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Background/Discussion:   
GLS ground stations have varying service volumes based on installation and siting. Because 
ATC can expect a pilot to join the final approach course (FAC) out past the service volume, 
pilots must use LNAV and VNAV to fly the procedure until inside the service volume. 
Afterwards, the APP mode should be used to complete the approach. Without charting DMax 
pilots have no reasonable way to know whether they need to use LNAV or APP to join the FAC 
nor do they have a reasonable way to know when to abandon the approach (if satellite coverage 
does not support the approach) until they reach the FAF. 
 
 
Recommendations:   
Chart DMax either in the profile or plan view or both. 
 
 
Comments:   
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MEETING 15-02 

Ron Renk, United Airlines, briefed the issue. Ron first described to the audience the process of 
how a GLS approach is flown at Houston. Ron stated that United has flown over 3,000 GLS 
approaches and an unanticipated issue has surfaced. ATC can expect a pilot to join the final 
approach course (FAC) outside the service volume of the GLS ground station. Beyond the 
scope of the GLS signal, pilots must use LNAV/VNAV to fly the procedure. Once within the 
service volume of the GLS signal, they can use the Approach (APP) mode to complete the 
approach. Since pilots don’t know the service volume limit, they have no way to know if they 
should use LNAV or APP mode to join the FAC. Ron recommends that the GLS service volume 
limit, or DMax, be charted on GLS procedures. 
 
Catherine Graham, AFS-470, stated that the GLS service volume is sourced on the airport detail 
sheet that is used by the procedure designer. She stated that it is documented as a distance 
from the antenna. Ron said that it would need to be converted to a distance from threshold for 
charting. 
 
Ron proposed a couple of ideas on how the service volume could be provided to pilots on the 
charts. His first idea was be to provide a feather-like representation (like a localizer) that would 
go out as far as the service volume for a given approach.  His second idea was to add an arc at 
the point along the FAC at the service volume limit.  
 
Discussion continued regarding different depiction ideas for showing the DMax limit. 
Suggestions included showing it as a note, or as a line or symbol across the FAC. The 
preference seemed to be indicate the DMax limit as a note. 
 
Brad Rush, AJV-54, suggested the establishment of a waypoint on the FAC at or just inside the 
DMax limit. The point would include an indicator of (DMax) with the waypoint name. This point 
would be indicated for charting on the Form 8260-3 to support charting and database coding. 
There was consensus of support for this suggestion. The audience agreed both that the GLS 
service volume should be depicted on the charts and that establishment of a labeled waypoint 
on the planview would be a clear method to show it.  
 
Valerie Watson, AJV-553, agreed to create prototype charts for the next ACF for the depiction of 
a waypoint located at the service volume limit (or just inside) accompanied by text indicating 
“(DMax)”. Catherine said that she would work on determining the correct DMax fix placement 
and coordinate with Tom Schneider on changes that would be necessary in FAA Order 8260.19. 
 
STATUS: OPEN  
 
ACTION: Valerie Watson, AJV-553, to develop prototypes for the depiction of a DMax waypoint 

on GLS procedures for consideration at next ACF. 
 
ACTION: Catherine Graham, AFS-470, and Tom Schneider, AFS-420, to work on FAA Order 

8260.19 revisions to support establishment of a DMax waypoint on GLS procedures. 
 

 
 

http://www.faa.gov/air_traffic/flight_info/aeronav/acf/media/Presentations/15-02_RD298_Chrtng_GLS_DMax_Renk.pdf
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MEETING 16-01 

Valerie Watson, FAA/AJV-553, reviewed the issue and showed a prototype approach chart 
depicting the identification of DMax. There was ACF consensus in support of the chart 
depiction.  
 
Tom Schneider, FAA/AFS-420, showed the language that he has drafted for FAA Order 
8260.19H. This language received support and Tom will move to finalize it.  

 
Tony Lawson, FAA/AJV-5441, asked if DMax is documented in the AirNav database and asked 
how a procedure specialist will know where the antenna is located on the airport. Catherine 
Graham, FAA/AFS-470, confirmed that the DMax information is reported on the Airport 
Datasheet that can be pulled from AirNav. 
 
STATUS: OPEN  
 
ACTION: Valerie Watson, FAA/AJV-553, to draft an IACC Requirement Document for charting 

of DMax on IAPs.  
 

ACTION: Tom Schneider, FAA/AFS-420, to proceed with ACF-supported draft FAA Order 
8260.19 language to support procedure documentation for DMax publication. 

 
 
MEETING 16-02 

Valerie Watson, FAA/AJV-553 reviewed the topic. She stated that the IACC Requirement 
Document (RD 769) written in accordance with ACF 16-01 consensus, was submitted for 
coordination, but was placed on hold by request of AFS-400.  
 
Tom Schneider, FAA/AFS-420, stated that AFS-400 has devised a counter proposal. He said 
that rather than specifying a “(DMAX)” point on the procedure source document and the chart, 
Flight Standards would prefer to revise the GLS design criteria so that the Intermediate Fix (IF) 
is always located within the service volume area of the GLS signal. If the IF is always located 
within the service volume, there would be no need to depict the DMax location. He presented 
the revision to Draft Order 8260.58A supporting this counter proposal. 
 
Mike Cipriano, United Airlines, was in attendance representing Ron Renk, United Airlines, 
original proponent of this issue. Mike commented that in some cases, the IF could be as close 
as 7 nautical miles from the runway and that does not give the pilot sufficient time to switch to 
approach mode. He also pointed out that a user could be well within the service volume of the 
GLS when being radar vectored and not be aware of it. Several pilots voiced this same concern. 
Tony Lawson, FAA/AJV-542, said that from a procedure design standpoint, it may not always be 
possible to design a procedure so that the IF is within the Service Volume of the GLS.  
 
Although there was agreement from the majority of the ACF audience that it would be preferable 
to simply identify the DMax point on the chart, as per the original proposal and the consensus of 
the ACF 16-01 audience, representatives from AFS-470 did not agree. 
 

http://www.faa.gov/air_traffic/flight_info/aeronav/acf/media/Presentations/16-01_RD298_DMAX_Prototype_Watson.pdf
http://www.faa.gov/air_traffic/flight_info/aeronav/acf/media/Presentations/16-01-RD298_Draft_8260_text_Schneider.pdf
http://www.faa.gov/air_traffic/flight_info/aeronav/acf/media/Presentations/16-02-RD298-Dmax-8620_language_Schneider.pdf
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Because the original proponent, Ron Renk, was not in attendance, and because AFS-470’s 
counter proposal did not receive the support of the audience, no decision was made.  
Representatives from AFS-470 will connect with Ron and this issue will be discussed again at 
the next ACF before any decisions will be made.   
 
STATUS: OPEN  

 
ACTION: FAA/AFS-470 will arrange to discuss the counter proposal with Ron Renk, United 

Airlines, and report back at the next ACF. 


