November 26, 2008
Dear Forum Participant

Attached are the minutes of the Aeronautical Charting Forum, Instrument Procedures Group
(ACF-IPG) held on October 21, 2008 and sponsored by the FAA National Aeronautical
Charting Office, Silver Spring, MD. An office of primary responsibility (OPR) action listing
(Atch 1) and an attendance listing (Atch 2) are attached to the minutes.

Please review the minutes and attachments for accuracy and forward any comments to the
following:

Mr. Tom Schneider Copy to: Mr. Bill Hammett

FAA/AFS-420 FAA/AFS-420 (1SI)

P.O. Box 25082 6 Pope Circle

Oklahoma City, OK 73125 Nashua. NH 03063
Phone:405-954-5852 Phone: 603-521-7706

FAX: 405-954-5270 FAX: 603-521-7706 (Call first)
E-mail: thomas.e.schneider@faa.gov E-mail: bill.ctr.hammett@faa.gov or

isiconn@comcast.net

The AFS-420 web site contains information relating to ongoing activities including the ACF-IPG.
The home page is located at:
http://www.faa.gov/about/office_org/headquarters_offices/avs/offices/afs/afs400/afs420/acfipg/
This site contains copies of past meeting minutes as well as a chronological history of open
and closed issues to include the original submission, a brief synopsis of the discussion at

each meeting, the current status of open issues, required follow-up action(s), and the OPR for
those actions. We encourage participants to use this site for reference in preparation for

future meetings.

ACF Meeting 09-01 is scheduled for April 28-30, 2009 with the National Geospatial-
Intelligence Agency (NGA) as host at the US Geological Survey (USGS) facility, Reston, VA.
Meeting 09-02 is scheduled for October 27-29, 2009 with the Air Line Pilots Association
(ALPA) as host.

Please note that the meetings begin promptly at 8:30 AM. Please forward new issue items
for the 09-01 IPG meeting to the above addressees not later than April 10™. A reminder
notice will be sent.

We look forward to your continued participation.
Thomas E. Schneider, FAA/AFS-420
Co-Chairman, Aeronautical Charting Forum,

Chairman, Instrument Procedures Group

Attachment: ACF-IPG minutes



GOVERNMENT/INDUSTRY AERONAUTICAL CHARTING FORUM
INSTRUMENT PROCEDURES GROUP
Meeting 08-02 Silver Spring, MD
October 21, 2008

1. Opening Remarks:

Mr. Tom Schneider, AFS-420, Flight Standards co-chair of the Aeronautical Charting Forum
(ACF) and chair of the Instrument Procedures Group (IPG) opened the meeting at 8:30 AM on
October 21, 2008. The FAA National Aeronautical Charting Office (NACO) hosted the
meeting at their Silver Spring, MD facility. Mr. Terry Laydon, Manager, National Aeronautical
Charting Group, made welcoming and administrative comments on behalf of NACO. A listing
of attendees is included as attachment 2.

2. Review of Minutes of Last Meeting:

Bill Hammett, AFS-420 (ISI) briefed that the minutes of ACF-IPG 08-01, which was held on
April 22 were initially electronically distributed to all attendees as well as the ACF-IPG Master
Mailing List on May 23, 2008. However, there were problems with this initial distribution and
revised minutes were forwarded on May 28, 2008. The revised minutes were accepted as
distributed.

3. Old Business (Open Issues):

a. 92-02-105: Review Adequacy of TERPS Circling Approach Maneuvering Areas
and Circling at Airports with High Heights Above Airports (HAAs).

Bill Hammett, AFS-420 (ISI), provided an update on the proposed new TERPS criteria for
circling that was briefed at meeting 06-02. The new circling criterion has been finalized and is
included in TERPS change 21, which is currently undergoing final editing for the formal
coordination process. Slight modifications were made to the circling exclusion area to include
a splay to provide an overshoot buffer for the turn to final. Additionally, the NBAA
recommendation to conduct a second evaluation whenever the resulting HAA is higher than
the value used in the formula has been included. The new criterion was provided with the
meeting handout material so the attendees may have additional time for review. A copy is
also included here so that those that receive minutes may also have an opportunity to
preview the criteria. Additional comments on the new criteria are welcome and may be
forwarded directly to TJ Nichols at thomas.j.nichols@faa.gov. John Moore, NACO, asked
whether the issue mentioned at the last meeting, regarding determination of a maximum HAA
at which circling would not be authorized was resolved. Bill responded no; this was not
considered for the current criteria release, but may be considered at a later date depending on
comments received.

Status: AFS-420 to keep the group apprised of progress on criteria coordination.
Item Open — Pending Publication (AFS-420).
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SECTION 6. CIRCLING APPROACH

260. CIRCLING APPROACH AREA. Where circling
is authorized, evaluate the circling approach area for
each approach category published on the procedure.
The circling minimum descent altitude (CMDA) is
based on the results of the circling area evaluation
and the evaluation of the final segment delivering the
aircraft to the circling area. Also see TERPS Volume
1, chapter 3, paragraph 3.2.1b.

a. Obstacle Evaluation Area (OEA). The
area for each approach category is based on true
airspeed (Vkras). The minimum altitude used for true
airspeed conversion is 1,000 ft above airport
elevation. Use the following formula for converting
indicated airspeed (Vkias) to true airspeed (Vkras) is:

Vs 171233 /(288 +15)-0.00198 - (alt + k)
(288 - 0.00198 - (alt + k)™

VKTAS =

Where:

Vkias = indicated airspeed (from table 4)

alt = airport elevation (MSL)

k = height above airport (1,000 ft minimum)

Calculate the Circling Approach Radius (CAR) using
indicated airspeed (Vkias), bank angle (b) and straight
segment length(s).

Use the following formula (radian calculations) to
determine circling area radius (CAR):

(VKT/\S + 25)2

*CAR = 2 +S
tan(bank___ - L) -68625.4
180
Where:
VkTas = true airspeed
bankange = achieved bank angle (from table 4)
S = straight segment (from table 4)

*Minimum CAR for CAT A = 1.30 NM

Table 4. Circling Approach
Area Parameters [Par 260a].

éﬁ Viias | Bankangie Sesgtr:?e:?\:‘ :S)
A 90 25 0.4
B 120 25 0.4
C 140 20 05
D 165 20 0.6
E 200 22 0.7

The OEA is constructed by drawing arcs equal to the
CAR for each approach CAT from the RWT
coordinates (or displaced threshold coordinates when
applicable) of each runway. Not applicable to

Chap 2
Par 260

8260.3B CHG 21

permanently closed or other runways not authorized
for circling. However, when only one end of the
runway is not authorized for circling, the OEA is
based on the CAR from both sets of RWT
coordinates. Join the outermost arcs with tangential
lines. The resulting enclosed area is the circling
obstacle evaluation area (OEA) [no secondary areal.
See figure 15-1.

b. Obstacle Clearance. Provide 300 ft
required obstacle clearance (ROC) plus adjustments
over the highest obstacle in the OEA.

Figure 15-1. Circling Approach
OEA [Par 260a].

c. CMDA. The published circling minimum

descent altitude/height above airport (CMDA/HAA)
may not result in a HAA lower than permitted by
TERPS, Volume 1, chapter 3, table 3-9.
Where the CMDA results in a HAA greater than 1,000
ft, re-calculate CAR (TERPS, Volume 1, chapter 2,
paragraph 260a) increase k to equal the actual HAA,
and re-evaluate the OEA. If the resulting HAA value
increases, re-calculate and re-evaluate using the
higher value.

Example

CAT A controlling obstacle = 623 ft

Airport Elevation = 600 ft

CAT A minimum HAA (Vol. 1, chap 3) = 350 ft
ROC = 300

CMDA based on ROC

623 + 300 = 923 (rounds to 940 ft)

CMDA based on min HAA

600 + 350 = 950 ft (rounds to 960 ft)
Published CMDA = 960 ft

261. RESTRICTED CIRCLING AREA.

The circling OEA may be modified to gain relief from
obstacles by establishing a restricted area. This
option is only authorized where the restriction can
clearly be described as a portion of the airspace
where circling is not authorized and the chart is
properly annotated. The OEA excludes the restricted
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area except the portion defined by a line originating at
the RWT coordinates of each runway used to define
the area splaying 10 degrees relative to runway
centerline towards the restricted area. Discontinue the
splay when it reaches 4,500 ft in width from runway
centerline extended (see figure 15-2a).

a. Simple restricted area. Establish the area as
the right or left half of the OEA relative to runway
centerline(s) extended to the circling CAR boundary.
The chart annotation must include the runway
identification (both ends) and the area’s magnetic
direction relative to runway centerline described as a
cardinal/ordinal compass direction (N, NE, E, SE, S,
SW, W, NW). See Order 8260.19, Chapter 8 and
Figure 15-2a - 15-2f.

Figure 15-2a. Restricted Circling Area
(Simple) [Par 261a].

Approach direction
Buffer areas splay 10°
from RWT coordinates

4500

b. Complex restricted area. Establish as a single
contiguous area bounded by the intersection of
runways/centerlines.  Construct the area as each
runway centerline extended outward to the OEA
boundary connected by a direct line from each set of
RWT coordinates. The area is described by the
runway numbers and by either the general orientation
of the quadrant or the left/right side of the runway
centerline described as cardinal/ordinal compass
directions. See Order 8260.19, Chapter 8 and figure
15-2b through 15-2g.

Page XX
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Figure 15-2b. Restricted Circling Area
(Complex <180°) [Par 261b].

Approach direction

Figure 15-2c. Restricted Circling Area,
Circling Aligned
(Complex <180°) [Par 261b].

Approach direction

Figure 15-2d. Restricted Circling Area
(Complex >180°) [Par 261b].

Chap 2
Par 260
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Figure 15-2e. Restricted Circling Area
(Complex <180°, Intersecting runways)
[Par 261b].

Circling NA N of RWY 10
and SW of RWY 13

Figure 15-2f. Restricted Circling Area
(Complex <180°, Parallel runways)
[Par 261b].

Approach direction
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Bill Hammett
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b. 92-02-110: Cold Station Altimeter Settings (/ncludes Issue 04-01-251).

Mark Steinbicker, AFS-470, provided a briefing on the MITRE study as provided by Mike
Cramer. The purpose of the study is to assess cold temperature impact on required obstacle
clearance (ROC) for instrument procedures in the lower 48 states. The results will then be
used to base a decision for a course of action to mitigate the issue if required. The impact
analysis assessed airports with and without climate reporting stations. The report provided
statistics only for approaches where full ROC was lost in the initial, intermediate, or final
segments. A copy of Mark’s briefing slides is included here . Mark Ingram, ALPA,
questioned why there was only concern when all ROC was lost, which results in a relatively
low number of procedures impacted. For example when 500’ of ROC is required, it appears
that the study indicates a problem only when the cold temperature adjustment is 500’ or
greater; however a 490’ loss of ROC where only 10" of ROC is provided is not shown as a
problem. Mark recommended the study identify all procedures where the TERPS required
clearance was not provided. Anytime TERPS required obstruction clearance is compromised
presents a problem. This opinion was supported by several other attendees. Tom Loney,
Canadian Air Force (CAF), stated that the US was overly complicating the issue. Criterion is
regulatory and it is known that cold temperature impacts ROC; therefore, adjustments must be
made to ensure design requirements are maintained. As a quick and easy methodology, the
CAF applies cold temperature corrections, using the ICAO cold temperature table, to the final
segment whenever the temperature is at zero or below and to all segments when the
temperature is -30 or below. Tom Schneider introduced Canadian cold temperature guidance
from the Canada AIP noting that both ATC and pilots are involved in the adjustment process.
It should also be noted that ATC minimum vectoring charts are compensated for cold
temperature. A copy of the extract from the Canada AIP is included here Bill Hammett,
AFS-420 (ISI) stated that he had attempted to input cold temperature corrections when
developing criteria for minimum vectoring altitude charts (MVACs); however, this was not
acceptable to ATC. Mark Ingram, ALPA, also noted that some US carrier pilots fly over
Canada and Russia daily without thought of cold temperature impact. On the other hand,
other carriers have mandated an additive of 1000’ to initial segment altitudes and 500’ to the
intermediate fix altitude to compensate for cold temperature altimetry. Bill Hammett, AFS-420
(ISI), again questioned why we were analyzing the lower 48 first and not Alaska where we
know the problem exists. We have reports included in the ACF history of this issue where
pilots have reported GPWS alerts while on approach to Fairbanks during cold temperature
conditions and the ATC response is “happens all the time”. He reminded Mark that several
industry groups have volunteered to assist the FAA in the study and in developing cold
temperature procedures for the US. Mike Frank, AJT-22, responded that his organization is
looking into cold temperature adjustments in the terminal environment. Mark stated that he
will have MITRE do further analysis. The study has shown that there are instances where all
ROC could be lost; it needs to be determined whether there is a point prior to total ROC loss
where adjustments should be made. Lance Christian, NGA, stated once again that Canada
and the DOD realize there is a problem in a cold temperature environment, why expend more
money on further study. Rich Boll, NBAA, questioned the end result of the studies; e.g., “will it
determine what is an acceptable amount of ROC loss; will it lead to procedure adjustments,
recommendations or requirements in the AIM for the pilot to apply cold temp compensation;
etc.” Kevin Comstock, ALPA, said there already is a consolidated industry position from the
PARC to AVS-1 to apply the charted temperature limit currently present on some approaches
to all segments of all approaches. Kevin, Rich, James Taylor, AFFSA; Tom Loney, CAF; and
Frank Flood, Air Canada, (at previous meetings) have offered to assist Mark in developing a
plan to address temperature compensation.
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Figure 9.1—Altitude Correction Chart
COLD TEMPERATURE CORRECTIONS

Pressure altimeters are calibrated to indicate true altitude under ISA conditions. Any deviation from ISA will result in an
erroneous reading on the altimeter. In a case when the temperature is higher than the ISA, the true altitude will be higher
than the Figure indicated by the altimeter, and the true altitude will be lower when the temperature is lower than the ISA.
The altimeter error may be significant, and becomes extremely important when considering obstacle clearances in very
cold temperatures.
In conditions of extreme cold weather, pilots should add the values derived from the Altitude Correction Chart to the published
procedure altitudes, including minimum sector altitudes and DME arcs, to ensure adequate obstacle clearance. Unless otherwise
specified, the destination aerodrome elevation is used as the elevation of the altimeter source.
With respect to altitude corrections, the following procedures apply:

1. IFR assigned altitudes may be either accepted or refused. Refusal in this case is based upon the pilot’s assessment of

temperature effect on obstruction clearance.

2. IFR assigned altitudes accepted by a pilot shall not be adjusted to compensate for cold temperatures, i.e., if a pilot
accepts “maintain 3 0007, an altitude correction shall not be applied to 3 000 ft.
Radar vectoring altitudes assigned by ATC are temperature compensated and require no corrective action by pilots.
4. When altitude corrections are applied to a published final approach fix crossing altitude, procedure turn or missed

approach altitude, pilots should advise ATC how much of a correction is to be applied.

bl

ALTITUDE CORRECTION CHART

Aerodrome

Height above the elevation of the altimeter setting sources (feet)
Temperature

C 1000

0 20 | 20 | 30 |30 | 40 | 40 | 50 | 50 60 90 120 | 170 | 230 | 290
-10 20 | 30 | 40 | 50 | 60 | 70 | 80 | 90 | 100 | 150 | 200 | 290 | 390 | 490
-20 30 | 50 | 60 | 70 [ 90 | 100 | 120 | 130 | 140 | 210 | 280 | 430 | 570 | 710
-30 40 | 60 | 80 | 100 | 120 | 130 | 150 | 170 | 190 | 280 | 380 | 570 | 760 | 950
-40 50 | 80 | 100 | 120 | 150 [ 170 | 190 | 220 | 240 | 360 | 480 | 720 | 970 | 1210
-50 60 | 90 | 120 | 150 | 180 | 210 | 240 | 270 | 300 | 450 | 600 | 890 | 1190 | 1500

NOTES 1: The corrections have been rounded up to the next 10-ft increment.
2: Values should be added to published minimum IFR altitudes.
3: Temperature values from the reporting station nearest to the position of the aircraft should be used. This is normally
the aerodrome.

Example: Aerodrome Elevation 2 262 ft Aerodrome Temperature ~ -50°
ALTITUDE HAA CORRECTION INDICATED ALTITUDE
Procedure Turn 4 000 ft 1738 ft +521.4 ft1 4 600 ft2
FAF 3300 ft 1038 ft +311.4 ft 3700 ft
MDA Straight-in 2 840 ft 578 ft +173.4 ft 3020 ft
Circling MDA 2 840 ft 578 ft +173.4 ft 3020 ft
'CORRECTION derived as follows: 2INDICATED ALTITUDE derived as follows:

Calculated error at 1 738 from above = 521.4

(2000 ft at -50° error) 600 — (1500ft at -50°rror) Procedure-turn altitude (4 000) + error (521.4) =4 521.4
450 = 150

Altitude difference of above (2 000 — 1 500) = 500 INDICATED ALTITUDE rounded next higher 100-ft
Error per foot difference (150/500)= .3 increment = 4 600
HAA=1738

Error at 1738 = (1738 — 1500) * 0.3 = 714 + 450
(error -50° at 1 500) = 521.4

259
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Cold Temperature Risk Analysis

Assessing Barometric Procedures for
Potential Risk

Methodology & Results for Continental United States
(CONUS)

Updated May 30, 2008
Mike Cramer / Jennifer Harding

L.CAASD MITRE
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Fiscal Year: 2008

é Outcome Number: 3
PBWP Reference: 3-1.A-11 Analysis of Cold
Temp Effects on B: ic Altimetry

This is the copyright work of The MITRE Corperation and was produced for the U.S. Government under Contract
Number DTFA01-01-C-00001 and is subject to Federal Aviation Administration Acquisition Management System
Clause 3.5-13, Rights in Data-General, Alt. Il and Alt. IV (Oct. 1996). No other use other than that granted to the
U.S. Government, or to those acting on behalf of the U.S. Government, under that Clause is authorized without the
express written permission of The MITRE Corperation. For further information, please contact The MITRE
Corporation, Contract Office, 7515 Colshire Drive, McLean, VA 22102, (703) 983-6000.

The contents of this material reflect the views of the author and/or the Director of the Center for Advanced Aviation
System Development, and do not necessarily reflect the views of the Federal Aviation Administration (FAA) or
Department of Transportation (DOT). Neither the FAA nor the DOT makes any warranty or guarantee, or promise,
expressed or implied, concerning the content or accuracy of the views expressed herein.

©2008 The MITRE Corporation. The Government retains a nonexclusive, royalty-free right to publish or reproduce
this document, or to allow others to do so, for “Government Purposes Only”.

This document was prepared for authorized distribution only. It has not been approved for public release.
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Overview

+ Two questions related to cold temperature risk in the National
Airspace System (NAS) were addressed by analysis:

— Question — “Given current procedure design standards, is
there any residual risk associated with flying instrument
approach procedures with barometric altimetry in cold
temperatures within CONUS?”

— Corollary Question — “If there are locations where such risk
might exist, can the risk be quantified?”

+ This briefing will provide a review of three items:

— Description of a method for determining locations where the
coldest temperatures might cause altimetry errors to exceed
the allowed Required Obstacle Clearance (ROC) values

— The analysis results for over 5000 procedures in CONUS
— A proposed method for assessing risk

This page intentionally left blank.
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Analysis Method

MITRE
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- Summary

+ Analyze each non-precision approach procedure in the
CONUS by comparing:

— ROC values applied in procedure design (8260.3B)

— An analytical calculation of barometric altimetry error at
the minimum altitudes of each segment based on
historical coldest day temperatures

* The scope of the analysis (revised March ‘08) was to:

— Include the feeder, initial, intermediate, final segments
and the missed approach holding location

— Examine all non-precision, barometric vertical approach
procedures in the CONUS

— Analysis added (March 2008) to determine availability of
procedures based on lowest temperature usable without

exceeding ROC
MITRE

5 © 2008 Tha MITRE Gorporason. AN rights reserved
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- Cold Temperature Analysis

» Data Sources:
— Jeppesen ARINC 424 Database for procedure altitudes

— National Oceanic and Atmospheric Administration (NOAA)
Local Climatological Database for temperature data

— Federal Aviation Administration (FAA) Navi?ation Services
Spreadsheets for Final Segment Decision Altitude (DA) Values

« Analysis Steps:
— Examine all non-precision approach procedures in CONUS

— Compute 4-sigma altimetry error for the minimum segment
altitude and coldest temperature (airport or nearest station) for
each procedure segment

— Compare the segment altimetry error to the standard ROC
value which would have been applied in design

— Flag segments where Altimetry Error > ROC as potential risk

— Assess the results across the NAS to gauge the extent of
locations and relative size of differences

This page intentionally left blank.
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e dentifying Potential Risk

Calculate cold temperature altimetry error from Vertical Error Budget
(VEBE) at the segment altitudes represented by the altitudes at Initial
Approach Fix (IAF), Initial Fix (IF), Final Approach Fix (FAF), Missed
Approach Point (MAPYDA & Missed Approach Holding Fix (MAHF)

[ ) ‘1
_'— J 1000 ROC

-

I@}l‘l
| % :

i <
// !

.

Final Intermediate Initial En route
Final R
e (e Compare VEE at each fix with the ROC
NDR wio FAF 350° val_us upstream from the _fn_z since “fe fix If any segment test fails
TACAN or VORIDME 500° altitude represents the minimum altitude (VEB ROC greater than
VOR with FAF 250° in the preceding segment, e.g., compare preceding segment ROC,
VEByy to final segment ROC, VEBg,; to flag as a potential risk
¥ intermediate segment ROC efc.

MNDE = Non Dwectional Beacon
TACAN = Tactical Air Navigation
WOR =Very High Frequency (VHF) Omni -directional Range

DME = Distance Measuring Equipment MlTRE
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s Potential Altimetry Error

roc =bg-isad+ ?Janpe* +Wpr- + fte- + ase“ + vae“ + atis*

Bg = body geometry
Isad = altimedry emor due to non-standard day
. . Anpe = altitude emor due to lateral nav accuracy
ANPE = WPR = VAE = 0 for this analysis Wit = waypoint reschution error
Fte = flight technical error
Ase = altimatry systemn arror
Vae = vertical angle eror

Elev = elevation
isad = i i B emate Ltpelav = landing threshold paint slevation

7 5. JISA = deviation frem international standard
288 - AISA-05-000198-elev Frie el i

ase=-88-10"%-(elev)’ =65-107 - (elev) = 50

atis = 201t
fte = 75#t

This equation represents a 4-sigma value for the statistical parameters

MITRE
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e Assumptions

« If airport does not have a collocated climate station,
analyze using the closest climate station:

— Record distance from airport to substitute climate station

— Record elevation difference between airport and substitute
climate station

* Determining final approach segment minimum altitude:

— For DA / Minimum Descent Altitude (MDA) values for Global
Positioning System (GPS) and Area Navigation (RNAV)
approaches, used spreadsheets from FAA Navigation
Services Web Page:
http://www.faa.gov/about/office_org/headquarters offices/ato/
service units/techops/navservices/gnss/approaches/

— For those GPS/RNAV approaches not listed in FAA
spreadsheets and all other approaches, assumed default
DA/MDA value of 500 ft above Landing Threshold Point (LTP)
elevation

MITRE
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Analysis Results

MITRE

10 For Intemal MITRE Use ©:2008 Tha WITRE Corporsson, Alights eserved
DR

3.B08.071

This page intentionally left blank.

© 2008 The MITRE Corporation. All rights reserved.

10





e Approach Types Analyzed

VOR
DA Loc-BC

NDB/DME
LoC B NDB/DME (3)

TACAN mLDA (13)

VORI/DME OVOR (65)
O Loc-BC (74)

RHAG - BLOC (216)
GPS @ TACAN (288)
B VOR/DME (481)
OGPS (571)
NDB ® NDB (663)
B VORTAC (731)
VORTAC ORNAV (2593)
Total = 5698
MNDE = Non Directional Beacon TACAN = Taclical Air Navigation
DME = Distance Measuring Equipment WOR = VHF Omi-directional Range
LDA = Localizer-type Directional Aid GPS = Global Positioning System
LOC = Localizer VORTAC = VOR collocated with TACAN
Loc-BC = Localizer-Back Course RMNAV = Area Navigation
MITRE
1 1© 2008 Tha MITRE Corporason. AN rights neserved.
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- Breakdown of Analyzed Segments

» Total of 5698 Procedures at 1754 Airports
Analyzed:

— 753 Airports had a collocated Climate Station

— 1001 Airports used temperature data from nearest
climate station

* Total of 26979 Segments Analyzed:
— 5688 En Route Segments
— 4197 Initial Segments
— 5698 Intermediate Segments
— 5698 Final Segments
— 5698 Missed Approach Segments

MITRE

F083-B08-071
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i Results Presentation

« The analysis results are presented in two parts:
— Airports with collocated weather stations
— Airports without a collocated weather station

* For airports without a collocated weather station, show the
distribution of distance and elevation differences between
the airports and the weather stations:

— This provides a qualitative assessment of “goodness” of
the analysis

» For all airports and all procedure segments show:
— Locations of airports where risk may exist (a map)

— Distribution of the ROC exceedences (a histogram for
each segment type across all airports)

MITRE
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Airports Using Collocated Climate
Station

MITRE
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=== Airports with Flagged Procedures Using
Collocated Climate Station Temperature
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=== Results For Airports with Collocated
Climate Stations

« 753 airports with collocated climate stations were analyzed
« 177 of those airports had flagged procedures (23.5%)
+ 841 of the 15024 segments evaluated were flagged (5.6%)

Results By Segment Type

Segment Type Number Examined Number Flagged Percent

En Route 3145 41 1.30
Initial 2423 6 0.25
Intermediate 3152 206 6.54
Final 3152 294 9.33
Missed Approach 3152 294 9.33

MITRE

16 © 2008 Tha MITRE Corporason. AN rights reserved
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A procedure was flagged whenever the altimetry error for the coldest temperature
exceeded the ROC value for one or more segments of that procedure. This simply
means that for that procedure, there is a possible risk exposure due to the procedure
design not protecting enough space between the path and a controlling obstacle (if
one exists). As can be seen from the above, while a large percentage of procedures
were flagged, this only represents 5.6% of the total number of segments evaluated.
The size of the exceedance that caused the segment (and thus procedure) to be
flagged is evaluated in the following distribution histograms.

© 2008 The MITRE Corporation. All rights reserved.
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=== En Route Segment Results For Airports
with Collocated Climate Stations

Number of En Route Segments Examined at collocated Airports: 3145
Segments where Computed Altimetry Error Exceeded 1000 feet (ft.): 41

Mumber 6 6
of & s
Segments

0
0-50 50-100 100-150 150-200 200-250 250-300 >300

Number of Feet by which C d Alti y Error E: ded 1000 ft.

All following histograms are interpreted in the same way, as described here. In
particular, this graphic represents all en-route transition segments evaluated at
airports that had climate stations on the airport. There were 3145 such segments.
Enroute transition segments are designed with a minimum of 1000 ROC using
standard design methods. What this graphic is displaying is the number of segments
which had potential altimetry errors at the coldest temperature that exceeded the
1000’ of ROC by the amounts shown. For instance, only 41 such segments were
found, and of those, 10 only exceeded the ROC value by 50 feet or less. Five
exceeded it by 50 to 100 feet, and so on out to the 9 segments that exceeded the
ROC by greater than 300 feet.

Based on the small numbers, and the low probability of even reaching the coldest
temperature recorded for a length of time sufficient to encompass a landing, this is
probably not a high risk. However, the analysis was extended (in the addendum
section of this report) to assess the time exposure as well.

© 2008 The MITRE Corporation. All rights reserved.
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2= Initial Segment Results For Airports
with Collocated Climate Stations
Number of Initial Seg ts Examined at collocated Airports: 2423
Segments where Computed Altimetry Error Exceeded 1000 ft.: 6
25
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2 —
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e Intermediate Segment Results For Airports
with Collocated Climate Stations

Number of Intermediate Seg ts E ined at collocated Airports: 3152
Segments where Computed Altimetry Error Exceeded 500 ft.: 206
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=== Final Segment Results For Airports with
Collocated Climate Stations

ber of Final Seg Examined at collocated Airports: 3152
Segments where Computed Altimetry Error Exceeded 250 ft.: 294
Of those 294:

121 were using default DA/MDA Value of LTP Elevation +500 ft.
173 were using DA/MDA value from FAA spreadsheets
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It is important on this graphic to keep in mind that 121 of the final segments
evaluated were evaluated at a high assumed decision altitude of 500 feet due to the
fact that there is no ready source for DA information for many procedures other than
the charts themselves or the paper 8260 forms. So MITRE erred on the side of
caution, evaluating these procedures at a high DA (which gives the highest altimetry
error due to temperature) for comparison with the ROC of 250°.

Again, however, the majority of all segment exceedances were in the zero to 25’
range, which is basically statistically insignificant. MITRE can provide detail for
specific procedures to analyze risk of the higher exceedances, but a low temperature
limit set at the coldest day would remove the chance for an event (see the analysis
of availability based on such an action in the last section.

© 2008 The MITRE Corporation. All rights reserved.
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«== Final Segment Results For Airports with
Collocated Climate Stations

ber of Final Seg E ined at collocated Airports: 3152
Segments where Computed Altimetry Error Exceeded 250 ft.: 294
Of those 284:

121 were using default DA/MDA Value of LTP Elevation + 500 ft.
173 were using DA/MDA value from FAA spreadsheets
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This slide shows that the procedures where the DA of 500’ was assumed all fell into
the 0-25’ bin, using the real DA (from RNAV GPS procedures) resulted in the other
instances.
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e Missed Approach Segment Results For
Airports with Collocated Climate Stations

Number of Missed Approach Segments Examined at collocated Airports: 3152
Segments where Computed Altimetry Error Exceeded 1000 ft.: 23
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Airports Using Closest Climate Stations

MITRE
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Use of the closest climate station was necessary at airports where remote settings
are used due to lack of a weather station on the airport.

© 2008 The MITRE Corporation. All rights reserved.
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Airports with Flagged Procedures Using
Temperature from Closest Climate Station
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Climate Stations

Results By Segment Type

«a= Results For Airports Without Collocated

« 1001 airports without collocated climate stations analyzed
« 176 of those airports had flagged procedures (17.6%)
+ 487 of the 11955 segments evaluated were flagged (4.1%)

Segment Type Number Examined Number Flagged Percent
En Route 2543 30 1.18
Initial 1774 7 0.40
Intermediate 2546 175 6.87
Final 2546 234 9.19
Missed Approach 2546 41 1.61

25
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aa Distribution of Substitute Climate
Station Distance from Airport

Total Number of Airports with Flagged Procedures that did not have collocated Climate Station: 176
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«a= Distribution of Elevation Difference Between
Airport and Substitute Climate Station
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2= En Route Segment Results For Airports
Without Collocated Climate Stations

Number of En Route Segments Examined at Airports without collocated Climate Station: 2543
Segments where Computed Altimetry Error Exceeded 1000 ft.: 30
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2= Initial Segment Results For Airports
Without Collocated Climate Stations

Number of Initial Seg ts Examined at Airports without collocated Climate Station: 1774
Segments where Computed Altimetry Error Exceeded 1000 ft.: 7
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=== Intermediate Segment Results For Airports
Without Collocated Climate Stations
Number of Intermediate Seg ts E ined at Airports without collocated Climate Station: 2546
Segments where Computed Altimetry Error Exceeded 500 ft.: 175
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~a= Final Segment Results For Airports
Without Collocated Climate Stations

Number of Final S E: ined at Airports without collocated Climate Station: 2546
Segments where Computed Altimetry Error Exceeded 250 ft.: 234

2
T

180
160
140

Number 120
of
Segments 100

&0
60
40
ol N
2 1 & 1
0 N =
0-25 25-50  50-75 75100 100125 125150 150175 175-200 200-225
Number of Feet by which Computed Alti y Error E ded 250 ft.
MITRE
3 102008 The MITRE Corporason. AN rights ressrved

F083-B08-071

This page intentionally left blank.

© 2008 The MITRE Corporation. All rights reserved.





Missed Approach Segment Results For
Airports Without collocated Climate Stations

Number of Missed Approach Segments Examined at Airports without collocated Climate Station: 2546
Segments where Computed Altimetry Error Exceeded 250 ft.: 41
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Availability Analysis

%Time Unavailable Due to Low Temperature

MITRE
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e Process

* For each non-precision approach procedure in CONUS from
Arinc424 Jeppesen Database:
— Determine altitudes for each segment of the approach
— Use Segment Altitudes and Runway Elevation to calculate
“break point” temperature for each segment on the approach
+ Temperature that would cause computed altimetry error to exceed
ROC value for that segment

— Take the highest segment “break point” temperature as the
break point temperature for the approach procedure.

— Using NOAA Local Climatological Database, determine number
of days/hours in the five-year period where daily minimum
temperature/hourly temperature was at or below break point
temperature.

This method was proposed as a way to answer the question of how often procedures
might be “unavailable” due to cold temperatures IF FAA decided to publish them
with a lowest temperature on the chart, as is done for RNP SAAAR. The basic
answer is “not very often” due to the rarity of such cold temperature, as is shown in
the remaining histograms.

© 2008 The MITRE Corporation. All rights reserved.





=== Percent of Hours Below Break-Point
Temperature for Collocated Airports

Total number of procedures at collocated airports with at least 1 hour unavailable: 366
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There were a total of only 366 procedures which would be unavailable for more
than one hour out of the total five years. The bar farthest right shows that 4
procedures would have been unavailable between 10 and 25 percent of the time
during the 5 year period, which, depending on usage (traffic) could be significant. It
must be remembered that the cold temperature periods must align with usage
periods to have an impact on true availability for use when needed. A further look
at these outliers could be made if necessary.
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=== Percent of Hours Below Break-Point
Temperature for Non-Collocated Airports

Total number of procedures at non-collocated airports with at least 1 hour unavailable: 292
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The interpretation of this graphic is the same as the one previous, for instance, 40
procedures were found that would have had 1 to 5 percent of the five year period
where they were unavailable due to temperature if FAA were to put the breakpoint
temperature on the charts and limit usage of the procedure to higher temperatures.
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_ Percent of Days Where Temperature
- Fell Below Break-Point at Collocated
Airports
Total number of procedures at collocated airports with at least part of one day unavailable = 366
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Percent of Days Where Temperature
Fell Below Break-Point at
Non-Collocated Airports
Total number of procedures at non-collocated airports with at least part of 1 day unavailable = 292
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Bill Hammett
ACF 08-02 MITRE Cold Temp Study.pdf


Editor’s Note: The following pertinent extracts from the October 31, 2006 PARC letter
fo AVS-1 are included at ALPA’s request:

Cold Temperature Policy: Current procedure design policy uses the controlling obstacle on
the final approach segment as the basis for calculating minimum temperature for the
procedure. The team recommends that this policy be reviewed so that obstacle clearance
on any segment would be maintained. Attachment 4 contains proposed text for a revised

policy.

Attachment 4 - Cold Temperature Policy: The team recommends that the criteria for
establishing the charted cold temperature limit be changed to analyze the appropriateness
of that limit in all segments of the approach rather than only the final segment. While this
recommendation is applicable to all approaches, not just basic RNP, the team recommends
that the criteria be developed first for basic RNP and then applied to TERPs for all
procedures.”

Status: AFS-470 will continue to work the issue and report. Iltem Open (AFS-470).

c. 96-01-166: Determining Descent Point on Flyby Waypoints (Originally: Definition
of “On Course”).

Mark Steinbicker, AFS-470, briefed that they are still working the issue although it is on the
‘back burner’. Analysis by MITRE is on-going with solutions for both automated and non-
automated aircraft under consideration. Tom Schneider, AFS-420, stated that AC 90-RNP,
which has been coordinated, will address RNP operations. Mark responded that comments
received on AC 90-RNP, which will cancel AC 90-94 and 90-97, have been adjudicated and
higher policy decisions are in progress. The AC is targeted to enter the AFS-1 signatory
process in November. Mark added that AIM information must still be developed.

Status: AFS-470 to continue to provide status of 90-RNP and develop AIM material.
Iltem Open (AFS-470).

d. 98-01-197: Air Carrier Compliance with FAA-specified Climb Gradients.

Tom Schneider, AFS-420, briefed that since the last meeting, he has continually followed up
on this issue via emails and phone calls; however, he has been unable to elicit a response
from anyone. He also brought the subject to the attention of the US IFPP, who suggested the
Takeoff and Landing Performance Assessment Aviation Rulemaking Committee (TALPA
ARC) should address the issue. However, Roy Maxwell, Delta, advised prior to the meeting
via email that he presented the issue to the TALPA ARC; but, that group stated it was beyond
the scope of the committee. Tom, considering the total lack of response over the past ten
years and uncertainty as to which industry working group or committee is best suited or willing
to address the issue, suggested the issue be closed. Mark Ingram, ALPA, and Rich Boll,
NBAA, objected and requested the issue remain open. Mark Steinbicker, AFS-470, briefed
that he raised the issue before the PARC at the last face-to-face meeting and the PARC has
formed an ad hoc committee under Frank Alexander, Northwest Airlines, to look into the issue.
The PARC wants a consolidated industry opinion (ATA, RAA, ALPA, NBAA, etc.) on whether
the issue is important enough to pursue rulemaking. Requestors must realize that there will
be expenses related to getting the information, training costs, implementation, etc., and a
commitment is required. Mark Ingram, ALPA, stated that the PARC had written a letter to
AVR expressing concern over high RNP missed approach climb gradients.



Mark Steinbicker, AFS-470, stated he had requested MITRE to conduct some analysis, which
prompted the current 500 Ft/NM maximum prior to having Flight Standards approval.

Status: AFS-470 to monitor PARC progress and report. Item Open (AFS-470).

e. 02-01-238: Part 97 “Basic” Minima; ATC DP Minima, and DP NOTAMs.

Bill Hammett, AFS-420 (1Sl), briefed that AFS-420 has drafted and forwarded policy for
inclusion in Order 7930.2 that will place all instrument flight procedure NOTAMSs under a
single ICAO series (tentatively Series P). The draft material was designed to accommodate
the re-vamp of the US NOTAM System to use the ICAO series format vice the current FDC
and D NOTAMs used in the U.S. Bill also provided a brief history on the issue of getting SID
and STAR NOTAMs under the FDC format. Basically, DP NOTAMs fall under AFS for policy
and the NFPO for issuance while STAR NOTAMs are the under ATO System Operations
(AJR) for policy and ARTCCs (AJE) for issuance. Air Traffic has previously gone on record as
not objecting to SIDs and STARs being under the FDC process provided both are changed
concurrently. The problem is that AFS has had little success in getting Systems Operations to
coordinate the change through the ATO. Gary Prock, AJR-32 provided a briefing on the
status of the NOTAM system update thus far. The project to consolidate the US civil and
military NOTAM systems into one consolidated federal system with full ICAO implementation
is progressing well, albeit slowly. The primary goal is to provide a single source for all
NOTAMs with a single collection and distribution point for all information. Gary further briefed
that the biggest initiative is architectural stabilization with a secondary goal to consolidate
inefficient legacy systems for improved customer service. FAA Order 7930.2, Notices to
Airmen (NOTAMSs) has been re-drafted with input from all concerned agencies and will be
circulated for comment soon. The NOTAM modernization initiative has been expanded to
include Canada to provide continuity across the border. A joint FAA/NAV Canada meeting is
scheduled for October 27-28 to finalize policy. The target date for the NOTAM system
upgrade is 2010. Mark Ingram, ALPA, asked whether the new system will include non-public
airports and heliports. Gary replied yes and that this issue is being worked with AFS-420.
Valerie Watson, NACO, asked whether all current Special IAPs are covered. Gary replied
yes; when he receives the airport/heliport ID, he creates the necessary modification to the
current system ensure these locations are covered. The process is slow, but is working. A
copy of Gary’s presentation slides is included here _ﬁ

Status: AJR-32 to continue to track efforts to revise Order 7930.2 to include all instrument
flight procedure NOTAMSs under a common format and continue to provide periodic updates
on the NOTAM system upgrade. ltem Open (AJR-32).

f. 02-01-241: Non Radar Level and Climb-in-hold (CIH) Patterns.

Mike Frank, AJT-22, briefed that Dan Diggins, AJT-22, is pursuing this issue and will have an
update at the next meeting.

Status: AJT-22 will ensure controller training on impromptu climb-in-hold assignment.
Item Open (AJT-22).
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		NOTAM Realignment

		Policy Change (1a)

		Customer Outreach

		Policy Cleanup



		Digital Collection and Delivery

		Legacy verses ICAO

		Digital NOTAM



		Summary
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Modernization Goals

		Improve the quality of NOTAMs

		Provide meaningful information

		Enhance NOTAM interpretation 

		Graphical depiction necessary

		Improve reliability and accessibility 

		Digital data exchange will enhance filtering and sorting 



		Provide a single source for all NOTAMs

		One collection and distribution point for all information

		Consolidate inefficient legacy systems for improved customer service



		Conform to ICAO standards



		Balance diverse customer needs

		Airlines, ATC, General Aviation, International, Military



		Complete Digital Capture and Delivery

		Enable automated fusion of data





Consolidate, streamline, and simplify NOTAM entry, quality assurance, and distribution.



FAA’s NextGen Air Traffic system (NGATS) strategy is our roadmap for providing air traffic services in the future.  Real time aviation system status, e.g., NOTAMs, is part of the foundation upon which advanced NextGen concepts will be built.  Modernizing the NOTAM system is a key enabler of NextGen.
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Initial Policy Change

		Expand definition of a Distant (D) NOTAM

		Adopt ICAO definition for aerodrome movement area

		Includes taxiways, ramps, aprons, lighting

		All D NOTAMs will be prefaced with a keyword



		Label unverified reports of hazards

		Information that meets NOTAM criteria but is unverified will be tagged with (U) and disseminated as D NOTAM

		Applicable only where letters of agreement exist



		Label other information that doesn’t meet ICAO criteria

		Other information that may impact aircraft operations will be tagged with (O) and disseminated as D NOTAM





Unverified reports of hazards will be tagged with (U) for unverified.  The ability to capture unverified aviation hazards is especially important in sparsely populated areas like Alaska.



Alaska’s implementation of the U and O NOTAMs was the result of an NTSB recommendation.
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What does a D NOTAM Message look like?

!ZXX MM/XXX ABC      NOTAM TEXT     WEF <start time>-<End time>

Header

Optional Footer

Body

Routing Identifier

Used by users and systems

Text Message

Accountability

Location

!DCA 05/123 DCA THIS IS A NOTAM WEF 0705011800-0706012100

!DCA 02/122 ZDC PILOTS UTILIZING ROUTES FILED ON J79 KATZN INTERSECTION SOUTHBOUND ARE 

ADVISED TO VERIFY THAT FMS ROUTING MATCHES FILED FLIGHT PLAN. THIS IS DUE TO UNEXPECTED 

DEVIATIONS AT THE KATZN INTERSECTION. POC KEN WARE 703-771-3435. 

UTC When in Effect

Legacy Examples

Policy Focus
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Summary of policy change

		Reclassify civil Local NOTAMs

		All current local civil NOTAMs become D NOTAMs



		Create keywords for all D NOTAMs for improved sorting and parsing

		AD 		AIRSPACE 	APRON 	COM

		NAV 	 	OBST 		(O)		RAMP

		RWY		SVC 		TWY 		(U)	



		Create central repository for all NOTAMs

		Standardize NOTAM policy





All D NOTAMs will be labeled with a keyword which will enable a smooth transition to the future ICAO compliant system where keywords will be replaced with unique numbering series for various NOTAM types.



For example:

A-series: Aerodrome movement area NOTAMs

B-series: Facilities and Services

C-series: Airspace

D-series:  Obstructions 

F-series:  Fuel (current military)

G-series:  GNSS

I-series:  International NOTAMs issued by US

L-series:  Local (current military)

M-series:  Flight Safety (current military)

N-series:  NavAids 

O-series:  Other aeronautical information

P-series:  Procedural

U-series:  Unverified

V-series:  Procedural (current military) 

W-series:  DAFIF (current military) 

X-series:  DoD NOTAM Office

SW-series:  Snowtams

VA-series:  Ashtams
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Examples

		Runway condition

		!MIV 05/123 MIV RWY 10/28 CLSD 0709021200-0709021600

		Taxiway status

		!RDU 05/123 RDU TWY A CLSD BTWN A1, A2 TIL 0709011600

		Ramp status

		!MEM 05/123 MEM RAMP PAEW FEDEX CARGO EAST

		Other status information

		!LOU 05/123 LOZ (O) CONTROLLED BURN 6.5SM NORTH TIL 0708302200













First word in the text area



Note standard terminology for all conditions.

Keywords are precursors to adopting ICAO series.

For example, TWY, RWY, RAMP will become A-series NOTAMs in the future FNS 

(O)’s will be distributed as O-series NOTAMs.
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Implementation Activities

		NOTAM Realignment Working Group (NRWG)

		Stakeholder representatives from AIM, DoD, Flight Service, and USNOF

		Reviewing/modifying NOTAM Handbook

		Creating NOTICE for coordination and dissemination



		Safety Risk Management Panel 

		Includes members from AFS, AOPA, ARP, ATA, AVN, Continental Airlines, DoD, En Route Service Unit, NBAA, Northwest Airlines, Sys Ops Service Unit, Tech Ops Service Unit, Terminal Service Unit, US Airways 

		Aeronautical Information and Flight Service Station staff

		Reviewing proposed changes to policy proposed by NRWG

		Identifying hazards and potential mitigations



		Town Hall Meetings



		User Outreach!!!!

		Domestic

		Military

		International (IATA, Canada)





NRWG has begun efforts for the next phase of NOTAM realignment.
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Stakeholder Comments

		Users like the outreach…They want more.



		They are happy we are talking to the dispatcher community.



		They are happy there is an external test planned.

		Internal systems already tested



		Today NOTAMs create more questions than answers



		Users believe in the concept of Digital NOTAMs



		Dispatchers would like us to address airport (surface) conditions



		Users would like a FAQ put on our site

		In process
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Next Steps

		Initial Policy Change (Expansion of D NOTAMs)

		Stakeholder Outreach – “Town Hall” meetings 2007-2008

		Interactive, web based forum, question and answer session to answer questions and issue identification (Oct 19, 2007)

		Test for downstream users in October 2007

		NOTICE effective January 2008

		NOTAM Handbook update published July 31, 2008 (estimated)



		ICAO Standardization

		Kick off next phase NOTAM Realignment

		Continue weekly meetings until ICAO standardized document

		Begin federal system consolidation 2008

		Goal:  Full ICAO implementation including SNOWTAMs and ASHTAMs by Late 2009
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Roadmap

		Activity		Date		Result

		Industry Day		May ’07		Commitment by U.S. Government to Modify NOTAM System

		User Outreach		Sept ’07
…		User Testing and Customer Outreach

		Initial Policy Change		Jan ‘08		NOTICE: Align D NOTAM criteria with ICAO NOTAM criteria (reclassify civil L NOTAMs)

		System and Additional Policy Changes		2009		One Federal NOTAM System (FNS) with Full ICAO Implementation 

		System Enhancements		2010+		Aeronautical Information eXchange Model (AIXM) NOTAM Capabilities





































































































On track to meet October ’07 milestone for initial policy changes







Aeronautical Information Management



Digital Collection and Delivery

		Legacy verses ICAO

		Convert Messages to Digital Packets

		A Common Aeronautical Model 



		Digital NOTAM

		NOTAMs Today

		Digital NOTAMs Concept of Operations

		NOTAM Origination

		NOTAM Delivery to Customers
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Legacy verses ICAO

Computer can create any output from data

Data

Views

Temporary

Update

(NOTAM)

Baseline

Static

Data





Temporary

Update

(NOTAM)



!MCN CCO 14/32 CLSD/PARL TWY 3000X75 

AVBL DAY VMC/NO TSNT/NO PLA/NO 

STUDENT

Traditional US NOTAM format:

Plain Language NOTAM format:

NOTAM Number:

5/3232

Issue Date:

Nov 10, 2005

Location:

Newnan Coweta County Airport 

(CCO)

Beginning:

Effective immediately

Ending:

Until further notice

Affected 

Area(s

):

Runway:

14

-

32

Status:

Closed

Taxiway:

14

-

32 Parallel

Status:

Open

Length:

3000 ft

Width:

75 ft

Operating Hours:

Sunrise to Sunset

Usage Restrictions:

14

-

32

Flight Rules:

Visual

Pilots:

Certified Only (No Students)

Restriction:

No practice low approaches

Geo

-

referenced Display:







5/3232



5/3232
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A common aeronautical model

AI Common Themes

Identification and Operation [ What ]

Period of Validity [ When ]

Geometry [ Where ]

SNOWTAM, ASHTAM

Temporary change to airspace and surface conditions

Route Availability / Traffic Restriction

Temporal restriction on traffic flows and routing

NOTAM

Temporary change to aeronautical information

Military Airspace

Temporary activation of refueling and military operating areas

AIM – Aeronautical Information Management

And Metadata



Taking a more strategic viewpoint we can see that NOTAMs are one of many types of aeronautical transactions that we need to digitize.  A NOTAM describes temporary changes to aeronautical data.  A SNOWTAM and ASHTAM describes a temporary change to airspace and surface conditions as a result of natural phenomena.  Military Airspace such as refueling routes and military operating areas are temporarily activated.  Route availability and traffic restriction information changes daily in response to air traffic system operational requirements. 



In each of these cases, we need to communication temporary information about the aviation system.  In each of these cases, we generally provide human readable text.  A digital NOTAM solution needs to accommodate the need for a common aeronautical transaction model.
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Airport NOTAMs today

		Phone call or fax

		Multiple manual interventions

		US Distant NOTAMs

		Suitable for Runways and Obstacles

		US Local NOTAMs

		Suitable for Taxiways, lighting, other informational messages

		Not distributed internationally





ORIGINATOR

“Airport Authority”

Phone or Fax to FSS

EVENT

NOTAM trigger (e.g., Runway damage)

CUSTOMER



FSS

Entry

VALIDATION

NOTAM Office

2/20 CLSD WINGSPAN OVR 60 EXC 4 HR PPR 615-350-5000
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Digital NOTAM: Concept of Operations



AIM



VALIDATE

Transform, Business rules



















DATALINK

PUBLISH

Global AIM Net :                               Aeronautical Information Transactions

ORIGINATOR

“Airport Authority”

EVENT

NOTAM trigger (e.g., Runway damage)



Validate and Publish by FAA

Integrated permanent and temporary information

Computer readable

Electronic distribution to customers



Originate NOTAMs at the Source

Data integrity

Traceability

Encode digitally
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Concept of Operations

NOTAM Origination

ORIGINATOR

Airport Authority

EVENT

NOTAM trigger (e.g., Runway damage)

		Eliminate free form text

		Pre-populated data entry screens

		Direct submission to USNS without manual intervention

		Treat all airport NOTAMs the same (no locals)

		Tracking data for NOTAM

		Creator

		For more information …



Originate NOTAMs at the Source

Data integrity

Traceability

Encode digitally













Aeronautical Information Management



Concept of Operations

Distribution to customers

Temporary

Update

(NOTAM)

Change

VALIDATE                               Web Service,

Product Specs

DATALINK

PUBLISH

Global AIM Net :                               Aeronautical Information Transactions

Baseline

Static

Data

Temporary

Update

(NOTAM)

Change

AI Database

		Consistent static and dynamic data

		Filter, Query and Sort

		Map and Display



AIM

Validate and Publish by FAA

Integrated permanent and temporary information

Computer readable

Electronic distribution to customers



AIM
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Summary

		NOTAM Realignment

		Policy Change effective January 28, 2008 (Monday)

		Customer Outreach



		Overall Goals

		Digital Capture

		Chain of Custody through NOTAM life cycle

		For more information…..and attachments



		Automation

		Single Federal System in late 2009

		Digital NOTAMs

		Tower Lights and Nav Outages

		Legacy and ICAO



		Opportunities

		Assured Delivery to Facilities

		Runway Conditions and Military Airspace Management
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Thank You !

For more information

Barry.c.davis@faa.gov

202-267-9400

Nfdc.faa.gov/aimnews
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Backup Slides
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nfdc.faa.gov/aimnews
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Policy Cleanup (1a.b.c….)

		Notice 1A concerns the re-classifying of NOTAM-Ls to NOTAM-Ds. The Notice should signed off and published this week. 



		Notice 1B concerns leaving certain NAV NOTAM-Ds active in USNS rather cancelling them when published. It will take effect Jan 23, 2008.  Team will work the SRMD but the expectation is that a SRM Decision Memo to be issued by Dec 7, 2007 in order to make the handbook publication deadline. 



		Notice 1C concerns the change of SIDS and STARS NOTAM-Ds to FDC. They are currently issued under the USD and UAR global accountabilities. Proposed to take effect Jan 23, 2008.  Team is will work the SRMD and the expectation is that a SRMD will be issued by Dec 7, 2007 in order to make the handbook publication deadline. 



		Notice 1D concerns introduction and automation of SUA NOTAMs. Restricted area NOTAMs are currently issued under a public airport ID closest to the area in question. This NOTAM does not get wide enough distribution. The change will address issuing the NOTAM under the ARTCC that the area resides in. Other SUAs (MOAs, etc) will also be addressed. 



		







Possible
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Today’s NOTAM Environment

DINS

USNS

CARF

NES

USNOF

DoD

DINS

CFS

FS21

AISR

AVN

NES

USNOF

OASIS

NTS

AFSS

SOS

NES

USNOF

TFRB

ARTCC

NES

USNOF

USNOF

NES

Int’l NOF

DINS

NIWS/AMC 

AIDAP/XML

PilotWeb/ CDM/ATCSCC

NDS

FS21

AISR

NRS

WMSCR

Legacy Users

ARTCC

Towers, TRACONs

Public, Airlines

DoD

AIS Providers

AFSS

DoD, Public

NOTAM Originator

System

System

NOTAM Users

ERIDS/ERAM











Aeronautical Information Management



Future Vision

USNS + DINS

= 

Federal System

Users

NOTAM entry

NOTAM display

Electronic interface 

All Systems

NOTAM Originator

System

System

NOTAM Users

International NOTAMs

All  Users
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Airfield Conditions Reporting

		What is the requirement?

		Code of Federal Regulations (CFR), Title 14 Aeronautics and Space, Federal Aviation Administration, Department of Transportation

		14 CFR Part 139, Section 339, Airport condition reporting

		This section addresses the collection and dissemination of airport condition reporting to air carriers

		To comply with this section, the CFR states that the NOTAM system is to be used as appropriate, along with other systems and procedures.

		Indicates what information or airport conditions are to be reported or affect the safe operations of air carriers.

		Who is responsible?

		The airport operators are responsible for informing all applicable stakeholders



		What methods are being used to disseminate this information?

		United States NOTAM System (USNS)

		Airport Web pages

		Auto updates

		Electronic direct distribution to airport stakeholders  
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Example of a commercial Airport Operations “dashboard”
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Messages to Digital Packets

Message

Digital Packet







FDC 

0

/

0000 

ZAB NEWMEXICO

.. 

FLIGHT 

RESTRICTION ROSWELL

, 

NEWMEXICO

.  

PURSUANT TO 

RESTRICTIONS ARE IN EFFECT DUE TO A 

HIGH SPEED 

Traditional Text

14 

CFR SECTION 

91

.

137

(

A

)(

2

) 

TEMPORARY FLIGHT 

...







State

New Mexico

Affected Location

Beginning Date

Ending Date

TFR Hours

Affected Operations

Reason for NOTAM

Type

...

Web Text

:

Roswell

, 

New Mexico 

near VORTAC 

(

CME

)

:

3

/

2

/

2004 

at 

4

:

46 

PM UTC

:

Until further notice

:

24 

hours

, 

daily

:

All

:

Temporary flight restrictions 

for high speed chase

:

Hazards







<

NotUid

>

<

txtNameAcctFac

>

FDC

<

/

txtNameAcctFac

>

<

dateIndexYear 

/

>

<

noSeqNo 

/

> 

<

dateIssued

>

1

/

1

/

0001

<

/

dateIssued

>

<

txtLocalName

>

BRETT TEST

<

/

txtLocalName

>

…

<

/

NotUid

>

<

codeTimeZone

>

UTC

<

/

codeTimeZone

>

<

txtDescrPurpose

>

HIGH SPEED CHASE

<

/

txtDescrPurpose

>

... 

Digital 

(

AIXM

) 

XML







FDC 

0

/

0000 

ZAB NEWMEXICO

.. 

FLIGHT 

RESTRICTION ROSWELL

, 

NEWMEXICO

.  

PURSUANT TO 

RESTRICTIONS ARE IN EFFECT DUE TO A 

HIGH SPEED 

Traditional Text
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Global change: AIS to AIM





Classical AIS

- publish documents

Document content and format is described by:

 - ICAO Annex 15, Appendix 1 – AIP Content

 - ICAO Annex 15, Appendix 6 – NOTAM format

 - …

AIM System

- manage data

Data managed in the system is described by models:

 - Aeronautical Information Exchange Model (AIXM)

 - AIXM Conceptual Model (AICM)

 - Electronic AIP (eAIP) – on-line presentation format

Specifications

		 Content

		 Quality

		 Metadata



EuroControl Slide

Managing Product

Managing Data

AIP

SUP, NOTAM, AIC

























































































































































States and ANSP are migrating from traditional AIS towards Aeronautical Information management (AIM).  In a classical AIS organization, the organization publishes aeronautical information documents such as the AIP, Supplements and NOTAMS that conform to the content and formats described by ICAO Standards and Recommended Practices.

An AIM organization manages aeronautical data in accordance with the implicit data content requirements described by ICAO.  Today these implicit data content requirements are represented in a structured format by the AIXM conceptual model (AICM). By managing the data, the AIM organization can publish the information in traditional and new product formats using the same source.  Finally AIM supports accuracy and fast exchange of aeronautical data to other service providers and customers.



The success of AIM depends directly on the data model used to represent aeronautical data.  Why are models important?  The role of a data model is:

		To represent real world concepts as a theoretical construction so they can be represented and interpreted by automated systems.

		To provide a basis for a logical data structure during software and database implementation.

		To standardize conceptual understanding about a domain so that every person and system involved can speak the same language.

		To provide the basis for contracts (service agreements) between systems so that systems use the same format.





ANSP = Air Navigation Service Providers

AIS = Aeronautical Information Services

AIM = Aeronautical Information Management

AIP = Aeronautical Information Publication

SUP = AIP Supplement

AIC = Aeronautical Information Circular

NOTAM = Notice to Airmen

SARPS = Standards And Recommended Practices

eAIP = Electronic AIP
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Aeronautical Information Exchange Model -~
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AIM News & Updates

Airport Lookup AIXM 5 Class - Washington, DC - Oct. 10-11
Facilty Distribution Sept12 The United States Federal Aviation Administration will host an AIXM 5 Class October 10-11, 2007 in Washington
System DC. The class is intended for developers and aeronautical information experts. Topics to be covered include:
Airports GIS
* The AIXM data content model
* The AIXM design including ISO 19100 standards, GML and XML
* AIXM applications including Digital NOTAM

Obstruction Evaluation

“The class will begin at @ Al daily. To register please use the registration form found at wwy aixm.zero. The class is
‘opento anyone, but seating is imited. The location of the class will be provided to registered paricipants.

TFR Graphics

Industry Requirements for Digital NOTAM Submission
Sept 10 More than 110 partcipants from the FAA, airines, airports and the aviation industry gathered that the Federal
Aviation Administration to discuss plans for Digital NOTAM submission. The purpose of the mesting was to introduce the
Digital NOTAN concept and identify 3 working aroup to develop specifications for Digital NOTAM submission. A part of
- the meeting EUROCONTROL and the FAA discussed the global sirategy for Digital NOTAM with emphasis on joint
FAAEUROCONTROL cooperation. The FAA team demonstrated the proof of concept Digital NOTAM system. In the after
we reviewed operational and technology issues that need to be addressed by the IndustryFFAA working group for Digital
NOTAUS.

NOTAMs Information
Resources

A Traffic Publications

[R— * Meeting presentations and the working group charter can be found on the Digital NOTAM web page.

DRAFT publications (zip)

NOTAMSs Notice 2 7930.2

Aug 08 This notice provides policy and procedural guidance and interim operating procedures to Federal Aviation
Administration Order (FAA) 7930 2, Notice to Airmen (NOTAMs).

* Download the Notice in PDF formant

@ et o
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NOTAM Examples

RWY

RWy 321 cLsp
‘Rumvays 3 and 21 ae cosed o airra.

Wy FLGTS 0TS
Taay Fights aceoutof sevice.

RAMP

'RAMP TERMINAL EAST SIDE CONSTRUCTION
T ramp i ront o h east sid of h lemna has ngoing
consincton.

APRON

APRON SW TWY G NEAR HANGARS CLSD
The ap10n nar the southwest txiway C i ront o th hangars
s cosed:

AD

4D ABN OTS
Aetosromes aiport beacon s ut of servic.

OBST

(0BST TOWER 283 (245 AGL) 22 5 LGTS OTS (ASR 1065581)
T 0707272300

Obstructon, The ights are outof sovice n afower hat

15283 oot above mean seafvel (SL) o 248 fect above.
round level (AGL) 2.2 tatul s southof he ik

Tho FCC antonna sructue regstation (ASR) number s
1065881, The lghts wilberoumed f senio 2300 UTC
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NAV

NAVVOR 0TS
Navigaton The VOR acatedon thisairpor s ut o sevie.

com

com ams o1
Communications. The Autamatc Termial Infomaton
Service (ATS) s out o service.

svc

(0]
(0]
(6]
(0]
(6]
®
(0]
(0]
(0]
@

SVC TWR 1215.0330 MON-FRY1430.2300
SATI600-0100 SUN TL 0707300100

‘Service Th conrl towe has new operaing hrs,
T215:0530 UTC Monday Th Fiday, 1430.2300 UTC
on Saturday. and 16000100 UTC on Sunday k0100
UTC on uly 30, 207.

SV FUEL UNAVBL TL 0707201600
‘Saric, Al fuel o thisaifpor s unavallabe
3y 25, 2007 at 1600 UTC.

SVC CUSTOMS UNAVBL T 0708150600
‘Seric, United Satas Customs senvio fo this iportwil
ot be ovaloie untl August 15, 2007 810800 UTC.

AIRSPACE

(@]

AIRSPACE AIRSHOW ACFT SO0O/BLW § NMR AIRPORT
'AVOIDANCE ADZD WEF 0707152000.0707152200

iespace. There i a arshow boig hld at s apot with
‘vcrat fing 5000 ot and bolow witin  nautcol i rodus.
Avidance s advsed rom 2000 UTC on Jly 15,2007 i
2200 UTC on uy 15, 2007.

NOTE: All D" NOTAMs will have  keyword a the beginning of the text o sach NOTAM.
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1AD Airport is Open
Departure allocation program is not in effect Managed By: N/A

Operations Duty Manager: LIERCKE/MADIX/GOSNELL
Phone: 703.572.2730

Updated at 010ct 09422
[RWY 19L HOLD BLOCK CLSD UFN

v S BTV TXLE & F inesPaN
RESTRICTED TO 117 OR LESS UFN

[TV 11 NON-STANDARD PANT MARKMGS
- uen

Updated at 010ct 09422
Baggage Conveyor bels _servicing Kiosk 1
s outof service and wil continue for approx
30 days. Queston/Probiems shoud be
directed to Frank Lunking 703-572-1145.
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hydrant pumps unavail Fuelng by fueltrucks|
currently method of fuel upift
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Bill Hammett
NOTAM Briefing-02-01-238.ppt


g. 03-01-247: Holding Pattern Criteria Selection and Holding Pattern
Climb-in-Hold Issues.

Tom Schneider, AFS-420, briefed the following update as received from Steve Barnes,
Manager, AFS-450. “Numerous issues continued to arise from attempts to utilize the original
holding tool for a broader application than it was originally intended. As a result, this past
summer AFS-450 elected to take a new approach and have a new holding tool developed to
better meet our present needs. The initial date for completion of this new holding tool was
October. Due to other requirements during this time frame, that date was not met. We are
anticipating something to look at and evaluate in December. As was presented/requested at
the last meeting, AFS-450 is in search of the proper FMS logic to utilize in our modeling for
appropriate simulations. Any support the ACF attendees can provide Dr. Sherri Avery in this
matter would be appreciated.” Mark Ingram, ALPA, asked whether any residual data from the
MITRE study on RNAV tracks would be of value. Al Herndon, MITRE, responded that data
could not be released due to contractual requirements between FAA and MITRE.

Status: AFS-450 to continue ASAT/simulator analysis and report. ltem Open (AFS-450).

h. 04-01-250: RNAYV and Climb Gradient Missed Approach Procedures.

Tom Schneider, AFS-420, briefed that he followed up his requests to AFS-600 and 800 on
June 6 and again on August 25; however only AFS-600 responded. Tom read the response
to the group and the group believed AFS-600 completely misunderstood what was requested.
Tom agreed to contact them again and restate the ACF’s request. Kevin Comstock, ALPA,
stated that FAA has previously published educational material and revised PTS standards
when necessary; for example, runway incursion education and training produced by the
Commercial Aviation Safety Team (CAST). He doesn’t understand the reluctance to
accommodate this issue.

Status: The Chair will formally follow up the initial letter to AFS-600 and 800 with the ACF’s
concerns. Item Open (ACF-IPG Chair).

i. 04-02-258: Vertical Navigation (VNAV) Approach Procedures Using DA(H);
OpSpec C0O73.

Tom Schneider, AFS-420, provided the group a copy of an October 7 memorandum from
Harry Hodges, Chair of the US-IFPP to John McGraw, Manager AFS-400. The memorandum
was prepared in response to a request for the US-IFPP to review the issue of treating a MDA
as a DA without proper evaluation of the procedure. Currently, the operator is required to
conduct a visual segment evaluation; however, there has been no requirement to conduct a
missed approach evaluation. This is especially significant when a turn is required as the
missed approach is made earlier when using the MDA as a DA. The memorandum provides
draft guidance & criteria for operators to analyze the area below MDA to runway threshold and
also to evaluate the missed approach. Further refinement of the ‘DA in lieu of MDA’ criteria is
planned. Mark Steinbicker, AFS-470, briefed that his office will evaluate the US-IFPP
memorandum and develop operational guidance. He added that his office is working on draft
AC 120-CDFA (constant descent final approach), which will define CDFA and address general
operations per TERPS Change 20 and Op Specs. Once the draft is further developed, Mark
stated that industry input and comments would be requested. There is no definite timeline for
completion, but the end of the year is targeted. Mike Frank asked why the memorandum only



relates to FMS and does not include GPS. Tom agreed to take this question back to the US-
IFPP. Mark also noted that charting specifications would have to be developed to indicate
which procedures qualify for CDFA. Ted Thompson, Jeppesen, requested that the FAA
approach procedure source be clear when the criteria for the maneuver is met so that
Jeppesen chart notes are correct. Rich Boll, NBAA, questioned why the “DA in lieu of MDA”
maneuver is only allowed for Part 121 & 135 operators. His organization requests that Part 91
operators also be allowed to use the maneuver. This position is also supported by AOPA.
Mark responded that they are considering expansion to include Part 91. Tom added that Part
91 operators can currently get authorization through a LOA from their FSDO. He added that
the US-IFPP memorandum was only the beginning step to resolve this issue. There are many
tentacles that have yet to be addressed

Status: 1) AFS-420 to take the FMS vs. GPS question to the US-IFPP, and 2) AFS-470 to:
evaluate the US-IFPP memorandum and develop guidance. ltem Open (AFS-420 and 470).

j-  05-01-259: Visual Climb Over Airport (VCOA).

Tom Schneider, AFS-420, briefed the following update as provided by Phil Prasse, the AFS-420
departure criteria specialist. “A criteria review group is addressing this issue as well as other
departure related criteria and policy issues. This criteria review group has been meeting
regularly, most recently on October 1% and 2. The comments received regarding VCOA criteria
and policy are both extensive and substantial and affect large portions of the current VCOA
criteria. A total re-write of TERPS Volume 4, Chapter 4, which includes VCOA criteria, is in
progress. The concepts for that re-write were discussed at the October 15! and 2™ meetings with
representatives of AFS-420 and 460. While there is agreement on several points, some issues
need further review. An updated draft of TERPS Volume 4, Chapter 4 will be completed shortly
and then put out for coordination with the departure working group under the USIFPP.”

Status: AFS-420 will continue to track the VCOA issue and report. ltem Open (AFS-420).

k. 06-02-267: Pilot Option to Use Standard Timing for RNAV IAP Holding Patterns

Tom Schneider, AFS-420, briefed the following update as received from Steve Barnes,
Manager, AFS-450, which applies to all open issues relating to holding. “Numerous issues
continued to arise from attempts to utilize the original holding tool for a broader application
than it was originally intended. As a result, this past summer AFS-450 elected to take a new
approach and have a new holding tool developed to better meet our present needs. The initial
date for completion of this new holding tool was October. Due to other requirements during
this time frame, that date was not met. We are anticipating something to look at and evaluate
in December. As was presented/requested at the last meeting, AFS-450 is in search of the
proper FMS logic to utilize in our modeling for appropriate simulations. Any support the ACF
attendees can provide Dr. Sherri Avery in this matter would be appreciated” - also see related
issues 03-01-247 and 07-02-278.

Status: AFS-450 to include timing for RNAV holding in the study. Item Open (AFS-450).

. 06-02-268: Lack of Graphic Obstacle Departure Procedures (ODPs).

Brad Rush briefed that the NFPO is still addressing the complex ODP lists submitted by NBAA
and Continental Airlines as well as correcting the discrepancies noted in the AFS-420
memorandum of September 15, 2006. He provided a production schedule, which is attached



here Brad further briefed that the NFPO’s first action was to conduct an evaluation to
see if the identified procedures qualified for graphic portrayal under the guidelines of Order
8260.46C. Once that evaluation was completed the selected ODPs were put into production.
Rich Boll, NBAA, then pointed out several ODPs (Scottsdale, Pocatello, Durango and Cold
Bay ) that were on the NFPO list as “does not qualify” appear to be complex by the Order’'s
definition. Brad agreed to re-evaluate the airports in question. Roy Maxwell, Delta,
recommended the specifications be re-evaluated and that all ODPs be published graphically.
This would assure pilot understanding. Mark Ingram, ALPA, added that graphic ODPs are
included in the avionics database, whereas textual ODPs are not. Roy added that there are
real problems when “flatland” pilots transition to flying in mountainous areas. He further asked
whether there is a process to change the standards. Bill Hammett, AFS-420 (ISl), responded
that the current standards for graphic depiction in Order 8260.46 (more than one turn, one
altitude change, one climb gradient) have been in effect for quite a few years without question.
The Order is currently undergoing revision and, as is normal, government, as well as industry
will have an opportunity to provide comments. This would be the time to request changes to
the standard; however, Bill added that some ODPs are too simple; e.g., “Climb runway
heading to 1000 before turning left”; “Climb direct ABC VOR, then proceed on course”; etc. to
require graphic depiction.

Status: The NFPO re-evaluate airports in question and continue efforts to graphically chart
complex ODPs and report progress. ltem Open (AJW-321).

Editor’s Note: After the meeting, Brad Rush, NFPO, advised they reviewed the locations in
question again and only one runway at Scottsdale meets requirements for a graphic ODP. It
was added to the NFPO production schedule.

m. 07-01-269: Diverse Vector Areas (DVAs).

Brad Rush reported that, as requested at the last meeting, he, jointly with representatives from
the Strategic Operations Group, AJT-22, conducted a survey of the FPOs and there have
been no DVAs processed through the NFPO for evaluation. Mike Frank, AJT-22, briefed that
a Notice has been drafted to address DVA development and application by ATC facilities. It
has been sent to selected field facilities, the En Route Service Unit, and AFS-420 for review.
Comments are being resolved and the Notice should be released soon. Brad added that
sample DVAs have been developed using the current TERPS criteria at Las Vegas, St. Paul,
and Santa Monica. He provided a briefing with graphics to demonstrate how the criterion is
applied. A copy of Brad’s briefing slides is attached here om Schneider briefed at the
last meeting that the revision to order 8260.46, which is currently under development, will
include policy for documenting DVA information on FAA Form 8260-15; however, a firm
decision has not been made whether to chart the information. The plan is to develop DVA
policy first, then address the charting issues. Rich Boll, NBAA, asked what the chances of
DVA information getting charted are and Tom replied 50/50. Rich then questioned whether an
assigned vector took preference over an ODP for those carriers for which an ODP is
mandatory under Part 91.175(f). Tom replied that current AIM guidance is that the ODP must
be flown unless a vector or SID is assigned by ATC. Rich responded that the AIM is not
regulatory and questioned whether a vector is considered a legal substitute in lieu of
compliance with the ODP. Tom agreed to research this. Kevin Comstock, ALPA, stated that
the language in Order 7110.65, Paragraph 5-6-3 may need revision as it gives the impression
that ATC can vector within 3 NM of an obstacle as long as it is depicted on the scope. Bill
Hammett, AFS-420 (ISI), responded that, in most cases, it is impossible to depict all obstacles
that penetrate a 40:1 departure surface especially those close to an on-airport antenna. Brad



Industry Graphic DP Requests
ACF Issue 06-02-268

IDENT |Airport State |Branch |Requestor Action

BZN Bozeman MT 130(NBAA Charted 7/31/2008
GCC Gillette WY 130{NBAA Scheduled 3/12/09
MSO Missoula MT 130{NBAA Charted 7/31/08

PIH Pocatello ID 130|NBAA Does Not Qualify for Graphic
ASE Aspen CcO 130{NBAA Charted 9/25/08

DRO Durango CO 130(NBAA Does Not Qualify for Graphic
GJT Grand Junction (610) 130(NBAA Charted 9/25/08

GUC Gunnison CO 130|NBAA Scheduled 1/13/2011
MTJ Montrose CcO 130({NBAA Scheduled 3/12/09
TRK Truckee CA 130{NBAA Charted 9/25/08

PUC Price UT 130{NBAA Scheduled 3/12/09
SDL Scottsdale AZ 130|NBAA Does Not Qualify for Graphic
DCA Washington DC 110|NBAA/Continental/ALPA Scheduled 1/15/2009
HDN Hayden CO 130|Continental Scheduled 5/7/09

SAV Savannah GA 110|Continental Does Not Qualify for Graphic
ROW Roswell NM 120|Continental Does Not Qualify for Graphic
COD Cody WY 130|Continental Scheduled 5/7/09
PACD |Cold Bay AK 130(Continental Does Not Qualify for Graphic
PUB Pueblo CcO 130|Continental Scheduled 5/7/09

BDN Bend OR 130|NBAA Scheduled 5/7/09

BYI Burley ID 130|NBAA Scheduled 7/2/09

COE Coeur D' Alene ID 130|NBAA Scheduled 7/2/09
DEW Deer Park WA 130|NBAA Scheduled 7/2/09
EMM Kemmerer WY 130|NBAA Scheduled 7/2/09

MYL McCall ID 130|NBAA Scheduled 3/12/09
RLD Richland WA 130|NBAA Scheduled 8/27/09

RBJ Roseburg WA 130|NBAA Scheduled 8/27/09
CEZ Cortez CO 130|NBAA Scheduled 8/27/09
DMN Deming NM 120|NBAA Scheduled 3/12/09
EEO Meeker CcO 130|NBAA Charted 6/5/08






Industry Graphic DP Requests
ACF Issue 06-02-268

IDENT |Airport State |Branch |Requestor Action

MMH Mammoth Lakes [CA 130|NBAA Scheduled 10/22/09
BMC Brigham City uT 130|NBAA Scheduled 10/22/09
ELY Ely NV 130|NBAA Scheduled 2/11/2010
LGU Logan uT 130|NBAA Scheduled 10/22/09
FFZ Mesa AZ 130|NBAA Scheduled 10/22/09
OLS Nogales AZ 130|NBAA Scheduled 12/17/09
TRI Bristol TN 110|NBAA Scheduled 12/17/09
CAK Akron OH 120|Continental Does Not Qualify for Graphic
ABE Allentown PA 110]|Continental Does Not Qualify for Graphic
AMA Amarillo TX 120|Continental Does Not Qualify for Graphic
AGS Augusta GA 110]|Continental Does Not Qualify for Graphic
BTR Baton Rouge LA 120|Continental Does Not Qualify for Graphic
BIS Bismarck ND 120]|Continental Does Not Qualify for Graphic
BOI Boise ID 130|Continental Scheduled 12/17/09
CAE Columbia SC 110]|Continental Does Not Qualify for Graphic
CMH Columbus OH 120|Continental Does Not Qualify for Graphic
CRP Corpus Christi TX 120]|Continental Does Not Qualify for Graphic
PAEI Eielson AK 130|Continental USAF

ELP El Paso TX 120]|Continental Does Not Qualify for Graphic
PAED |Elmendorf AK 130|Continental USAF

FSM Fort Smith AR 120]|Continental Does Not Qualify for Graphic
GRB Green Bay WI 120|Continental Does Not Qualify for Graphic
GSP Greer SC 110]|Continental Does Not Qualify for Graphic
GPT Gulfport MS 110|Continental Does Not Qualify for Graphic
IDA Idaho Falls ID 130]|Continental Scheduled 12/17/09
ITH Ithaca NY 110|Continental Does Not Qualify for Graphic
AZO Kalamazoo MI 120]|Continental Does Not Qualify for Graphic
LAN Lansing Ml 120|Continental Does Not Qualify for Graphic
LAR Laramie WY 130]|Continental Scheduled 12/17/09
LRD Laredo TX 120|Continental Does Not Qualify for Graphic






Industry Graphic DP Requests
ACF Issue 06-02-268

IDENT |Airport State |Branch |[Requestor Action

LIT Little Rock AR 120|Continental Does Not Qualify for Graphic
MCN Macon GA 110]|Continental Does Not Qualify for Graphic
MSN Madison WI 120|Continental Does Not Qualify for Graphic
MDT Middleton PA 110]|Continental Does Not Qualify for Graphic
MOT Minot ND 120|Continental Does Not Qualify for Graphic
MLU Monroe LA 120]|Continental Does Not Qualify for Graphic
MYR Myrtle Beach SC 110|Continental Does Not Qualify for Graphic
OGD Ogden 1 130|Continental Charted 6/5/08

PMD Palmdale CA 130|Continental Scheduled 7/2/09
PDT Pendleton OR 130]|Continental Scheduled 8/27/09
PNS Pensacola FL 130|Continental Does Not Qualify for Graphic
PIA Peoria IL 130]|Continental Does Not Qualify for Graphic
IWA Phoenix AZ 130|Continental Scheduled 10/22/09
RAP Rapid City SD 120]|Continental Does Not Qualify for Graphic
ROC Rochester NY 110|Continental Does Not Qualify for Graphic
RKS Rock Springs WY 110]|Continental Scheduled 8/27/09
BFF Scottsbluff NE 120|Continental Does Not Qualify for Graphic
FSD Sioux Falls SD 120]|Continental Does Not Qualify for Graphic
SYR Syracuse NY 110|Continental Does Not Qualify for Graphic
TOL Toledo OH 120]|Continental Does Not Qualify for Graphic
SPS Wichita Falls TX 120|Continental USAF

ORH Worcester MA 110]|Continental Does Not Qualify for Graphic
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Step 1.  Determine the initial MVA.















DVA IS STAND-ALONE





DVA DOES NOT AUTH CLIMB GRADIENTS.



IFR CLEARANCE

     EXPECT ODP?

     EXPECT DVA?

     EXPECT SID?

     PART 91 DOESN’T HAVE TO COMPLY WITH ODP



DVA VS. FLOOR OF AIRSPACE.  CAN’T VECTOR IN UNCONTROLLED AIRSPACE



ASR REQUIRED. (e.g., part-time ASR TRACON vs. ARTCC).  MOSAIC? MULTI-SENSOR?



MINIMUM SECTOR SIZE 30° BETWEEN AUTHORIZED HEADINGS.



AIRCRAFT MUST BE RADAR IDENTIFIED WITHIN 2 (OR 1) NM OF DER.



AIRCRAFT GROUND SPEED VS. RADAR ID POINT SO THAT ACFT DOESN’T PENETRATE HIGHER

MVA SECTOR THAN INITIAL MVA. (SEE KLAS 19R)



RADAR COVERAGE HOLES IN THE INITIAL MVA VS. DVA AUTHORIZED HEADINGS.



DVA IS VALID ONLY DURING THE CLIMB TO THE INITIAL MVA.  FLIGHT INTO A HIGHER

MVA SECTOR REQUIRES THE AIRCRAFT TO BE AT OR ABOVE THE HIGHER MVA UPON 

CROSSING THE HIGHER MVA BOUNDARY.



OE STUDIES VS. CLIMB GRADIENTS ( DVA NOT AUTH)



RADAR COVERAGE VS. APT ELEVATION (2000 FT DIFFERENCE). (DO NOT EXCEED 10 NM DR)
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Step 2.  Determine the 40:1 search area boundary for Diverse A and B. 

 ((MVA – ROC) – (APTe + 400)) x 40 = Search radius from DRP
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Step 3.  Evaluate 40:1 to next higher MVA boundary or 40:1 boundary, whichever occurs first.
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Step 4.  Identify 40:1 penetrations within the search area.
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Step 5.  Determine headings that will avoid penetrating obstructions.
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Authorized DVA headings to initial MVA 4200:  010 CW 190

KLAS DVA

RWY 1R

Steps 1 – 5:  Same as RWY 1L

 ((MVA 4200 - 1000 ROC) - DERe 2078.0) x 40 =44880 (7.39 NM) 7.39 - 2 = 5.39 
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Step 1.  Determine the initial MVA.
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Step 2.  Determine the 40:1 search area boundary for Diverse A and B. 
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Step 3.  Evaluate 40:1 to next higher MVA boundary or 40:1 boundary, whichever occurs first.
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Step 4.  Identify 40:1 penetrations within the search area.

KLAS DVA

NO 40:1 PENETRATIONS WITHIN SEARCH AREA
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No penetrators - Authorized DVA headings to initial MVA 4000:  ALL HEADINGS
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Step 5.  Determine headings that will avoid penetrating obstructions.
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Steps 1 – 5:  Same as RWY 7L
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Step 1.  Determine the initial MVA.
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Step 2.  Determine the 40:1 search area boundary for Diverse A and B. 
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Step 3.  Evaluate 40:1 to next higher MVA boundary or 40:1 boundary, whichever occurs first.
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Step 4.  Identify 40:1 penetrations within the search area.
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Step 1.  Determine the initial MVA.
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Step 2.  Determine the 40:1 search area boundary for Diverse A and B. 
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 ((4000 – 1000) – (2181.3 + 400)) x 40 = 16748 ft (2.76 NM).

Diverse B. 

 ((MVA – ROC) – (APTe + 400)) x 40 = Search radius from DRP

 ((4000 – 1000) – 2157.0) x 40 = 33720 ft (5.55 NM).  5.55 – 2 = 3.55 NM

Diverse A. 

 ((MVA – ROC) – DERe) x 40 – ICA = Search radius from ICA/DRP







Step 3.  Evaluate 40:1 to next higher MVA boundary or 40:1 boundary, whichever occurs first.
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Step 4.  Identify 40:1 penetrations within the search area.
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Authorized DVA headings to initial MVA 4000:  255 CCW 075

KLAS DVA

RWY 25L

Step 5.  Determine headings that will avoid penetrating obstructions.
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Bill Hammett
DVA Brief-LAS.ppt


Rush then, without any prior coordination, presented a new charting concept for depicting low,
close-in obstacles, takeoff minimums, DP instructions and DVA information as a simple
matrix. The primary change is that only 3 departure obstructions would be provided; the
nearest to the departure end of runway (DER), the highest above the DER, and the obstacle
requiring the highest climb gradient. This is a major change from the current methodology of
listing all close-in obstacles. The matrix was well received and provides a less cluttered
presentation than the current methodology. It will also accommodate DVA authorized
headings and climb gradients, if required; however, it will require much intra/inter-agency
coordination before acceptance.

Status: 1) AJT-22 will jointly with AJE-31 ensure controller guidance is developed for radar
vectoring departures at airports where an ODP is established; and, 2) AFS-420 will continue
to track DVA documentation and charting requirements during the re-write of Order 8260.46.
Item Open (AJT-22, AJE-31, and AFS-420.

n. 07-01-270: Course Change Limitation Notes on SIAPs.

Tom Schneider, AFS-420, briefed that after the last meeting, he forwarded the issue to the
USIFPP. The following update from Jack Corman, Executive Director of the US-IFPP, is
provided: “The US-IFPP is currently working on TERPS Change 21, FAA Order 8260.52A,
and AC 90-RNP. Current staffing levels and national program initiatives that are afforded
priorities will probably place changes to TERPS Chapters 15 & 17 in the 2009/2010 time
frame.”

Status: AFS-420 to monitor progress through the USIFPP. [tem Open (AFS-420).

o. 07-01-272: Using an ODP in lieu of the Published Missed Approach Procedure.

Tom Schneider, AFS-420, briefed that after the last meeting, revised AIM language was
coordinated through AFS-400, AJT-22, AJE-31, and AJR-32. However, prior to the revision
being forwarded for publication, language published in the Federal Register on January 8,
1981, regarding Part 91.116(e) which is now Part 91.175(e) (unchanged) prompted a second
look at the AIM verbiage. The following is quoted from the preamble (emphasis added):

“Another subject on which comments were received relates to the § 91.116(e) requirement to
immediately initiate an "appropriate" missed approach if visual reference is lost. The commenters
correctly note that it is unsafe in some cases to initiate an immediate missed approach which strictly
follows the published procedure. This, however, is the reason why the word "appropriate" missed
approach is used. Under § 91.116(e) pilots must continue to be aware that the published missed
approach procedure provides obstacle clearance only when the missed approach is conducted on the
missed approach segment from or above the missed approach point. If the aircraft initiates a missed
approach at a point prior to the missed approach point, from below MDA or DH, or on a circling
approach, obstacle clearance is not necessarily provided by following the published missed approach
procedure. In this situation obstacle clearance is the pilot's responsibility. When a missed
approach is initiated in this situation, the pilot must consider other factors such as the aircraft's
geographical location with respect to the prescribed missed approach point, direction of flight and/or
minimum turning altitudes in the prescribed missed approach procedure, aircraft performance, visual
climb restrictions, charted obstacles, IFR departure procedures, takeoff visual climb requirements as
expressed by nonstandard takeoff minima, or other factors not specifically expressed by the approach
procedures. During a missed approach, the aircraft must be on, or must re-intercept, a published
segment of the procedure at or above the altitude specified in the procedure, and must maintain a
climb gradient equal to or greater than the standard (1:40 or 2.5%) unless otherwise published, for




obstacle clearance to be ensured by the published missed approach procedure alone. For these
reasons the wording of former § 91.117(b)(2) with respect to an "appropriate" missed approach is
retained in § 91.116(e).

The emphasis on the word “appropriate” prompted AFS-420 to draft another revision to the
verbiage for AIM paragraph 5-4-21. The following recommended revision was presented to
the ACF-IPG for discussion:

“Initiating a go-around after passing the published MAP (for example, a balked landing) may result in
total loss of obstacle clearance because the aircraft flight path may not fall within missed approach
procedure protected area. To compensate for the possibility of reduced obstacle clearance during a
balked landing or go-around, the pilot becomes responsible for obstacle clearance and should
consider the airport operating environment, including known natural (trees/vegetation) and man-made
obstacles. At some airports, pilots may wish to refer to airport obstacle and departure data prior to
initiating an instrument approach procedure. Such information may be found in the "TAKE-OFF
MINIMUMS AND (OBSTACLE) DEPARTURE PROCEDURES" section of the US TERMINAL
PROCEDURES publication. Depending on the airport operating environment, characteristics of the
published missed approach procedure, overall aircraft performance capability, and other relevant
considerations, pilots may wish to take one or more of the following actions after initiating a balked
landing/go-around beyond the published MAP:

1. Contact ATC as soon as possible and comply with ATC instructions when RADAR vectors
have been issued or can be requested.

2. Where practical, re-establish the aircraft laterally and vertically on the published missed
approach procedure, (i.e., straight ahead climb as rapidly as possible, may be all that is necessary to
re-join the missed approach segment. Re-joining a turning missed approach may also be possible if
the turn point has not yet been reached.).

3. Adjust aircraft climb performance as necessary for the local environment (i.e., climb as
rapidly as possible to avoid obstructions that were not a factor in the design of the published missed
approach procedure).

4. Maintain visual conditions and re-attempt landing, if practicable.

5. Where available consider executing the published ODP for the relevant runway.

NOTE: ATC applies separation between an aircraft making an instrument approach (including the
corresponding missed approach procedure, and the missed approach holding pattern and altitude)
and other subsequent arrivals and other known IFR aircraft. A published ODP for the relevant runway
does not always correspond with the missed approach procedure. Additionally, the published ODP
does not always specify an altitude and/or fix at which to hold. It is imperative that pilots advise ATC
as soon as possible of his or her intended actions if a landing cannot be completed. Pilots must be
awatre that separation between the aircraft and other traffic may not be maintained if the pilot executes
a maneuver other than the published missed approach procedure.”

This version also prompted much discussion. Kevin Comstock, ALPA, expressed concern
that the language requires the pilot to be responsible for obstacle clearance when flying a
published procedure. Rich Boll, NBAA, stated that after reading the preamble, NBAA agrees
that further change is required and offered his assistance in developing the language. He
also stated that changes are required to other associated pilot educational material and ATC
directives. Roy Maxwell recommended the change include verbiage for Part 121 and 135
operators. John Swigart, AFS-470, stated that the language should support what pilots are
trained to do. Tom Schneider, AFS-420, expressed concern that the cautionary note
emphasizing that ATC separation with other traffic may be lost, could cause pilots to chase a
published missed approach in lieu of conducting a more “appropriate” maneuver to execute a
go-around. Lastly, Paul Ewing, AJR-37 (AMTI), emphasized that any changes must be
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coordinated through the En Route Service Unit, AJE-31, as they had objected to the original
proposal. Tom Schneider, agreed to prepare a revised draft in unison with the ALPA and
NBAA representatives for further AFS-400 - ATO coordination. Rich Boll, NBAA, agreed to
prepare a listing of associated Orders and directives that also require change.

Status: 1) AFS-420 to develop revised language in concert with ALPA, NBAA, and Delta, and
forward to AFS-400 for coordination and publication; and 2) NBAA to provide
recommendations for changes to associated ATC Orders, the AIM, IPH, etc.

Iltem Open - (AFS-420 and NBAA).

Editor’s Note: After the meeting, the following recommended verbiage was developed
jointly by AFS-420, NBAA, and ALPA, and forwarded to AFS-400 for coordination within
AFS and the ATO - changes to the current AIM are shown in red text:

Proposed AIM language for AIM paragraph 5-4-21 (11-4-2008)

“Initiating a go-around after passing the Missed Approach Point (MAP) (for example, a
balked landing) may result in total loss of obstacle clearance because the aircraft flight path
may not fall within published missed approach procedure protected area and the pilot
becomes responsible for obstacle clearance. To compensate for this situation, consider the
airport operating environment, including known natural (trees/vegetation) and man-made
obstacles when choosing a path to fly. Title 14, Code of Federal Regulations Part 91.175(e)
recognizes this possibility and intentionally uses the word “appropriate” when describing the
missed approach procedure. Therefore, at some airports, pilots should refer to airport
obstacle and departure data prior to initiating an instrument approach procedure. Such
information may be found in the "TAKE-OFF MINIMUMS AND (OBSTACLE) DEPARTURE
PROCEDURES" section of the US TERMINAL PROCEDURES publication. Depending on
the airport operating environment, characteristics of the published missed approach
procedure, overall aircraft performance capability, and other relevant considerations, pilots
may choose to take one or more of the following actions when initiating a go-around after
passing the published MAP:

1. Contact ATC as soon as possible and comply with ATC instructions when RADAR
vectors have been issued or can be requested.

2. Where practical, re-establish the aircraft laterally and vertically on the published
missed approach procedure, (i.e., straight ahead climb as rapidly as possible, may be all
that is necessary to re-join the missed approach segment. Re-joining a turning missed
approach segment may also be possible if the turn point has not yet been reached.).

3. Adjust aircraft climb performance as necessary for the local environment (i.e., climb
as rapidly as possible to avoid obstructions that were not a factor in the design of the
published missed approach procedure).

4. Maintain visual conditions and re-attempt landing, if practicable.

5. Where available, consider executing the published Obstacle Departure Procedure
(ODP) (or operator established one engine inoperative departure procedure per 14 CFR
Part 91.175(f)(4)) for the relevant runway.

NOTE: ATC applies separation between an aircraft making an instrument approach

(including the corresponding published missed approach procedure, and the missed
approach holding pattern and altitude) and other subsequent arrivals and other known IFR
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aircraft. A published ODP for the relevant runway does not always correspond with the
published missed approach procedure. Additionally, the published ODP does not always
specify an altitude and/or fix at which to hold. Pilots must be aware that separation between
the aircraft and other traffic may not be maintained regardless of the procedure chosen if the
pilot executes a go-around from a point beyond the MAP. Therefore, it is imperative that
pilots advise ATC as soon as possible of his or her intended actions if a landing cannot be
completed.”

p. 07-01-274: AIM Information Regarding ODP Minimum Crossing Altitudes

Tom Schneider, AFS-420, briefed that as requested at the last meeting, he chaired an ad hoc
DP working group that met via telcon on July 8, 2008 to discuss procedure source, charting
and database coding when dual (ATC and MCA) altitudes are required at the same fix. After
lengthy discussion the participants all agreed that the FAA procedure source (8260-Series
Forms) will clearly indicate the purpose when dual restrictions are required at the same
location. All agreed to retain and expand the use of existing policy in FAA Order 8260.46C,
Appendices 5 and 6, which requires that when 2 altitudes are necessary (support both an ATC
altitude and a Minimum Crossing Altitude (MCA)), the “(ATC)” and “(MCA)” suffix icons be
placed adjacent to the altitude on the procedure source and charted accordingly. In situations
where only a single altitude is necessary (lowest altitude available that supports obstacle
clearance, NAVAID and/or Communications reception, and/or airspace requirements), the
“(MCA) suffix icon(s) will not be published. This methodology would not require any changes
to existing charts published with only the one altitude at a fix. It will; however, require a
change to Order 7110.65 and training to ensure controllers are aware that published altitude
restrictions which are not specifically labeled as (ATC) are mandatory and cannot be
canceled. It will also require ATC facilities to review all their SIDs to insure altitude restrictions
are properly defined by determining if they are there for ATC purposes or for other procedure
design requirements. Once that has been determined, the procedure may require revision to
come into compliance with the current standards and criteria. Order 8260.46D, which is
currently under revision will provide expanded guidance. During the discussions, the question
was brought up as to which altitude should be coded into the avionics database when there
are 2 altitudes at the fix (ATC and MCA). It was agreed that the higher (“(ATC)”) altitude
value should be coded because this is what is expected to be flown all the time. If ATC were
to delete the ATC altitude restriction, the pilot can then cross no lower than the charted
“‘(MCA)’altitude at that fix. This would require manual intervention to select the lower altitude
if the avionics system supports both altitudes in the database, or the pilot must comply with
the altitude manually. A follow-on DP working group meeting is planned to finalize any
outstanding issues.

Status: AFS-420 will revise policy and documentation requirements in Order 8260.46D. Item
Open - (AFS-420).

q. 07-02-278: Advanced RNAV (FMS/GPS) Performance of Holding Patterns
Defined by Leg Length

Tom Schneider, AFS-420, briefed the following update as received from Steve Barnes,
Manager, AFS-450, which applies to all open issues relating to holding: “Numerous issues
continued to arise from attempts to utilize the original holding tool for a broader application
than it was originally intended. As a result, this past summer AFS-450 elected to take a new
approach and have a new holding tool developed to better meet our present needs. The initial
date for completion of this new holding tool was October. Due to other requirements during
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this time frame, that date was not met. We are anticipating something to look at and evaluate
in December. As was presented/requested at the last meeting, AFS-450 is in search of the
proper FMS logic to utilize in our modeling for appropriate simulations. Any support the ACF
attendees can provide Dr. Sherri Avery in this matter would be appreciated” - also see related
issues 03-01-247 and 06-02-267.

Status: AFS-450 to continue to work the issue with input from AFS-470 and provide updates.
Item Open (AFS-450/470).

r. 08-01-279: Expected Airplane Performance on Instrument Departure Procedures

Bruce McGray, AFS-410, briefed that the recommended AIM changes presented by Rich Boll,
NBAA, at the last meeting were coordinated through AFS-400 and with slight modifications will
be forwarded for publication in the August 27, 2009 AIM change. The revised text with
changes shown in red is shown below:

Add the new paragraph as 5-2-8(b)2 and re-number current paragraphs accordingly:

ODPs and SIDs assume normal aircraft performance, and that all engines are operating.
Development of contingency procedures, required to cover the case of an engine failure or
other emergency in flight that may occur after liftoff, is the responsibility of the operator.
(More detailed information on this subject is available in Advisory Circular AC 120-91, Airport
Obstacle Analysis, and in the “Departure Procedures” section of chapter 2 in the Instrument
Procedures Handbook, FAA-H-8261-1.)”

Amend paragraph 5-2-8(e)4 to read as follows:
Consider the effect of degraded climb performance and the actions to take in the event of an
engine loss during the departure. Pilots should notify ATC as soon as possible of reduced
climb capability in that circumstance.
NOTE- Guidance concerning contingency procedures that address an engine failure on

takeoff after V1 speed on a large or turbine-powered transport category airplane may be
found in AC 120-91, Airport Obstacle Analysis.

Rich agreed the revised language satisfied the NBAA concern.

Status: AFS-410 will track the requested AIM change for August 27, 2009 publication.
Item Open — Pending Publication (AFS-410).

s. 08-01-281: Cold Temperature Annotations on RNAV (GPS) Approaches

The ACF believes the current guidance in Order 8260.19 satisfies Boeing’s concerns and that
issue can be closed. Mark Ingram will ensure the ACF’s position is relayed to Bill Royce.

Status: ltem CLOSED.

4. New Business: There were no new issues presented at this meeting.
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5. Next Meeting: ACF Meeting 09-01 is scheduled for April 28-30, 2009 with NGA as host
at the USGS facility in Herndon, VA. Meeting 09-02 is tentatively scheduled for October 27-
29, 2009 with ALPA as host at their Herndon facility.

Please note the attached Office of Primary Responsibility (OPR) listing (attachment 1)
for action items. It is requested that all OPRs provide the Chair, Tom Schneider (with

an information copy to Bill Hammett), a written status update on open issues not later
than April 10, 2009 - a reminder notice will be provided.

6. Attachments (2): 1. OPR/Action Listing.
2. Attendance Listing.
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AERONAUTICAL CHARTING FORUM
INSTRUMENT PROCEDURES GROUP
OPEN AGENDA ITEMS FROM MEETING 08-02

OPR AGENDA ITEM (ISSUE) REQUIRED ACTION
AFS-420 92-02-105 (Circling Areas) Provide update on draft criteria
coordination.
AFS-470 92-02-110 (Cold Weather Altimetry) Continue to track issue and develop
consolidated position for PARC.
AFS-470 96-01-166 (Descent Point on Flyby Develop AIM material and provide status
Waypoints. Originally “on course”) report on draft AC 90-RNP.
AFS-470 98-01-197 (Air Carrier Compliance AFS-470: Monitor PARC actions report
With Climb Gradients) progress.
AJR-32 02-01-238 (Departure Minimums and | Revise Order 7930.2 to include SID/STAR
DP NOTAMs) NOTAMSs with all other instrument flight
procedure (IFP) NOTAMs. Report
progress on NOTAM system upgrade.
AJT-22 02-01-241 (Non-radar Level and Ensure controller awareness and
Climbing Holding Patterns) education on what holding patterns are
authorized for CIH.
AFS-450 03-01-247 (Holding Pattern Selection | Continue research/evaluation on the issue
Criteria) and report.
ACF-IPG Chair 04-01-250 (RNAV and Climb Gradient | Follow up ACF-IPG concerns with
Missed Approach procedures) AFS-600 and AFS-800.
AFS-470 04-02-258 (VNAV IAPs using DA(H) AFS-470: Evaluate US-IFPP
AFS-420 and OpSpec C073) memorandum and develop operational
guidance.
AFS-420: Forward FMS vs. GPS question
to US-IFPP.
AFS-420 05-01-259 (Visual Climb Over Airport) | Continue working the issue through the
USIFPP and report.
AFS-450 06-02-267 (Option to Use Standard Assess use of timing in lieu of ATD for
Timing for RNAV Holding Patterns) RNAV in holding pattern study.
AJW-321 06-02-268 (Lack of Graphic Depiction | AJW-321: Continue efforts to correct DP
of Complex ODPs) discrepancies and chart complex ODPs.
AJT-22 07-01-269 (Diverse Vector Areas) AJT-22 and AJE-31: Jointly develop
AJE-31 controller guidance for vectoring
AFS-420 departures.

AFS-420: Develop DVA documentation
policy for Order 8260.46 and track
charting specifications

Attachment 1




AERONAUTICAL CHARTING FORUM
INSTRUMENT PROCEDURES GROUP
OPEN AGENDA ITEMS FROM MEETING 08-02

AFS-420 07-01-270 (Course Change Limitation Monitor issue through the USIFPP.
Notes on IAPs)
AFS-420 07-01-272 (Use of ODP in Lieu of AFS-420: Jointly, with ALPA and NBAA
NBAA Published Missed Approach) develop AIM language to resolve the
issue and forward for publication in
August 2009 AIM change.
NBAA: Provide recommended changes to
associated ATC rules and pilot guidance.
AFS-420 07-01-274 (AIM Information Regarding | Revise policy and documentation
ODP Minimum Crossing Altitudes). Also | requirements in Order 8260.46D. Ensure
includes Issue 08-01-280 (Minimum the ad-hoc working group addresses pilot
Obstruction Clearance Altitudes and ATC training issues and guidance.
Depicted on SIDs)
AFS-450 07-02-278 (Advanced RNAV AFS-450: Address the issue in
AFS-470 (FMS/GPS) Holding Patterns Defined by| conjunction with the holding pattern study.
Leg Length) AFS-470: Provide input on the issue for
the study.
AFS-410 08-01-279 (Expected Airplane Coordinate the NBAA recommended AIM

Performance on DPs)

changes for publication in August 2009
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