
N3101 
DD-175     WORKSHEET      Flight Log 

 
Takeoff: KNSE (runway at instructor discretion) 
Altitude: 2500 MSL 

(Daytime Visual Navigation routes will never be flown lower than 1000 feet 
AGL, and normally no higher than 4500 feet AGL.) 

Route: NORTH WHITING FIELD (NSE), ATMORE AIRPORT (0R1), JACKSON 
AIRPORT (4R3), CITRONELLE, LUCEDALE, MOBILE RGNL (MOB), 
BAY MINETTE AIRPORT (1R8). 

 
Syllabus Note. 
-Flight Planning for this event shall include a completed jet log, DD-175, DD-175-1 
weather brief, NOTAMS, and BASH conditions. 
 
Special Syllabus Requirements:  None 
 
Discuss Items 

 
a. VFR chart preparation 
 Review prepared chart 
 

b. Emergency Field selection 
 Minimum runway length 
 Determining airport elevation/runway length data from sectional 

 
c. Airspace classification 
 Classification(s) for airspace used on route 

 
d. VFR field entry/departure (AIM) 
 Traffic Pattern Procedures 
 Communications 

 
e. HUD 

 
f. Route Management 
 Dead Reckoning 
 Pilotage 
 Checkpoint procedures 
 

g. Standard Timing Corrections 
 Proportional method 
 

h. Standard Course Corrections 
 Wingtip references for estimating distance 
 SCA (Standard Correction Angle) method 

 
i. Any applicable day emergency  
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T-6B DAY NAVIGATION N3100 BLOCK 
 

 
STUDENT GRADE SHEET          DATE __________________     INSTRUCTOR  __________________________ 
 
MEDIA:  OFT   VT- ________    BRIEF TIME: ________    NAME: _________________________________     EVENT:_______________ 

# MANEUVER MIF N3101  
1 GENERAL  KNOWLEDGE / PROCEDURES 3+ X  
2 EMERGENCY PROCEDURES 4+ X  
3 HEADWORK / SITUATIONAL AWARENESS 3+ X  
4 BASIC AIRWORK 4+ X  
5 IN-FLIGHT CHECKS / FUEL MANAGEMENT 3+ X  
6 IN-FLIGHT PLANNING /  

AREA ORIENTATION 
3+ X  

7 TASK MANAGEMENT 3+ X  
8 COMMUNICATION 3+ X  
9 MISSION PLANNING/BRIEFING/DEBRIEFING 3+ X  
10 GROUND OPERATIONS 4   
11 TAKEOFF 4+ X  
12 DEPARTURE 3+ X  
70 ROUTE MANAGEMENT 3+ X  
71 STANDARD TIME CORRECTIONS 3+ X  
72 STANDARD COURSE CORRECTIONS 3+ X  
35 ARRIVAL / COURSE RULES 3+ X  
36 LANDING PATTERN 4+ X  
37 NO-FLAP LANDING 3   
37 TAKEOFF FLAP LANDING 3   
37 LDG FLAP LANDING 3   
73 ATIS /PMSV / FSS / WEATHER 3+ X  

 
NOTE: Flight planning for this event shall include a completed jet log, DD-175, DD-175-1 weather brief, NOTAMS and BASH 
conditions. 
 
Discuss items: 
 
N3101: VFR chart preparation, emergency field selection, airspace classification, VFR field entry/departure (AIM), HUD, route management, 
standard time corrections, and standard course corrections. 
 
 
 
 
 
 
 
 
 
 
 
DEPART ______________    ARRIVE ______________    SIDE # ______________                  SIM TIME ___________ 
 

1542.166B  Rev 03/31/2017 
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AIM8/15/19

4−1−3Services Available to Pilots

TBL 4−1−1

Summary of Recommended Communication Procedures

Communication/Broadcast Procedures

Facility at Airport Frequency Use Outbound Inbound
Practice

Instrument
Approach

1. UNICOM (No Tower or
FSS)

Communicate with UNICOM
station on published CTAF
frequency (122.7; 122.8; 122.725;
122.975; or 123.0). If unable to
contact UNICOM station, use
self-announce procedures on
CTAF.

Before taxiing and
before taxiing on
the runway for
departure.

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

2. No Tower, FSS, or
UNICOM

Self-announce on MULTICOM
frequency 122.9.

Before taxiing and
before taxiing on
the runway for
departure.

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

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

3. No Tower in operation,
FSS open (Alaska only)

Communicate with FSS on CTAF
frequency.

Before taxiing and
before taxiing on
the runway for
departure.

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

Approach com-
pleted/terminated.

4. FSS Closed (No Tower) Self-announce on CTAF. Before taxiing and
before taxiing on
the runway for
departure.

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

5. Tower or FSS not in
operation

Self-announce on CTAF. Before taxiing and
before taxiing on
the runway for
departure.

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

6. Designated CTAF Area
(Alaska Only)

Self-announce on CTAF
designated on chart or Chart
Supplement Alaska.

Before taxiing and
before taxiing on
the runway for
departure until
leaving designated
area.

When entering
designated CTAF
area.

2. CTAF (Alaska Only). In Alaska, a CTAF
may also be designated for the purpose of carrying out
advisory practices while operating in designated
areas with a high volume of VFR traffic.

3. The CTAF frequency for a particular airport
or area is contained in the Chart Supplement U.S.,
Chart Supplement Alaska, Alaska Terminal Publica-
tion, Instrument Approach Procedure Charts, and
Instrument Departure Procedure (DP) Charts. Also,
the CTAF frequency can be obtained by contacting
any FSS. Use of the appropriate CTAF, combined
with a visual alertness and application of the
following recommended good operating practices,
will enhance safety of flight into and out of all
uncontrolled airports.

c. Recommended Traffic Advisory Practices

1. Pilots of inbound traffic should monitor and
communicate as appropriate on the designated CTAF
from 10 miles to landing. Pilots of departing aircraft
should monitor/communicate on the appropriate
frequency from start-up, during taxi, and until
10 miles from the airport unless the CFRs or local
procedures require otherwise.

2. Pilots of aircraft conducting other than
arriving or departing operations at altitudes normally
used by arriving and departing aircraft should
monitor/communicate on the appropriate frequency
while within 10 miles of the airport unless required to
do otherwise by the CFRs or local procedures. Such
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DEPARTMENT OF THE NAVY 
CHIEF OF NAVAL AIR TRAINING 
250 LEXINGTON BLVD SUITE 102 

CORPUS CHRISTI TX 78419-5041  

 

         CNATRAINST 3710.17C 

         N33 

         23 Apr 15 

 

CNATRA INSTRUCTION 3710.17C 

 

Subj:  CNATRA GUIDANCE FOR T-6 OPERATIONS 

 

Ref:   (a) NAVAIR A1-T6AAA-NFM-100 

       (b) NAVAIR A1-T6BAA-NFM-100 

 

1.  Purpose.  To publish guidance for flight operations in the 

T-6 Texan II, in order to ensure safe and efficient use of this 

asset. 

 

2.  Cancellation.  CNATRAINST 3710.17B 

 

3.  Action.  Comply with subject guidance.  Submit recommended 

changes to Chief of Naval Air Training (CNATRA) N33.  

 

    a.  Minimum Runway Requirements: 

 

        (1) A 4,000 ft minimum for dual operations and 5,000 ft 

minimum for student solo operations shall apply.  This length 

has been demonstrated to be safe for all normal dry operations 

at Mean Sea Level (MSL) up to 3,500 ft pressure altitude.  When 

operating at pressure altitudes in excess of 3,500 ft, a minimum 

runway length in compliance with references (a) and (b) takeoff 

and landing data or 5,000 ft, whichever is greater, should 

apply. 

 

        (2) All operations on runways other than dry may 

significantly increase the stopping distance required.  Minimum 

runway required in this case should be per references (a) and 

(b). 

 

        (3) At the discretion of the Aircraft Commander, minimum 

runway length recommended for emergency field selection is 3,000 

ft when operating below 3,500 ft pressure altitude and 4,000 ft 

when operating above 3,500 ft pressure altitude. 

 

        (4) Landing on runways less than 4,000 ft in length is 

prohibited except in an emergency, where a wave off is not 

practical. 

 

CUBIC
Highlight

CUBIC
Highlight

CUBIC
Highlight



AIRPORT DATA 

Box Indicates FAR 93 FSS .,.....-FAR 91 
Special Atr Traffic NO SVFR - L.o<:atlon ldentlffer 

~r'::c~~a:. I NAME l (NAM} (PNAM) ~~n 
Runways with CT - 118.3 * @ ATIS 123.8 lncfJCator 
Right Traffic 285 L 72 t 22. 95 shown outside ?att:11' (public use) RP 23, 34 '\ contiguous U.S. 

RP Special VFR Advsy 125 0 U~llCOM 
conditions exist • 
- see A/FD. AOE A.itport of Entry 

FSS - Flight Setvk:e Station 
NO SVFR - Fixed·wlng special VFR fl ight IS prohibited. 

CT - 118.3 - Conttof Tower (CT) - prtmaty frequency * -Star Indicates operation part-time. See tower frequencies 
tabulation for hours or operation. 

Q - Forlow8 tho Common Traffic Advisory FteqUMcy (CTAf1 

ATlS 123.8 - AutomatlcTennlnal Information s.vtco 

ASOS/AWOS 135.42 ·Automated Surface Weather 
ObsMVing Systems (shown where full-time ATIS not avaltable). 
Some ASOS/AWOS facilities may not be located at airports. 

UNICOM - Aeronautical ~isory station 
VFR Advsy - VFH Advl$ory Service $hown Whan~ full-time ATIS 
not avallable end frequency Is other than prlmaty CT fraquancy. 

285 - Elevatlon In feet 
L • Ughtlng In op.-atlon Sl.Slset to SUllf'be 

•L • Lighting llmltatlons exist; nr!ar to 
Airport/Facility 0 lrectoty. 

72 - Length of longest f'\l'lway In hundreds of feot; 
usable lengtn may be lea. 

When infonnatJon la lacking, the respective character Is replaced 
by a dash. Lighting codes ref• to runway adge lghm and may 
not represent the longest M'lway or fuD lWlgth IJghtlng. 
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AIM 8/15/19

4−3−4 Airport Operations

FIG 4−3−2

Traffic Pattern Operations
Single Runway

EXAMPLE−
Key to traffic pattern operations

1. Enter pattern in level flight, abeam the midpoint of the
runway, at pattern altitude.

2. Maintain pattern altitude until abeam approach end of
the landing runway on downwind leg.

3. Complete turn to final at least 1/4 mile from the runway.

4. Continue straight ahead until beyond departure end of

runway.

5. If remaining in the traffic pattern, commence turn to
crosswind leg beyond the departure end of the runway
within 300 feet of pattern altitude.

6. If departing the traffic pattern, continue straight out, or
exit with a 45 degree turn (to the left when in a left−hand
traffic pattern; to the right when in a right−hand traffic
pattern) beyond the departure end of the runway, after
reaching pattern altitude.
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T-6B NAVIGATION CHAPTER SEVEN 

AIRPORT OPERATIONS    7-3 

tetrahedron may be located at the center of a segmented circle and may be lighted for 
night operations.  The small end of the tetrahedron points in the direction of landing.  
Pilots are cautioned against using a tetrahedron for any purpose other than as an 
indicator of landing direction.  Further, pilots should use extreme caution when 
making runway selection by use of a tetrahedron in very light or calm wind 
conditions as the tetrahedron may not be aligned with the designated calm wind 
runway.  At airports with control towers, the tetrahedron should only be referenced 
when the control tower is not in operation.  Tower instructions supersede tetrahedron 
indications. 

 
d. Landing Strip Indicators are installed in pairs as shown in the segmented circle 

diagram (Figure 6-1) and used to show the alignment of landing strips. 
 
e. Traffic Pattern Indicators are arranged in pairs in conjunction with landing strip 

indicators, and are used to indicate the direction of turns when there is a variation 
from the normal left traffic pattern.  If there is no segmented circle installed at the 
airport, traffic pattern indicators may be installed on or near the end of the runway. 

 
2. Preparing to land at an airport without a control tower, or when the control tower is not in 
operation, the pilot should concern him/herself with the indicator for the approach end of the 
runway to be used.  When approaching for landing, all turns must be made to the left unless a 
traffic pattern indicator indicates that turns should be made to the right.  If the pilot will mentally 
enlarge the indicator for the runway to be used, the base and final approach legs of the traffic 
pattern to be flown immediately become apparent.  Similar treatment of the indicator at the 
departure end of the runway will clearly indicate the direction of turn after takeoff. 
 
3. When two or more aircraft are approaching an airport for the purpose of landing, the 
aircraft at the lower altitude has the right-of-way, but shall not take advantage of this rule to cut 
in front of another which is on final approach to land, or to overtake that aircraft. 
 
703. TRAFFIC PATTERNS 
 
At most airports and military air bases, traffic pattern altitudes for propeller-driven aircraft 
generally extend from 600 feet to as high as 1500 feet above the ground.  Traffic pattern altitudes 
for military turbojet aircraft sometimes extend up to 2500 feet above the ground.  The FAR 
91.129 defines altitudes for class D airports, while the Advisory Circular 90-66A page 3 
describes the altitudes at airports without operating control towers for turbine powered 
airplanes as 1500’ AGL.  
 

NOTE 
 

Airports with a published pattern altitude for turbine powered 
aircraft supersede the generic 1500' AGL listed above.  Always 
check airport facility directories to determine pattern specifics.  
Pilots of enroute aircraft should be constantly alert for other 
aircraft in traffic patterns and avoid these areas whenever possible. 
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CHAPTER FIVE T-6B NAVIGATION 

5-2    NAVIGATION PROCEDURES 

control procedures are very important to a successful flight.  Good trim ensures accurate altitude 
and heading control, even fuel flow, and will minimize pilot fatigue.  Maintain a continuous VFR 
scan of the surrounding airspace and engine instruments to ensure flight safety. 
 

NOTE 
 

Instructors will discuss the technique for intercepting course at 
airfields where you cannot depart on preflight heading. 

 
504. NAVIGATION 
 
The primary means of navigation used on Navigation flights will be a combination of dead 
reckoning (DR) and pilotage.  DR is a logical system in which time, velocity, and distance are 
combined to arrive at a position.  Pilotage is flying by visual reference to features on the ground. 
 
Visual Fixing 
 
When flying the Navigation route, the correct procedure is to check the chart for preselected 
checkpoints, then look ahead on the ground for the point identified by the chart.  Look for 
checkpoints 2-5 minutes ahead and have them identified by 1 minute out.  Crosscheck this 
against your timing.  This “clock-chart-ground” method will prove to be remarkably accurate 
when combined with careful heading control.  A recommended method is to align the chart in the 
same relative direction as the aircraft's actual track.  Do not limit yourself to crosschecking your 
navigation with only references off the nose of the aircraft.  Exercise a scan to include as far as 
you can see in each direction to assist with your navigation.  Further, make note to the 
relationship of how landmarks are arranged in relation to one another.  For example, if two small 
towns lie ahead, and you are unsure of which one is your next checkpoint, the existence of 
several towers to the east of one city may help to identify the correct checkpoint. 
 
Checkpoint Procedures 
 
Once positive identification of a checkpoint has been made, fly directly over the checkpoint and 
perform the following procedures (6 Ts): 
 
1. TIME – Note the time at the checkpoint.  This time should correspond with your leg time 
and elapsed time.  Write your arrival time in the ATA block of your Jet Log.   
 
2. TURN – Turn to the new heading and look for a landmark off the nose to aid in heading 
control. 
 
3. TIME – Not required. 
 
4. TRANSITION – Check that the altitude is in conformance with VFR cruising procedures; 
climb or descend as necessary using normal procedures prior to the checkpoint to be at the 
appropriate altitude before commencing the next leg.  If operating below 3000 feet AGL, ensure 
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CHAPTER FIVE T-6B NAVIGATION 

5-2    NAVIGATION PROCEDURES 
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T-6B VISUAL NAVIGATION CHAPTER FIVE 

NAVIGATION PROCEDURES    5-3 

your altitude is at least 1000 feet AGL for day navigation and 2000 feet AGL for night 
navigation. 
 
5. TWIST – Adjust heading bug to coincide with leg course. 
 
6. TALK – Give an Operations check to the instructor over the ICS; if desired (or required by 
the instructor). 
 
505. WEATHER DEVIATIONS 
 
Occasionally in the course of the flight, you may encounter serious weather across your proposed 
route.  It may be necessary to return to home field, go to an alternate destination, or possibly 
deviate from the planned route and circumnavigate the weather.  If circumnavigation is possible, 
the deliberate course duration method should be used.  Leave the route by making a turn a 
number of degrees (i.e., 60º), determined by the distance and size of the obstructing weather.  
Noting the time, maintain the new heading until abeam the obstruction.  Note the time again, turn 
back toward the original course using twice the original heading change.  The amount of heading 
change is determined by how extensive the storm is and how close your flight is to the weather.  
It is recommended that no angle above 70º be used.  After the new heading has been determined, 
it is very important the heading change is made and the time of the turn is recorded on your 
kneeboard. 
 
The amount of time on the outbound leg will be determined by fixing the flight’s position abeam 
the storm.  The total time on the outbound leg will be from the point of turn outbound to the 
point of turn inbound and the time will be recorded. 
 
The amount of time on the inbound leg will be the same as that for the outbound leg, (assuming 
crosswinds to be negligent).  Turn to the original heading at the completion of timing on the 
inbound leg.  If 60º heading changes are used, it is possible to update the ETA to the next 
checkpoints by adding the leg time of one leg to the ETA.  This example only applies to the 60º 
method (Figure 5-1). 
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T-6B NAVIGATION CHAPTER SIX 

LOW LEVEL OPERATIONS    6-11 

5. Altitude Control.  Visually assess the height above the ground.  Occasionally crosscheck 
the altimeter against the known elevation of towers, lakes, airfields, and peak elevations.  Visual 
navigation is easier as altitude increases; climb early if in doubt and the route structure allows it. 
 
6. Standard Course Corrections – Low Level.  Prior to takeoff, estimate your course and 
ground speed from known data.  Once in the air, be prepared to adjust your heading for winds.  
Crabbing into the wind may be necessary in order to stay on the planned course.  A strong 
headwind or tailwind would cause differences in your timing and should be anticipated. 
 

Precise heading control is a must.  Pick a ground reference in the distance and fly to it.  
Cross-check with your Primary Flight Display (PFD).  Set the heading bug on the wind 
corrected heading.  Set the CDI on the next leg’s course.  

 
Approaching a major checkpoint, positively identify it.  If off track, determine 
approximately how far off course in ½ mile increments.  There are several methods to 
estimate your distance off course.  One method is to use wingtip references.  At 1000 feet 
AGL, one wingtip is approximately 1NM (1500 ft = 1.5NM / 2000 ft = 2.0NM / 2500 ft = 
2.5 NM).  Once you have estimated your distance off course, correct using the Standard 
Closing Angle (SCA). 

 
The SCA is based on the 60-1 rule and is calculated by taking 60 divided by your GS in 
NM/min.  For 240 KGS, the SCA is 15 degrees.  This means that you would make a 15 
degree course correction from your planned heading and hold this correction for 1 minute 
for every mile off course.  Every mile off course is equal to the number of minutes you 
hold to get back on course.  Once back on course, analyze why you got off course and 
adjust heading appropriately. 

 
Another correction method is called funneling, which follows some linear landmark until 
it intercepts a positive landmark along or on your route of flight.  Limiting features are 
those prominent landmarks selected along your route of flight that prevent you from 
flying off course or beyond your checkpoint.  For example, you might select a landmark 
past a checkpoint.  If you are unable to locate the checkpoint and you subsequently find 
the chosen landmark, you know you have passed the checkpoint. 

 
7. Standard Timing Corrections – Low Level.  To correct for timing errors along the low 
level route, we will use the proportional method.  We will use 240 knots ground speed in the 
examples below. 
 

Using the proportional method, for every second off your planned ETA, change your IAS 
by 1 knot and hold this new airspeed for the number of minutes equal to your GS in 
NM/min.  If you are 20 seconds late, increase airspeed by 20 knots and hold this 
correction for 4+00 minutes.  You can use fractions and multiples of this method to 
adjust speeds and timing.  Instead of 20 knots for 4+00 minutes, you could use either 10 
knots for 8+00 minutes or 40 knots for 2+00 minutes. 
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T-6B NAVIGATION CHAPTER SIX 

LOW LEVEL OPERATIONS    6-11 
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