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DISCUSS ITEMS

Holding, GCA approach, PAR/ILS/ASR configuration point, PAR versus ASR descent point, ASR recommended altitudes, NAVAID characteristics (ILS, LOC, LOC-BC (service volumes, operation principles, NATOPS procedures, and cockpit presentation)), ATC communication (clearance delivery, ground, tower, center, approach, tower, and ground), uncontrolled airfields (communications, canceling IFR, and procedures), hilding in lieu of (HILO) PT approach, approach plate titles and notes, ATIS/AWOS/ASOS, DD-175-1, and terminal area delay DD-175.
Holding

· Entry

· Drift Correction

Controllers must issue full holding instruction when requested or when not published.

Cross the holding fix or clearance limit at or below holding speed. ~3 minutes prior is recommended.

Max airspeeds

6000’ & below: 200 KIAS

6001’ to 14000’: 230 KIAS

14001’ and above: 265 KIAS

USN: 230 KIAS

USAF: 310 KIAS

Other speeds may be depicted on chart/plate

Identify the appropriate entry procedure prior to reaching the fix.

Utilize triple-the-drift method for course correction on the outbound leg.

Holding (FMS)

FMS holding computes a timing INTC waypoint for the inbound course based on 175 KIAS initially and then uses KIAS at entry to recalculate. Enter holding at 150KIAS for proper 1min timing legs in the FMS.

GCA Approach
Use SRTs on vectors to final. Use < ½ SRTs once on final.

ASR

Final controller will check in, note runway, MDA, MAP, and give a “begin descent” call (descend). 

Controller will provide course guidance every 15 seconds or as required.

Controller will provide distance updates approximately every 1 mile. 

Controller will advise when aircraft has reached MAP.

Accurate to within 500’ either side of the runway.

Execute missed approach at MAP if runway not in sight or in unsafe position to land.

PAR

Final controller will check in, note runway, give a “begin descent” call (wait) and an “on glidepath” call (descend).

Controller will provide course/glidepath guidance every 5 seconds or as required.

Controller will advise when aircraft has reached DH and when aircraft is over the threshold. 

Accurate to within 50’ either side of the runway.

Single Engine PAR should request a “Ten second gear warning” before descent.

Execute missed approach when Barometer reads DA or controller calls DH (whichever is first).

PAR No-Gyro

“Turn Right/Left” & “Stop Turn”

PAR/ILS/ASR Configuration Point

GCAs – Dogleg

The transition to final segment of the approach includes all maneuvering up to a point where the aircraft is inbound and approximately 8 NM from touchdown. A dogleg to final is considered a part of the “transition to final” segment. The configuration point is technique, but if you didn’t configure on base, consider establishing the aircraft configuration and airspeed and complete the Landing Checklist while on dogleg.

ILS – Dot and a Half (Dual Engine) // Half dot (Single Engine)

Prepare to intercept the glideslope as the GSI moves downward from its upper limits. Configure the aircraft for landing, and call for the “Landing Checklist” when the GSI reaches a dot-and-a-half above center, or a half-dot when performing a single-engine ILS. Adjust pitch and power as required after configuration. Determine the approximate rate of descent to maintain the glideslope. The vertical speed required will be dependent upon the aircraft’s groundspeed and the ILS glideslope angle, but will normally be 500-700 FPM. Slightly before the GSI reaches the center position, coordinate pitch and power control adjustments to establish the desired rate of descent.

PAR Versus ASR Descent Point

See above.
ASR Recommended Altitudes

Pilots can request recommended altitudes from the final controller. Controller will call a recommended altitude based on the procedure’s descent gradient at every whole mile prior to the MAP.

NAVAID Characteristics (ILS, LOC, LOC-BC)
· Service Volumes

· Operation Principles

· NATOPS Procedures

· Cockpit Presentation

In the United States, the glideslope, the localizer, and the Outer Marker (OM) are required components for an ILS. If the OM is inoperative or not installed, it may be replaced by DME, another NAVAID, a crossing radial, or radar provided these substitutes are depicted on the approach plate or identified by NOTAM. If VOR2 is used to identify intermediate fixes and/or the FAF, it should be tuned to the LOC frequency not later than immediately passing the FAF (unless it is required to identify subsequent step-down fixes and/or the MAP). If the glideslope fails or is unavailable, the approach reverts to a non-precision approach system (if SSE, raise the gear and continue the approach if possible using non-precision procedures). If the localizer fails, the procedure is not authorized. Reference the AIGT Study Guide Chapter 2 and NATOPS Ch. 20 for complete and detailed discussions on the nav/comm equipment.

NOTE

At larger airports an ILS frequency may share a channel with a localizer to the reciprocal runway. Depending on active runway, the tower operator will flip a switch for which signal is being broadcast on that frequency. So even with the proper frequency tuned in, proper identification of the signal becomes vital.
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The system may be divided functionally into three parts:

(a) Guidance information: localizer, glide slope

(b) Range information: marker beacon, DME

(c) Visual information: approach lights, touchdown and centerline lights, runway lights.

Localizer Signal

40 possible channels 108.10 – 111.95 MHz.

Transmits from far end of the runway.

Accurate to within 700’ either side of the runway.

35* either side of runway out to 10mi. 10* either side of runway out to 18mi.

Glideslope/Glidepath Signal

40 possible channels 329.15-335.00 MHz.

Transmits from 750-1250’ down the runway and offset 250-650’ from centerline.

Beam is 1.4* wide vertically. 3* glideslope that intersects MM at 200’, OM at 1400’.

Usually reliable only out to 10mi.

Glidepath is only guaranteed suitable for use down to DH.

Marker Beacons

OM – ILS glidepath intercept. FAF. // Blue // - - -
MM – 3,500’ from threshold and 200’ AGL. // Amber // . - . -
IM – DH. // White // . . . .
BC – Back course FAF. // White // . . . .
ATC Communication
· Clearance Delivery

· Ground

· Tower

· Center

· Approach
Uncontrolled Airfields
· Communications

· Canceling IFR

· Procedures

Required calls: 10 mile, downwind, base, final, departing.

Give positions relative to the airport not an approach or fix because many other pilots will not be familiar with the IAPs.

AIM 4-1-9 for more information.

NATOPS IFM 27.9 CANCELING IFR FLIGHT PLAN

14 CFR Sections 91.153 and 91.169 include the statement “When a flight plan has been activated, the pilot-in-command, upon canceling or completing the flight under the flight plan, shall notify an FAA Flight Service Station or ATC facility.”

An IFR flight plan may be canceled at any time the flight is operating in VFR conditions outside Class A airspace by pilots stating “CANCEL MY IFR FLIGHT PLAN” to the controller or air/ground station with which they are communicating. Immediately after canceling an IFR flight plan, a pilot should take the necessary action to change to the appropriate air/ground frequency, VFR radar beacon code, and VFR altitude or flight level.
ATC separation and information services will be discontinued, including radar services (where applicable). Consequently, if the canceling flight desires VFR radar advisory service, the pilot must specifically request it.

Note

Pilots must be aware that other procedures may be applicable to a flight that cancels an IFR flight plan within an area where a special program, such as a designated Terminal Radar Service Area (TRSA), Class C airspace, or Class B airspace, has been established.

If a DVFR flight plan requirement exists, the pilot is responsible for filing this flight plan to replace the canceled IFR flight plan. If a subsequent IFR operation becomes necessary, a new IFR flight plan must be filed and an ATC clearance obtained before operating in IFR conditions.

If operating on an IFR flight plan to an airport with a functioning control tower, the flight plan is automatically closed upon landing. If operating on an IFR flight plan to an airport where there is no functioning control tower, the pilot must initiate cancellation of the IFR flight plan. This can be done after landing if there is a functioning FSS or other means of direct communications with ATC. In the event there is no FSS and/or air/ground communications with ATC is not possible below a certain altitude, the pilot should, weather conditions permitting, cancel the IFR flight plan while still airborne and able to communicate with ATC by radio. This will not only save the time and expense of canceling the flight plan by telephone but will quickly release the airspace for use by other aircraft.
Hilding In Lieu Of (HILO) PT Approach

Reference AIM 5-4-9

Not required when entering from a NoPT Feeder/IAF.

Thin line HILO is not required part of procedure, depicted for convenience of having an “as published” hold.

HILO (FMS)

HILO holding will only run one turn in holding and then continue on the approach. If multiple turns in holding are necessary, must manually cancel the exit on the FMS. Rearm the exit hold function when cleared from holding.

Approach Plate Titles and Notes

Title identifies what equipment is required for the approach.
Notes may identify alternate altimiter minimuns or special requirements for the approach.
ATIS/AWOS/ASOS

Automatic Terminal Information System – Observer recording, changed hourly or manually as req’d. WEAX, NOTAMS, Etc.

Automatic(ed) Weather Observation System – Oldest form. True winds.

Automated Surface Observation System – More than just WEAX. Magnetic winds. Updated every minute.

DD-175-1

Need the flimsy number to go flying.
Terminal Area Delay DD-175
GP TERMINAL AREA DELAY
Enter the delay location airport identifier as the last item in the route of flight. Do not make an entry in the TO block; enter the time required to fly the segment in the ETE block. Explain the delay as a remark on the next line in the ROUTE OF FLIGHT block; do not make entries in any other blocks on this line. Precede the delay remark with a circled "R" to indicate that the information to following should be transmitted as a remark. Enter a "D" and the length of the delay, the delay location airport identifier, and the airport of the final destination (e.g., (R) D 0+15 KBSM KRND).

Brief/Debrief Notes

////////////////////////////////////////////

Profile:

Hot Seat KALI

ILS 13 @ KCRP via CEVUS Full PT

LOC 13 @ KCRP via RV

Pt-Pt ROKKI

VOR/DME A @ KRKP via ROKKI Full Arc Circle 14

Hold at COPAN

PAR 13R @ KNGP via RV

ASR 13R @ KNGP via RV
	  
	Precision
	Non-Precision
	PAR
	ASR
	LNAV/VNAV, VDA 

	NORMAL
	1 ½ dots below GS at GS intercept altitude or 3 NM prior to FAF
	3 NM prior to FAF
	Base or Dog-leg to Final
	Base or Dog-leg to Final
	1 ½ dots below glidepath at appropriate intercept altitude or 3NM prior to FAF

	EMERGENCY (SSE)
	½ dot below GS at GS intercept altitude
	In safe position to land
	10 Sec gear warning
	(1) 10 sec gear warning

(2) Safe position to land
	(1) ½ dot below GP at appropriate intercept altitude or approaching FAF

(2) Safe position to land
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