet or below the hu.hcst
circling minimum. whichever is greater, or it the
vistbility is less than 3 miles. When such condi-
tions cxist, all known changes which are classi-
fied as special weather observations must be
transmitted as soon as the volume of traffic,
controller workload, and communications fre-
quency congestion permit.

3. Pertinent information on known ficld con-
ditions if they are considered necessary to the
safe operation of the aircraft concemed.,

NOTE: Issuance of the altimeter setting, ceil-
ing. visibility and airport conditions need not be
made if the pilot states the appropriate ATIS
code o1 says he has received it from another
source.

Except for any known special weather obser-
vations, the aforementioned items may be omit-
ted after the fist approach if repeated ap-
proaches are made.

4. Lost communications procedures. When
weather reports indicate an aircraft witl likely
encounter IFR weather conditions during the
approach, lost communications instructions are
issucd as soon as possible after establishing radar
identitication and radio communications (this
may be omitted after the first approach when
suceessive approaches are made and the instruc-
tions remain the same). Advise the pilot that if
radio communications are lost for a specified
time interval (not more than | minute) on
vector to final approach. 15 seconds on 2
surveillance final approach. or § scconds on a
precision final approach. one of the following
actions should be taken:

Attempt  contact on a sccondary or
t()Wcr frcqucncy .
) Proceed in accordance with VFR if
possible.
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¢. Proceed with an approved nonradar ap-
proach.

J. Execute the speatic lost communica-
ticas procedure tor the radar approach being
used

The pilot 1s responsible for determining the
adequacy of lost communications procedures
with respect to aircraft performance. equipment
capability. or reported weather conditions. It a
pilot should state that he cannot accept a lost
communications procedure due to weather con-
ditions or other reasons. the controller should
request the pilot’s intentions and take appro-
priate action.

it an aircraft on a radar approach proposes to
exeaute alow approach or touch-and-go landing.
climbout instructions including a specific head-
ing and altitude must be issued before the
aircraft commences final descent. It an amrcraft s
making a scries of approaches. this type of
instruction ay be omitted after the first
approach. provided that no change exists,

The pilot should be advised to perform
landing check  while the aircraft is on  the
downwind Icg and in time to complete it before
turning base lfeg. If an incomplete pattern is
used. this instruction. must be issued prior to
handofT to the final controller for a precision
approach or prior to beginning descent on a
suneillance approach.

The following should be accomplished before
the aircraft on a radar approach commences
final descent:

I. Inform the pilot of the position of the
atreraf't at least once.

2. Inform the pilot ot the type of »nproach
(ASR or PAR) the runway to which the
approach will be made. and. if appropriate. the
airport.

3. Request the pilot to report wheels down
unless he has previously reported it

4. Missed approach instructions should be
issued according to he specific missed approach
procedure approved tor the radar approach n
use.

A clearance must be obtained from the tower
and relayed to the pilot for an aircraft on a radar
approach to make a landing. touch-and-go. or
low approach. Surface wind must be included
with clearances for landing or touch-and-go. If
such clearances are not received. the pilot should
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be informed and then issued instructions for an
alternate course of action.

When directed by the control tower. instruc-
tions to exceute a mussed approach must be
issued to the pilot of an .reraft on a radar
approach. In such cases. or when the iint
initiates g missed approach. the missed approach
should be monitored by the radar controller and
*advisorics issued. Instructions that could be
interpreted as a continuation of the approach
must be avoided.

The pilot of an aircraft conducting a radar
approach should be instructed to take over
visually. exccute the missed approach. or climb
and maintain a specified altitude and fly a
specificd course. whenever the completion of a
safe approach is questionable because one or
more of the following conditions exists:

1. Safety limits are exceeded or radical torget
deviations are observed.

2. Position or wdentification of tive aircraft is
in doubt.

3. Radar contact 1s lost or a malfunctioning
radar is suspected.

4. Ficld conditions or traffic preclude ap-
proach completion.

If radar contact is lost during an approach and
the aircraft has not started on final approach,
the aircraft should be cleared to an appropriate
navaid £ an instrument approach.

On a surveillance approach the controller
provides navigational guidance in azimuth only.
The pilot is furnished headings to fly to aline his
aircraft with the extended centerline of the
landing runway. Since the radar information
used for a surveillance approach is considerably
less precise than that used for a precision
approach, the accuracy of the approach will not
be as great and higher minimums will apply.

Guidance in clevation s not possible on a
surveillance approach, but the pilot is given
advance notice of where descent will begin, the
straight-in minimum altitude/MDA for the ap-
proach. and instructions fo begin descent when
the aircraft reaches the descent point. Unless a
descent restriction exists for the approach. the
pilot is instructed to descend to minimum
altitude/MDA at that point, If a restriction to
the descent does exist. the prescribed restriction
must be applicd and the pilotis told to maintain
a certain altitude until he is observed to have
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passed the altitude hnnting pomt. af'ter which he
iv mstructed to descend 10 minmum  altitude/
MDA.

It recommended attitudes on final approach
are requested by the pilot, they should be given
down to the last mile which 1s at or above the
published mmimum altitude; MDA. The recom-
mended altitudes are determined locally. For
example. with a gradient of 300 fect per mile.
add  this value for cach mile to the airport
clevation and round it out to the nearest 100
feet,

The mmimum altitude/ MDA published for
the approach procedure is applicable in deter-
minimng the point at which recommended alti-
tudes will be discontinued. For example, if the
published MDA iy 1.290 feet at an airport with
an clevation of 970 fect MSL. altitude informa-
tion s not enen for the last mile because the
recommended altitude of 1,270 feet would be
below the MDA of 1.290 feet (300 plus 970
equals 1.270). Course guidance and the distance
from the runway or touchdown (if using the
azmuth portion of PAR) should be fumished
the pilot cach nule while the aircraft 15 on final
approach. The pilot should be informed when
his aircraft is on course and frequently informed
when any deviation from the desired course is
vbsened.

When IFR conditions exist at the airport to
which the approach is being made, the pilot of
the aireraft on the approach should be instruc-
ted to report sighting the runway, approach/
runway lights, or the airport as appropriate.
Surveillance approach guidance may be discon-
tinued and the pilot instructed to take over
visuatly when requested by the pilot or when
one of the following occurs.

l. Dusing IFR vconditions, when the pilot
reports sighting the runway, approach/runway
hights, or the airport.

2. During VFR conditions, when the aircraft
is at the missed approach point (MAP) or | mile
from the landing threshold, whichever is greater.
If the approach is being conducted to no specific
runway at a sccondary airport. approach guid-
ance may be discontinued when the aircraft is at
the MAP, | mile from the airport, or at a
preestablished point beyond which radar or
communications coverage ceases to exist, which-
ever is greater.
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Approach guidance should be discontinued
and the pilot instructed to execute a missed
approach, if neither the runway or runway/
approach lights, nor the airport has been sighted,
when one of the following conditions exists:

. For an approach to a primary airport, if
the aircraft is at the MAP or | mile from the
landing threshold, whichever is greater.

2. For an approach to a secondary airport, if
the aircraft is at the MAP, | mile from the
airport, or at a preestablished point beyond
which radar or communications coverage ceases
to exict whichever is greater.

On a precision approach the controller pro-
vides highly accurate navigational guidance in
azimuth and elevation to the pilot. Pilots are
given headings to direct them to. and keep their
aircraft alined with, the extended centerline of
the landing runway. The pilot must be informed
when his aircraft is approaching the glidepath,
normally 10 to 30 seconds before the glidepath
is intercepted, and when to begin descent. The
published decision height (DH) will be given if
the pilot requests it. Glidepath and course
guidance information is issued to keep the
aircraft on, o- to inform the pilot of any
deviation from. ti.e course and glidepath.

Trend information may be issued as required
to indicate target position with respect to the
azimuth and elevation cursors and to describe
turget movement uas appropriate. The trend
information may be modified by the terms
RAPIDLY or SLOWLY as appropriate. The pilot
must be informed of his aircraft’s distance from
touchdown at least once each mile on final
approach. The pilot must be informed when his
aircraft reaches the published decision height,
when it is passing over the approach lights, and
over the landing threshold. When over the
landing threshold the pilot should be informed
of his position with respect to any deviation
from the centerline.

If the elevation portion of the PAR equip-
ment should fail during a precision approach,
the controller should discontinue PAR instruc-
tions and instruct the pilot to take over visually
or, if unable, to execute a missed approach. If a
surveillance approach is established for the same
runway the pilot may be informed that he can
be provided with such an approach. In such
cases, the azimuth portion of the PAR equip-
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ment 1s used to deterinine the centerhine. which
requires that the distance 1ssued be from teuch-
down. The controlier should insure that the
pilot is aware of the distance information
difference. If the elevation portion of the PAR
equipment is inoperative before starting a preci-
ston approach. this procedure may be used as
normal ASR approach procedure,

PAR approaches inay be conducted when the
ASR portion of the equipment is unusable.
provided that a nonradar instrument approach
will pusition the aircraft over a navaid or DME
fix within the precision radar coverage. or an
adjacent radar facility can provide a direct radar
handoft to the PAR final controller.

Below Minimum Weather Conditions

The official weather report is the naval
weather service report and the RVR or RVV
report as applicable. Weather minimums are
those published for a particular approach on the
POD FLIP terminal instrument approach proce-
dures as amended by NOTAM’s. When various
minimums are published tor different category
aircraft and a doubt exists as to which is
applicable. the higher minimum applies.

CRITERIA FOR MULTI-PILOTED AIR-
CRAFT. - After reported weather is below pub-
lished landing minima for the approach to be
conducted. an approach must not be com-
menced in propeller driven or rotary wing
multi-piloted aircraft unless the aircraft has the
capability to proceed to a suitable alternate in
the event of a missed approach.

An approach must not be commenced in a
multipiloted fixed wing turbojet aircraft if the
reported weather is below minima for the
approach tc be conducted. Once an approach
has been commenced, a pilot may, at his
discretion, continue the approach to the ap-
proved published landing minimums.

CRITERIA FOR SINGLE-PILOTED AIR-
CRAFT.-An instrument approach must not be
commenced in a single-piloted aircraft if the
reported weather is below published minima for
the type approach being conducted. When a
turbojet en route descent is to be executed, the
approach is considered to commence when the
aircraft descends below the highest initial pene-
tration altitude established for the high altitude
instruiment approach procedures for the destina-

tion airport. Once an approach has been com-
menced. a pilot may, at his discretion, continue
the approach to the approved published landing
minimums.

However, assolute mimima for a single-piloted
aireraft execating a precision approach are 200
feet ceiling/height above touchdown (HAT) and
visibility one-half statute mile/2400 feet RVR or
published minima, whichever is higher.

If the pilot of an arriving aircraft reports the
weather conditions arc below his ‘anding mini-
mums. a controller should take the following
action

1. Issue appropriate instructions to the
aireraft to hold or proceed to another airport.

2. Adjust, as necessary, the position in the
landing sequence of any other aircraft desiring
to make approaches, and issue approach clear-
ances accordingly.

Approach Monitoring

PAR equipment should be used to monitor
approaches when the following conditions
exists:

|. Whenever the reported weather is below
basic VFR minimums.

2. When the navaid final approach course
from the final approach fix to the runway
coincides with the PAR final approach course.

3. When the final approach fix is within PAR
coverage.

When approaches are being monitored, pilots
of arriving aircraft should be informed of the
frequency on which advisqries will be trans-
mitted if it will not be the same as the
communications frequency used for the ap-
proach.

When issuing advisories, pilots should be
informed when their aircraft aie passing final
approach fix. At that point the pilot may be
instructed to report sighting the approach lights
or the runway. The pilot should be advised if his
aircraft is well left or right of course; and if
conducting a nonprecision approach, he shenid
be advised when well above or below the
glidepath. If repeated advisories are issued and
the aircraft is still proceeding outside the pre-
scrived safety limits, the pilot should be advised
to proceed visually or, if unable, to chhmb to a
specified altitude and/or turn to a specific
heading. Advisories may be terminated and the
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pilot concerned so mformed when the pilot
reports sighting the approach lights or the
runway. or a point where the glidepath inter-
cepts 200 feet elevation. whichever 1s nedarer the
landing threshold.

Practice Instrument Approaches

When requests for practice instrument ap-
proaches are received. controllers should take
steps to determine the type of approach and

how it will terminate. such 45 2 touch-and-go.

the missed approach maneuver. or a landing.

When an aircraft on an IFR flight plan
requests practice approaches. handle these oper-
ations as a series of full IFR approaches.
Whencever procedures require application of IFR
separation to VFR aireraft not on an IFR fhight
plan. the controller is responsible for providing
separation  when  he authorizes  the practice
instrument approach.

Instruct VFR aircraft desiring to conduct
practice  instrument approiaches to  maintain
VFR conditions.

Advise aircraft conducting pr: tice instru-
ment approaches to contact the tower at the
final approuch fix, unless local facility directives
or letters of agreement dictate that this be
accomplished prior to this point. and to make
position reports as required.

Controllers should insure that neither VFR
nor IFR practice instrument approaches disrupt
the normal flow of arnving or departing traffic,

Frequency and Beacon
Changes During Approaches

When military  turbojet (except cargo and
transport type) or A-1 type aircraft wilt conduct
an instrument approach wholly or in part in IFR
weather conditions or at night, an approach
controller should take the following action:

. Avoid radiofrequency and radar beacon
changes to the maximum extent that communi-
cations capabilities and traffic conditions will
permit. However, when changes are required, usc
the following procedures:

a. Instructions should be given carly
enough to allow the change before the aircraft
reaches the approach fix or handoff point.

b. Frequency changes must be kept to a
minimum below 2,500 feet above the surface
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and should be avoided during the time an
aircraft is making a turn.

2. When the traffic volume require:, coordi-
nate with the ARTCC and request that a
frequency other than the one used by aircraft
making approaches be used in transferring con-
trol of aircraft to the approach control facility.

3. A frequency common to both the GCA
and approach control should be used for an
approach. if practicable, to minimize frequency
changes.

4. When GCA is not able to communicate on
a common frequency. a change to the GCA
frequency may be authorized.

5. When a nonradar approach will be made,
the pilot of the aircraft may be instructed to
change to the tower frequency in the following
instances:

a. The reported ceiling is at or above 1,500
feet and visibility is S statute miles or more.

b. The pilot reports that he is able to
proceed by visual reference to the surface.

6. Radar beacon changes should be avoided
after an aircraft begins a penetration/approach.

7. In the event of a missed approach, a
frequency or beacon change should not be
required before the aircraft reaches the missed
approach altitude, MEA, or the minimum vee-
toring altitude.

Single Frequency Approaches

Where single frequency approach (SFA) pro-
cedures for single piloted turbojet aircraft on an
IFR flight plan are contained in a Letter of
Agreement, radiofrequency changes may not be
required after the aircraft begins the penetra-
tion/approach, or after initial contact during an
cn route descent, until a landing or low ap-
proach has been completed, except under the
following conditions:

1. During daylight hours while the aircraft is
in VFR conditions.

2. On pilot request.,

3. When the pilot cancels his IFR flight plan.

4. In an emergency situation.

Minimum Fuel

If a USAF, FAA, or USN jet aircraft declares
a state of MINIMUM FUEL, a controller should
inform any facility or controller to whom
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control jurisdiction v or will be passed of the
minimum fuel situation. Facilitics und/or con-
trollers concerned must be ualert for any occur-
rence which might delay the aireraft en route

Use of the term MINIMUM FULL indicates
recognition by the pilot that his tuel supply has
reached a state such that. upon reaching destina-
tion. he cannot accept any undue delay. This is
not an emergency situation but merely an
advisory that indicates an emergency situation is
possible should any undue delay occur.

N Y-

87

If at any time the remaining usable fuel
supply suggests the need for traffic priority to
insure a safe landing. the pilot should declare an
emergency and report fuel remaining in minutes.

Both minimum fuel advisories and emergency
fuel state must be reported each time control is
transferred to a new controller.

As with any emergency situation. common
sense and good judgment will determine the
extent of special handling to be given.
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CHAPTER 6
EMERGENCY PROCEDURES

Emergency procedures cannot always be pre-
scribed  for every situation which might be
considered an emergency becawse of the infinite
varicty of possible situations. As a rule of
thumb. an emergency includes any situation
which places an aircraft in danger, uncertainty,
alert, lost or distress. When it is believed that an
emergeney exists or is imminent, an air traffic
controller must select and pursue a course of
action which appears to be most appropriate
under the cxisting circumstances The decision

as to what type of assistance is needed is based

on requests and information received from the
pilot, because he is authorized by FAR 91 to
determine his course of action.

EMERGENCY ASSISTANCE

Maximum assistunce must be provided aircraft
in distress. This includes services of available
radar facilitics, military, FAA, and FCC DF
facilities, and emergency services that may be
available at or from these facilities.

If a cortroller is communicating with an
aircraft in distress., he is the one who should
handle the emergency and coordinate and direct
the activities of assisting facilities. This responsi-
bility should be transferred to another controller
or facility only when it is determined that better
handling of the emergency will result.

Information received about aircraft in distress
should be forwarded in detail to the center in
whose area the emergency exists, even VFR
traffic. Logically this would mean en route
traffic. not local traffic around your station.
You may have to coordinate the efforts to assist
any aircraft believed in distress either between
facilities or between the aircraft and a facility.

Should your facility receive a request for
information concerning an ALNOT from the
tic-in FSS, a thorough scarch of the records is
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necessary to determine whether tne aircraft has
contacted or landed at your facility. No one can
say which little piece of information may be the
missing link or a key to the location of a
downed aircraft.

A course of action determined appropriate for
an emergency situation must be implemented as
soon as cnough information has becn obtained
to act upon. What is considered a minimum
amount of information will naturally vary ac-
cording to the situation; however, the following
may be considered as a minimum for an in-flight
emergency:

Aircraft identification and type.
Weather, as reported by the pilot.
- Nature of emergency.

Aircraft altitude/FL.

Pilot’s desires.

Fuel remaining, in terms of time.

Aftcr initiating emergency assistance proce-
dure, and if the nature of the situation allows,
the following information is desirable and may
be obtained from the pilot as necessary and as
time permits;,

Pilot capability for IFR flight.

Time and place of last known position.
Heading since last known position.
Airspeed.

Point of departure and destination,

. Navaid equipment capability.

. Navaid signals being received.

Visible lanumarks.

Aircraft color,

10. Number of people on board.

1l. Emergency equipment on board.

When providing emergency assistance, it may
be best to keep the aircraft on the initial
contact frequency. Even though 121.5 and
243.0 MHz are available as emergency frequen-
cies, their use is not mandatory. A frequency
change for an aircraft in distress should be made
only if there is a valid reason.

S o =
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Aircraft orientation 15 of primary importance
to the pilot of an aircraft that is lost or
uncertain of hus position. The initial phase of
sssistance to pilots in such situations will prob-
ably be some method of locating the aircraft
such s radar, radar beacon, DF. navaids. land-
marks. or sighting by other aircraft.

When considered necessary. and provided that
the weather permits. a controller could recom-
mend that the pilot maintain or increase altitude
to improve communications. radar, or DF recep-
tion.

OVERDUE AIRCRAFT

An IFR aircraft is considered overdue when
neither communications nor radar contact can
be established with 1t and 30 minutes have
passed after its ETA over a specified reporting
point or clearance limit.

An aircraft on a combination VFR/IFR or air
filed IFR flight plan is considered overdue when
30 minutes have passed since the pilot re-
quested IFR clearance and neither communica-
tions nor radar contact can be established with
it.

A VFR aircraft 1s considered overdue when
communications cannot be established and it
fails to arrive 30 minutes (15 minutes for jets)
after its ETA. For SAR purposes, these aircraft
are treated the same as IFR aircraft.

EMERGENCY SITUATIONS

An emergency situation may be considered to
exist. and the center should be notified immed-
iately. when any of the following conditions
exist:

1. An cmergency is declared by either the
pilot. facility personnel, or officials responsible
for the operation of the aircraft.

2. Reports indicate that an aircraft has made
a forced landing, is about to do so, or its
operating efficiency is impaired to the extent
that a forced landing will be necessary.

3. Reports indicate that the crew has aban-
doned or ditched the aircraft or is about to do
$0.

4, An emergency radar beacon (SIF) response
is received on radar.

5. Intercept or escort aircraft services are
required.

6. The need for ground rescue appears likely.

7. A left or right turn :riangunlar pattern is
observed on radar.

INFORMATION FORWARDED TO ARTCC

When an aircraft is considered to be overdue
or in an emergency status, ARTCC must be
alerted and forwarded the following informa-
tion, as available:

1. Flight plan including the color of the
aircraft if known.

2. Time of last transmission received, by
whom, and the frequency used.

3. Last position report and how it was
determined.

4. Action taken by the reporting facility
and the proposed action.

5. Number of persons on board.

6. Fuel status.

7. Facility working the arrcraft and the
frequency being used.

8. Last known position, estimated present
position. and maximum range of flight of the
aircraft based on the remaining fuel on board
and the airspeed.

9. Position of other aircraft near the distress
aircraft’s route of flight when requested.

10. Other information the controller deems
pertinent.

Position Plots

The facility working the distress aircraft
should plot the flight path of the aircraft on a
chart, including position reports, predicted posi-
tions, possible range of flight, and any other
pertinent information. The assistance of other
aircraft known to be operating near the distress
aircraft may be solicited. This information
should also be forwarded to ARTCC.
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RADIO COMMUNICATIONS FAILURE

Commumcations fwlure action should be con-
stdered for both an wireraft and a facility In case
of the latter. most Navy facilities have backup or
emergency  radio equipment plus standby or
auxiliary power supplies. This system does not
eliminate  the possibility of a facility com-
munications failure but reduces 1t to improbu-
ble. However cach facility should develop an
mternal plan to follow in the event part or parts
of the backup system do not function as
designed. The ACIL or Chiet” may be involved in
the planning or actual construction of a plan of
action to reestablish communications with air-

.raft under control of a facility if such an

emergencey should arise.

Aircraft communications failures with mod-
ern. reliable equipment are uncommon. but
since it is a possibility, advanced planning and
training is necessary to effectively handle such a
situation should it arise. When an aircraft experi-
ences two-way communications fulure, air traf-
fic control is based on anticipated pilot actions.
Pilot procedures and recommended practices are
st forth in FAR’s, the Airman’s Information
Manual, and pertinent military instructions. For
information, FAR 91.127. “IFR Operations:
Two-way Communications Falure” is quoted as
follows.

l. Unless otherwise authorized by ATC, cach
pilot who has two-way radio communications
failure when operating under IFR shall comply
with the rules of FAR 91.127.

2. VFR conditions. If the failure oceurs in
VFR conditions, or if VFR conditions are
encountered after the failure, each pilot shall
continue the flight under VFR and land as soon
as practicable.

3. IFR conditions. If the failure oceurs in
IFR vonditions, or if the provisions of the
preceding paragraph cannot be complied with,
cach pilot shall:continue the flight according to
the following:

a4. Route.
(1) By the route assigned in the last
ATC clearance received:
(2) If being radar vectored, by the direct
route from the point of radio failure to the fix.
route, or airway specified in the vector clear-

ance.
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(3) In the absence of an assigned route,
by the route that ATC has advised may be
expected in a further clearance: or

(4) In the absence of an assigned route
or a route that ATC has advised may be
expected in a further clearance. by the route
filed in the flight plan.

b. Altitude. At the highest of the following
altitudes or flight levels:

(1) The altitude or flight level assigned
in the last ATC clearance reccived;

(2) The minimum altitude (converted to
minimum  flight level if appropriate) for IFR
operations: or

(3) The altitude or flight level ATC has
advised may be expected in a further clearance.

¢. Leave holding fix. If holding instruc-
tions have been received, leave the holding fix at
the expect-further-clearance time received. or. if
an expected-approach-clearance time has been
received, leave the holding fix in order to arrive
over the fix from which the approach begins as
close as possible to the expected approach
clearance time,

d. Descent. Begin descent from the en
route altitude or flight level upon reaching the
fix from which the approach begins, but not
before

(1) The expect-approach-clearance time
(if reccived); or

(2) If no expect-approach-clearance
time has been received, the estimated time of
arrival, shown on the flight plan, as amended
with ATC,

CONTROL ACTION

Although SAR is not limited to aircraft
incidents the restrictive nature of this training
manual limits this discussion to subject matter
concerning air traffic control. AC’s by virtue of
their job of keeping track of each aircraft
operation may be the first to suspect an emer-
genty situation. In nearly every instance. a
timely alert to the appropriate SAR facility or
organization is an essential contribution to a
suqcessful mission.

Each ship or station has its own crash and
rescug bill which the ACI or Chief may be
involved in drafting, updating, or revising. This
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bill 1s a collection from vartous publications of
the necessary imformation and action required
locally  This bl s included as part of the local
Air Operations Manual and is the gurdehne to be
followed by AC'S in the command during an
actual merdent on or near the station and in
traning junior or new personnel.

Flieht Service Stations serve as the central
pomts for collecting and disseminating informa-
tion on overdue or missing aircraft which are not
on an 1FR tlight plan.

Centers serve as the central points for collect-
g information. for coordinating with SAR. and
for conducting a communications scarch by
distributing any necessary ALNOT s concerning:

1 Overdue or missing 1FR aircraft.

2O IFR wireraft in an emergency  situation
oceurring i therr respective areas.

2, Overdue or mussing aircratt which  have
been authorized to operate i accordance with
spectal VIFR

4. Aircraft on a combination VER/IFR or an
ar-filed 1EFR thght plan and 30 minutes have
passed smee the prlot requested 1FR clearance
and neither commumcations nor radar contact
can be established with at.

For more iformation on action taken by the
approprate facihty for overdue or missing air-
craft. refer to AC 3 & 2. NAVTRA 10367-k.
chapter 4.

Traffic Restrictions

Unless radar separation s used. when an [FR
aircraft is unreported. the facility responsible
must restrict or suspend other 1FR traftic for 30
mumutes after whichever ot the following times is
apphcable.

1. Fhe time at which approach clearance was
delnvered to the pilot

2. The cexpected
delivered to the pilot

3. The arrival time over the navaid serving the
destination wirport.

4. The current estimate either the control
facility’s or the pilot’s. whichever s later. at:

(1) The appropriate en route navaid(s) or
fix(es) and

(2) The navand serving the destination air-
port.

aprroach  clearance  time

36
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Lighting Requirements

The runway lights, approach lights, and all
other required airport lighting systcims must be
operated for at least 30 minutes before the FTA
of the unreported aircraft until the aircraft has
been located or until 30 minutes after its fucl
supply is estimated to be exhausted.

Traflic Resumption

After the 30 minute traffic suspension period
has ewpired. normal air traffic control may be
resumed it the operators or pilots of other
airerat't concerned agree.

Communications Failure

The following action. as appropriate, may be
taken if two-way radio communications is lost
with an aircraft;

1. Broadcast clearances through any available
means of communications including the voice
feature of navaids.

2. Attempt to reestablish communication by
requesting the pilot of the aircraft to use his
transponder or make turns to acknowledge
Clearances and answer uestions. Consider the
following possibilitics using the transponder:

a. Request the pilot to reply Mode A/3
IDENT.

b. Request the pilot to reply on code 7600
or if already on code 7600 the appropriate
stratum code.

¢. Request the pilot change to STANDBY
for a sufficient length of time for the controller
to be sure that the lack of target is the result of
the requested action.,

3. Broadcast a clearance for the aircraft to
proceed to its filed alternate airport at the MEA,
if the aircraft operator concurs.

VFR AIRCRAFT IN
WEATHER DIFFICULTY

If the pilot of a VFR aircraft should request
assistance when he is about to encounter IFR
weather conditions. he should be instructed to
contact the appropriate facility responsible for
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the arca concerned. 1t your facihity is not the
control facility and the pilot advises he s unable
to contact the control {acility, you may be
required to relay information and clearances
necessary to assist the VFR aircraft.

At radar facilities. if VFR trffic requests
radar assistance when encountering or about to
encounter IFR weather conditions. the control-
ler should first determine if the pilot is capable
and qualified for IFR flight. If the pilot is
qualified for IFR. he should be requested to file
an IFR flight plan after which a clearance may
be issued after coordination with the necessary
facility. If it is determined that the pilot is not
qualified or capable of IFR flight. then the
following actions as appropriate should be
taken:

l. Inform the pilot of airports where VFR
conditions are reported. provide other availuble

pertinent weather information, and determine it

the pilot will clect to conduct VFR flight to
such an airport.

2. If the pilot does not elect to proceed to an
airport as described in the preceding paragraph.
radar assistance should be provided if the pilot
declares an emergency or if the controller can
determine the exact nature of the radar service
the pilot desires.

3. If the aircraft has already encountered IFR
conditions, the pilot should be informed of the
minimum safe altitude. If the aircraft is below
the minimum safe altitude and sufficiently
accurate position information has been received
or radar identification is established, a heading
may be furnished on which to climb to reach
minimum sate altitude.

Assistance Techniques

When providing radar assistance to a pilot not
qualified to operate in IFR conditions, the
following techniques should be used to the
extent possible:

I. Avoid radio frequency changes except
when necessary to provide a clear communica-
tions channel.

2. Turns should be made when the aircraft is
in VFR conditions so it will be in a position to
fly astraight course when in IFR conditions.
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3. The pilot should be instructed to lower the
landing gear and slow the aircraft to approach
speed while in VER conditions.

4. Requiring a climb or descent while in a
turn and in IFR conditions should be avoided.

5. Abrupt mancuvers should be avoided.

6. Vector such aircraft to VFR  weather
conditions it possible.

LOCATOR BEACON SIGNALS

Some aircraft and/or occupants carry locator
beacons of various types which are independ-
ently powered devices emitting a distinctive tone
for homing purposes on 121.5 and/or 243.0
MHz. Several types of signals are produced by
these beacons such as a beep beep. or a warbling
or steady tone. The latest Navy equipment
provides for two-way radio communication.
Since the emergency signal from a locator
beacon may only be heard for a short period of
time. quick acticn is essential.

When a locator beacon signal is heard or
reported the following steps are recommended:

I. Attempt to obtain a bearing on the signal.

2. Notity the DF net control.

3. Forward bearings and any other pertinent
information to the DF net control.

DIRECTION FINDER SERVICE

Providing practice DF steers or approaches to
aircraft that arc operating normally and in
accordance with VFR might be considered a
relatively simple matter. The only real action
required is to provide the necessary headings for
the pilot to comply with to accomplish the
desired operation. On the other hand. an emer-
gency situation or [FR operation can complicate
the procedure somewhat requiring the controller
to provide information to insure proper terrain
clearance, proper position relative to controlled
airspace, and possibly a complete instrument
approach plus coordination with other facilities
and separation from other traffic.

To assist controllers, certain guidelines may
be established to identify the steps necessary
when providing DF service to an aircraft in
emergency as follows:,
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1. It should be determined if the aircraft
concerned is on a flight plan, whether it is in
VFR or IFR weather conditions, the amount of
fuel remaining, its altitude/FL, and heading.

2. If it is determined that the aircraft is not
on an IFR flight plan and is in VFR weather
conditions, the pilot should be advised to remain
in VER conditions.

3. If it is determined that the aircraft is
operating in IFR weather conditions, the pilot
should be informed of the minimum safe alti-
.tude and the controller must coordinate with
the appropriate control facility for the purpose
of separation from other IFR traffic and flight
progress information if the aircraft in distress is
operating in accordance with an IFR clearance.

4. The DF net control should be alerted if
the pilot declares an emergency or is lost, even
though the aircraft may be radar identified
(unless the aircraft is sighted visually). This will
provide for capability of cross checks and
continued assistance under almost any condi-
tions such as radar failure or loss of radar target
due to altitude, etc.

Generally speaking, a DF net’s area of cover-
age would be an ARTCC’s area of responsibility
(flight advisory area) with the ARTCC as net
control. However, the ARTCC may designate
any DF station as DF net control and if a
center’s area inchides two DF nets, a control
station for each would be designated. When
alerted by a station of an emergency which may
require DF assistance, the center or net control,
as appropriate, can further alert those DF
stations within the network which may be
required to assist. The DF station having pri-
mary responsibility for radio communications
with the distress aircraft would be considered
the primary station and all other DF stations on
the net remain silent on the frequency in use.
Whenever possible, radar identification of the
distressed aircraft should be accomplished. All
courses received from the DF stations are
plotted on a plotting board to establish a fix. A
minimum of two DF courses are required to
form or establish a fix. However, one station can
determine a no-wind position of the aircraft by
the time or distance method of determining
position in relation to a DF station expressed in
terms of miles or minutes from the station. For
more detailed information on operation and
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procedure for direction finding, rcfer to NAV-
TRA 10367-E, AC 3 & 2, chapter 5. ’

Under emergency conditions where a standard
instrument approach cannot be e¢xecuted. an
instrument approach based on DF guidance may
be provided. DF approaches are established at
some facilities for this purpose in the samc
manner as TACAN and radar approaches. These
procedures are described in the TERP's hand-
book. Generally a teardrop type approach is
used for low altitude operations and a triangle
type approach for high altitude operations. Both
types consist of an outbound leg, turn(s), and an
inbound leg with an angular difference of 45°
from the reciprocal of the outbound course.. The
triangle type procedure includes a base leg
before turn to final. Both lost communications
procedure and missed approach procedure in-
structions must be issued to the pilot of an
aircraft being provided a DF approach. Gen-
erally, the approach criteria for DF approaches
is the same as that for ADF approach proce-
dures. The minimums established must provide
obstruction clearance in the final approach area
and the circling approach area per category of
aircraft. Since DF navigation is based on com-
munications, MAXIMUM intervals between con-
tacts for a published DF approach have been
specified, as follows: while the aircraft is en
route to the station prior to initia! approach, 60
seconds; from initial approach fix to within an
estimated 30 seconds from final station passage
or missed approach point, 15 seconds; when 30
seconds cr less from final station passage or
missed approach point, S seconds.

EMERGENCY AIRPORT
RECOMMENDATION

A controller handling an aircraft in distress
may decide to recommend an emergency airport
to the pilot. Such a decision may be reached
after several essential conditions are considered,
as follows: remaining fuel in relation to the
distance to the recommended airport; the
existing weather conditions, both en route and
at the recommended airport; airport condition,
such as runway length and weight capacity;
navaid status; type of aircraft and pilot
qualifications versus actual operation necessary
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to get to and land ai the recommended airport;
and radar vectoring, DF guidance, or honiing
capability to the emergency airport recommended.

When such a recommendation is maae and
accepted by the pilot of the distressed aircraft,
every conceivable means of guidance to the
emergency airport must be considered and used
if necessary, including radar. DF. following
another aircraft. pilotage by landmarks. or com-
pass heading.

SEARCH AND RESCUE

Search and Rescue (SAR) is defined as the
employment of available personnel and facilities
in rende..ag aid to persons and property in
distress. The development of the SAR concept
as a planned undertaking is of fairly recent
origin, although the recognition of the moral
obligation to assist persons in distress dates back
to ancient times. The rescue of military person-
nel is an integral and important part of military
operations. The armed forces have tiaditionally
accepted. to the extent practicable, a moral or
humanitarian obligation to aid nonmilitary per-
sons and property in distress. This has been
further implemented by the National SAR Plan
as outlined in the National Search and Rescue
Manual. (NWP 37-A).

The National SAR Plun assigns search and
rescue as follows:

. To the military agencies—Conducting
physical scarch and rescue opcrations.

2. To the FAA-

a. Providing emergency service to aircraft
in distress.

b. Assuring that SAR procedures will be
initiated if an aircraft becomes overdue or
unreported. This is accomplished through the
ATC system for IFR aircraft and the VFR flight
plan service provided by Flight Service Stations
for VFR aircraft.

¢. Attempting to locate overdue or unre-
ported aircraft by INREQ and ALNOT com-
munications search.

d. Cooperating in the physical search by
making all possibic facilities available for use of
the scarching agencics.

Under the National Search and Rescue Plan
the facilities of all these agencies, as well as
those of the Navy, are integrated into a single

IToxt Provided by ERI
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SAR network to provide maximum efficiency
and economy in the prosecution of any SAR
mission. The U.S. Coast Guard is responsible for
coordination of search and rescue for the Mari-
time Region, and the U.S. Air Force is responsi-
ble for coordination of search and rescue for the
Inland Region. In order to carry out this
responsibility, the Air Force and Coast Guard
have established Rescue Coordination Centers to
direct search and rescue activities within their
regions. This service is available to all persons
and property in distress, both civilian and
military. Normally, for aircraft incidents, in-
tormation will be passed to the Rescue Coordi-
nation Centers through the appropriate Air
Rouie Traffic Control Center.

DEVELOPMENT OF SAR )

The rescue of personnel in distress has be-
come an integral and important part of naval
operations. The primary objective of SAR is to
save the lives of personnel in distress. It applies
principally. but is not restricted to. the rescue of
personnel of the Armed Forces of the United
States and its allies. Successful SAR operations
not only have a beneficial effect on the morale
of fighting forces when a life is saved, but also
aid in preserving the strength of the Armed
Forces by retrieving its highly trained personnel.

The present-day concept of SAR is an out-
growth of the Air Sea Rescue Plan inaugurated
by the U.S. Coast Guard in 1939. The plan
became subject to expansion and additional
development as a result of the U.S. Navy’s role
in World War II. The Navy, then engaged in
operations extending over vast arcas of the
earth’s water surface, found it necessary to
devclop standardized procedures for the search
and rescue of its own downed air personnel and
survivors of ships damaged or sunk by enemy
action.

To accomplish the SAR mission, suitable
surface ships and aircraft were periodically
placed under the tactical command of a rescue
task group commander in the area of operations.
Submarines were also detailed to these missions
as requested by the tactical cc mmander. As the
war psogressed and the magnitude of naval
operations increased, these SAR missions as-
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sumed greater importance. 1t became apparent
that the employment of specially  trained and
equipped units  specifically assigned to SAR
duties could relieve other units of these opera-
tions which interfered with their primary nis-
sions Tlns procedure, when mstituted. resulted
in greater effectiveness on the part of all units in
the performance of their respective duties.

When reports of survivors™ experiences were
studied. it also became apparent that additional
survival equipment was needed.  particularly
equipment which permitte ’ survivors themselves
to assist the scarchers. As a result. such items as
the self-inflating hferaft. the emergency signal
murror. emereeney radio transmitters. and vari-
ous pyrotechnic distress signals were developed.

INTERAGENCY COORDINATION

In time of peace. it is incumbent upon the
U.S. Navy to take full advantage of the SAR
techniques developed and facilities operated by
the U.S. Coast Guard. The reason for this is that
the U.S. Coast Guard is charged with the
development. establishment. maintenance. and
operation of aids to maritime navigation and
rescue facilities which promote safety on and
over the high scas. and waters subject to the
jurisdiction of the United States. The Coast
Guard. under its responsibilitics. may render aid
to persons and protect and save property at any
time at any place where its facilities and
personnel are available.

As a result. operational commands of the U.
S. Navy may delegate to the Coast Guard such
SAR functions as duties of the SAR Comunander
and other functions that may be jointly agreed
upon by the respective commands. However.
betore these functions are given to the Coast
Guard. full consideration must be given to the
adequacy of Coast Guard facilities and other
responsibilities imposed upon that service by
laws. In addition to using Coast Guard SAR
facilities. naval commands cooperate fully, when
requested. in assisting the Coast Guard in the
exccution of its functions. Navy commands also
keep Coast Guard commands in the arca of their
operations informed in detail on their SAR
requirements and provide logistic assistance as
requested by Coast Guard SAR opcrations. The
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eatent of this assistance 1s governed by existing
instructions and the availability of facilities and
equipment.

In wartime. the Coast Guard operates as a
specialized service within the naval establish-
ment. and its responsibilities for SAR are subject
to orders of the Secretary of the Navy.

The Aerospace Rescue and Recovery Service,
as Executive Agent for the Air Force, exercises
the SAR coordination function within the In-
land Region.

This rescue service has the responsibility for
integrating cxisting agencies possessing 4 SAR
capability and their facilities, in accordance with
existing agreements. into a basic cooperative
network for rendering assistance to military and
nonmilitary persons and property in distress.

The Army maintains a SAR :apability during
the conduct of land operations for its forces.
SAR facilities are primarily provided by aviation
units based at Army installations.

Because the Armmy maintains no organiza-
tional rescue units. Army SAR facilities for
operational use under the National SAR Plan are
made available as required on a noninterference
basis with the primary Army mission.

Army helicopters and light aircraft have an
effective capability for assistance to SAR opera-
tions.

The Federal Aviation Administration (FAA)
of the Federal Government has broad statutory
responsibility in the ficld of air safety. In
addition. the FAA has air traffic control and
communications facilities available for SAR pur-
poses. AC 3 & 2, NAVTRA 10367-E, chapter 4,
outlines facilities and procedures used by FAA
in connection with SAR. Other federal agencies.
such as the Federal Communications Commis-
sion (FCC), cooperate in SAR operations.

COMMAND AND ORGANIZATION

COMMAND PROVIDES THE AUTHORITY
for the control of forces and facilities attached
to SAR. while ORGANIZATION PROVIDES
THE MEANS-the personnel, technigues, and
procedures necessary to carry out the mission.
Command authority for a designated arca or
region is usually vested in one person, the SAR
Coordinator. It is his responsibility to provide
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the organization and insure that it functions
efficienthy. Thais is achieved through the forma-
tion of the Rescue Coordmation Center (RCC)
and the trunmg of asigned persomel in all
operational aspects ot SAR.

Authority and Responsibility
of the SAR Coordinator

Responsibility for SAR is divided into several
classifications. each containing certain definite
assignments for SAR. Thus, commands to whom
the pnimany  responsibility  has been  assigned
have ereater duties to perform than do com-
mands - which  have been  assigned secondary
support or mformational responsibility. In spite
of the diviston of SAR responsibility among
communds, all hands possess a basic responsi-
bility to take part in SAR operations. at any
time, with or without prior direction.

Any communder responsible for SAR may
designate a0 SAR Coordinator for his arca of
responsibility. In making that designation the
command should be guided by the availability of
facilities, the nature of SAR operations normal
to the arca or sphere of action, and any special
qualifications of the ofticers under considera-
tion.

The person directing a spevific SAR mission is
known as the SAR Mission Coordinator.

In genceral. the duties of the SAR Coordi-
nator involve establishing operationally etficient
RCC’s, staffed with competently trimned men
and aciively linked with other centers in neigh-
boring arcas or services. He must be prepared to
provide all-out aswistance m SAR missions. to
assume tactical responsibility. to control surface
ard air unity in any SAR operation under his
dircetion, and to direct or coordinate rescue
opurations.

The SAR Coordinator has operational control
of all primary facilities assigned to him for SAR
purposcs. Submarines, whether primary or see-
ondary SAR facihtics. remain under the opera-
tional control of submarine force commanders.
Commands exercising operational control, or
higher authority, may assign secondary facilitics
to the SAR Coordinator for operational control
for a specific incident. He coordinates the
actiity of all units participating in SAR inci-
dents within the area of his responsibility.

Q
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effecting coordination of all other units with
those under his operational control. Coordi-
nmation is to be excreised throush the normal
chain of command. Rescue commanders of
forces afloat coordinate SAR activities mciden-
tal to the operation of these forees., regardless of
the arca of operation, unless other plans are
mutually agreed upon by the commander of the
forces afloat and the command with primary
SAR responsibility in the area of operations.

At times it may be necessary for the SAR
Mission Coordinator to designate an on-scene
comnumder. An on-scene commander controls
SAR operations at the scene of a distress
incident when control of the mission cannot be
exercised effectivel: by the SAR Mission Coor-
dinator. This loss of effective control may be
due to the distance between the Rescue Coordi-
nation Center (RCC) and the scene of the
incident. or due to communications difficultics.
The commander of the first unit at the scene to
be in communication with the craft in distress.
with other SAR forces. or with the RCC,
assumes on-scene command until an on-scene
commander has been  designated by the ap-
propriate SAR Mission Coordinator.

To provide continuity of command, any
officer who is senior to the on-scene commander
and who arrives subsequently is not to take over
command ot operations unless ordered to do so
by the SAR Mission Coordinator. or unless the
senior officer present decides that a change of
command is essential. and so informs the SAR
Mission Coordinator.

It the on-scene commander is airborne. he
retains control of the mission until relieved.
cither by the Mission Coordinator or by mutual
agreement with an adequately equipped surface
craft. The SAR Mission Coordinator must be
informed accordingly .

Formal designation of an on-scene com-
mander or any change in that designation is
promulgated by the SAR Mission Coordinator to
alt concerned.

Rescue Coordination Center (RCC)

The RCC is the heart of SAR operations. It is
the place from which SAR operations are
controlled and where reports of operations are
received and evaluated. The primary aim of all
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etforts i the RCC 1s to conddude all reseue
nussions successtully and promptly. Fhe RCCS
are established by the S AR Coordinator

RCC’s may be based ashore or atloat. Where
practicable. they should be located thoor near an
operation or mtormation center  Fhe RCC afloat
is normally located in Aur Operations. Ashore, 1t
may be located in or adpacent to a command or
mformation post. Wherever it s located. the
RCC shoukl have ready access to a control
room. surface amnd air plots. communications
facilities, navigational ads, direction-fmding ta-
cilities, und meteorological senvices.

It is the responsibility of the RCC to pertorm
the followng

1. Receive and evaluate all reports of distress.,

2. Direct or coordinate the scarch for and
rescue of sunvivors, keeping Jall interested com-
mands  and  operating sgencies  (ncluding the
survivor’s parent shap or bhase) fully informed, as
appropriate.

3. Plot positions of all distress incidents and
the tracks of all assisting aircraft.

4. Keep informed of 'weather. sea conditions.
and other factors affecting reseue.

5. Undertake arrangements necessary for the
return of rescued personniel to their ship or buse.

6. Maintain a status bourd showing all pri-
mary rescue facifities.

7. Maintamn mformation on secondary tacili-
ties available.

8. Guard assigned radio communications cir-
cuits.

An RCC is a primany SAR facility suitably
stafted by supervisory personnel and equipped
tor coordinating and controlling SAR opera-
tions. RCC’s vary with the physical location ard

the regional level on vhich they are operated.
but all should have the common elemnent of

centralized  communication and  coordination.
RCC’s should be swaffed with RCC controllers
capable of acting as SAR Mission Coordinators.

SAR facilities available to RCC's are classified
as primary and sccondary.,

PRIMARY fucilities may nclude the tollow-
ing.

1. Specially equipped air and surface craft
maintained in constant readiness tor full-time
SAR dutics.

2. Other craft, including submarines. specifi-
cally assigned to SAR.
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3 Ground umts specially equipped and mam-
tained m constant readimess.

4. Meteorological forecasting and  advisory
SCTVICCS.

SECONDARY facilities may include the fol-
lowing:

1. Local military land-based arcraft and sur-
face craft.

', Other aircraft suitable for SAR missions.
Any mihtary tacility.

4. Merchant ships, private vessels, and civilian
aireraf't.

5. Other means available to local authorities,

Full mformation concerning any significant
change in the status or location of primary
faulitics established for and used by SAR
agencies should be given widest possible dissemi-
nation by the SAR Coordinator, the SAR
Mission Coordinator, or the agency concerned.,

N
I

AUTOMATED MERCHANT
VESSEL REPORT SYSTEM

The Automated Merchant  Vessel Report
System (AMVER) is an international maritime
mutual assistance program. It provides impor-
tunt aid to the development and coordination of
search and rescue efforts in the off-shore ocean
arcas of the world during marine and aviation
cmergencies. Merchant ships of all nations are
encouraged to voluntarily send sailing and posi-
tion reports during offshore passages to the
AMVER Center in New York through cooperat-
ing radio stations made available by pirticipating
countries. Information from these and meteor-
ological reports 15 entered into the AMVER
clectronic computer which generates and main-
tains dead reckoning positions for the participat-
ing ships. Characterntsties of shaps wlich are
valuable tor determining search and rescue capa-
bility are also stored in the computer. Informa-
tion concerning predicted locations and charac-
teristics of ships plotted near the scene of an
actual or potential emergency is made available
to recognized SAR agencies of any nation or
person in actual or potential distress for use
during an emergency, Predicted positions and
identification of ships are disclosed only for
reasons related to maritime satety.
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Surface Pictures

The basie service provided by the AMVER
Center for uw dunng emergencies s the Surface
Picture (SURPIC). A SURPIC 15 a list of ships
with SAR characteristics predicted by the com-
puter to be within a specifien geographical
region at a specified time. present or future,
SURPIC'S are useful to aircraft commanders
durmg an alert or emergency  situation by
assisting in making contingency plans in case the
situation should detenorate rapidly into a dis-
tress and a ditching become imminent.

Network of Precautionary Trackline
SURPIC's in the Pacific Region

Because of the special nature of the long
overwater  thghts in the Poafic and  Indian
Oceans and the associated lack or remoteness of
regular SAR facilities. special services have been
provided to aviation for many years by several
countrics. Positions of ships participating in
weather reporting schemes were used to predict
future locations and this information was pro-
vided to flight briefing ofticers by the cognizant
avil aviation authority. In the United States
Pacific Manitime region this service was called
SAR Plan ALFA. The AMVER system  has
replaced Plan ALFA and has begun providing
additional precautionary trackling SURPIC’s to
rescue centers and international flight service
stations throughout the north and south central
Paaific for major mternational thight routes.
Additional routes will be added as the AMVER
plotis developed in the more remote areas.

The precautionary trackline SURPIC’s are
predicted for a future mean time and distributed

Q
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to bricfing pomts by governmental communica-
tions networks. Copres of the SURPIC’s are
normally made available by the bricfing station
for mclusion in the preflight briefing kit. The
aircraft  commander can casih  caleulate  the
approamiate position of ships ot interest for the
time estimated abeam and place the information
on the navigation chart.

COMPUTERIZED SAR
SEARCH PLANNING

Another valuable aid available to SAR coordi-
nators is the Fleet Numerical Weather Central
(FLENUMWEACEN) located at Monterey, Cali-
fornia and under the jurisdiction of the Naval
Weather Service Command.

This facility utilizes a computer program
Which solves the scarch planning problem for
open ocean situations, and provides a computer
generated output consisting of a datum position,
probable error of position and search radius for
both simple und complex problems.

The solution generated by the computer is
based upon certain data which is fed into the
computer, some of which must be supplicd by
the SAR voordinator. The remaming data is
supplicd by the Nuval Weather Service, such as
sca current and surface wind.

The computer is available 24 hours a day and
once the FLENUMWEACEN has received the
input information from the SAR coordinator,
the computer output data should be avaitable
within ene-halt hour.
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CHAPTER 7
CARRIER AIR TRAFFIC CONTROL PROCEDURES

As defined by naval regulations, the Opera-
tions Officer of an aircraft carrier is responsible
for the control of airborne aircraft operating
from the carrier except those assigned to other
authority. The primary facility through which
the Operations Officer exercises his authority
and responsibility for safe and effective control
of airbome aircraft is the Carrier Air Traffic
Control Center (CATCC). The Air Operations
Officer is responsible to the Operations Officer
for all matters pertaining to flight operations
and for the proper functioning of the CATCC.
The CATCC is responsible for the status keeping
of all carrier air operations and control of all
airborne aircraft under the Operations Officer’s
cognizance except for the following.

1. The Air Officer is responsible for visual
control of aircraft operating in the carrer
control zone. He is the clearing authority for the
carrier control zone.

2. The Landing Signal Officer is responsible
for visual control of arriving aircraft imme-
diately prior to landing.

3. The CIC Officer is responsible for mission
control of aircraft assigned to him.

CVA/CVS instrument procedures are neces-
sarily different from those applicable ashore.
The basic necessity for safe and efficient proce-
dures may be even more prevalent abnard
carriers. The conditions which affect CVA/CVS
instrument procedures are of a different nature
since the carrier is a mobile airfield normally
operating in areas where obstruction clearance
presents little if any problem. This discussion is
limited in content concerning the overall picture
of CATCC. The CVA/CVS NATOPS Manual
should be referred to for a more detailed study
of the subject matter.
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CVA/CVS INSTRUMENT PROCEDURES

The instrument procedures utilized in CVA/
CVS type operations include arrival, marshal.
approach, missed approach/bolter/waveoff. and
departure procedure.,

ARRIVAL PROCEDURES

On entering the carrier control area (50 mile
radius for CVA, 25 for CVS/LPH), inbound
flights are normally turned over to marshal
control for further clearance to the marshal
pattemn. Aircraft which were unable to check in
with Strike, Mission, or Marshal Control due to
communications difficulties should proceed in-
bound to the emergency marshal at the briefed
holding altitude.

Carrier Terminal Information Service (CTIS)
if available, should be broadcast continuously
during flight operations and should contain the
following minimal information:

1. Ship’s voice call

2. Broadcast identification (Alpha, Bravo,
etc).

3. Type recovery /approach,

4. Altimeter setting and weather.

5. Expected Marshal radial.

6. Miscellaneous data affecting
launch.

The flight leader should provide the Marshal
Controller with certain items of information
which include:

recovery/

1. Position.

2. Altitude.

3. Low fuel state in flight,

4. Total number of aircraft in flight (line up).
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5. Type of ACLS approach requested.

6. Receipt of CTIS broadcast.

7. Other pertinent information such as navaid
stutus. hung ordnance. weather. etc.. which may
affect the recovery,

The Marshal Controller should provide tne
flight with the following information:

1. Marshal instructions.

2. Steer to marshal (if required).

3. Type of recovery/approach (if not received
on CTIS).

4. Expected approach time (EAT).

5. Altimeter setting and weather (if not
received on CTIS).

6. Time check.

7. Expected final beanng.

8. Additional information
field/fuel daw. et:.

such as divert

MARSHAL PROCEDURE

A common question asked by trainees is
“Why the word MARSHAL?” This is a good
question. Apparently reference is being made to
on: of the many meanings of the word, which is
“to arrange objects or people in order.” Com-
pared to approach procedure ashore, a marshal
fix would be the same as the initial approach fix.

A primary TACAN marshal fix is normally
established on a predetermined radial at a
distance appropriate for the type aircract, i.e.,
jet. prop, or helo. The radial is established with
reference to the base recovery course (BRC).
The BRC is the ship’s magnetic heading for
recovery of aircraft.

Jet Aircraft

For jet aircraft, the primary TACAN marshal
fix is normally on the 180 degree radial ielative
to the expected final bearing (see Appendix 1) at
a distance of 15 miles plus 1 mile for every
1,000 feet of altitude. Base altitude will be
assigned but not lower than 5,000 feet in any
case.

Turboprop
Aircraft

For turboprop aircraft, the primary TACAN
marshal fix is either the 180 degree radial at a
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distance of 15 miles plus 1 mile for every 1,000
feet of altitudz or the 135 degree radial at a
distance of 7 miles plus 1 mile for every 1,000
feet of altitude. Base altitude will be as assigned
but not lower than 5,000 feet for jets or 1,500
feet for props.

Prop Aircraft

The primary TACAN marshal point for prop
aircraft is the 180 degree radial relative to the
expected final bearing (FB) at a distance of 10
miles plus 1 mile for every 1,000 feet of
altitude.

It should be noted that this marshaling point
cannot be utilized when jet approaches are being
conducted.

There are two secondary TACAN marshals
(ALPHA and BRAVO); these are located on the
135/225 degree radials (respectively) relative to
the expected FB at a distance of 7 miles plus |
mile for every 1,000 feet of altitude. Base
altitude for props will not be lower than 1 500
feet.

Helicopters

The primary TACAN marshal fix for heli-
copters is the 100 degree radial relative to the
FB at a distance of 1 mile for every 500 feet of
altitude commencing at 1,000 feet and 5 miles.

Emergency Marshal

Emergency marshal fixes may be established
on radials at 30 degree intervals, clockwise from
the primary marshal radial.

Overhead Marshal

{n the event of TACAN failure, geographical
considerations, or operational circumstances,
overhead marshal may be utilized.

In the event an aircraft or flight cannot reach
the assigned marshal point in time to make an
assigned approach time due to mission, fuel
state, or ordnance load, an en route radar
approach may be used to place the flight in the
proper approach sequence. Positive radar control
is required for all en route descents.
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Marshal Patterr. and Altitude

Unless otherwise specicd m the operations
order or mstructions issued by marshal control,
the marshal pattern should be a 6-manute race-
track pattern. The inbound les should pass over
the manhal i, Dircction of turn tor cach
pattern 1 depicted on the respective approach
chart. s

Every etffort should be made to anticipate
weaiher conditions and provide marshaling in
vistal conditions it practical. Aircraft below an
overcast cloud layver should not be tequired to
climb mto the overcast to comply with niarshal
altitade hmuts it aporoach control cann maintam
the interval and sequence from the lower alti-
tude. Aircratt above an overcast cloud layer
should be assigned altitudes above the overcast
and retained in formation where possible.

Formation flights should be limited to a
manimum of four aircraft at any onc assigned
altitude. Under 1IFR weather conditions. a sec-
tion of two wreraft is the maximum number
authorized in any one tlight and hence at the
same marshal altitude.

Fixed-wing aircraft are normally assigned mar-
shal altitudes which provide 1.000 feet vertical
scparation. A CVS using . secondary marshal fix
should as.ign thousand toot altitudes (1.000.
2.000. cteoy at the primary marshal fivand
thousand-plus-500 (1,500, 2.500. cte) at the
secondary marshal fix,

Helicopters are assigned altitudes at marshal
which provide 500 feet vertical separation.

APPROACH PROCEDURE

Approach procedures described and depicted
herein are primarily for single carrier operations.
However, with slight moditications they can be
used for multicarrier operations; letdown under
reduced navigation and control, using a plane
guard destroyer's navaids: and during EMCON
conditions.

Figure  7-1 depicts the
utilized on the approach
contained herein.

Figures 7-2 through 7-9 are cxaniples of
approaches  designed for use on carriers re-
gardless of weather condittons, Euch ship should

various symbols
charts which are

Q
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utilize the standard approaches so that pilots
whio transition to other ships will encounter
mmimum changes in operating procedures.

Lach  pilot adjusts kis holding pattern to
depart the marshal tix at the assigned expected
approach time. Farly or late departures trom the
marshal  fix must be reported to approach
control so that adjustment in the interval can be
mnade tor sufe separation.

Changes 1 radio communications trequencies
and TFF codes should not be required of the
pilot after plattorm (5,000 feet) except under
emergency conditions,

Letdown/Penetration

Jet aircratt descend at 250 knots and 4.000
feet per minute until platform is reached. At
platform the descent is shallowed to 2,000 feet
per minute. They should arrive at the 10-mile
gate at 1,200 feet and 250 knots. The pilot will
commence transition of his aircraft to landing
contiguration at the 10-mile gate unless directed
otherwise by CCA.

Propeller aircraft descend at 140 knots and
1.000 feet per minute from the marshal fix to
arrive at the 6-mile gate at 1,200 tect.

Turboprop aircraft, when in jet marshal, must
coriform to ict procedures. When in prop mar-
<ial, they should conform o prop procedures
but must transition to the lunding contiguration
prior to the 6-mile gate, unless otherwise di-
rected by CCA,

Hcelicopters descend at 90 knots and 500 fect
per mintite from the marshal fix to arrive at the
3-mue gate at 500 feet crossing the 135 degree
radial at not less than 900 feet.

Correction to Final Bearing

If conditions were always stuble during carrier
opcerations, then there would be no reason to
alter the ship’s heading once a base recovery
course huad been decided upon. In the case of the
CVA jet letdown/penctration, the final bearing
would be the same as the reciprocal of the
marshal radial if no changes occur. But often the
variable clements exercise their option to
change, such as a wind shift, frontal passage
resulting in variable wind, proximity to land
masses, cte., which require a4 change to the BRC

166 -




AIR CONTROLMAN 1 & C

LEGEND
AIRCRAFT CARRIER INSTRUMENT APPROACH PROCEDURE CHARTS

PLANVIEW SYMBOLS

Penetronon
- st e—— 00900000000 0up Trock
Proceduro! Track {H: Alt procedures only) rac
- Arrivel Holding
Bearing hine ond valve Q Pottern
6 DME
i . .
TACAN DME Fix % Final Approach Fix
-
Missed Approach Track
PROFILE
% Finol Approach Fix NOB
{for non-precision approaches) Fix TACAN
®e0 —
Level Turn .:. see 1800 1300
o Mandatory Minimum
Alttude Altwude

+ {Alttudes precede Fix)

GENERAL INFORMATION & ABBREVIATIONS

Al disionces in noutical miles (except DME Distance M ng Equip
Visitnlity Data which s 1n statute mies) FAl Fnal Appr Fix
| Elevations in feet above MSL
All redials heonngs are mognetc b Final Beuring
ACL Automatic Carrier Landing IAF initiol Approach Fix
Sz;'lm (A‘CLS): Modes 1A, i MDA Minimum Descent Alhtude (for
ond I anly. non-precision opproaches
ASR Air Surve.lionce Rador anly, 1.e., ASR, TACAN, NDB)
sRC Lose Recovery Course (Mag MSL Meon Sec Level
hdg of ship)
NOD8 Non-directional Rodio Beccon
CH Chonnei i
PAR Precision Rador Approach
OH Decisicn Meight (for precision
approaches anly, i.e., PAR, TAC TACAN
ACL)

AC.231
Figure 7-1.—Carrier instrument appeosch procedures legend chart.
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Figure 7-2—TACAN approach chart {jet and turboprop).
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Figure 7-3.—NDB overhead approach chart (jet and turboprop).
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TACAN Overhead

Pub by DEFENSE MAPPING AGENCY

NOTE: Courses are
relative to
Final Bearing (FB)

_ MYDROGRAPHIC CENTER JET/TURBOPROP
F8
4 DME ‘2 Min
/V/ 3/7 Marshal as assigned
£ uanf 8§
4 OME

.08t

' G.——<{TACAN CH ]

BOLTER/WAVE-OFF

If no instruchions by 4 DME, 2 |
Min, turn downwind, report |
obeom If no COMM, com

< OME 3 DME
ME _®
Platform 5000 -
0. ..
A .
AJ T 6 DME
/ -
o ®
. [
* e
10 DME \.\ .
. _%-10 DME
* [
L4 3
[ ] ]
. .
... ...
....oooo...
i Avg deck elev 60 ft
(1AF)
4DME TACAN 4 DME

§2IO°’-1-----2IO°-D—.'r...

Leve!l left turn not before 10 DME
o0t 1/3 Morshol oltityde

mence turn to FB o1 4 DME i 3 DIME paR, OME 10 '::. o000
4 DME 2 Min i | iZoa Ay | OME &% 2000
Y 'Tﬁﬁ | pXT000cc0ccjeccens
e L 8 \T200 1200
| ‘_.:5._,. (ASR/TAC |
CATEGORY JET [ TURBOPROP
:‘:2': 260-"% 200 (200 %)
_ASR
:-usc 660-1% 600 (600 1%) 460-1 400 (400 Vv
Cv_3 Revised JUN 1972

TACAN Overhead

Figure 7-4.— TACAN overhead approach chart (jet and turboprop).
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TACAN o

Loromme e TURBOPROP/PROP

FB

—~ 4 DME, 2 Min
NOTE. Courses are
relative to 2

Final Bearing (FB)
\ G%TACAN CH ]
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5 Secondary Morshal
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!
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Figure 7-5,—~TACAN approach chart (prop and turboprop).
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NDB Overhead " “Wworoosamic citr . TURBOPROP/PROP

F8

2 Min

7N
d / Moyshal as assigned

008
2},
.\

NOTE Courses are relative to )

(]
o
Final Bearirg (FB)
/ IAF
~/ NDB J

S
o
-
®
|—i Avg deck elev 60 ft
ER/WAVE-OFF 3000NDB Level feft tyrn not before 3 Min
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report abeam I no COMM, cammence turn |
to FB 1 Min past abeam 2 Min 1URBO l

11200 prop~ | 2000

| |

(19

: @ e / It no PAR/ACL, descend to MDA

{ ‘_A._' aut of procedure turn
CATEGORY TURBOPROP | PROP

:::é‘: 260-'4 200 (200 %)
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:.NSDB 460-1 400 (400 1)
CV'5 Revised JUN 1972 NDB Overheod

Figure 7-6.—NDB overhead approach chart (prop and turboprop).
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———>\
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at 4 DME

4 DME

I Level left turn not before
3000, 6 DME at 72 Marshal
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4 DME 2 Min 3 DME pAR.
7200 TURBOPROP ! { ]_2—0—0' ACL 13 2009
~ Fere |
1
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600 PROP [ X"Z00 ASR/TAC
i [I—A A !
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Y 2607 Y2 ( )
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. 00 1400 1
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CV-6 Revsed JUN 1972 TACAN Overhead

Figure 7-7.~TACAN overhead approach chart {prop and turboprop).
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Pub by DEFENSE MAPPING AGENCY
TACAN "
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4 DME/2 Min

o8l " .

NOTE: Caurses are
relative ta
Final Bearing (FB)
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145° :

TACAN :

4 DME/2 Min }

= |

| 30 |

[ i

CATEGORY HELICOPTER
S-PAR 260.4 200 (200-%)
:::2 360-% 300 (300 %)
Ccv-7 Revised JUN 1972 TACAN

Figure 7-8.—TACAN approach chart (helicopter).
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Figure 7-9.~TACAN/NDB approach chart (helicopter).
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upon which CATCC has based the recovery
approach proeedure. If aircraft are already in the
letdown/penetration or are in the holding pat-
tern at marshal f1x when the change oceurs. then
a change to the final bearing is required. When
this happens the pilots concerned must be
informed of the situation and corrections must
be made to intercept the new final bearing.

Jet or turboprop aircratt on TACAN/RADAR
approaches initiate correction from the marshal
radial to the final bearing at 20 miles. It the final
bearing is within 10 degrees of the reciprocal of
the marshal radial. a gradual correction is made.
It the difference is more than 10 degrees, the
pilot will make a 30-degree turn to intercept the
final bearing. If the aircraftis ot established on
the final bearing at 12 miles. then the pilot will
fly the 12-mile arc until intercepting the final
bearing.

Prop and turboprop aircraft on a TACAN/
RADAR approach would correct from the mar-
shal radial to the final bearing with a 45-degree
correction turn from the mbound heading in the
liolding pattern when departing marshal. This
heading would be held until the tinal bearing is
reached or. if the 6-mile arc is reached first. then
the 6-mile arc would be flown until intercepting
the tinal bearing.

Aircraft commencing approach from the over-
head TACAN/ADF marshal experiencing a de-
crease in the final bearing, should fly 90 degrees
of penetration turn and arc to the new FB.

When the new final bearing increases, the
aircraft should fly the standard penetration turn
and continue to intercept it prior to reaclung the
10-mile gate.

Nonprecision Final Approach

When precision approach radar or suitable
visual landing aids are not available, aircraft on
final approach will continue descent to 600 feet
after passing the 6-mile gate. The final controller
will provide sufficient information to the pilot
for him to maintain an accurate azimuth and
altitude ur*il reaching nonprecision minimums.

Precision Final Approach

Jet and turboprop aircraft pass through the
6-mile gate at 1,200 feet and 150 knots in a
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landing configuration. The altitude of 1,200 feet
is maintained at approach speed until intercept-
ing the glidepath (approximately 3 miles) unless
otherwise directed by the final controller.

Propeller aircratt pass through the 3-mile gate
at 1.200 feet in a landing configuration and
maintain 1,200 feet until mtercepting the glide-
path at 2% miles or until otherwise directed by
the final controller.

Helicopters pass through the 3-mile gate at
500 feet in a landing configuration and maintain
500 feet until interception of the glidepath or
until otherwise directed by the final controller.

When precision radar is available. precision
fraal approach procedures should be used for all
Case 111 (IFR letdown and approach) recoveries.
CCA will furnish glidepath and azimuth control
until the aircraft on approach reaches shipboard
PAR minimums or until the LSO takes control.

ACLS Final Approach

The letdown/penetration portion of an Auto-
matic Carrier Landing System (ACLS) approach
is the same as previously described to a point 4
to 6 miles from the ship on final at an altitude
of 1.200 fect.

If 4 mode A approach (automatic to mini-
mums and manual takeover to touchdown) is to
be conducted, the following will transpire ;

1. At 4 to 6 miles on final, the pilot should
receive a landing check discrete signal to indicate
positive data link communications between the
aircraft and the ship.

2. The SPN42 controller should acquire the
aircraft between 3.5 and 5 miles and initiate
lockon.

3. When the pilot has the aircraft, in the
proper attitude and engages the autopilot, he
will report COUPLED to the controller.

4. The pilot should report receiving com-
mand control signals via data link by reporting
COMMAND CONTROL to the controller.

5. The pilot shiould be given a voice warning,
as the aircraft approaches within 1 mile, that he
is approaching minimums.

6. At onec-half mile, the pilot will be in-
formed by the controller. ONE-HALF MILE,
AT MINIMUMS, UNCOUPLING NOW. The
pilot resumes control of the aircraft and con-
tinues the approach.
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7. If the pilot reports MEATBALL earlier
than one-half mile, the controller should down-
grade the approach to mode Il (manual ap-
proach using the ILS type instrument (needles)
in the aircraft) and transmit UNCOUPLING
NOW.

If a mode Il approach is to be conducted, the
following should transpire:

I. At 4 to 6 miles on final, the pilot should
receive the landing check discrete signal to
indicate positive data link communications be-
tween the aircraft and the ship.

2. The SPN42 controller should acquire the
aircraft between 3.5 and 5 miles and initiate
lockon.

3. After lockon. if the instruments in the
cockpit are functioning properly, the pilot will
report NEEDLES und fly the approach manually
by reference to the instruments.

4. The pilot should receive a warning from
the controller that his aircraft is at 1 mile and
approaching mode Il minimums.

5. At one-half mile the pilot should be
informed by the controller that his aircraft is at
one-halt mile and passing through mode 11
minimums. The pilot should acquire the
MEATBALL and complete the approach.

Approach Minimums

The commanding officer establishes approach
minimums for his ship which reflect significant
changes in operational capabilitics, such as may
be occasioned by decreased/increased profi-
ciency of the CATCC or embarked air wing/
group.. However. absolute minimums are estab-
lished as follows:

I. PAR, Mode 1A and 11-200 and 1/2.

2. Nonprecision approaches-

a. Jet-600 and 1Y%.
b. Prop/turboprop- 400 and 1.
¢. Helo-300 and Y.

When a suitable BINGO ficld is available,
aircraft may not commence an approach when
the reported weather is below the minimums as
previously deseribed unless it has been deter-
mined that the aircraft has enough fuel to
proceed to the BINGO field in the event of a
missed approach.

MISSED APPROACH/WAVEOFF/BOLTER

In the event of a missed approach, waveoff, or
bolter, jet and turboprop aircraft climb straight
ahead on the extended final bearing to a
minimum of 1,200 feet and wait for instructions
from the waveoff/bolter controller. Helicopters
climb straight ahead on the extended final
bearing to 300 fect and await instructions.

If instructions are not received prior to
reaching 4 miles or 2 minutes ahead of the ship,
the pilot will attempt to make contact with the
ship, giving identification and position. If in-
structions are still not received, the pilot will
assume communications failure and execute a
turn downwind, reporting DOWNWIND
ABEAM. If he still has no radio contact, the
pilot will proceed downwind; and if in a
fixed-wing aircraft, he will commence a tumn to
final at 4 miles DME. If in a helicopter, the pilot
will reenter through the 3-mile gate.

ACLS equipped aircraft should be alert for
data link displays and/or control.

In the event the deck becomes fouled or an
excessive number of aircraft bolter or are waved
off, the CCA officer will issue DELTA via the
controllers to all aircraft. The following actions
should be initiated

1. Aircraft in holding. They should continue
to hold and await assignment of a new expected
approach time. Pilots should acknowledge re-
ceipt of DELTA. :

2. Aircraft on approach above platform.
They should level off at the next lower odd
altitude and hold on the inbound bearing at a
range in miles equal to | mile for each thousand
feet of actual altitude plus 15 miles for jets 7
miles for props, and 5 miles tor helicopters. The
holding pattern should be the same as the
original marshal holding pattern. Pilots should
acknowledge receipt of DELTA, repeating dis-
tance and altitude. Pilots experiencing radio
failure after receiving DELTA would depart the
holding fix 6 minutes after the time of receipt of
DELTA.

3. Aircraft on approach below platform.
They should continue a normal approach and
await specific instructions prior to dumping fuel.

4. A new expected approach time should be
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assigned as soon as possible by approach control
with o minimum of 6 minutes delay before
continuing descent. If a pilot should experience
radio tailure prior to receiving a new expected
approach time, he would depart the holding fix
6 minutes atter receiving DELTA. He will then
take a 30-degree cut to the right to intercept a
track 10 degrees to the right of the inbound
bearing and continue inbound to the ship.

DEPARTURE PROCEDURE

Departure procedures are based upon the
assigninent of TACAN radials for the purpose of
providing lateral separation. The minimum
standard separation of departure radials under
IFR weather conditions is 20 degrees.

The assignment of departure radials is nor-
mally dependent on the following:

1. Mission of the aircraft.

2. Number of carriers in the formation.

3. Topographical features in the arca.

4. Those radials reserved for emergencies,
letdowns. or propeller aircraft and helicopter
holding.

Direct routing shonld be utilized as much as
possible in order to lessen delay time in the
execution of departures.

CARRIER AIR TRAFFIC CONTROL

Existing weather in the ship’s control area and
control zone is the most prominent factor
affecting the degree of control necessary. The
type of control to be cmployed during departure
and recovery operations is determined by the
Air Operations Officer unless specified by higher
authority. In pericds of reduced ceiling and/or
visibility. electronic air traffic control tech-
niques must be utilized to provide scparation
and maximum safety.

CONTROL CRITERIA

The degree of control exercised by CATCC is
described as close control, advisory control, or
monitor control.

Close control is defined as a form of air traffic
control in which the controlling agency has
radar and radio contact with the aircraft being
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controlled. Published approach or departure
procedures are complied with or specific assign-
ments regarding heading and altitude are issued
by the controller. Vertical separation is provided
by requiring pilots to maintain assigned altitudes
or flight levels while lateral or longitudinal
separation is provided by the controller. Speed
changes may be directed by the controller.

Close control is utilized when the following
conditions exist

1. Ceilings of 1,000 feet or less for fixed-wing
operatiors or 500 feet or less for helicopters.

2. Flight visibility of 3 miles or less for
fixed-wing operations or | mile . less for
helicopters.

3. Whenever flight operations are conducted
between one-half hour after sunset and one-half
hour before sunrise. except as modified by the
Officer in Tactical Command (OTC) or the
commanding officer.

4. During mandatory letdown in thunder-
storm areas.

5. In any other situation where supervisory
personnel can anticipate weather phenomena
that might cause difficulty to pilots.

Advisory control is a form of air traffic
control in that the controlling agency maintains
radio and radar contact with aircraft under its
cognizance and provides traffic advisories. Traf-
fic separation is the responsibility of the pilot
making use of the assistance provided by the
agency.. Advisory control must be utilized when
the traffic density in an operating area requires a
higher degree of control for safety of flight than
required under the see-and-be-seen method. Ad-
visory control is normally limited to VFR
weather conditions and is recommended for all
operations in or adjacent to oceanic control
areas or routes.

Monitor control is the monitoring of radar
and radio channels for emergency transmissions.
Monitor control must be utilized only when
aircraft are operating in VFR weather conditions
outside of controlled airspace and the responsi-
bility for separation from other traffic can be
safely assumed by the pilot.

SEPARATION CRITERIA

The following criteria are provided as guid-
ance for Carrier Air Traffic Controllers in the



AIR CONTROLMAN | & C

control of aircratt under mstrument conditions.
Either lateral or vertical separation will be
provided. These restrictions do not apply to
launch and recovery operations or tactical ma-
neuvers.

1. Lateral separation.

a. Aircraft operating within 50 miles of the
monitoring antenna  at least 3 miles.

b. Aircraft operating at more than 50 miles
from the monitoring antenna at least 5 miles.

2. Vertical separation.

a. Aircraft operating at altitudes up to and
including FL 290 must be separated by 1,000
feet except that 500 feet may be permitted for
propeller driven aircraft when required.

b. Aircraft operating at altitudes above
FL 290 must be separated by 2.000 feet. Note®
Carrier based aircraft must fly flight levels at and
above 18000 feet MSL unless regional air
control procedures dictate otherwise.

¢. Helicopters must be separated by 500
feet.

APPROACH CRITERIA

The Air Operations Officer determines the
type of approach and the required degree of
control considering weather in the approach arca
as follows:

I. Case 1. visual descent/urproach. This ap-
proach may be utilized when it can be antici-
pated that flights will not encounter instrument
weather conditions at any time during the
descent, break, and final approach. A ceiling of
3,000 feet and 5 miles visibility within the
carrier control zone is required for CVA's to
utilize Case 1 procedures. The pilot retains full
responsibility for proper navigation and separa-
tion from other aircraft. The pilot should be
advised of the expected Charlie time and
changed to tower control after reporting sighting
the ship..

2. Cascll, controlled descent/visual approach.
This procedure should be utilized during day-
light hours when weather conditions are such
that flights may encounter instrument condi-
tions during the descent, but visual consitions of
at least 1,000 feet ceiling and 5 miles visibility
must exist at the ship. Close control must be
utilized until the pilot reports the ship in sight.
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The maximum number of jet aircraft in the
pattern is limited to 6. During Case II recoveries,
CATCC must be fully manned and prepared to
assume control of a Case Il recovery in the
event weather conditions deteriorate below Case
I minimums. which are ceiling 1,000 feet and
visibility 5 miles.

3. Casce I, controlled descent/approach. This
procedure should be utilized whenever existing
weather at the ship is below Case Il minimums
and during all flight operations between one-half
hour after sunset and one-half hour before
sunrise, except as modified by the OTC or
commanding officer.

ARRIVAL PROCEDURES
Case | Procedure

Essential information is issued to the flight
leader and updated if necessary. When the flight
leader reports the ship in sight, the center should
switch the flight to tower control.

Case 11 Procedure

The CATCC will control the descent until
VFR weather conditions are reach . Approach-
es/pencetrations in actual instrument conditions
by formation flights of more than two aircraft
are not authorized. Flight leaders should squawk
normel and follow reporting procedures for Case
IIl until the flight has broken into the clear
beneath the clouds and has the ship in sight. The
flight leader will then be switched to tower
control and proceed as in Case I.

Case 11l Procedure

CATCC controls the descent and approach.
This type of recovery should only be made by
single aircraft except in those cases where an
aircraft with inoperative radio or navigational
equipment is brought down on the wing of
another aircraft. Formation penetrations/
approaches by dissimilar aircraft should not be
attempted except in extreme circumstances
whiere no safer options are available to effect
recovery. Directing a recovery in adverse wea-
ther conditions where alternate airports are not
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available demands the utmost proficiency, mu-
tual confiderce, and cooperation between pilot
and controller, Marshal controllers must insure
that pilots under their control have all the
appropriate information necessary for a success-
ful approach prior to commencing approach.
This includes the following.

1. Expected approach time.

2. Altimeter setting.

3. Finat control frequency.

4. Type of approach/outbound bearing (over-
head approaches only).

5. Final bearing.

€. Time check.

7. Ceiling, visibility, and deck conditions.

8. Divert field/data.

NOTE: Assigned outbound bearing must be
updated during recovery to maintain a minimum
of 20 degrees clockwise from the reciprocal of
the final bearing.

The Marshal controller will hand off the
aircraft to the approach controller as they
depart the marshal fix. Unless weather or cperat-
ing circumstances dictate otherwise. aircraft
departing the same marshal fix are normally
scparated by | minute. Expected approach time
adjustments may be made for greater separation
as necessitated by varying models and numbers
of aircraft, type of approach, bolter, and wave-
off traffic.

Positive radar identification should be accom-
plished by the receiving controller prior to
transfer of control. Control may be transferred
only atter the receiving controller has notified
the transferring controller that positive radar
contact exists. Approach controllers maintain
control until handoff to the final controller is
accomplished. Changes in radiofrequencies and
IFF code must be made no lower than platform
altitude except under emergency conditions.

When precision approach radar is available,
precision final approach procedures are used by
CATCC for Case III arrivals. In such cases, CCA
furnishes glideslope and azimuth information
and controls the aircraft until it reaches PAR
minimums or the LSO takes over. When preci-
sion approach radar or suitable visual landing
aids are not available, aircraft on final approach
will continue descent to 600 feet after passing
the 6-mile gate. The final controller will provide
sufficient information to the pilot for him to

maintain an accurate azimuth and altitude until
reaching nonprecision minimums.

DEPARTURE PROCEDURE

Primary responsibility for adherence to the
assigned departure rests with the pilot; however,
advisory control is normally exercised with a
shift to close control if weather conditions
require, upon request, or when the assigned
departure is not being adhered to. After launch,
CATCC takes the following action:

1. Record flight data as required on status
boards.

2. Insure that communications and positive
track are established to the extent possible
under existing EMCON conditions.

3. Request navaid checks as necessary.

4. Maintain advisory control of departing
point to point flights until pilots shift to en
route frequencies and of other aircraft until
control is accepted by CIC or another control-
ling agency.,

5. Before releasing aircraft to another con-
trolling agency, CATCC should give each pilot or
flight leader any pertinent information such as
changes in PIM or mission.

6. When transferring control to CIC, include
the range and bearing of the aircraft being
transferred and insure that CIC acknowledges
assumption of control.

7. File flight plans as necessary.

Aircraft are normally launched on the depar-
ture frequency which is monitored by the tower.
Condition aircraft (conditions 1 through 1V)
represent various states of aircraft readiness
concerning response time when ordered to
launch. Condition I is the minimum possible and
1V is the maximum allowable. They are deter-
mined by appropriate authority, depending up-
on the tactical situation as it exists initially and
as it changes. CAP (combat air patrol, the ships
defense) aircraft will be launched on a frequency
designated by CIC and monitored by the tower.

Single-frequency departures are highly desir-
able and should be utilized whenever possible.
Where single-frequency departures are not possi-
ble, single-piloted aircraft should not be required
to change radiofrequency or IFF codes after
launch until the aircraft are at least 2,500 feet

IS

<0




AIR CONTROLMAN | & C

above the surtace and i a chmbing, wings level
attitude. Single-prloted aireraft that are assigned
operating altitudes below 2.500 feet should not
be required to change frequencies or 1FF codes
until a level attitude and cruise configuration
have been attained.

Position reports that pilots will be required to
make to departure control will vary depending
upon the weather, state of training. EMCON,
and type of operation being conducted. The
tollowing reports are considered as minimum
during 1FR /night operations:

1. Airbome.

. Arcing

Established outbound (on assipned radial).
On top, with altitude.

Kilo (mandatory).

6. Popeye, with altitude,

NOTE: When m IFR conditions. Popeye will
be o mandatory report for single aircraft upon
reaching assigned  departure  altitude. or at
FL 180 for jets and turboprops (7.000 feet for
props). This report will alert the Departure
Controller that further instructions are required.

The degree of control exercised by CATCC
concerning departures again depends upon exist-
ing weather conditions and is described similarly
to arrivals.

I. Case | departure is VFR from takeoff
through rendezvous.

a. On CVA's ali fixed-wing aircraft proceed
directly to a point at least 7 miles from the
carfier at an altitude of 300-500 feet. and
remain clear of the control zone. Rendezvous
will be in accordance with ship/air wing/air
group doctrine.

b. On CVS's all fixed-wing aircraft proceed
I minute on the launch course, then execute a
40-degree right tum, remaining at or below 300
feet until at least S miles from the carrier. then
proceed to their assigned arvas.

2. Case I, VFR departure from the ship with
a controlled climbout required.

Visual conditions at the ship may exist down
to ceiling and visibility of 1,000 feet and §
miles. Launch must be on departure control
frequency.

a. CVA's, All fixed-wing aircraft will pro-
ceed straight ahead and maintain an altitude of
300-500 feet until S miles from the carrier, then
commence climbing to maintain VFR until
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outbound on assigned radial. Jet aircraft must
fly a 10 mile arc; turboprops will utilize the 7
mile arc: and propeller aircraft the § mile arc.

(1) Jet rendezvous will be accomplished
between 20 and SO miles from the carrier.
Propeller aircraft rendezvous between 10 and 50
miles. The rendezvous may be accomplished
below or above cloud layers, at the flight
leader’s discretion, but will be on the left side of
the assigned departure radial. The air wings/
groups will normally prescribe their own VFR
rendezvous doctrines.

(2) For jet and turboprop aircraft, the
first aircraft of cach flight will report Popeye to
departure control passing 18.000 feet if not ON
TOP. Unless operational necessity  dictates
otherwise, the departure controller will then
direct pilots to climb and maintain the following
altitudes in each sector or on the departure
radial:

(a) First aircraft—FL 220,
(b) Second aircraft-FL 210.
(¢) Third aircraft—FL 200.
(d) Fourth aircraft—FL 190.

(3) For propelier aircraft, the first air-
craft of cach flight will report to departure
control passing 7,000 feet if not ON TOP.
Unless operational necessity dictates otherwise,
the departure controller will then direct pilots to
climb and maintain the following altitudes in
each sector or on the departure radial:

(a) First aircraft—10,000 feet.

(b) Second aircraft -9,000 feet.

(¢) Third aircraft—8,000 feet.

(d) Fourth aircraft—7,000 feet.
If the aircraft are still “popeye” when the
assigned altitude is reached, pilots will establish
holding on the outbound radial between 20 and
30 miles and conserve fuel.

(4) After the aircraft previously de-
scribed in (2) and (3) report that they are
established in holding, departure controllers
should issue clearance to proceed on the as-
signed mission if operationally required, or to
continue holding until other retuming flights
have been recovered. When the retumning flights
have been recovered, the holding aircraft will be
vectored under close control to their prebriefed
marshal fix for recovery.

b. CVS's. A minimum departure interval
of 30 seconds is utilized between aircraft. After
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takeotf. propeller wircraft chimb straight ahead
to an altitude of 300 feet untit § miles out. Then
they climb at 130 KIAS on the S-mile arc until
mtercepting the departure radial and continue
climb to assigned altitude. When pilots report
KILO. the departure controller should execute 2
radar handotf to the CIC tactical controller.
Mission unabie aircratt wall enter holding at the
prebrefed departure fix and await instructions.
Within the control arca. aircraft will maintain
the assigned departure altitude while outbound
to the assigned area. CVS's operating jet. turbo-
prop. and propeller aircraft would follow the
same procedure as CVA for Case Il departures
under these conditions.

3. Case . §FR at the carrier and a con-
trolied climb required,

Case 111 departures are compatible with Case
1il approaches. This departure should be utilized
whenever the existing weather at the ship is
below Case 11 departure minimums and during
all night operations except as modificd by the
OTC or CO. Launch will be controlled on
departure control frequency.

It should be noted that if conditions at
scheduled launch time such as a change in BRC,
air space restrictions. etc.. will cause conflicts in
departing traffic pattems. procedures for de-
parting aircraft should be modified as necessary
to provide adequate separation.

a. CVA’s. A minimum departure interval
of 30 seconds is utilized between elements
(section or single aircraft) when instrument
conditions exist. Jet aircraft climb straight ahead
at 325 KIAS until 7 miles from the carrier. They
then fly the 10-mile arc. climbing to intercept
the assigned departure radial. Turboprop aircraft
climb straight ahead at 165 KIAS to intercept
the 7-mile arc and maintain an altitude of 1.000
feet until intercepting the assigned departure
radial. Propeller aircraft climb straight ahead to
800 feet and fly the 5-mile arc maintaining 800
feet until intercepting the assigned departure
radial. Jet and turboprop rendezvous will be
accomplished between 20 and 50 miles. Propel-
ler aircraft rendezvous between 20 and 50 miles.
If unable to reach ON TOP, aircraft will proceed
as in Case 11

b. CVS's. Propeiler aircraft departures un-
der Case Il are the same as for Case Il except
that the aircraft will climb straight ahead to 500

teet using a minimum interval of 1 minute at
departure. Jet and turboprop wircraft departures
are the same as for CVA Case 1L

Helicopter Departures

Case 1. Helicopten should clear the control
zone as directed by the tower. When departing
for operations within the control zonc. e.g..
plane guard, they should remain under control
of the tower or other designated controlling
agency until clear of launching and recovering
aircraft.

Case H and Ill. Whenever possible, helicop-
ters should remain beneath the clouds. If unable
to do so. they should proceed indivicually to
prebricfed departure fixes. After takeoff. they
should climb straight ahead to an altitude of 300
feet at 90 KIAS to intercept and fly the 3-mile
arc to the assigned departure radial. The climb
to departure altitude should be comr:énced
upon reaching the departure radial.

Planc guard helicopters fly the l-mile arc to
intercept the plane guard pattern. remaining
beneath the clouds. If unable to remain bencath
the clouds. the plane guard helicopter should
transition from the plane guard pattern to the
helo marshat (fig. 7-8) under positive control of
CATCC.

Helicopters proceeding to the screen should
be switched to the tactical controller upon
reporting KILO. If unable to perform the
assigned mission, they should hold at the depar-
ture fix and await further instructions. When
helicopters are assigned a seafch area toward the
ste 1 of the ship, they should be kept under
cluse control by the departure controller until
they clear the final approach sector and then be
given to CIC via radar handoff. Helicopters
should never be vectored across the bow when
fixed-wing aircraft are being launched or recov-
ered.

TANKER OPERATIONS

Tanker aircraft are assigned duties in support
of the recovery of aircraft. Normally, a tanker
that has just been launched will become the
duty tanker for the recovery that follows imme-
diately, provided that the tanker’s store is

117

122



AIR CONTROLMAN | & C

operational. Those tankers which are known to
have a good store and sufficient fuel to meet
receiver requirements display a flashing green
light.

A specific existing agency, for example de-
parture control, is designated as tanker control
and will have the responsibility of monitoring
the following:

1. Tanker give-away fuel,

2. Tanker location.

3. Location and fuel requirements of the low
state aircraft.

4. Coordination of the tanker and receiver
rendezvous.

Duty Tanker Procedures

After launch, the oncoming tanker will switch
to tanker control for assignment. All tanker
packages should be checked as soon as possible
after launch. When it has been determined that
the new tanker store is operational. tanker
control should be advised immediately.

The duty tanker should maintain a left-hand
pattern within 5 miles of the ship. Altitude
assignment and pattern orientation will be as set
forth by the ship's doctrine; however. minimum
pattern altitude for daylight operations will be
1.500 feet. and 2.500 feet at night. When the
last jet has been recovered. the duty tanker will
climb to the pre-briefed altitude and switch to
the assigned control frequency.

During IFR conditions, day and night. the
duty tanker pattern will be assigned by tanker
control. It will be at least 1.00Q feet above the
overcast or VFR between layers, but not less
than 2,500 feet MSL. The tanker pilot should
advise tanker control of the best position to
conduct emergency tanking. Close radar control
will be provided for tanker penetrations through
overcasts. Tanker control will assist in position-
ing the tanker near a potential receiver and keep
the tanker informed of the low-state aircraft’s
position.

RENDEZVOUS PROCEDURE. -During VFR
weather conditions (day and night), the duty
tanker will HAWK (closely monitor) a particular
aircraft that is a potential receiver. The tanker
pilot is advised which aircraft is to be HAWKED,
and he should take up a 2 o’clock position
relative to the low state aircraft as it bolters or
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waves off. The low state aircraft is directed to
rendezvous with the tanker, and the tanker will
be switched to the low state aircraft’s frequency
at the appropriate time. The tanker pilot will
report to tanker control when the receiver is
engaged and taking on fuel, when the refueling
has been completed, and the amount of fuel
transferred. The minimum altitude for rendez-
vous is 1.500 feet during daylight and 2,500 feet
for night operations.

When IFR weather conditions exist, tanker
control will coordinate the tanker and receiver
rendezvous.

DUTY TANKER PATTERN.-The tanker
pattern is established as a raceirack pattern
around the ship in VFR weather conditions. The
downwind turn should be initiated as soon as
the receiver is taking on fuel. The tanker should
remain within 10 miles of the ship unless special
circumstances exist. The downwind leg should
be 3 to 5 miles abeam and tanking should be
completed prior to reaching a point 6 miles
astern to allow for pattern entry. If tanking is
done above an overcast the distance astern is
increased to allow for normal descent and CCA
pickup.

DIVERSION OF AIRCRAFT

The Air Operations Officer or the Air Officer
is normally responsible for making the recom-
mendation to the commanding officer when and
which aircraft should and should not be diverted
in the interest of safety of flight. The Air
Operations Officer determines the condition of
the navigation, communications, and lighting
facilities of the divert field prior to the first
night or IFR recovery.

The following factors should be considered
when anticipating a diversion:

1. Aircraft fuel state.

2. Bearing and distance of field.

3. Weather at Bingo field. current and fore-
cast.
Suitability of field for type of aircraft.
Navigational assistance available.
Aircraft mechanical condition.
. Ordnance restrictions.
» Condition of carrier deck.
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9. Availability of tankers.

10. Pilot performance,

CATCC and CIC must be alerted when an
aircraft 1s approaching Jiversion state and they
should be prepared to take control of the
aircraft as soon as it is given a dwert signal.
When it is determined to divert an aircraft, the
pilot will be given the name of the field. the
magnetic heading. and distance to the field. A
readback of diverting instructions from the pilot
or flight leader is mandatory. The controller
must advise the pilot to check gear/hook up
prior to switching frequency. When appropriate,
the pilot of the diverting aircraft is instructed to
shift to a particular frequency for positive
control while en route to the diversionary field.
When positive communications have been es-
tablished. additional items of information such
as latest en route and field weather, altimeter
setting. and position from which the diversion is
being initiated are provided to the pilot.

If operating outside an ADIZ boundary. the
CIC controller will provide the pilot with the
necessary ADIZ information The appropriate
GCI site must be advised of the diverted
aircraft’s  departure point. ADIZ penetration
point. time of penetration. altitude. ETE. desti-
nation. and any additional information that may
be pertinent to safety of flight. CIC will main-
tain a radar plot and radio monitor all diverting
aircraft as long as possible and retain responsi-
bility for the aircraft until positive radar handoff
to GCI/ARTCC or other appropriate agency is
accomplished.

Under IFR weather conditions. the pilot of a
diverting aircraft must be instructed to shift to
the appropriate FAA or other controlling agency
frequency after the additional divert informa-
tion has been issued. Once communications have
been established with this controlling agency.
the flight plan particulars should be furnished
(by the pilot) including ADIZ penetration infor-
mation for relay to a GCI site. If communi-
cations cannot be established. as is often the
case. the pilot should file the flight plan infor-
mation on the GCI common frequency.

The Air Operations Officer must insure that a
divert flight plan is transmitted to the appro-
priate divert airfield. and similar information to
the pertinent air defense system dgency should
an ADIZ penctration be involved. This is nor-

mally done on ship to shore radio circuits from
the air operations office. The pilot should insure
that an arrival time is filed and sent to the ship
immediately upon landing. The Air Operations
Officer is responsible for receipt of an arrival
report on the diverted aircraft.

Squadron or Unit Commanders and the Air
Operations Ofticer are jointly responsible for
insuring that aircraft performance data pertinent
to diversion of aircraft is available to and
understood by personnel engaged in the control
of aircraft.

CARRIER EMERGENCY PROCEDURE

From a control standpoint. carrier aircraft
emergencies fall into three broad categories; ie..
communications failures. navaid failures, or
other aircraft systems failures. The nature of
some emergencies requires priority and/or diver-
sionary measures. The ultimate resolution of
these emergencies involves a command decision,
based upon the type of emergency and weather
conditions in the recovery area. It is imperative
that CATCC collect every pertinent detail that
might aid in the evaluation of an emergency and
keep the command and other interested agencies
properly informed.

Initial control responsibility for aircraft emer-
gencies rests with the agency exercising control
of the aircraft when the emergency occurs.
Aircraft in a state of emergency within visuai
range of the ship will normally be controlled by
the Air Officer. Outside the visual range of the
ship, aircraft in an emergency will be controlled
by either CIC or GATCC. Aircraft in an emer-
gency situation should not be directed to change
radio frequencies if satisfactory communications
are established.

COMMUNICATIONS OR NAVAID
FAILURE DURING AN APPROACH

Control of air traffic in the vicinity of a
carrier, as well as ashore. duning an emergency is
based on anticipated pilot action. Therefore, the
AC aboard ship must be alert for the following
procedures a pilot may execute in the cvent an
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aircraft on approach experniences navaid or com-
munications failure:

1. Aircraft alone.

a. If navigational equipment 1s availuble,
fone arrcraft will continue approach.

b. If all communications and navigational
equipment is lost. the pilot will proceed as
follows:

(1) The pilot may clect to continue the
approach by dead reckoning. Having made this
decision, he will continue DR until 2 minutes
past his expected ramp tune, and climb on the
final bearing to VFR conditions. then fly the
appropriate triangular pattem for lost communi-
cations, squawk emergency, and conserve fuel. If
below the overcast, the pilot may elect to fly a
search pattem to locate the ship.

(2) If the pilot elects to discontinue the
approach, he will climb on final bearing heading
to VFR conditions and expeditiously join up on
the tanker or other available aircraft. If unable
to join on another aircrart the pilot will fly two
left-hand triangles, conserving fuel. Depending
upon weather at the divert ficld and fuel state.
the pilot may elect to proceed directly to the
divert field after having climbed out on the final
bearing heading.

(3) Helicopters may continue descent to
300 feet, proceed by DR until 2 minutes past
individual expected ramp time, and then fly the
appropriate triangular patterns for lost commun-
ications, squawk emergency, and conserve fuel.

ACLS equipped aircraft should be alert for
data link displays and/or control. CCA final
controllers will transmit Mode | information to
svitably equipped aircraft approximately iC
scconds after establishing lockon, provided the
aircraft has not passed glidepath interception
point. Mode Il information will be transmitted
to suitably equipped aircraft that have passed
glidepath interception point.

Aircraft equipped with an operating ARA-63
should. conform to the NATOPS Lost Communi-
cations procedures utilizing the ARA-63 and
TACAN during the recovery phase to intercept
the final approach course and glideslope. Under
conditions of intermittent or erroncous TACAN
azimuth information, a 12 NM arc¢ should be
flown at 3,000 feet altitude. Final bearing will
be indicated by the centering of the azimuth
needle. When approach to the final bearing is
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indicated, an immediate turn and landing transi-
tion should be completed in the expected
direction of the final apyroach course deter-
mined during the arc. Azimuth tracking on the
inbound ARA-63 radial to the glideslope (ap-
prox 8 NM) and constant glideslope to meatball
acquisition can be flown.

Extreme care must be exercised by controllers
and pilots using the above procedure. The
controller must insure positive aircraft identifi-
cation prior to lockon. The pilot should cross
check his approach with other available instru-
ments (DME, altimeter, etc.).

2. Aircraft in company. An aircraft with
navigation and/or communications failure in the
company of an escort aircraft with navigation
and communication equipment in working order
will be handled as a single aircraft in the
recovery procedure. The escort aircraft as flight
leader will visually communicate with the dis-
tressed aircraft,

The distressed aircraft will assume a position
on the starboard wing of the lead aiscraft.
Transition to landing configuration should be
made clear of clouds. cither above or below the
overcast as desired. The pilot should advise the
controller when this transition will take place.

When the lead aircraft has the Optical Land-
ing System (OLS) in sight, he will visually
communicate a lead change and break off to the
left.

The distressed aircraft will continue a visual
approach to landing. The escort aircraft will
parallel the final bearing course and maintain a
position so as to be easily acquired and be
rejoined by the distressed aircraft in the event of
a bolter or waveoff. Unless otherwise directed,
the escort aircraft will repeat the above pro-
cedures until the distressed aircraft is recovered,
and then continue normal procedures for his
own recovery.,

LOST COMMUNICATIONS DURING
AN INSTRUMENT DEPARTURE

If communications are lost during an instru-
ment departure, the pilot should squawk modes
I and I (7600). If under VFR conditions when
communications are lost, the pilot should re-
main VFR and return to the ship.
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In the event that TACAN DME 1s lost as well
as communications. and UHF ADF or TACAN
azimuth is operable the pilot should follow the
tollowmg procedure

Continuc with prebriefed departure. utilize
DR procedures to maintain the appropriate arc
until reaching assigned departure radial. Proceed
to approximately 50 miles (props/helo 30
miles). reverse vourse. proceed inbound and
enter overhead holding in accordance with the
ADF Approach Chart using the prebricfed ex-
pected final bearing for proper holding orienta-
tion. Conserve. monitor auxiliary receiver, and
be alert for join-up. !f not joined by an cscort
aircraft. commence an ADF approach at EEAT.
Use prebriefed expected final bearing to deter-
mine outbound and inbound tracks.

CVA Procedures

Jet and turboprop continue climb out on
assigned departure radial to the assigned emer-
gency altitude. unless a different altitude assign-
ment from CATCC has been acknowledged, or
until reaching 50 miles (props 30 ruiles). Com-
mence nonstandard left hand holding between
40-50 miles (props 25-30 miles): climbing or
descending to emergency altitude if necessary.
After 30 minutes. proceed inbound to the
distance prescribed for emergency marshal and
arc in the shortest direction to emergency
marshal. Continue holding to commence ap-
proach at assigned EEAT.

CVS Procedures

Continue climbout to assigned emergency
altitude and distance on the assigned departure
radial. unless a different altitude assignment by
CATCC has been acknowledged. and enter hold-
ing for a prebriefed time based on launch cycle.
Then proceed to emergency marshal by climbing
or descending in holding to emergency marshal
altitude and arc in the shortest direction to
emergency marshal radial. Commence approach
at assigned EEAT,
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EMERGENCY FOLLOWING
NIGHT/IFR LAUNCH

Should an aircraft have an emergency follow-
ing a night/IFR departure and require an imme-
diate landing, the departure controller should
provide vectors until the final controller has
acquired the aircraft on radar Every effort
should be made to retain the aircraft on the
departure frequency until it is safely aboard.
Pri-Fly and the LSO must be advised imme-
diately of the emergency and the control fre-
quency.

When feasible, aircraft with emergencies
which do not require immediate recovery should
continue the departure until cleared into the
marshal pattern,

BASIC PROCEDURES

Controllers must be familiar with and alert for
conditions and pilot actions which indicate
communication or navigation failures. Basic con-
trol procedures which may be performed, de-
pending upon the situation, include the follow-
ing:

1. Attempt to establish communications with
and control of the aircraft.

2. Vector the aircraft as appropriate.

3. If unable to communicate with the aircraft
in difficulty, attempt the following:

a. ldentify it on radar and maintain a
track.

b. Vector available aireraft to join up if
practicable.

¢. Alert the CATCC watch officer and
Pri-Fly.

d. Broadcast instructions and essential in-
formation in the blind.

SAFETY

The following section concerning safety is
included in this chapter as this subject should be
uppermost in the thoughts of all hands due to
the close association that controllers have with
the vast amounts of electrical and electronic
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equipment located within the CCA control
room,

Safety is definitely one of the most important
areas of responsibility with which supervisors
must concern themselves. Recognizing the po-
tentially hazardous conditions ussociated with
electrical and electronic equipment, knowing
how to prevent such conditions or what to do if
confronted with them, and imparting this aware-
ness to personnel for whom responsible, are
major responsibilities of all senior AC"s.

The safety program may necessarily be a
general one; ie., it must extend to every facet of
an operation and apply equally at all levels.
Safety is everyone’s responsibility. Unsafe condi-
tions must be reported to appropriate authority,
other personnel must be warned when endung-
ered, any injury or evidence of impaired health
must be reported, and in the event of un
emergency or some hazardous condition, reason-
able caution must be exercised appropriate to
the situation.

One approach to the safety program may be
to insure that personnel are aware of the hazards
that exist and the precautions that must be
taken or observed. For example: indoctrinate
them that a 60-hertz alternating current passed
through a man’s body from hand to hand or
from hand to foot, with gradually increasing
current, causes a perceptible shock at one
milliampere, voluntary control of muscles be-
comes impossible at 10 milliamperes, and one
second or more at 1C0 rmliiamperes or over
generally proves fatal. The following precautions
should be observed:

I. Lock and tag switches open before anyone
works on a circuit.

2. Never bridge a fuse.

3. Consider all circuits alive until proven
otherwise.

4. When someone is working on high-voltage
equipment, make sure that another person is
present that is capable of rendering assistance or
first aid in an emergency.

5. Do not energize equipment if there is
evidence of water leakage.

6. Make certain that all ground connections
to electricai equipment are inspected and
cleaned periodically and that they are not
painted or greased.
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7. If use of CO, is necessary to extinguish an
electrical fire, consider the danger of suffocation
from prolonged exposure in confined spaces.

8. Rope off and place danger signs in hazard-
ous areas.

Indoctrinate personnel that electromagnetic
radiation, depending upon the intensity, can
produce harmful biological effects in humans,
cause spark ignition of volatile combustibles, or
actuate electroexplosive devices contained in
aircraft ordnance systems. The following precau-
tions should be observed:

I. Minimize the hazard by increasing the
distance between the energy source and the item
to be protected or by reducing the power output
of the radiation at its source.

2. Park aircraft employing high-power radar
so that the beam is directed away from working
areas, fueling operations, and ordnance loading.

3. Post warning signs at the limits of hazard-
ous areas subject to entry by personnel.

Indoctrinate personnel that all solvents will
dissolve the natural skin oils and may cause skin
irritation or burns and they are toxic causing an
inhalation hazard to exist. The following pre-
cautions should be observed:

I. Avoid prolonged or frequently repeated
contact with skin.

2. Wear rubber gloves when using solvents.

3. Work in a well-ventilated area or wear &
protective mask.

Indoctrinate personnel that carbon monoxide.
a normal byproduct of all combustion engines, is
a colorless, odoiless, and tasteless gas which is
cxtremely hazardous. When inhaled by an indi-
vidual, it inactivates and absorbs the blood
hemoglobin, which in a very short time causes
unconsciousness and possibly death. Never allow
anyone to work on or around a combustion type
engine such as power units of emergency gener-
ator systems without adequate ventilation.

The safety program inay not lend itself to any
well-defined system which should be followed
and practiced in all situations but it must be
brought to everyone’s attention frequently as z
reminder. Any infraction of accepted safe proce-

dure should be corrected and dealt with ac-

cordingly.
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CHAPTER 8
ADMINISTRATION

There are many definitions of administration.
Each one is probably perfectly valid and in-
corporates the concept of getting things done
through planning, supervision, direction, and
coordination of human activity.. Using this con-
cept as a basis, adimmmistration may be thought
of as a means by which the ATC/OC division
accomplishus its mission.

The basic objective of administration is very
broad: namely, cffective management. Its major
operational objectives include the following:

|. To obtain the best qualified people for the
work to be done and to insure that the best use
is made of their capacities in the organization.

2, To establish policies and working condi-
tions that will develop and maintain the best
work interest. satisfaction, and performance.

3. To assure value tor value in expenditure of
funds and quality of performance commensurate
with cost.

It is immediately apparent that administration
is not a specialized ficld, but is a responsibility
and function of every supervisor.

When a supervisor is given a task, he first
should determine the objectives of the task. He
should then organize his personnel and material
by assigning and coordinating su.n specific
duties and functions as are necessary to reach
the objective. Finally he should administer the
organization by providing leadership. direction,
coordination, and control to guide the organiza-
tion toward the accomplisiment of the objec-
tive. This would indicate, ihen, that organization
is the machinery of adminis‘ration.

ORGANIZATION

Organization is the means by which manage-
ment plans, directs, coordinates, and controls
operations and activities. It is the division of
work into logical groupings of functions and the

1<
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establishment of channels of authority, com-
munications, and control between the personnel
assigned to the various functional groupings.

Our fast moving world with its scientific and
technological advances and the role of our
nation in international affairs have thrust upon
the United States tremendous responsibilities
and challenges. The organization of the Depart-
ment of Defense is the method by which the
efforts of military and civilian personnel are
systematically coordinated to shoulder the re-
sponsibilities and meet these challenges.

Senior AC’s deal not only with other divisions
and departments within their own activity, but
also with various commands and offices of the
Department of the Navy.

For a review of the organization of the DOD
and Department of the Navy down through the
operating forces level, refer to Military Require-
ments for Petty Officer 1 & C,NAVTRA 10057
(Series). - o

ACTIVITY ORGANIZATION

The Chief of Naval Operations is responsible
for the organization of shore activities under his
command. He exercises this responsibility, in
part, by providing organizational standards and
guides.

OPNAYV Instruction 5451.55 (Series) estab-
lishes policy, procedure, standards and termi-
nology for aeronautical shore activities in the
command line of the Chief of Naval Operations.

The formal organization structure of an activ-
ity is determined by the functions to be per-
formed, the personnel available to perform
them, available material resources, and the man-
agement policies and philosophies of the man-
agement command and higher levels of author-
ity.
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bach activity will mamtain an orgasization
manual. in current status. in accordance witl; the
standard organization guide. This manual can be
a valuable tool to senior AC's in determining
lines of authority and responsibility. and for
assistance in indoctrimating new personnel.

The top level of organization is the activity
commanding officer, variously titled Com-
mander. Commanding Officer. Officer in Charge.
ete. The tollowing nomenclature in descending
order are the components of naval air station
organization at the lower levels:

I. Department.
2. Division.

3. Branch.

4. Section.

5. Unit.

6. Subunit.

AC’s are normally assigned to the Air Opera-
tions Department of a naval air station. Figure
8-1 is a structural chart of an Air Operations
Department.

A listing of the duties and services provided
by the Operations Department and the various
divisions that normally comprise it are lisied to
acquaint the AC with the relationship of all
divisions,

THE AIR OPERATIONS DEPARTMENT

This department operates the airfield and
provides services to support operations of the
activity. tenant and transiting aircraft; provides
fire fighting functions - both structural and fire
and rescue: provides air traffic control; operates
air terminal, schedules administrative and profi-
ciency flights: repairs and maintains station
ground clectronic equipment: stores, maintains.
and issues assigned ordnance and munitions:
opcrates firing ranges (if separate Weapons De-
partment is not established): performs organiza-
tional maintenance on assigned aircraft and
line-servicing functions for transiting aircraft;
provides organizational (prepositional) mainte-
nance support equipment and organizational
maintenance facilities for supported activities
where a separate Aircraft Maintenance Depart-
ment is not established.
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Administrative Division

This division provides administrative services
to the department, including: Receipt and distri-
bution of muil, procurement of office supplics
and equipment: preparation of administrative
and financial reports; civilian and enlisted per-
sonnel actions . provides typing and stecnographic
services’ maintains departmental files and finan-
cial records; performs required administrative
tasks related to technical training of department
personnel.

Air Traffic Control Division

This division operates the surveillance and
precision radar systems: operates the control
tower and issues flight clearances: controls all
phases of military flight operations within the
vicimty of the activity: coordinates air traffic
control matters.

Flight Support Division

This division operates air terminal facilities;
schedules administrative and proficiency flights;
operates radar bomb-scoring equipment: oper-
ates and maintains service craft: aerial target and
gunnery ranges, and aircraft arresting gear: per-

forms search and rescue services.

Ground Electronics
Maintenance Division

This division inspects, repairs, and maintains
ground clements of communications equipment,
navigational aids. ground electronics. mobile
communications, radar, and meteorological
equipment.

Operations Maintenance Division

This division performs organizational mainte-
nance for assigned aircraft and aircraft support
equipment; performs line servicing functions for
transient aircraft; provides nonorganizational
(prepositioned) maintenance equipment and or-
ganization maintenance facilities for tenant ac-
tivitics when scparate' Aircraft Maintenance De-
partment (AMD) is not established.

124

1<9




Chapter 8- ADMINISTRATION

AIR OPERATIONS

IToxt Provided by ERI

DEPARTMENT
1
ADMINISTRATIVE
DIVISION
| L 1 |
AIR TRAFFIC CONTROL FLIGHT SUPPORT GROUND ELECTRONICS OPERATIONS
DIVISION DIVISION MAINTENANCE MAINTENANCE
DIVISION DIVISION
1 1 L 1
STRUCT FAl:EFlGHTING PHOTOGRAPHIC WEAPONS WEATHER SERVICE
FIRE /RESCUE DIV DIVISION DIVISION DIVISION
TARGET/BOMBING AIR TERMINAL

RANGE
DIVISION

DIVISION

AC.240

Figure 8-1.~Structural chart of an Air Operations Depertment.

Photographic Division

This division provides photographic services,
including aerial, ground, still/or motion picture
photography: operates the photographic labora-
tory ; performs special photographic services in
connection with air crashes, fires, investigations,
and technical or service information. This func-
tion may be deleted when a Fleet Photo Lab is
available,

Weapons Division

This division initiates procurement of and
receives stores: maintains and issues authorized

ERIC
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ordnance, ammunition and explosives; operates
small arms firing ranges. A separate Weapons
Department is prescribed at aeronautical activi-
ties where weapons functions meet the criteria
set forth in OPNAYV Instruction 5451.55 (Series).

Weather Services Division

This division collects, plots, analyzes, and
disseminates weather data and provides local
weather information and forecasts. Naval
Weather Service Environmental Detachments are
located at Naval Air Stations 4nd other activities
to provide specific local support service. They
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are organized under Officers-in-Charge who
report to designated FLEWEACEN/
FLEWEAFAC, and are composed of trained
meteorological personnel.

Aircraft/Structural Fire Fighting/
Fire and Rescue Division

This division provides fire protection for the
activity, including structural fire tighting and
aircraft fire fighting, and rescue services; investi-
gates causes of fires: conducts programs of fire
prevention and fire safety; operates and main-
tains the arresting gear when it is not feasible to
assign this function to the Flight Support
Division,

Target/Bombing Range Division

This division supervises, maintains. and oper-
ates all aerial targets and bombing ranges within
the Activity Weapons Training complex: coordi-
nates the use and assignment of the various
ranges among Fleet units; prepares and disse mi-
nates target/range operational data.

Air Terminal Division

This division provides a‘r traffic services re-
quired for Military Airlift Command, logistic
aircraft, and Commercial Airlines, including
mail, passenger and cargo onload/»ffload: mani-
festing documentation and load planning: sche-
dule coordination.

Optional Functions

At aeronautical shore activities, structural and
aircraft fire fighting and rescue functions will be
assigned to the Air Operations Department.

An Air Terminal Division and/or Aerial Target
and Range Division may be established whenever
these functions, are a primary task of the
activity.

An Operations Maintenance Division under
the Air Operations Department should be estab-
lished to perform organizational maintenance on
all assigned aircraft and line servicing functions
for transiting aircraft. A separate Aircraft Main-
tenance Department may be established when an
activity is authorized to perform intermediate
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aircraft maintenance. When an activity performs
only limited organizational maintenance (i.e.,
line servicing), an Operations Maintenance
Branch may be established under the Flight
Support Division, in lieu of a separatc division.

A separate Weapons Department is prescribed
at aeronautical activities where weapons func-
tions meet the criteria set forth in OPNAV In-
struction 5451.55 (Se:ies).

Figure 8-2 is an example of an OC division
organizational chart aboard ship. Although ship-
board organization is not described in the
Organization Guide, this chart indicates the
chain of command applicable to AC’s aboard
ship at the division level,

Every individual appointed as head of a
component of organization (department, divi-
sion, branch, section, etc.) is inherently responsi-
ble for the effective and efficient performance
of that portion of the activity’s work assigned to
his component. He is also responsible for com-
pliance with applicable directives from higher
authority; leadership, training, safety, and super-
vision of subordinate personnel; and proper use,
care, and custody of equipment, facilities, and
materials provjded.

ATC DIVISION FUNCTIONS
AND RESPONSIBILITIES

The ATC facility is composed of the person-
nel and equipment used to provide air traffic
control services at a naval aviation shore facility.

The ATC facility includes the personnel and
equipment associated with the operation of the
following: control tower, approach control, ra-
dar, flight planning/approval, navigation aids,
lighting, and other visual aids to landing.

The officer and enlisted billet structure of the
ATC facility is determined by CNO. Billet titles
will depend on the ATC facility size, functional
responsibilities, and configuration.

BILLET DESCRIPTIONS

The following billet descriptions pertair. to
the administration and operation of the ATC
facility.,
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Figure 8-2.—OC division organization.

ATC Facility Officer

The ATC facility officer is assigned by the
Chiet of Naval Personnel to the air operations
department as the ATC division officer. He must
be a graduate of the formal Air Traffic Control
Officer (ATCO) or GCA controllers’ course and
possess a minimum qualification of basic FAA
certification (AC Form 8060-37, Airman written
cxamination report). His responsibilities include
the following:

. Administration and operation of the ATC
facility.

2. Insuring the proper coordination and con-
trol of the movement of all air trattfic within the
ATC facility arca of control.

3. Liaison with NAVREPS FAA represen-
tatives, local base officials. and representatives
of other agencies. commands or services on air
traffic control and airspace matters.

4. Establishment of standard operating proce-
dures for the activity in accordance with applica-
ble military directives and FAA rules and regula-
tions pertaining to air traffic control.

5. Represent the commanding officer in the
investigation of accidents and infractions of
regulations with which the ATC facility is
concerned.
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6. Determince the operational acceptability of
all ATC clectronic and communication equip-
ment and coordinate through the ground elec-
tronics maintenance officer the maintenance
support necessary to assure continuous opera-
tion.

7. Insure training, supervision and assignment
of all ATC personnel including ATC facility
duty officers.

8. Determine the qualification of all ATC
personnel and recommend qualification/
certification to the commanding officer/FAA as
appropriate.

Assistant ATC Facility Officer

The assistant ATC facility officer will be
assigned to the station air operations department
as part of the ATC division to assist the ATC
facility officer in the coordination and coutrol
of the movement of all air traffic. He is the next
seniior officer of the ATC facility who is a
graduate of the ATCO or GCA controllers’
course, and as a minimum qualification must
have a basic FAA certification. This normally
will be a4 concurrent assignment to one of the
branch officers. His responsibilities include the
following:
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I. Training and supervision of ATC personnel
toinsure standardization of ATC operations.

2. Supervision of all administrative matters
pertaining to the ATC facility.

3 Act as the ATC facility officer in his
absence,

ATC Facility Duty Officer

An ATC facility duty officer must be avail-
able at all times the facility is in operation. He
must be a graduate of the ATCO or GCA
controller’s course. possess the minimum qualifi-
cation of basic FAA certification, and will be
dosignated  as - qualified by the commanding
ofticer based on the recommendation of the
ATC facility officer. The ATC facility duty
officer must be on duty at the facility whenever
operations are being conducted during instru-
ment conditions prescribed for that facility. If
not directly monitoring instrument operations.
he must be available to all operating positions
through a direct inter-communication system,
The duty officer must be available to man the
ATC faality within 15 minutes after being
alerted of pending operations under instrument
conditions. His dutics while on watch include:

I. Responsibility for the overall operation of
the ATC facility.

2. Active supervision of personnel on watch,
including military and administrative matters.

3. Keeping cognizant parties informed of all
emergencies and unusual situations concerning
the contro! of aircraft.

4. Consulting with the operations duty offi-
cer to provide technical assistance in flight
clearance and ATC procedures.

Flight Planning/Approval Branch Officer

The flight planning/approval branch officer
will assist the ATC facility officer in all mattess
pertaining to flight planning and approval. His
responsibilities include the following:

1. Training and supervision of assigned per-
sonnel.

2. Procurement and maintenance of required
publications, charts and supplies.

3. Maintenance of flight planning facilities.

Flight Planning/Approval Supervisor

The flight planning/approval supervisor is
responsible to the ATC facility duty officer for
supervising the performance of personnel stand-
ing duty in the flight planning/approval branch
of the air traffic control facility. His responsi-
bilities include the following:

l. Assisting the operations duty officer in
carrying out flight plan approval functions and
providing technical knowledge when required.

2. Supervising the posting and dissemination
of NOTAMs.

3. Insuring that adequate aeronautical charts,
publications and flight planning materials are
available to aircrews.

4. Assisting air crews in the planning and
proper filing of flight plans.

5. Supervision of the processing and trans-
mitting of flight plans.

Base Operations Dispatcher

Duties of the base operations dispatcher
ticlude:

1. Receiving, processing, posting and trans-
mitting of flight plans.

2. Coordination with other air traffic control
agencies and flight service stations regarding
flight plans and air traffic control clearances.

3. Assisting the operations duty officer re-
garding the handling of incoming and outgoing
communications, aircraft flight guard and initiat-
ing overdue actions.

Control Tower Branch Officer

The control tower branch officer must be a
graduate of the ATCO or GCA controliers’
course and possess a minimum qualification of
basic FAA certification. His responsibilities in-
clude the following:

l. Assisting the ATC facility officer in all
matters pertaining to operation of the control
tower.

2. Coordinating and controlling of the move-
ment of air traffic in the airport traffic area and
on the airport.

3. Training, proficiency and supervision of
control tower personnel.
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4. Accepting of control tower and communi-

cations cquipment for operational use.
5. Recommending qualificd tower personnel
tor certification,,

Local Controller

The duties of the locai controller are:

1. Maintaining continual sunveillance -of the
control zone, airport trattic area and movement
arcd.

2. Formulating and issuing clearances and
contro! instructions to provide separation be-
tween aircraty and between aircraft and vehicles
operating under the jurisdiction of the tower.

3. Effecting coordination with appropriate
“positions of operation and other facilitices.

4. Providing flight assistance service to air-
craft,

5. Operating airport lighting systems and
visual aids to landing.

6. Notifying cognizant SAR agencies and
crash cquipment operators of aircratt in distress.

Ground Controller

The duties of ground controller are:

. Exercising general surveillance of the air-
port movement arca.

2. Formulating and issuing ground movement
clearances to aircraft and vehicles operating on
the airport.

3. Transmitting current weather and field
conditions to departing aircraft as required by
FAA Hundbook 7110.8.

4. Operating dire-tion finding (DF) cequip-
ment when assigned.

5. Obtaining. issuing. posting and/or relaying
air traffic control clearances or advisorics when
required.,

6. Operating the clearance delivery position
when required.,

Flight Data Position

The dutics of the controller operating the
flight data position are:

1. Performing landline functions.

2. Posting and relaying aircraft movement
information.

3. Operating navigational aid monitors.
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4. Muaintaining fogs and records.

5. Operating alarm systeins.

6. Coordinating aircraft movement informa-
tion with associated facilities and agencies.

Coordinator

The duties of the coordinator are:

. Coordinating with the terminal radar facil-
ity on arrival sequencing and departure release.

2. Coordinating and directing the activitics of
designated positions of operation.

Radar Branch Officer

The radar branch officer must be a graduate
of the ATCO or GCA controller’s course and
possess a minimum qualification of basic FAA
certification. His responsibilities include  the
following: .

l. Assisting the ATC facility officer in all
matters pertaining to radar air tratfic control.

2. Training, proficiency and supervision of
ATC personnel engaged in radar control of air
traffic to ensure standardization and safety of
ATC operations.

3. Coordinating and controlling of air tratfic
under radar control.

4. Accepting of radar and communications
cquipment for operational use,

5. Recommending qualificd
personnel for certification.

radar control

Watch Supervisor

Each ATC Facility will have a watch super-
visor on duty at the facility at all times the
facility is in operation. He will normally be the
senior enlisted (or civilian, where appropriate)
air traffic controller on duty. He shall be
qualified in all positions of the facility and be
specifically designated by the commanding offi-
cer. His duties while on watch include the
following:,

I. Responsibility for the overall efficiency of
the air traffic control services provided by the
facility.

2. Directly monitor or operate the position
involved with the most critical or complex air
traffic control situation.
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3. Supervision of all m-rate and OJT of
assigned personnel.

4. Provide technical assistance to the ATC
Facility Duty Officer upon request

Approach Controller

The Approach Controller shall possess a Facil-
ity Rating. His general duties. in addition to
such supplementary duties as may be assigned,
are as follows:

I. Coordinate and control the movement of
all insttument traffic within the ATC Facility
arca of responsibility.,

2. Issue air traffic control clearances and
advisory information to aircraft under approach
tontrol jurisdic tion.

3. When radar approach control is utilized.
maintain radar surveillance of assigned arca and
provide radar assistance to air traffic as required.

4. Determine the interval to be used between
successive approaches. taking into consideration
all aspects of the air traffic control situation,
including weather, runway in use, reliability of
navaids and other approach aids, reliability and
adequacy of communications. types of aircraft
under control. runway acceptance rate. and any
other factors which may affect operations.

5. Provide assistance and pnority of services
to aircraft in emergency situations.

6. Utilize any or all other operating positions
necessiary to assist in the control of air traffic.

Assistant Approach Controller

In order to provide the maximum flexibility
of operations. the ATC Facility Officer is
authorized to modifty the duties of this position
as the local situations dictate. His general duties
are as follows:

l. Assist the Approach Controller in the
control and coordination of instrument air
traffic within the ATC facility area of responsi-
bility.

2. Collect and post flight data for the Ap-
proach Controller.

3. Assist the other positions of operation in
the facility as required.

ERIC
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Surveillance Controller

Where required, this position may be divided
into arrival controller and departure controller
positions. His general duties are as follows:

1. Accept control of aircraft from the ap-
proach control and assume responsibility for the
proper identification, control. and separation of
the aircraft until they have reached surveillance
minimums or control responsibilities are trans-
ferred to the final controller or another facility
as applicable.

2. Provide radar vectors to arriving and de-
parting aircraft to insure safe and cxpeditious
movement of air traffic.

3. When required: monitor instrument ap-
proaches made on other facility navaids and
advise pilots of deviation from normal approach
paths.

4. Provide radar assistance
emergency situations.

to aircraft in

Final Controller

His general duties are as follows:

1. Provide range. azimuth, and elevation data
to assist the pilot in low visibility approach to
the instrument runway in use.

2. When required, monitor approaches made
on other facility navaids to runways served with
precision radar and advise pilots of any deviation
from normal approach paths.

NOTL: Personnel performing controller func-
tions, except for controllers in training. must be
facility rated and/or qualified for the assigned
position of operation and function.

In addition, radar controllers (including radar
approach control) must be graduates of the GCA
Controller's Course.

Flight Daia Position

The duties of the controller operating the
flight data position are as follows:

I. Receiving and relaying aircraft movement
information through various communications
media.

2. Preparing flight progress strips and trans-
ferring these strips to the proper position of
operatton.,
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Coordinator

The duties of coordinator are as follows:

I. Coordinating and regulating the flow of
traffic between operating positions of the facil-
ity.

2. Coordinating with the control tower on
arrival sequencing and departure elease.

3. Crordinating and directing the activities of
designated positions of operation in radar ap-
proach control.

THE NAVY DIRECTIVES SYSTEM

The Navy Directives System, which provides a
uniform plan for issuing and maintaining direc-
tives, was placed in effect | July 1952, The basic
system has been retained since that date: how-
ever, improved procedures to increase its useful-
ness have been incorporated.

When directed by the Chief of Naval
Operations or the Chief of the cognizant bureau
or systems command, commands in the
operating forces and activities in the Shore
Establishment will install the system following
the standards set forth in SECNAV Instruction
5215.1 (Series), the Navy Directives System.
The most significant benefits derived from this
System are as follows:

1. The Navy-wide use enables each activity
which receives directives to:

a. Effectively group the directives on any
specific subject and relate directives on the same
subject with other materials.

b. Have an easy method for filing direc-
tives and describing them as references.

¢. Differentiate between directives of a
continuing nature and those of brief duration.

d. Obtain copies of instructions to replace
lost or damaged copies, or obtain complete sets
of instructions upon reactivation or commission-
ing.

e. Dete. .ine periodically by use of check-
lists the current status and the completeness of
its set of directives.

f. Determine by the use of subject indexes
what directives are in effect on a subject.

2. Each naval activity which issues directives
is able to:

a. Reduce the number of directives in
effect by systematically consolidating instruc-
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tions which cover the same subject, by eliminat-
ing instructions which duplicate, overlap, or
conflict. and by promptly canceling obsolete
directives.

b. Improve the adequacy and coverage of
instructions and identify gaps in policy and
provedures so that directives can be issued to
cover necessary subjects.

¢. Eliminate duplicate writing. printing,
and distributing operations.

d. Insure that recipients are sent only
those directives which pertain to their opera-
tions.

¢. lmprove general administration by using
a unitform system which includes reference aids
for recipients of directives.

Directive

A directive is an Instruction or Notice that
prescribes or establishes policy. organization,
conduct, methods, or procedures: requires ac-
tion or sets forth information essential to the
effective administration or operation of activi-
ties concerned; or contains authority or informa-
tion that must be promulgated formally.

Instruction

An Instruction is a directive containing au-
thority or infurmation having continuing refer-
ence vialue or requiring continuing action. It
remains isn effect until superseded or otherwise
canceled by the originator or higher authority.

Notice

A Notice is a directive of a one-time or brief
nature with self-canceling provision that has the
same force and effect as an iustruction. Usually
it remains in effect for less than 6 months, but is
not permitted to remain in effect for longer than
I year,

Alphabetical Subject Indexes

The Navy Directives Systemn, Consolidated
Subject Index, consisting of unclassified instiuc-
tions oniginating in various bureaus and offices
and promulgated by the Navy Publications and
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Printing Service, is issued on 30 June. (Quarterly
supplements are also issued.) This Index is to
assist addressees in identifying departmentally
originated instructions on any desired subject.
Each current edition provides an alphabetical
guide to the subject matter of all unclassified
instructions by components of the Navy Depart-
ment.

Directives issued by components of the Navy
Department are addressed to many different
distribution lists. Therefore, no specific activity
receives all the instructions included in this
Index. However, since originators determine
distribution on a need-to-know basis, each activ-
ity receives or should receive instructions on
subjects with which it is concerned. An activity
may determine whether it is an addressee on a
particular instruction by referring to the current
Navy Directives System, Consolidated Check
List.

Numerical Checklists

The Consolidated Check List is prepared
annually on 30 June and should be retained for
use in conjunction with subsequent quarterly
supplements. These numerical checklists are
issued to only those units and facilities listed in
Part 1 and Part 2 of the Standard Navy Distribu-
tion List (SNDL) in checking their master sets of
instructions. Checklists cannot be used by activ-
itics not on the SNDL and cannot be used by
activities not maintaining the master set of
directive binders for the cognizant command.

Standard Navy Distribution List

The Standard Navy Distribution List is pub-
lished to provide for the proper addressing and
distribution of mail to all activities of the Naval
Establishment, and to provide a condensed
procedure for permitting circular distribution of
correspondence.,

The Standard Navy Distribution List is pub-
lished in two parts, Part 1 is a Confidential,
nonregistered publication entitled Standard
Navy Distribution List (Operating Forces of the
Navy and Unified Commands). Part 2 of the
SNDL contains the Catalog of Naval Shore
Activities. This part (nonregistered and unclassi-
fied) contains the official list of shore activities

ERIC

IToxt Provided by ERI

132

23’

of the Naval Establishment. The term ‘‘shore
activities of the Naval Establishment” includes
activities of the Shore Establishment and shore
activities assigned to the Operating Forces.

FILING AND DISPO-
SITION OF RECORDS

The main objective of any filing system is to
insure ready location of any correspondence
with a minimum amount of effort and loss of
time. As a leading petty officer of an ATC/OC
division, the ACl or Chief may be responsible
for establishing and/or maintaining an adequate
filing system for the division.

Details of file arrangement within any activity
depend upon the mission of the activity and on
the volume of official correspondence generated
or received. There is no limit to the possible
expansion under the Navy subject classification
system, yet the system is equally adaptable to
the needs of small offices. Files of the compon-
ents of the Navy Department, for instance,
occupy hundreds of cabinets; those of a division
office may be kept in one or two cabinets. Yet
the same general headings are used for both. The
difference lies in the number of subdivisions
under each major group..

Navy Filing System

The Navy filing system (used by the entire
Navy) is the Standard Subject Classification
System for the filing of records, correspondence,
and other documents. This system is set forth in
SECNAY Instruction 5211.3 (Series).

The standard subject classification numbers
(outlined in SECNAV Instruction 5211.3 (Series))
used in the Navy for filing all correspondence
and directives consist of 13 major subject
groups. Each of these major subject groups is
designated by a 4- or S5-digit numeric code.
These major subject groups are as follows:

1000 Series . . . .. Military Personnel

2000 Series . . ... Communications

3000 Serjes . . . .. Operations and Readi-
ness

4000 Series . .. ... Logistics

5000 Series . . .. . General Administration

and Management
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6000 Series . . .. - Medicine and Surgery
7000 Series . . ... Financial Management
8000 Series ... . .. Ordnance Material
9000 Series . - . . - Ships Design and Ships
Material
10000 Series .. .. . . General Material
11000 Series .. - ... . Facilities and Activ-
ities Ashore
12000 Series . . .. . Civilian Personnel
13000 Series . . ... . Aeronautical Material

Small activities may adapt this system to their
needs by preparing file folders for a minimum
number of major subjects and arranging material
within these folders according to the classifica-
tion number assigned. Files may be expanded by
adding more file folders as required. The file
numbers originally assigned to the records re-
main pertinent and need not be changed. This
makes expansion logical and easy. Large activi-
ties may adapt this filing system to their needs
by preparing folders not only for the major
subject groups but also for the primary and
secondary groups.

The 13 major subject groups are subdivided
into primary, secondary, and sometimes tertiary
breakdowns. Primary subjects are designated by
the last three digits of the major subject group
numeric code. For example, the major subject of
General Administration and Management, coded
5000, is subdivided into primary groups as
follows:

5000 . .. .. General Administration and
Management
5200 .. .. . Management Improvement

5300.. ... Personnel
- . .. Organization, Function, Status,
etc.

Primary subjects are subdivided into second-
ary subjects by the last two digits of the numeric
code. Tertiary breaks are indicated by the final
digit. For example:

5200 Management Improvement

5210 Office Methods and Records
Management
5211 Files and Records Systems

Additional information pertaining to classify-
ing and filing correspondence .nd other docu-
ments by subjects may be found in SECNAV
Instruction 5211.3 (Series).

ERIC
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Establishment and
Maintenance of Files

The following are factors contributing to the
estabhshment of an efficient filing system:,

1. Organization of a correct system.

2. Setting up correct file subjects in folders.

3. Correct classification of all incoming and
outgoing correspondence.,

4. Modification of the system as required.

5. Thorough indoctrination of personnel
maintairring the file.,

With a filing system correctly established, it is
possible for anyone with a general knowledge of
the Navy filing system to locate a particular
piece of correspondence speedily and conven-
iently .

Filing equipment will vary depending upon
need: of the division. Some of the most com-
mon are visible files and file drawer cabinets.
The visible files are those in which cards, sheets,
or strips of paper are arranged so that the
margins can all be seen at one. These are
frequently used to file AC data cards, for
instance. The file drawer cabinet is used exten-
sively for general filing purposes. It uses stand-
ard size filing folders with tabs for printing
subject classification numbers to provide for
visual sighting and easy location. (See fig. 8-3.)

How important are the records of the divi-
sion’s files? Important enough that Congress
has passed laws governing their disposition and
fixing penalties for their unauthorized
destruction.

Though sometimes monotonous, all tac s
connected with files, including their disposition,
must be taken seriously. Decisions whether to
save or not to save cannot be avoided by simply
saving everything. Sooner or later, filing cabinets
become overfull and something has to be done.
The key to the filing is to be able to tell what
should be held in the files and for how long, and
what should, or must, be destroyed or trans-
ferred for preservation.

Basic Government legislation covering records
disposal defines Government records essentially
as follows: All documentalry material, including
books, papers, maps, and photographs, made or
received by an agency of the U.S. Government
in connection with the transaction of public
business and appropriate for preservation.
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AC.242
Figure 8 3.—Visible files and file drawers.

Navy Regulations defines Navy records as may become the subject of future reference or
*‘Copies of all official correspondence sent and action,” Additionally, official correspondence is
the originals of all official correspondence re- defined as ‘““All recorded communications sent
ceived, and such other correspondence as will or or received by a person in the Naval Establish-
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ment in the execution of the duties of lus
office.” Nonrecord material, then. may be de-
fined as any material which serves no docu-
mentary or record purpose or. in other words. it
is matenal that just is not worth keeping except
tor a limited time.

It is quite possible that very little of the
material in the division office files would be
classificd as official records. It is not always
possible to draw a distinct line between record
and nonrecord material and apply a hard and
fast rule. The disposition of the majority of
records that the ATC/OC division would keep
are referenced in official instructions.

The following is a partial listing of logs and
records common to air traffic control. The
complete Navy system of records disposal is
found in SECNAV Instruction 5212.5 (Series).

1. Traffic control records relating to the
internal control of air and space traffic and
records relating to the supervision of clearance
and other traffic control records -retain for 6
months.

2. Operations logs accumulated by the oper-
ations department of flight activities including
control tower records - retain for 6 months.

3. Daily flight logs of visiting aircraft—retain
for 6 months after date of last entry or after log
is filled.

4. Aircraft clearance and arrival reports (pro-
gress strips) = retain for 3 months.

5. Flight plans (DD-175) and weather forms
(DD-175-1) -retain for 3 months. (CPNAV
3710.7 (Series).)

6. Completed flight schedules retain for 3
months.

NOTE: By agreement between FAA and
DOD, military flight plans filed directly with
FAA FSS’s will be retained by them for 15 days
and then forwarded to the home station indi-
cated on the flight plun. Flight plans forwarded
to naval shore installations by FSS’s are retained
in the operation department files for a period of
3 months after which they may be destroyed.

6. Correspondence, copies of reports, and
other records relating to the internal operation
and administration of air and space traffic -
retain for 2 years.

7. Weight and balance clearance
(DD-365F)—retain originals 3 months.

form
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These records are considered temporary and
should be destroyed after the prescribed reten-
tion period.

There are two ways that records which have
outlived their current value may be disposed of':
(1) local destruction, or (2) transfer for later
destruction or, if records are permanent, for
preservation. To insure that handling of records
is consistent and is not left to chance one officer
is usually assigned the duty of coordinating all
records disposal aboard an activity, either ship
or station. This officer would then take charge

of the physical disposition of all official records
that have been designated for either transfer or
destruction. Most unclassified material in the
division files would not require transfer but is of
the type that may be destroyed in the office.
Classified items must be destroyed by buming in
accordance with current security regulations. At
sea, unclassified records as well as those classi-
fied should be burned.

The General Services Administration is re-
sponsible for general procedures, both for dis-
posal of Federal Government records and for
reproduction of them. Seventeen Federal Rec-
ords Centers have been established at locations
conveniently accessible to the various districts
and ocean areas. The Administration Office,
Navy Department, is the Navy’s liaison with
Federal Records Centers.

PERSONNEL TRAINING

The object of a training program is to increase
the usctulness of an individual to the organiza-
tion and to provide a climate and career incen-
tives that will retain high caliber personnel. The
many cemplex functions of controlling aircraft
operations may be successfully accomplished
only by integrated action of several individuals
working together as a team. With these two facts
in mind, it would be safe to say that training
programs must provide for both individual and
group training.

In this section it is intended to present some
of the administrative aspects of the division
training program: i.e., scheduling, recording ac-
complished training, and reporting to higher
authority.
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First. the ship or station will have 1 graining
program in effect as directed by higher author-
ity It normally consists of nonprofessional
subject matter: that is to say. subject matter
such as military duties and responsibilities or
moral attrnibutes not technically required withmn
the AC rating. The Educational Services Officer.
through the chain of command, will normally
instruct the division training petty officer con-
cerning subject material and required application
to division personnel.

The training petty officer will normally estab-
lish and maintain the training program from the
professional standpoint, for the division. The
desired effect is to increase the individual’s value
to the division and retain high caliber personnel.
Therefore, training must be directed toward
qualifying air traffic controllers to maintain the
desired level of controller personnel and to help
individuals qualify and advance as rapidly as
time requircments and their willingness and
ability to accept more responsibility will allow.

It is obvious that one man working alone
cannot set up and execute an entire training
program. The training PO, therefore. must select
instructors from within the division to assist
lim. The ideal situation would be to have several
qualified instructors in cach watch section to
maintain the formal instruction situation. How-
ever, the ideal never scems to exist, This places
another large requirement upon the training PO.
He must locate and train, if nccessary, qualified
instructors. This might be considered the most
important link in the chain of events over which
the training PO has control. If the instructors are
not interested, motivated, and well trained.
chances are that the subject material will not
reach the traince because of one of various
possible reasons. Therefore. the time spent in
that particular training situation may be wasted.
or if there is a complete lack of interest or
necessity for the maierial concerned, the instruc-
tor may “‘gundeck” the local record with a net
result of production of useless paperwork. This
may not be apparent immediately. but it usually
stands out when evaluated in terms of the
following questions:

1. How many personnel made rates last time?

2. How smooth is the operation of the local
facility when the weather is bad and traffic
heavy?
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3. What is the general attitude or morale of
the division personnel?

Some of the problems the training PO must
consider when compiling a training schedule are
availability of people, an appropriate place
where formal training can be accomplished, and
the applicability to the various rates.

The schedule must be flexible since most
ATC/OC personnel are watch standers with
variable working hours. If at all possible, the
training should be conducted during the watch
when traffic will permit. There will be times,
however, witen watch standers will be required
to attend training sessions even though they are
off duty., The schedule should be simply stated
and easy to follow., The general scheduled times
for training will depend almost entirely upon the
type of watch bill the division is working. The
actual time of training is usually left to the
discretion of tl:e section leader within a specific
time frame to allow optimum management
practice.

Most facilities have a ready room available for
formal training purpose use. If such a room is
not readily available, then the training PO will
have to make other arrangements for appro-
priate space. This may not seem very important;
however, it has been proven over and over that
the traince will learn faster and retain more if
the physical environment provides reasonable
trainee comfort. If it is necessary to schedule
and conduct training, then it should be neces-
sary to consider every pouble asset to effective
preseatation of the program.

The basis for applicability of cach part of the
training program to the various ratings should be
the Record of Practical Factors, NAVPERS 1414/1
(AC). Few people realize the importance of
practical factors to the individual. The basic
decision factors for what will be taught in the
service schools, what will be published in the
Rate Training Manuals such as this one, and
what will be covered by the fleetwide rating
exams are covered in the Record of Practical
Factors. If. then, the 1414/1 (AC) is thoroughly
reviewed and used as a basis for determining the
subjects to be taught in a formal training
program, it would be logical thet a trainee could
receive considerable assistance in advancement
and increase his value to ihe Navy by undergoing
such training.
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Keeping records of training is necessary as a
reference for each individual concerned and for
preparing reports of training accomplished. A
training report for the division is accomplished
in accordance with local directives. so that it
blends into a department training report. A
department training officer should be available
for assistance with this report if needed. Various
forms have been devised for recording triining
within a division; however, some use no form
but merely handwritten reports. Figure 8-4 is an
example of one facility’s form for recording
training within the section to submit to the
training PO and reference for recording training
received on an individual’s training record. A
record of training for each individual should be
kept in the division files. One handy and
personal way to accomplish this is to keep a
folder for each man for record purposes and
personal use. This individual training record
should contain a record of practical tactors, a
record of all formal training received, and other
local qualifications such as designation of PAR
IFR controller., Figure 8-5 is an example of an
individual training folder and contents. This
type recordkeeping allows the training PO to
hand over the folder to the individual upon
transfer so that he can show it to the new
training PO at the next duty station and
continue the process indefinitely.

Job Rotation

The practice of rotating men though the
various phases of their rating is recognized as
beneficial to the men and hence the Navy, A
plan of rotation may be worked out covering
several months by each section. The rotation
schedule should show relief of mess cooks and
compartment cleaners where necessary. This
advance notice of such assignment and knowl-
edge of what he will do when he returns to the
division may help combat the feeling of many
young men that they have been abandoned or
eliminate the common belief that it is punish-
ment for the individual concerned. By use of a
rotation schedule the training PO can help the
individual progress in knowledge and application
of his acquired knowledge as he advances.
Additionally, with periodic rotation, an indi-
vidual is presented with challenges of new jobs
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and phases of the rating, and he is less likely to
become disinterested and dissatisfied with his
job and consequently the Navy.

Testing

The overall effectiveness of a training program
will be indicated by the proficiency with which
trainces perform their various tasks, by the
demonstration of their understanding of the
subject matter, and by the results returned from
the rating exams. However, testing should not be
overlooked as an important teaching tool and as
a short term evaluation of the program progres-
ses.

The most difficult thing about testing is the
job of compiling a test containing valid and
thought-provoking questions. Since this job
must be performed by the instructor, it may be
one of the reasons that this method of teaching
and evaluating is overlooked in many instances.
A well-prepared test can generate lively discus-
sion, instill a competitive spirit in the trainees,
and provide them with a sense of accomplish-
ment if they do well or an indication of areas
where additional study is needed if they do
poorly.,

RESOURCES MANAGEMENT

Resources management systems are a series of
systems designed to promote better management
throughout the DOD by providing managers
with improved means of obtgining and control-
ling resoutces required to accomplish missions.

Within the Department of the Navy, planning
and programing arc major functions of the
Office of CNO and Headquarters, U.S.M.C, It is
through the proper execution of these functions
that the effort of the entire Navy Department is
initially guided and subsequently controlled.

Navy programs are in general developed along
a well ordered and clearly defined pattern.
Requirements are identified, validated, and plan-
ned: plans are translated into programs; and
programs are translated into budget requests
which, upon approval, provide the dollars to
produce the men, equipment, and facilities
needed to satisty requirements.

Budgeting is usually decentralized at large
activities; that is, those composed of a number
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AIR OPERATIONS TRAINING

RECORD

e

—NAME
1 HARRIS , G.E

e

DIVISION RTC.
DATE TRAINING WELD TYPE {circie onc;

emay W73 muunv(ﬁnorsssconué

2 LNNG , W.R-

BRANC
Tower

2 ML REYNOLD S,

Tw.

“PWLLER , D. A3 PM

« HAGGERTY,

LA

L_PURDO M, 1. H-

LESSON NANE, UNIT, NUMBER

DRIFT £ DRIFT C6RRECTIONS
§AF L

6 CHAPMAN , W, R, 25
A 26
8 27
9 28
10 29
11 30
12 31
13 32
14 33
15 3
16 35 —_
17 36
18 37
19 38
20 39
21 40
22 4.
23 42
2 43

REMARKS

Figure 8-4.—Section training record.
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Figure 8 5.~Individual training record.
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of departments. At such an activity. the com-
manding ofticer normally issues a budget call for
the vanous activity components to develop their
operating budget estimates and supporting data.
In the budget call he communicates policy
decisions, assumptions. and instructions based
on guidance he has received through command
channels. together with lus projection of local
program and workload objectives.

In preparing his budget. each department head
translates the planning information into appro-
priate budget eclements for cach division or
function under his management. He then assigns
a realistic dollar estimate to cach with the total
representing  his  department’s estimate., Com-
pleted departmental estimates are usually for-
warded first to the activity comptroller for
analysis and review by his staff. The comptroller
then presents them to the commanding officer
and offers such recommendations as he con-
siders necessary . Senior AC's may be called upon
to furnish a realistic estimate of division needs
which the department will use in formulating
the departimental estimate.

The operating budget prepared by the activity
sets forth the anaual plan of operations. It is the
commanding officer’s estimate of the total
resources  required  throughout the year for
performance of the activity’s mission. The bud-
get as approved by proper authority sets forth
the actual resources available. and it is against
these amounts that performance and expendi-
tures are evaluated.

Operating target amounts will be approved by
the commanding officer and allocated to indi-
vidual departments. These amounts should not
be exceeded by the target holders unless proper
authorization has been made by the command-
ing officer,

Fund authorizations arc administratively con-
trolled through the issuance of job orders. All
labor and materials charges are identified by job
order. The job order is the means by which
expenditures are accumulated for cost analysis
and for charge to the proper appropriation.
Current accounting directives require that the
cost of mulitary labor be included in the budget
estimates and execution.

Budget holders are required to make a month-
ly report of military services. Therefore, some
method of timekeeping must be implemented
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locally to allow accumulation of the figures
necessary for the report. One such method used
frequently is the exception method; that is. only
the exception to normal is reported. The basic
premise for such a system is that a predeter-
mined normal job order number is assigned to
military labor. timekeeping is accomplished
daily. and a weckly report of exception data is
made.,

Each department should designate timekeep-
ers and coordinators as necessary for accurate
daily recording. The coordinator would be the
division level petty officer assigned this task.
The normal would be a 40-hour week. The
coordinator would record absences of | hour or
more. including TAD. leave, etc.,, and report
them as an exception. Then the department
could, with the curiznt hourly rate of pay.
compute the cost of military services. compare
the actual cost against the approved budget. and
use current data for future estimates.

Collateral Equipment Requirements

Collateral equipment in this section refers to
furniture. furnishings. appliances, and equip-
ment which an ATC division makes use of in the
assigned  working spaces. Senior AC's  must
necessarily concern themselves with the required
amount and condition of collateral equipment
used by their division., Availability and good
condition of proper furniture and equipment are
factors contributing to proper attitude and
morale of junior personnel.

As stated previously, funds are requested
based on future needs and requirements. Each
station has local instructions which outline
procedures for submitting requirements for col-
lateral equipment. This is accomplished at the
departinent level to the station comptroller at
various times during the fiscal year. Senior AC’s
are in a position to recognize the need for future
requirements and replacement of aging cquip-
ment. These needs must be made known to the
division officer for coordination with the depart-
ment head so that the requirements can be
included in the latters report of equipment
requirements. Again, conditions change due to
the period of time between request and receipt
of funds: hence requirements may not always be
filled as planned. These requirements are not
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automatically carried over into the next report-
ing period but must be restated.

The comptroller’s office maintains records on
all accountable equipment aboara an air station.
At certain intervals, inventories are conducted to
keep the records of the equipment current. If
equipment is broken or lost, the department
head and division officer in whose spaces the
equipment was located must initiate survey
action to determine cause and recommend req-
uisitioning action required by the results.

Requisitioning

The Navy has already purchased most of the
material and supplies needed by activitics. The
procedure for requisitioning supplies may vary
between stations. Most large air stations have a
storekeeper assicned to the operations depart-
ment or one indivi-ual trained by the supply
department for the actual completing of the
standard requisition, DD form 1348. A relatively
new concept of providing office and general
supplies is the SERVMART system. These
SERVMART’s resemble a private self-service
store. The petty officer responsible for maintain-
ing supplies determines what is needed, obtains
the approval from the officer within the depart-
ment authorized to approve such expenditures
by obtaining a signed DD form 1348 for an
amouiat not to exceed the total cost of the
supplies nceded. The supplies may then be
picked up at the SERVMART and the actual
amount of purchase recorded on the DD form
1348. The various copies of the form are
distributed to the necessary individuals so that
the amount of the purchase can be charged
against the funds allocated to the department
and the station.

Of course every need cannot be satisfied by
the SERVMART system. When the requirement
exists, a properly completed DD form 1348
must be submitted through the supply depart-
ment so that they can order what is required. In
order to procure exactly what is needed when
requisitioning supplies, the correct Federal stock
number is required.

Plant Property Accounting

Plant property is all Navy-owned and Navy-
Ur‘rmtrolled real and personal property of a
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capital nature located in the Naval Shore Estab-
lishment.

Plant property is divided into four classes:
Class 1 (land): Class 2 (buildings and improve-
ments); Class 3 (equipment, other than indus-
trial plant equipment); and Class 4 (industrial
plant equipment). It is around these classes of
property that the inventory control system for
plant property is built.

The inventory control system for plant prop-
erty is designed to provide controls essential for
compliance with statutory and DOD require-
ments conceming Government property. It pro-
vides for Navy-wide collecting, compiling, re-
cording and reporting of plant property informa-
tion. The system meets the objective of furnish-
ing factual information on capital equipment to
both financial and technical management, By
requiring a reconcili.ition with funds expended
for plant property, the system also insures that
all such property in the Navy is accounted for.

The fiscal officer at each activity is charged
with the establishment and maintenance of plant
property account records. He must institute
local procedures to insure compliance with
directives and instructions issued by higher
authority'.

Department heads at each activity are respon-
sible for plant property under their custody. In
addition they must assist the fiscal officer in
obtaining technical descriptions of plant prop-
erty; affixing identification plates and decals on
the property: determining the estimated life of
property; reporting acquisitions, dispositions,
transfers, and surveys of plant property; and
conducting physical inventories.

FORMS, RECORDS, AND REPORTS

The Navy Stock List of Forms and Publica-
tions, NAVSUP 2002, contains a complete numer-
ical listing of all available naval forms and
publications distributed by the Navy and
stocked for issue.

NOTE: There are a few exceptions to the
above statement such as Aeronautical Charts and
Publications discussed carlier in this manual,

Section 1 of the stock list is a general
introduction in the use of the publication.
Instructions for the breakdown of the columnar
headings as they appear in the stock list,
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requisitioning instructions. ¢te., which if care-
fully studied should help determine the correct
procedure for ordering the necessary forms and
publicitions required for administrative func-
tions.

The remaining sections of the stock list
contain forius and publications which have been
categorized on the basis of departmental spon-
sorship and/or functional usage. For example,
section I contains forms used by the Navy. In
section Il can be found the NAVTRA Form
1414/1, AC Record of Practical Factors, and
OPNAV Forms 3722/1 and /2 used when submit-
ting OPNAV Report 3722-1. Section VIII, parts C
& D, contains aeronautical manual and letter
publications such as technical manuals for spec-
ific radar equipment. AC’s may be interested in
the operator’s section of these manuals.

All training and instructional-type publica-
tions and training aids are contained in section
XIV. Included within this section are rate
training manuals, correspondence courses, train-
ing pubs. etc.

The Naval Training Support Command lo-
cated at Pensacola, Florida is respensible for this
most important phase of training.

Aviators Flight Logbook

The Aviators Flight Logbook currently in use
is OPNAV Form 3760-31. This book is bound
with a navy blue cover. Each naval aviator, naval
aviation pilot, naval student pilot, and naval
flight officer possesses a currently maintamed
Aviators Flight Logbook. Possession of such a
logbook by other personnel on duty involving
flying is neither required nor prohibited. Each
duly issued Aviators Flight Logbook is con-
sidered to be the personal property of the
individual who is currently, or in the past was,
required to possess it.

AC’s aboard ship assigned to the Air Opera-
tions branch of the OC division may be required
to assist the ship’s pilots in keeping their
logbooks current. Instructions for coding the
flight to indicate classification of flights are
included in the front part of each logbook.
Additional information may be found in the
current OPNAYV Instruction 3710.7.

Manpower Authorizations

With the evolution of the Resources Manage-
ment System (RMS), it is essential that each
command have cognizance of all resources re-
quired to perform its mission.

The terms *‘Allowance” and *“‘Complement”
which were previously used as expressions of
naval military manpower are no longer in use.
“Allowance” has been changed to “Billets Au-
thorized” and “Complement” to “Organiza-
tional Manning.”

BILLETS AUTHORIZED.-This term refers
to billets approved by the CNO for current
operating conditions and may, depending on the
mission of the activity, represent full organiza-
tional manning or some level of conditional
manning,

ORGANIZATIONAL MANNING.-This term
refers te the delineation by individual billets of
the minimum quantitative and qualitative officer
and enlisted needs essential to performance of
the mission and required operational capabilities
prescribed for a fully ready unit.

CONDITIONAL MANNING.-This term re-
fers to any reduction, quantitatively or qualita-
tively, from organizational manning. As expres-
sed in individual manpower autiiorizations, con-
ditional manning will reflect two specific
limiting conditions:

l. Biiiets which are required for organiza-
tional manning but which will not be authorized
under conditional manning.

2. Specific associated functions which will be
reduced or delcted i conjunction with the
reduction in authorized manpower.

MILITARY MANPOWER CLAIMANT.-De-
fined as a command, burcau, or office in the
administrative chain of command assigned re-
sponsibility by the CNO for management of
military manpower requirements of assigned
activities.

Commanding officers are responsible for
keeping their military manpower claimants in-
formed regarding the manpower situation and
for insuring that the number of billets, including
skills, paygrades, and special qualifications, re-
flected in manpower authorizations are the
‘minimum military requirements necessary to
support the mission, tasks and functions of the
command.
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In order to msure optrmum nanpower utthe.-
tion. cach commanding officer should periodi-
cally review and evaluate vis manpower authori-
cation, including mobihzation requirements and.
when appropriate. recomniend changes to his

military manpower chimant via the chain of

command as outlined in OPNAV Instruction
1001.6 (Series).

Al requests for changes to manpower authon-
zations will be submitted on the Manpower
Authorization Request (OPNAV Form 1000/4A).
{See fig. 8-6.)

Change requests should be submitted a mmi-
mum of 10 months prior to the eftective date of
the desired change. This lead time ts required to
permit sufficicnt time for review at the various
echelons of the chan of command, tor adequate
consideration by the Chict of Naval Operations.,
and for orderly ret ronw by personnel distribu-
tion authorities.,

Senior AC'S should periodically review thut
portion applicable to the ATC facihty for
possibly better utilization of manpower and
when necessary initiate action for changes to the
Manpower Authorizations.

In reviewing Manpower Authorizations, it is
of the utmost importance that the need for
increases or reductions be considered and also
that reviewers insure that the skills reflected in
the Manpower Authorizations are valid.

More detailed information relative to Man-
power Authorizations can be found in OPNAV
Instruction 1000.16 (Scnes).

Enlisted Distribution and
Verification Report

The Enlisted Distribution and Veritication
Report, BUPERS Report 1080-14, is a report
common to the activity and the distnibutional
authority., It is a basic decision document which
is used by the distributor to deterniine the
activity’s enhsted personnel status and require-
ments. The repert is normally held m the
activity personnel office, Senior AC's should
review this monthly report periodically to msure
that all the information contamed on the report
is correct. It an cerror is found. it should be
brought to the attention of personncel so that
they can initiate chunge action The report s i
machine printed report that contains a consider-
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dble amount of information about individuals in
the division. For a breakdown on the code
system used 1n the report, refer to chapter 6 of
the Naval Munpower Information System Man-
wil, NAVPLRS 15642,

Figure 8-7 is an example of BUPERS Report
1080-14, showing a partial listing of Air Con-
trodmen at an air station.

Enlisted Duty Preferences Form

All personnel must submiit an Enlisted Duty
Preferences Form (EDP), (NAVPERS 1306/63) as
illustrated in figure 8-8.

This form is to be completed 10 months prior
to the prospective rotation date (PRD) or
evpiration of active obligated service (EAOS).
whichever s sooner and when  preferences
change

The EPD Forms are utitized by the Chief of
Naval Personnel for the orderly and efficient
detailing of naval personnel. They aie most
important to the individual in that they are the
only mformation furnished to the Air Control-
man detail officer concerning the individual’s
duty choices and other pertinent assignment
data.

The EDP Form should be filled out by the
individual concerned. Scnior AC’s must assist
their men since they nuay be unfamiliar with the
various schools available or may want informa-
tion about a particular duty station to determine
their choices.

The Enbisted Transfer Manual (TransMan),
NAVPERS 15909 (Series) contains detailed infor-
mation regarding the completion and submission
of the Enlisted Duty Preferences Form. Further
information may be obtained from your En-
listed Personnel Office.

Air Traffic Activity Report

Commanding officers ol shore activities oper-
ating ATC facilitics are required to submit an
Air Traffic Activity Report semiannually as of
30 June and 31 December. This report is
assigned the report symbol 3721-13, The report
is accomplished by completing OPNAV Form
3721/12 shown in figure 89. Air traffic activity
at satellite airtields (OLF and ALF) is reported
by the parent activity.
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OPKAy FORM 3721/12 (§.70)
o

AIR TRAFFIC ACTIVITY REPORT

1500 Reverse Side For instructions )

REPORT SYMBOL OPNAV 3721-15

NAvY CEPARTMENT

WASHINGTON, D € 20330

CHIEF OF NAVAL OPERATIONS

I REPORT PERIOD

January-June 1973

2 NAME QF ACTiviTY SUBMITTING REPQRT

3 LOCATION iDENTIFIER

NAS MIRAMAR NKX
4 NAME OF AIRFIELD THIS REPORT
MITSCHER FIELD
5 MiLITARY PR HY
AIRCRAFT OPERATIONS NAVY/ OIMER AIR GENERAL ToTAL
MARINE CORPS MILITARY CARRIER AVIATION
IFR 12,11° 656 35 12,808
VFR 25,613 10,151 23 35,787
TOTAL 37,730 10,807 35 23 48,595
6
RADAR APPROACHES
4 MODE ¢t MOOE 1A MODE 11 MODE 11 TOTAL
ACLS APPRCACHES
751 520 130 2201
@ REMARKS

B.G. WHEEL, LCDR, USN

“mY 10

APPROVED BY Nome, *tin, an¢ sigrotu-e)

BY DIRECTION, ATC FACILITY OFFICIR, NAS MIRAMAR

BEHW ot

FEDERAL AVIATION ADMINISTRATION
NFORMATIGN AND STATISTICS DIVISION
CFFICE OF MANAGEMENT SYsTSms
WASH.NOTON, D C 20990

Figure 8-9,-OPNAV Form 3721/12
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Vanous uses ol the imtormation required by
this report. such as budgetary. statistical. or
trend mitormation. are made by both CNO and
FAA Theretore o copy of the report is sent to
FAA Lach tactlity must keep records ol arreraft
operations rehigiousty to msure aceurate data tor
the report  The mstructions tor completing
OPNAV Form 372112 are included on the back
of the torm The istructions melude the tfollow-
mg detmtions of terms tor the purpose ot this
report and standardization of recordheeping

1. Aurcratt Operations  Count aircraft opera-
tions as follows:

& Count an arrival or departure as one
operiation.

b Count areratt touch and go landings as
two operitions.

¢. Count an approach tollowed by a wiave-
off as two operations, ¢ field carner inding
practice or practice instrument approaches to
nummum descent altitude or decision herght
Count cach wreratt which transits the
control arca of jurisdiction and 1s provided ATC
SCIVICES LIS ol operation.

¢. Count wreraft operating in a formation
& a4 single aircraft exeept when the formation
breaks up into smaller tormations or smgle
arcratt. When this occurs. count each additional
formation or single aircratt as a separate areraft
operation.

2. Instrument thght rules operations. An IFR
operation 1s the hundling by an ATC facility of
the arnival or departure of an atieraft operating
in accordance with instrument flight rules or the
provision of 1FR sepamation from other aircraft.
Instrument operations must be counted when=
ever aircraft are provided IFR separation regard-
less of the existing weather conditions or the
type of flight plans.

3. Visual flight rules operations. A VFR
operation 1s an aircraft operation conducted mn
accordance with visual rules. except when the
aircraft is being provided IFR separation from
other aircraft.

4. Radar approaches. Any surveillance or
precision radar approach to a landing. missed
approach. or waveoft. Lach approach executed
must be counted. regardless of the flight rules
under which the aircraft is operating or the
existing weather conditions,

d
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5. Automatic  warricr  landmg  system  ap-
proaches. Activitics with ACLS capability must
report approaches and the mode of approach
utilized m the appropriate spaces on the form.

NAALS Program

Naval Air Traffic Control. Air Navigation Aids
and Landing Systems (NAALS) program is the
subject of OPNAV Instruction 3721.5 (Series).
The purpose of the instruction, and hence of the
program, is to promulgate policy and guidance
tor planning. programming and implementation
of ATC. navaid. and landing system cquipment
at Navy eond Marine Corps aviation actwitics
ashore and afloat.

it s necessary for operating commands to
continually review their NAALS  operational
capability to identify needed improvements. The
need for an improved operational capability at
an activity may be idenutied by any command
responsible for supporting aircraft operations.
by the Chief of Naval Materiai (CNM). by CNO.
or may be imposed by FAA regulations. The
need may stem from a technical deficiency
the mstalled equipment or from an operational
deficiency that hmits or derogates the opera-
tional capability of the ATC facility to support
the mission and tasks assigned the aviation
activity. The reliet” of these deficiencies may
require additional or substitute equipment or
the development of new equipment. Further. a
need for an improved capability may arise from
prospective rulemaking by the FAA which re-
quires advanced planning at the Navy Depart-
ment level.

Two formats are established as enclosures to
OPNAV Instruction 3721.5 (Series). titled
NAALS Operational Capability Improvement
Request (OCIR) and Master Implementation
Plan (MIP). The OCIR. which i1s a typewritten
format. delincates the deficiency. required oper-
ational capability. solution. and relative priority.
i that order, that is submitted as a request for
improved operatronal capability. The MIP is the
responsibility of CNM which shows the opera-
tional requirements and programed equipments
for the entire Navy and is revised semiannually
for use by CNO. OCIR’s having sufficient
justification and not invelving research and
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development may be retlected as revisions to the
MIP, thereby becoming part of the implementa-
tion cycle. This determination is made by CNO:
however, in many instances that office depends
upon teeder information from the aviation
activities--hence the personnel who man and
operate them.

Commanding officers of aviation activities
ashore and afloat inust review the NAALS
operational capability of their respective activ-
ities on a continuing basis. Whenever a NAALS
deficiency is identified pursuant to this review. a
NAALS OCIR is completed and submitted to
CNO (OP-53).

Frequency Usage Report

The radiofrequency spectrum  has  become
inercasingly congested as a result of the develop-
ment  of clectromagnetic equipment and an
increasing international requirement for radio-
frequencies.

Frequency utilization data is the most valuable
evidence to justify retention and to manage
existing frequency resources. The Military Com-
munications-Electronics Board. Joint Chiefs of
Staff. has directed that frequency usage informa-
tion be provided by the military services for
inclusion in a Joint Radio Frequency Manage-
ment Program.

U.S. Navy and Marine Corps activities and
ships utilizing radiofrequencies “for communica-
tions purposes must prepare Frequency Usage
Report, OPNAV Report 2400-] .

The Communications Department normally
prepares this report. However. senior AC's are
frequently called upon to ussist in its prepara-
tion by providing an accurate estimate of fre-
quency usage for air traffic control at the
facility. Complete information on this report is
found in OPNAYV Instruction 2400.7 (Serics) and
JANAP 195, plus information on how to get
new frequencies or delete old ones when re-
quired. This report is classificd Confidential.

Figure 8-10 is an example of a Frequency
Usage Report.

NAVY CORRESPONDENCE

The Navy Correspondence Manual. SECNAV
Instruction 5216.5 (Series), prescribes policies
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and outlines procedures for the preparation of
correspondence in the Department of the Navy.
These policies and procedures are followed
unless . .cribed otherwise by the Secretary of
the Navy or by his authority.

The seiection of the proper communication
for use in transmitting information is of special
importance in Navy operations. Listed below are
some of the types of correspondence and their
uses’

I. Naval Letter. The naval letter is used by all
activitics of the Department of the Navy as a
formal means of intranaval communication. It
may be used also in addressing other agencies,
cither governmental or nongovernmental, which
are familiar with the style (Sec fig. 8-11.)

2; Joint Letter. When officials of two or
more activities need to issuc a letter concerning
a particular subject of common interest to the
activities. a joint letter is prepared. It may be
directed to one addressee. or to two or more
addresses identified separately or as a group.,
(See fig. 8-12).

3. Speedletter. A speedletter is a form of
naval correspondence used for urgent communi-
cation which does not require electrical trans-
mission. It is not used for directives. The
primary purpose of the speedletter is to call
attention to the communication, so that it will
be handled as promptly as possible by the
recipient. (See fig. 8-13.)

4. Memorandum. A memorandum is a form
of naval correspondence used for informal
communications within and between head-
quarters components of the Navy Department,
between fleet and force commanders and units
of command under their justification. and with-
in a field activity. It may be directed to one or
more addressees.

The naval letter is perhaps the most formal
type of correspondence used by the Navy. vut
this does not mean that its content cannot be
simple. Avoid long sertences and long words
where short sentences and short words convey
the same meaning. Each paragrapb should ¢on-
tain onc complete thought expressed in logical
sequence., Tables. diagrams. and sketches should
be dncluded as enclosures it necessary to add to
the clurity of the letter.
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OPNAVINST 2400 7C
FREQUENCY USAGE REPORT -
OPNAY FORM 240074 1-66) 3,8 0107-706 502 CONFIDENTIAL- MODIFIED HANDLING AUTHORIZED (When f1iled n)
Adrece 1o Iastrverions in OPYAVINST 2400 °C DATA 19 MACHINE PROCESSED OPNAY REPORT 2400-1
TACT'VITY COOE ORDE.@ 2 MAY 09T ON AR 3 %, ME OF REPORT 8 ACTIV:TY ON 3P 4 CALL 3NN REPORTING PIRIO!
DD XXX LANT 5§ KEVERSAIL C/0 FPO, NY NXYZ 0673
€ 0 B 10 0 2
FREQUENCY K | W | DESIGNATOR | CMISSION | TRANSMIT HRS | GUARD MRS AUTHORITY
2030 X A02 0.1A1 10
2030 X A0l 1.24F1 1n
2030 X A2 3A7J 10
2030 X Il 1.24F1 20 CNO ltr ser 01234 of 1 Jan 73
2030 X TEMP 3A3J 50 CNO 1tr ser 05678 of 15 Jan 73
COMDESRON 21
2030 X LK 1.08F1 15 OYORD 501
2030 by INK 6A3 12 CNG msg 0101012 Jun 73
<030 AY D26, 02 PRPLI AN P
2060 X AV 3A3) o
\‘NU/ CINCLANIFLT
2500 X UNE_ §A3 h OPORD 37-72
2700 X A01.01 mlab\ 0y
N
29,999.9 | Act 6
30,000 X £Q3 & 25

&
310.1 X EQ6.01 ® 40

30.1 X 505.1[ .JNJ 50
.
30.1 X 114, ﬁ 16 CNO 1tr ser 5678 of 1 Feb 73
— " 4
223.0 X Dog\v-. 6A
h 4
225.0 X /%\\ 3
" O
225.0 X \mum\.hm
TV
225.0 X nzr.o? 1.24F1

225.0 X TEMP 6A3 FAPUS 010203Z Jan 73

WTE: Thls fs h sample pdge and conpains unclassified ipformation.

MOOIF ED HANGLING AUTNORIZED | T'TLE, RANR, JtGNATURE 1 1
CONFDENTIAL* " & s ) CDR John DOE, USN, Commanding Officer Fm_ ol

Enclosure (2) a 2047

AC.249

Figure 810.—Frequency Usage Report form.
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AIR CONTROLMAN 1 & C

UINCH {IF LETTERHEAD
STAMPED OR TYPED)

Name of Activity
Addreas ot
4 LINES _ _ Activity *"'Refer to” line

Originator's code
*File number CLOSE UP IF ANY

Date ITEM OMITTED
*SPECIAL POSTAL SERVICE
T LINES E
From Title of head of activity pieparing letter, name of activity, location or
cailing address it ncccssary
To Title of head of dctivity recelving letter, name Of activity, location or
mailing address {f necessary
= *Via (1) Title of head of activity whose endorsement s required, name of
C_OSE UP iF ANY activity, location if necessary (not fumbered {f only one)
SﬁIATDT”E‘g ENTRY | 4 (2) Title of second "Via” sddressee, etc , {f any
Subj Briet topical statement of the subject of the letter
#*Ret (3) Citation of s letter or other written document, official short title of originator,
location of activity {f not {ndicated in title, the abbrevistion "ltr”, the identi-
fication symbols, of (date)
*Encl (1) Material enclosed with letter, (dentified in the same manner as references
(number of coples tf more than one)
(2) (SC() Material forwarded under separate cover, identified in the same wanner as
references (nuaber of coples if more than one)

L1 This example shows the arrangement of paragraphs {n naval correspondence Paragraphs
are numbered in all commnications except the speedletter and the business-form letter The
primary paragraphs are numbered with Arabic numerals placed at the left margin

1 INCH & Paragraphs are typed in modified blocw style  They are single spaced, yith double
SPACing between them
(1) When a paragraph {s subdivided it must have at least two subdivisions
' (a) When paragraphs are sudbdivided, nuobered, and lettered they are designated
a> follows 1. a, (1), (a), 1. 2, (D). (a)
(b) Each progressive subdivision of a paragraph {s indented an additional four IAINCH XIMATELY
spaces except that the first subparagraph may be indented seven spaces instead of four so that

the first word {s aligned yith the first word in the heading entries
ing l{nes of subparagraphs and sudd
te the right margin

The second and succeed-
ivisions, except long quoted passages, extend from the left

(2) A paragraph is “egun near the end of s
lines on that page A paragraph is continued on the
can be carried over to that page

page only if there is space for 2 or more
following page only {f 2 or aore lines

b When & paragraph is cited. the reference numbers
spaces  for example '“paragraph 3a(2)(c) ™

Comes—u0ug
“Lopy to e 4 INCHES
Title of informat{on addressee [‘

Title of second information addressee

and letters are written without

i 4 LINES
NAME OF SIGNING OFFICIAL

*By direction

—

APPEARS ON AL

*8lind copy to
Sg:A'ER%'SELATI%%D N List of (nformation addressees not
HEADQUARTERS ONLY shown on original

Prepared by
Drafter's activits and name. typist's initials, date of typing
*Room nusher, telephone extension

APPE ARS ON FiLE

COPIES ONLY
‘T,‘
ﬁ NOTw--*Astericks {ndicate {tems
TINCH ¥
AT LEAST
AC.250
Figure 8-11.—Naval letter.
O
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DEPARTMENT OF THE NAWY

Name of Activity with Primary Interest

Official short title
and code of first
cosigner

Name of First Participating Activity
and
Name of Second Participating Activity
Address

Official short title
and code of second
cosigner

From: Title of head of activity with primary interest
Title of head of first participating activity
Title of head of second participating activity

Toz Title of head of activity receiving letter, name of

activity, loc

ation or mailing address if necessary

Official short title
and code of originator
Date

Suby: Brief topical statement of the subject of the letter

First Cosigner's
Signature

Second Cosigner's
Signature

Signature of
official of
originator's office

Figure 8-12.—Joint naval letter.
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Aruitoxt provided by Eic:

NAVEXOS-€I81 41 LI

.

N

N S0l g s ) AN
Aot ey NI Ve NS 80 NOT C1tar TwaOvGN
LTINS DMy § N 5 § s“ R " : \ § § \ . COMMUNICATION OFICE
MmN MIMMNNS
(One tog Tun be cheched) CLASSH ICATION " Kfl' NIEA TO '
L [ :-\ppmpnate dt‘Slgndtlon‘ ) . Originator's code
Downgrading and declassification FF1 le number
7 vene [ eesetm ' nNotation fserial number
T BArg
r 3
T 1itle of head of actny 1ty, name of *;AV):LJSPEED‘LE!TER‘— N
detinaty, maling address of ):(:mb: ot (1 :'"h enclosurn (2
- . N n U s
L dactiy 1ty 4 o,mndow envelope (size 8%° x 3%"),
#f contents are not classihed os conft
dential ot higher, (3) to both navol and
nonnaval activities
Is packaged 500 shosts of white or of
one color yellow, pink, or green
(Foldy o . U - .
by Birerd tepical statement of the subject of the speedletter *(Classification
~vibol)
et Mdentitication of reterenced Jdocument

*lelassttication s vibol ) \xxmxxxx\_x\\u_uxx\xx&\axxomxxxmux_uxxnmmm
FLLARARMLAAMN. DUCUOUUOUUUU LU OO NCRCCOAXAN - XXX XA X XIKKXX

*lassification syvmbol) LLLLUULUGUDUUUOOUOUCOCOLA U XXX KX XXKXXXXXKXX
R R St T T R I T ANXRXXXXX ;000000000000
AR CEEER SR EREE R R VT RVSERR RN \.u.mxuuu.&nuxxm&tnﬂxx&xx}mxmmxxW

ALRERRCRELLUREENY AR ERERLERE SRR TR S S Y . XX,\.\.‘(.\X_‘(.‘(X.‘(.‘(XX.‘(.’(XXXXXXXXXXXXX_V MOOXXXAXXX
LARAALULUDOUUUUOLUOWDN .

NMEOF SIGNING OFFICIAL

*ncl .
th escrmption ot tial enclesed with specdletter
f=1 S0 Description of material forvarded under separate cover

*itomatic tine -phased dowr ading
aid decBassification notat jon

Cort 10
*litle of mlormation addressee
*itle of second 1information addressee

«~—SENDERS MAILING ADDRESS

— | Address reply as shown at left or reply
ADDRESS: ' - . - hereon and return 1n wind-w envelops
fitle ol head of actiy 1ty, nae of (5126 81" x 3'4%), f not clossihed o
ativit,, railing address of _ confdential or higher.
L.lCL ity 1 CAASSIFICATION

*\ppropriate designation

Figure 8 13,—Naval speedietter.
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Chapter 8- ADMINISTRATION

Figure 8-14 is an example of a smooth naval
letter.

SECURITY

The security of the Umted States in general,
and of naval operations in particular. depends in
part upon the success attained in the safeguard-
ing of classified information. It is of paramount
importance that all who engage in administering
secunty preserve a balunced and commonsense
outlook toward the subject. The ideal to be
sought is the indoctrination of all personnel to
the point that they automatically exercise
proper discretion in the discharge of their duties
and do not think of information security as
something separate and apart from other things.
In this way. sccurity of classified information
becomes a naturil element of every task and not
an additionally imposed burden. The attainment
of the desired objective requires sound direction
from competent authority and full alertness and
cooperation on the part of all subordinates.

Limitations of Security

Sccurity 1s a means not an end. Rules which
govern sceurity do not guarantee protection. and
they do not attempt to meet every conceivable
situation. The law of diminishing returns limits
the control measures that can be cmployed
profitably. but it is possible to obtain a satis-
factory degree of security with a minimum of
sacrifice in operating efficiency.

Security Principle

The Department of Defense is employing a
secunty formula which is simple principle. It
is based on the premise of circulation control;
1c.. the control of dissemination of classified
mnformation. Theretfore, knowledge or possession
of classified information 1s permitted only to
persons whose official duties require such access
m the interest of promoting national security
and oniy 1if they have been determinzd to be
trustworthy.

As a senior petty officer you may expect to
be assigned duties in the management of classi-
fied material as well as developing and super-
vising educational programs dealing with proper
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security procedures. Both of these duties are
extremely important within any unit. In these
sections we will discuss the various aspects of
these duties that you should be cognizant of.

Security Classification
Management

Local management of classified material will
be assigned by the Commanding Officer/Offi-
cer-in-Charge of the organization. The duties of
the designated individual will cover all the
aspects of the proper stowage, handling and
destruction of classified material under his cog-
nizance. He will be responsible for keeping of
accurate records from receipt to destruction of
classified material.

For complete information of duties as well as
guidance in performance of assigned managerial
duties reference should be made to OPNAYV Inst.
5510.1 (Series) and DOD Regulation 5200.1
(Series).

Security Education

The preceding references provide detailed
guidance for commanding officers in the area of
security ori¢ntation. education, and training.

Senior petty officers should become familiar
with the requirements of this vital program and
insure that subordinate personnel are properly
indoctrinated.

The security education program must include
all personnel entrusted with classified informa-
tion regardless of their position, rank, or grade.
The commanding officer will design the program
to fit the particular requirements of the differ-
ent groups of personnel who have access to
classified information.

The sccurity education program should be
designed to insure the following:

1. Advise personnel of the need for protect-
ing classified information and the adverse effects
to the national security resulting from com-
promise.

2. Indoctrinate personnel fully in the princi-
ples, criteria. and procedures for the classifica-
tion. downgrading, declassificaticn and marking
of classified material, Note: This will be discussed
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From:
los
Subj:

Ref 3

further in this chapter.

Commanding Officer, Javal Air Station, Memphis, Millington,
Tennessee 38054
Department of the Navy Representative, Southern Region

Proposed private use airport, 72-S0~110-NRA; comments concerning

(a) SAVREP ltr Ser: 201 dtd 9 May 1972

Memphis.

directly ove

Code AQT
12 May 1973

L. The location of the proposed private use airport as shown in
enclosure (1) of reference (a) is within the Naval Air Station
Memphis Airport Traffic Area and is considered to be extremely
detrimental to safety of flight for aircraft operating from Navy
The proposed airport location is 2.5 nautical miles from
the approach end of
runwdy. JAS Memphis averages 600U operations per month, a large
percentage of which are hign speed Jet aircraft. The NAS Memphis
GCA pattern to runway 3, with 900 approaches, monthly, crosses

r the proposed airport at 700 feet. Additionally all
departures both radar and VFR from runway 21 pass in close
vicinity to the proposed airport location.

uuway 3, JAS Memphis' primary all weather

2. In view of the aLove, construction of an airport in the proposed
location is unaccepiable.

J. E HORAN, JR.
By d rection

AC.253
Figure 8-14.—-Smooth naval letter.

4. Inform personnel of the techniques em-

3. Insure that personnel are fumiliar with * o ployed by foreign intelligence activities in at-
specific secunity requirements of their particular tempting to obtain clussified information and

assignnients.

ERIC
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their responsibility for reporting such attempts.
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Chapter 8 ADMINISTRAT!ON

5. Advise personnel ot the hazards involved
and the stnict prohibition against discussing
classified information over the telephone or n
stich manner as to be intercepted by unauthor-
1zed penons.,

6. Insure that personnel are aware of the
disciplinary actions that may result from viola-
trons of the security regulations

Positive programs should be established to
provide periodic security traiming in the above
mentioned areas for personnel having continued
aceess to classified information.,

Classification

Classification is the determination that offi-
cial information requires. in the interests of
national secunty, a specific degree of protection
against unauthorized disclosure, coupled with a
designation signifying that such a determination
has been made.

The authority for making original classifica-
tion determinations are restricted solely to those
officials specifically designated in writing as
outhned in DOD Regulation 5200.1 (Series).

CLASSIFICATION CATEGORIES.-Official
information or matenal which requires protec-
tion against unauthorized disclosure in the in-
terests of national security is classified in one of
three categories, namely Top Secret, Secret, or
Confidential, depending upon the degree of its
significance to the national security. Note: The
vategorics of classification are detailed in chap-
ter 14 of AC 3 & 2, NAVTRA 10367-E.

CLASSIFICATION CRITERIA.-A  ueter-
mination to classify should be made only when
one or more of the following considerations are
present and the unauthorized disclosure of the
information could reasonably be expected to
cause a degree of harm to the national security:

1. The information provides the United
States. in comparison with other nations, with a
scientific, engineering, technical, operational,
intelligence. strategic or tactical advantage di-
rectly related to the national security.

2. Disclosure of the information would weak-
¢en the position of the United States in the
discussion, avoidance or peaceful resolution of

potential or existing intermnational ditferences
which could otherwise generate a military threat
to the United States or its mutual security
arrangements. create or increase international
tensions contrary to the national security of the
United States, result in a disruption in foreign
relations, or lead to hostile political or nulitary
action against the United States or its allies.
thereby adversely affecting the national security.

3. Disclosure of the information would weak-
en the ability of the United States to wage war
or defend itself successfully, limit the effective-
ness of the armed forces, or make the United
States vulnerable to attack.

4. There is sound reason to believe that other
nations do not know that the United States has,
or is capable of obtaining, certain information or
material which is important to the national
security of the United States vis-a-vis those
nations.

5. There is sound reason to belicve that
knowledge of the information would: (a) pro-
vide a foreign nation with an insight into the war
potential or the war or defense plans or posture
of the United States: (b) allow a foreign nation
to develop, improve or refine a similar item of
war potential; (c) provide a foreign nation with a
base upon which to develop effective counter-
measures; (d) weaken or nullify the effectiveness
of a defense or military plan, operation. project
or activity which is vital to the national sccurity.

To achieve maximum bencfits from a sccurity
education program, the program must cover a
variety of security facets as well as being geured
to cover a wide cross-section of personnel, It
should commence with the indoctrination of
new personnel and include periodic refresher
training for those personnel who are continually
handling classified material. Portions of the
program should also cover foreign travel by
persons having had access to classified material
and the proper debriefing of pcersonnel who are
terminating or transferring.

The preceding areas of sccurity training men-
tioned actually comprise only the minimum
training that should be covered. Additions te
these should be made by organizations as their
particular missions warrant.
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APPENDIX |
DEFINITIONS AND ABBREVIATIONS

AL. - Approach and Landing (Chart).

APPROACH SEQUENCE.-The order in which
aircraft are positioned while awaiting ap-
proach clearance or while on approach.

CONTROLLING OBSTRUCTION. -The highest
obstruction relative to a prescribed geometric
plane within a specific arca.

DECISION HEIGHT (DH). -The height, speci-
fied in MSL, above the highest runway e¢leva-
tion in the touchdown zone at which a missed
approach must be initiated if the required
visual reference has not been established. This
term is used only in procedures where an
electronic glide slope provides the reference
for descent, as in ILS or PAR.

FAC. - Final approach course.

FAF. - Final approach fix.

FB.—Final bearing. The magnetic bearing as-
signed by CATCC for final approach. It is an
extension of the landing area centerline.,

FLIGHT INSPECTION. -In-flight investigation
and certification of certain eperational per-
formance characteristics of electronic and
visual navigation tacilitics by an authorized
inspector in contormance with the U.S,
Standard Flight Inspection Manual, NAVAIR
16-1-520.

GPL. -Ground point of intercept. A point on the
runway centerline at which it is assumed that
a straight line extension of the glide slope
intercepts the runway surface.

HAA. -Height above airport. Indicates the
height of the MDA above the published
airport elevation. This is published in conjunc-
tion with circling minimums. (Civilian only.)

HAT.-Height above touchdown. Indicates the
height of the DH or MDA above the highest
elevation in the touchdown zone. This is
published in conjunction with straight-in
minimums. (Civilian only.)

1AC. - Initial approach course.,

IAF -Initial approach fix,
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IC.~Intermediate course.

IF.~Intermediate fix.

JAL.—High altitude approach and landing (Chart).

KILO REPORT.-A pilot coded report indicat-
ing aircraft mission readiness.

LOCKON. -A verbal report from the final con-
troller when SPN-10/42 radar acquires the
aircraft and commences tracking. Mode 1/II
equipped aircraft should receive ACL
READY/LOCKON discrete light.

MAP. -Missed approach point. A point specified
in the approach procedure which may be the
point of intersection of an electronic glide-
path with a decision height or MDA, a
navigation facility, a fix, or a specified dis-
tance from the final approach fix, at which a
pilot on approach will commence missed
approach procedure if visual requirements for
a landing do not exist.

MDA. —-Minimum descent altitude. The lowest
altitude to which descent can be authorized in
procedures not using a glide slope. Aircraft
are not authorized todescend below the MDA
until the runway environment is in sight, and
the aircraft is in a position to descend for a
normal landing.

MHA.--Minimum holding altitude.

OBSTRUCTION. —An existing object, object of
natural growth, or terrain at a fixed geograph-
ical location, with refereunce to which vertical
clearance is or must be provided during flight
operation,

OBSTRUCTION CLEARANCE.-The vertical
distarice between the lowest authorized flight
altitude and a prescribed plane within a
specific area.

PENETRATION. -That portion of a published
high altitude instrument approach procedure
which prescribes a descent path from the fix
on which the procedure js based to a fix or
altitude from which an approach to the
airport is made.
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Appendix 1 = DEFINITIONS AND ABBREVIATIONS

PLATFORM. A pomt 5000 teet in the ap-
proach pattern at which all wt and turboprop
arreraft will decrease their rate of descent to
not more than 2.000 feet per minute. contin-
wing letdown to the 10-nule gate. (Carners
only )

PRECIPITOUS TERRAIN  Terrnun  character-
17ed y steep or abrupt slopes.

RUNWAY ENVIRONMENT. The rmnway
threshold or approved lighting aids.or other
markings identifiabic with the runway.

SEGMENT. The basic functional division on an
mstrument approach procedure. The segment
is orented with respect to the course to be
flown. 1., intermediate. mtial, or final ap-
proach segment.

STAR. Standard
preplanned  coded

Route. A
IFR

Terminal  Arrival
arr traffic control

\(o 1649°

arrival routing, preprinted for pilot use in
graphic and textual or textual form only.

TRANSITIONAL LEVEL. The flight fevel be-
low which heights are expressed in feet MSL
and are based on approved station altimeter
settings.

DZ. Touchdown zone. The first 3.000 feet or

_ runway beginning at the runway threshold.

TDZ ELEVATION. The lughest clevation in
the I'DZ.

TERMINAL AREA FACILITY. A facility pro-
viding air tratfic control service for arriving
and departing 1FR aircraft and, on occasion,
towur en route control service.

TOWER EN ROUTE CONTROL SERVICE,
Departure, ¢n route. and arrival control serv-
ice provided to IFR aircratt by one or more
terminal arca facilitics.




APPENDIX Il

SELECTED AIR TRAFFIC CONTROL INSTRUCTIONS

SELECTED ATC INSTRUCTIONS (LISTED IN NUMERICA L SEQUENCE)

Number Source Title

1700.6 SECNAV  Participation of Navy and Marine Corps Personnel in Sport Parachute Training,
Competitive and Exhibition Parachute Jumping

TM2000- MCM Admunistrative and Logistics Manual for Marine Aur Traffic Control Units
15/3 (MATCU)

20122 OPNAV U.S. Navy Notices to Airmen (NOTAMS)
23400.10 OPNAV Use of VHF tor Aeronautical Communications

3140.45 OPNAV Flight Forecast and Briefing Authorization for Weather Forecasting

3500.8 M{O Aviation Training and Maintenance Manual
3500.10 MCO Air Traffic Controller Training and Qualifications Requirements

3710.2 OPNAV Foreign Clearance Procedures for U.S. Naval Aircraft
3710.7 OPNAV NATOPS General Flight and Operating Instructions Manual

3710.31 OPNAYV Operational Procedures for Aircraft Carrying Dangerous Matenials as Cargo

3721.1 OPNAV Air Traffic Control Facilitics Manual

37211 NAVAIR  Flight Inspection of Naval Shore-Based Air Navigational Aids. Approach Systems
and Air/Ground Communications Facilitics

3721.5 OPNAV Naval Air Traffic Control and Air Navigation Aids and Landing Systems (NAALS)
Program

3721.18 OPNAYV U.S. Interagency Ground Inspection Manual. Air Traffic Control and Navigational
Aids Facilities

37225 OPNAV Identification and Security Control of Military Aircraft

3722.8 OPNAV Federal Aviation Administration Flight Service Interphone Communications Sys-
tems Procedure
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Appendix Il - SELECTED AIR TRAFFIC CONTROL INSTRUCTIONS

Number
372216
372230
3750.6

3750.14

3750.16

3750.20
3760.1
3770.1
3770.2

4630.10

4700.9
5300.3
5604.1

11019.1

16-1-520
50-1D-1

Source

OPNAYV
OPNAYV
OPNAYV
OPNAV

OPNAYV

OPNAV
OPNAV
SECNAV
OPNAV

OPNAV

NAVELEX
MCO

OCEANAV

BUWEPS

NAVAIR
NAVAIR

NATOPS

Title
U.S. Standard tor Terminal Instrument Procedures (TERPS)
Security Control of Air Traftic and Air Navigation Aids (SCATANA)
Navy Aircraft Accident. Incident and Ground Accident Reporting Procedures
Naval Aviation Safety Policy

Implementation of Sec 702: Federal Aviation Act of 1958 -CAB/FAA Participa-
tion in a Military Aircraft Accident Investigation

Near Midair Collision; reporting of

Alleged Flying Violations: Reporting and Investigation of
Use of Naval Aviation Facilities by Civil Aircratt

Airspace Procedures Manual: promulgation of

Responsibilities and Policies for Movement of Traffic on Other thun MATS
Scheduled Aircraft

MATCU Louistics Support Program
Fleet Marine Force Personnel Assistance Program

Procedures for Requisitioning Material from the Naval Oceanographic Distribution
System

Aircraft Noise Abatement Program

U.S. Standard Flight Inspection Manual

Federal Meteorological Handbook #1

CVA/CVS Manua!

FAA Handbook 7110.8 Terminal Air Traffic Control

FAA Handbook 7110.9 En Route Air Traffic Control

FAA Handbook 7110.10 Flight Services

FAA Huandbook 7130.3

FAA Handbook 7210.3

FAA Handbook 7220.1

Holding Pattern Criteria
Facility Manage ment

Air Traffic Control Certificatio Procedures

FAA Handbook 7400.2 Procedures for Handling Airspace Matters
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Number Source Title

FAN Handbook 0104 Special Military Operations

FAR Part 1 Detinitions and Abbreviations

FAR Purt 65 Certification: Airman other than Flight Crewman

FAR Part 67 Medical Standards and Certification

FAR Part 71 Designation of Federal Airways. Controlled Aurspace and Reporting Points
FAR Purt 73 Special Use Airspace

FAR Part 75 Establishment of Jet Routes

FAR Part 77 Objects Affecting Navigable Airspace

FAR Part 91 General Operating and Flight Rules

FAR Part 93 Special Air Traffic Rules and Airport Traffic Patterns

FAR Part 95 iR Altitudes

FAR Part 97 Standard Instrument Approach Procedures

FAR Part 99 Secuiity Control of Air Traffic

FAR Part 104 Moored Balloons. Kites. Unmanned Rockets and Unmanned Free Balloons
FAR Part 103 Parachute Jumping
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Abbreviations, 158
ACLS, 111
Activity organizatici, 123
Administration, 123-157
Advance approach information, 78
Advancement:

requirements, 7

preparation, 6

opportunities, i

qualifications for, 7
Advisory control, 113
Aeronautical;

Chart Bulletin, 28

charts and publications, 24
Agreement, letters of, 36
Air Controlman data card, 143
Aircraft diversion, 118
Airfield:

availability. 44

categories of, 40
Air opcrations:

department, 124

divisions within, 124-126

manual, 31
Airport traftic control, 70
Airspace determination, 66
Airspeed:

maximum holding, 66
Air Traffic Activity Report, 143, 149
Air traffic operations, local, 7u
Allowance, 143
Alphabetical subject indexes, 131
Altitude:

amendments, 72

clearance, 71

minimum:

crossing (MCA), 76

INDEX

Altitude, minimum—continued
descent (MDA), 51
enroute, IFR, 76
obstruction clearance (MOCA), 76
safe, 48
sector, 52
vectoring, 52
Application and approval of facility license, 32
Approach:
control, 79
criteria, 19, 85
information, 79
minimums, 53, 112
monitoring, 85
nonradar, 80
practice instrument, 86
procedure, 46, 56
segments, 48-53
separation, 81
Arrival procedures, CVA/CVS, 101-112
Arriving IFR aircraft, 78
ATIS, 8?2
Authority, and responsibility of
light inspectors, 40
delegation of, 14
Authorizations, manpower, 142
Automated merchant vessel report system, 97
Aviators flight logbook, 142

Beacon changes during approaches, 86
BUPERS 1080-14, 143

C

Cargo, hazardous, 35

Carrier:
air tratfic control, 113
emergency procedures, 119
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INDEX

Catcgorics of airfields, 40
Chart Updating manual (CHUM), 28
Civil use of naval facilities. 33
Clearance
authonty of pilot in coinmand. |4
beyond holding fix, 78
Close control. 113
Communications tailure*
controller action, 90
dunng carricr approach or departure, 119,
120
Composite flight plan. 72

Controller certification. rating and proficiency.

38
Controllers. fhight inspection procedure. 43
Crash and rescue:

alert phases. 34

cquipment. 71

seovices, 34
CVAICVS:

arnval procedures. 114

procedures. 99, 122

separation cnteria, 113, 114

D

DD Form 1149, 25,27
Decision height (DH), 51
Detense Mapping Agency Hydrographic Center
(DMAHO), 24
Defintions and abbreviations, 158
Detay. IFR holding. 77
Delegation of authority, 14
Departure procedure:

CVA/CVS, 113,114
IFR.74
Departure routes. nonstandard. 71
Direction finder service, 92
DME application. 66
DOD Catalog of Aeronautical Charts and
Flip's. 24
Drills, crash, 35
Duty.

assignments:

CVA/CVS. 3
air stations, 3
preference form, 143
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Emergency:

assistance, 88

plans and services, 34

procedures, 88-98
Enlisted rating structure, |
Establishing approach procedures. 46

FAA:
air traffic representatives, 39
coordination for instrument approaches. 46
equipment certification. 44
Facilities flight check. 40
Facility:
license, 32,33
operation, 31
status classification. 43
FAD, 25
Final approach:
tix (FAF), 51
segment, 51
Firefighting equipment, 71
Fleet Activity Designator, 25
Flight:
check:
facilities, 40
clearance:
approval. 14
authority. 14
lengthy delay. 78
requirements, 16
supervisor, 23
inspection procedure, 42
plan, composite, 72
planning. 16-30
Formation landing and takeoffs, 70
Frequency:
changes during approaches. 86
of recurring flight inspections. 42

G

General flight inspection procedure, 42
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Hazardous cargo, 35
Holding

airspace for obstruction-clearance require-

ments. 68

airspeed. maximum. 66
instructions, 77
patterns, 65-68. 78
procedure, 77

IFR-
altitude assignment. 18
arriving aircratt. 78
capability, 71
clearance, 71-74
departure procedures, 74
tlight clearance requirements. 16
tlight progress data. 72
procedures, 71
weather minimums. 18-19
Initial approach {ix and segment. 48
Instrument:
approach and landing minimums, 19
approach numbering. 47
departures, 18
tlight rules. 18-20
Intermediate approach segment. 49
Intersection takeofts, 71

Job rotation. 137
Julian date. 25
Jurisdiction. approach procedures. 46

Leadership and supcervision, 10
Lengthy dclay, flight clearance. 78
Letters of Agreement, 36

License. facility, 32

Lighting system. approved, 54
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Local:
air tratfic operations, 70
controller. 129
Locator beacon signals. 92
Lowest usable FL., 75

M

Manpower authorizations, 142
Manual.
Air Opcerations, 31
rate training, 8
Marshal procedure, 100
Maximum holding airspeed, 66
Mcemoranda of agreement, 37
Mcteorological and communications services, 15
Minimum:
crossing altitude (MCA). 76
descent altitude (MDA). 51
enroute altitude. IFR, 76
fuel. 86
obstruction clearance altitude (MOCA). 76
sate altitude. 48
sector altitude, 52
takeotlt. 18
vectoring altitude. 52
Missed approach:
point {MAP), 52
segment, 51
Moritor control. 113
Monitoring controller procedure. 38
Multipiloted aircraft, 19

NAALS, 149
Naming SID’s. 65
Naval:
cnlisted classification codes. 3
facilitics, civil use of’, 33
letter. 150
speed letter, 150
NAVFEDTRA:
1414/1 (A 7
10052. 8

NAVREP, 46




INDEX

Navy:
approach vontrol facilitics, 39
correspondence., 150
directions system, |31
filing system, 132
records, 132
Nonradar approaches, 80
Nonstandard departure routes, 71
Nonvisibility areas, 71
Notice, 131

OPNAV:
Form 1000/4A, 143
Form 3722/1, 142
Form 3760-31.142
Report 3722-1,54, 142
Report 3722-2, 54
Optional reduction areas, 67
Outbound leg. 66
Overdue aircraft, 89

4

Personnel training, 135
Plant property, 141
Policy for establishing SID’s, 60
Practical factors, record of, 7
Practice instrument approaches. 86
Problem solving, 3
Procedures:

approach, 46

procedures, CVA/CVS, 101-112
Publication of approach procedures, 56

Q

Qualifications for advancement, 7

R

Radar:
approach control, 80
departures, IFR, 77
minimums, 52
procedure, instrument approach, 52
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Radio comniunication tailure, 90
Rate Traming Manuals. 8

Record of practical factors. 7. 136
Rescue coordination center, 96
Route and altitude amendments. 72

S

Safety, 29
carriers, 121
SAR coordinz.or, 96
SCATANA, 36
Search and rescue, 94-97
Security:
principle, 155
education, 155
classification, 157
Scrvice ratings, |
Services, crash and rescue, 34
Severe weather forecast (WW), 18
SID:
development procedure, 63
establishment of, 60
numbering, 65
policy for establishing, 60
routes, 71
Single:
frequency approach. 86
piloted aircraft, 19
Special military operations, 20
Standard:
instrument departures (SID), 60-65
Navy distribution list (SNDL), 132
Standard terminal arrival routes (STARSs)
detinition, 60
development, 64
establishment, 60
Supervisor, watch, 129
Supervisory skills, 3
Surface picture, 98

Takeoft:

intersectional, 71

minimums, 18

two-plane section, 70
Tanker operations, 117, 118
Training:

personnel, 135

publications for advancement, 8§
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UNDL X
Urgeney of heed designator, 28

VFR
arcraft in weather difticulty . 91
tlight clearance requirements. 16
weather mimimums, 16

Visibility minimums, 54
Visual approach. 81

W

Wall displays. 28
Watch Supervisor, 129
Weather:
conditions, below mimimum, 85
criteria for 1FR clearance, 17
forecasts. severe (WW), 18
mintmums
IFR. 19
VFR. 16
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