
Q3202 
WORKSHEET 

 
Planned Route: 
Takeoff: KNSE, RWY 05 
Altitude: 16,000’ 
Route:  Radar departure from KNSE NUN 
Approaches: KNPA HI-VOR RWY 19 (circle to 7L) 
  RVFAC ILS Z RWY 7L 

RVFAC LOC/DME RWY 7L 
 

 (Time permitting, work on approaches (PAR, ASR, BFI) from the next event to allow 
more focus on the FMS during the Q3203). 

 
 Prerequisites: 
-Q3201 
-SY0302 FMS Trainer 2 
 
Syllabus Notes: 
-Should be flown in the OFT 
 
Special Syllabus Requirements: 
-None 
 
Discuss Items 
 

a. RVFAC 
 NATOPS  Radar approach pattern, speeds and configurations 
 FTI procedures (recommended) 

 
b. ILS 

 T-6B CDI functionality 
 FTI procedures (recommended) 
 

c. Localizer 
 FTI procedures (recommended) 

 
d. High Altitude approach 

 NATOPS Penetration descent procedure 
 NATOPS Penetration descent chart (time, fuel, distance) 
 FTI procedures (recommended) 

 
e. Any emergency procedure. 
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  CNATRAINST 1542.165B IUT T-6B NATOPS – Instrument 
Q3200 Block 

  
IUT NATOPS GRADE SHEET          DATE __________________     INSTRUCTOR  __________________________ 
 
MEDIA:  OFT/UTD   VT- ________    BRIEF TIME: ________    NAME: ___________________________    EVENT:_________  

 CTS 
REF 

MANEUVER                                                                       

  MIF Q3201 Q3202 Q3203  
1 GENERAL KNOWLEDGE / PROCEDURES 3+ X X X  
2 EMERGENCY PROCEDURES 3+ X X X  
3 HEADWORK / SITUATIONAL AWARENESS 3+ X X X  
4 BASIC AIRWORK 3+ X X X  
5 IN-FLIGHT CHECKS / FUEL MANAGEMENT 3+ X X X  
6 IN-FLIGHT PLANNING /  

AREA ORIENTATION 
3+ X X X  

7 TASK MANAGEMENT 3+ X X X  
8 COMMUNICATION 3+ X X X  
9 MISSION PLANNING / BRIEFING / 

DEBRIEFING 
3+ X X X  

10 GROUND OPERATIONS 3+ X X X  
11 TAKEOFF 3+ X X X  
12 DEPARTURE 3+ X X X  
44 HOLDING 3+ X    
45 ENROUTE PROCEDURES 3+ X    
46 ENROUTE DESCENT 3+ X    
47 HIGH-ALTITUDE APPROACH 3+  X   
48 TEARDROP APPROACH 3+     
49 ARCING APPROACH 3+ X    
50 HILO APPROACH 3+ X    
51 PROCEDURE TURN APPROACH 3+ X    
52 RVFAC APPROACH 3+  X   
53 GPS APPROACH 3+   X  
54 PAR APPROACH 3+   X  
55 ASR APPROACH 3+   X  
56 VOR FINAL 3+ X    
57 ILS FINAL 3+  X   
58 LOC FINAL 3+  X   
59 GPS FINAL 3+   X  
60 BACKUP FLIGHT INSTRUMENT APPROACH 3+   X  
61 CIRCLING APPROACH 3+  X   
62 MISSED APPROACH 3+ X    
63 TRANSITION TO LANDING/LANDING 3+  X X  

 Note: 
Q3201 may be flown in OFT or UTD; Q3202-3 should be flown in OFT. 
 
Discuss Items: 
Q3201 
Holding, enroute descent, missed approach, teardrop approach, arcing approach, HILO approach, and 
procedure turn approach. 
 
Q3202 
RVFAC, ILS, localizer, high-altitude approach, and circling approaches. 
 
Q3203 
PAR, ASR, no-gyro final, backup flight instrument approach, and GPS approaches. 
 

1542.165B   Rev 03/16/2017 
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AIR FORCE TO 1T-6B-1
NAVY NAVAIR A1-T6BAA-NFM-100

2-25
 

CIRCLING APPROACH

Minimum recommended speed prior to final approach is 115
KIAS with gear down and flaps set to TO.

MISSED APPROACH
Smoothly advance PCL to MAX power and retract the speed
brake (if extended). Set attitude to 10-15° nose high and exe-
cute air traffic control (ATC) missed approach procedure.
Maintain the landing approach speed until clear of obstacles.
Reduce power as required to preclude excessive nose high
attitude in actual instrument conditions. Refer to the After
Takeoff checklist.

NOTE
Selection of MAX power automatically
retracts the speed brake.

BEFORE LANDING
Refer to Appendix A for recommended landing data. The
flaps may be set to TO prior to lowering gear.

NOTE
Prior to landing, set pressurization switch to
DUMP if landing field elevation is above
7500 feet MSL.

1. DEFOG switch - OFF
2. Engine instruments - Check
3. Gear  - DOWN (BOTH) 

(Check three green annunciators illuminated)
4. Brakes  - Check, as required (Verify positive pressure

by actuating toe brakes)
5. Flaps  - As required (BOTH)
6. Speed brake - Retracted

NOTE
• Setting flaps to TO or LDG automatically

retracts the speed brake.

• If conditions require, the pilot may select
defog during climbout from missed
approach, go around/waveoff, or touch and
go.

GO AROUND/WAVEOFF

The decision to go around/waveoff should be made as early
as possible. Go around/waveoff procedures are similar to
missed approach. Refer to the After Takeoff checklist.

Figure 2-7. Typical Radar Approach

PT02D 
972573AA.AI

                             NOTE 
 
THESE PROCEDURES ARE NOT INTENDED TO 
LIMIT THE PILOT'S PREROGATIVE TO ALTER 
AIRSPEEDS AND CONFIGURATIONS  TO MEET 
EXISTING CONDITIONS.

DOWNWIND 
            150-200 KIAS 
             CLEAN

BASE 
            120-150 KIAS   
            GEAR - AS REQUIRED 
            FLAPS - AS REQUIRED

FINAL 
            100-120 KIAS 
            GEAR  -  DOWN 
            FLAPS - AS REQUIRED
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CHAPTER EIGHT PRIMARY INSTRUMENT NAVIGATION T-6B 
 

 
819.  RADAR VECTORS TO FINAL APPROACH COURSE (RVFAC) 

 
General 

 
Navigate to the final approach course following controller instructions. 

 
Description 

 
Radar vectors to final approach course is a procedure used by approach control to increase the 
arrival rate of aircraft by providing vectors onto the final approach course through the most 
expeditious routes consistent with traffic situations. 

 
Although this routing does expedite arrival at your destination, it has one characteristic of which 
you should be aware – the lack of published minimum altitudes until joining a segment of a 
published approach.  Approach control has the statutory responsibility for ensuring terrain 
clearance while vectoring you for the approach.  This is done using Minimum Vectoring Altitude 
(MVA) charts superimposed on radar displays. 

 
NOTE 

 
Pilots should never fully relinquish the responsibility for terrain 
clearance to an outside agency.  Maintain situational awareness 
and crosscheck terrain clearance altitude by using available 
NAVAIDS and charts. Never blindly follow vectors from a 
controller.  Be aware of what lies ahead on your assigned heading. 
If in doubt, query the controller. 

 
Procedure 

 
Fly 200 KIAS on downwind and 150 KIAS on base.  If being vectored on an extended final or 
extended dog-leg to final, maintain 200 KIAS until within 15 NM of the airport (Figure 8-16). 

 
1. Tune and identify the appropriate NAVAID. 

 
2. Check the PFD is configured properly. 

 
3. Set the final approach course into the CDI. 

 
4. Follow radar vectors given by approach control. 

 
5. If a lower altitude is assigned, perform a terminal descent. 

 
6. Transition to BAC: 

 
a. When  within  5  NM  of the FAF and  aircraft  heading is  within  90º  of the final 

approach course. 
 
 
 

8-32 TERMINAL PROCEDURES 
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PRIMARY INSTRUMENT NAVIGATION T-6B CHAPTER EIGHT 
 

 
b. Once established on the FAC and cleared for the approach if no FAF is depicted. 

 
7. When cleared for the approach, maintain the last assigned altitude and heading given by 
ATC until established on the approach.  As the CDI begins to center, and you are cleared for the 
approach, you are expected to turn onto the final approach course and track inbound. 

 
8. Once established inbound, comply with the remainder of the Low Altitude 
Instrument Approach Procedures. 

 
Common Errors 

 
1. Poor orientation, loss of SA. 

 
2. Not setting the correct NAV source in the PFD. 

 
3. Failure to transition to BAC at the appropriate time. 

 
4. Failure to intercept the approach course once cleared for the approach.  Be alert for 
CDI movement and lead the turn sufficiently to roll out on course. 

 

 
 

Figure 8-16  RVFAC (FAF Depicted) 
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Extended Straight-in 
200 KIAS until 15 nm from airport 

Extended Dog-Leg to final 
200 KIAS until 15 nm from airport 

Base leg 
150 KIAS 

*Transition to BAC when 5 nm 
from the FAF and aircraft heading 
is within 90° of the FAC 

 
*If no FAF is depicted, transition to 
BAC when established on FAC 
and cleared for the approach 

Downwind 
200 KIAS 
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820.  HIGH ALTITUDE APPROACH 

Description 

A high altitude instrument approach enables an aircraft to transition from the high altitude 
structure to the final approach course for landing.  These approaches are routinely executed by 
high performance military aircraft into military aerodromes to maintain efficient fuel 
consumption, higher TAS, and to avoid low altitude weather until closer to the destination. 

The procedures used to execute a High Altitude Instrument approach combine a penetration 
descent with Instrument Approach Procedures (typically a Teardrop, Arcing, or Straight-In 
approach). For this reason, High Altitude approaches normally require higher indicated 
airspeeds and rates of descent until the transition to BAC. Once the aircraft is configured to 
BAC, procedures for both High and Low Altitude Instrument approaches are the same. 

Procedure 

Assume cleared for the HI-VOR RWY 19 (KNPA) (Figure 8-17). 

1. Inbound to the IAF, complete the Descent Checklist.

2. At the IAF, execute the 6 Ts:

a. TIME - Not required.

b. TURN - Turn in the shortest direction to parallel the penetration course (327°).

NOTES 

1. The penetration course is depicted on high altitude IAP charts
by a bold–dotted track (Figure 8-17). 

2. If the outbound course is more than 90° from the course used
inbound to the IAF, turn to an intercept heading not to exceed 45°. 

c. TIME - As required.

d. TRANSITION - Initiate the penetration by reducing power as required to meet a
target descent rate (2000-4000 FPM). Fly 200-250 KIAS, use speed brake as
required.

e. TWIST - Set the appropriate course in the CDI (327°) and establish an intercept 
heading (if not previously accomplished).

f. TALK - Make the appropriate report if required.

8-34 TERMINAL PROCEDURES 
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PRIMARY INSTRUMENT NAVIGATION T-6B CHAPTER EIGHT 
 

 
3. Manage energy to comply with all course, altitude, and DME restrictions. Approximately 
1000’ prior to level-off from penetration, reduce rate of descent to 500-1500 fpm.  Level 
segments of the penetration may be flown at normal cruise. 

 
a. Teardrop Penetration 

 
– At one-half your initial altitude or reaching the published penetration turn, fly 

the penetration turn in the published direction.  Use 30º AOB for turns during 
the penetration.  During the last half of the turn, note the position of the head of 
the bearing pointer: 

 
1). If the head of the bearing pointer is not within 5º of the inbound course, 

stop the turn with a 45º intercept. 
 

2). If the head of the bearing pointer is within 5º of the inbound course, 
continue the turn and roll out with a double-the-angle intercept. 

 
b. Penetration including an Arcing Maneuver 

 
–   When intercepting an ARC, or a radial from an ARC, at speeds that preclude the 

use of a full SRT, using 1.0% of the groundspeed for the lead computations will 
allow for a ½ SRT.  In either case, do not exceed 30° AOB. 

 
NOTE 

 
Some high altitude approach charts have penetration instructions 
printed in the profile view of the approach chart.  Review and 
comply with all printed instructions. 

 
4. Once established inbound, comply with the remainder of the Low Altitude Instrument 
Approach procedures. 

 
NOTE 

 
High altitude approach charts do not contain landing minimums for 
category B aircraft.  T-6Bs should use category C minimums. 
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Figure 8-17 High Altitude Approach (KNPA) 
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Examples: 

Figure 9-2 ILS RWY 22L (KLFT): 

1. Feeder fix LFT, 035° Course at 2100’ until established on the localizer, I-LFT, then to IAF
LAFFS for the Procedure Turn approach (PT). 

2. Direct to LAFFS IAF using the GPS until established on the localizer then using the
Procedure Turn approach (PT) . 

3. Straight-In approach from BEDDY.

Figure 9-2a ILS or LOC RWY 32 (KDHN) 

1. IAF OALDY, Heading, 273° at 2600’ until established on the localizer I-DHN.

2. IAF RRS, for the Teardrop approach (TD).

3. IAFs IVGIF or ZUTAG, for the Arcing approach.

Figure 9-2b ILS Z or RNAV (GPS) RWY 14 (KNSE) 

1. IAF MERTY, for the “Holding-in-lieu of Procedure Turn” (HILO) approach.

2. IAF PENSI, for the GPS approach.

System characteristics 

When a localizer frequency is tuned into the VHF NAV, several differences exist from when a 
VOR station is tuned. 

1. PFD Source option of LOC becomes available (VOR option is removed).

2. When the PFD Source is selected to LOC, the localizer Course/Glidepath scales will appear
on the PFD.  When a good signal is being received, the associate Course/Glidepath marker 
(Green Diamonds) will appear. 

3. The Morse code identifier will consist of four letters, of which the first letter will always be
“I”. 

4. The CDI will be 4 times more sensitive than the VOR (1.25° per dot, 2.5° full scale).

9-10 FINAL APPROACH PROCEDURES 
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NOTE 

As you near the localizer transmitter the CDI responsiveness will 
increase significantly. Establishing a tracking solution prior to the 
FAF is crucial. Inside the FAF full scale deflection can happen 
very quickly if drift is not corrected in a timely manner. If the CDI 
is not centered, correct immediately; however, to avoid chasing the 
course when between the FAF and MAP, keep the heading changes 
close to the wind corrected heading (WCH). (Increments of 5° or 
less are usually sufficient.) 

5. The localizer signal is transmitted at the far end of the runway.  It is adjusted for a course
width of (full scale fly-left to a full scale fly-right) of 700 feet at the runway threshold (on the 
approach end). 

6. Normal CDI sensing will be available only if the front course is set into the CDI. The front
course is the FAC depicted for the ILS/LOC approach procedure.  (On approaches titled “LOC 
BC” the depicted FAC is the back course and will result in reverse sensing if set into the CDI). 

NOTE 

On aircraft without reverse sensing capability (such as the T-6B), 
when a localizer frequency is tuned, selecting the front course on 
your Course Deviation Indicator (CDI) will prevent reverse sensing 
(the need to fly away from needle deflection in order to return CDI 
to center). With the front course set, the CDI will deflect in the 
proper direction, whether you are on a back course or outbound on 
a front course. 

7. The course and glideslope indicators are reliable only when (1) their warning flags are not
displayed (red X in the PFD display), (2) The localizer identifier is received, and (3) the aircraft 
is within the usable range of the equipment (green diamonds present). 

8. The localizer (course) signal is considered reliable within 18 miles of the transmitter within
10° of the course centerline, or 10 miles from the transmitter within 35° of the course centerline, 
unless the published approach depicts a transition point at a farther distance. Once established 
within the “usable range,” the Green Diamond should appear on the PFD course scale. 

9. The glideslope is considered reliable within 10 miles of the transmitter, provided the
aircraft is on the localizer course.  Once established within the “usable range,” the Green 
Diamond should appear on the PFD glideslope scale. 

FINAL APPROACH PROCEDURES 9-11 
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Procedure 

Comply with the appropriate “Transition Procedure” to establish the aircraft onto or near the 
Localizer course.  Pilots should tune the VHF NAV receiver to identify and monitor the 
localizer identification signal as soon as practical during the transition procedure. D LIDS is 
an effective memory aid for setting up the ILS or LOC approach. 

Use Figure 9-2 for the following example where the aircraft is on downwind, being radar 
vectored to final for the ILS approach to runway 22L at KLFT. One of the advantages of 
radar vectors to final for the ILS or LOC approach is the VHF NAV is free to be set up well in 
advance of final. 

1. As soon as practical (prior to localizer interception), set NAVAIDS. Perform D LIDS
check. 

D - DME Hold - Set (N/A in this example.  DME is provided from the localizer’s paired 
frequency Chan 32) 

L - Localizer Frequency - Tune, ID and monitor (I-LFT 109.5) 

I - Inbound Course - Set CDI to FAC (front course 216°) 

D - Display - Set PFD Source to LOC 

S - Speed - Appropriate for transition procedure (RVFAC downwind 200 KIAS) 

2. Transition to BAC in accordance with the associated transition procedure.

Methods for determining 5 nm from the ILS FAF

a. DME (not all ILS approaches provide DME)

b. ATD from a GPS waypoint (from an approved FMS database)

c. Controller provided radar identification

d. Established at the published glideslope intercept altitude and the glideslope indication
is “alive” (green diamond first starts to move down from the top of the glideslope
scale on the PFD).

Alternate method for BAC transition: Set descent power (24%) within 5 nm of the FAF and 
allow the aircraft to slow towards 120 KIAS. Transition to BAC once the glideslope diamond 
indicates 1 ½ to 1 dot prior to glideslope intercept.  If this transition is timed well, the aircraft 
will reach 120 KIAS as the glideslope is intercepted and the descent will require only small 
power changes from the FAF to the MAP. 

FINAL APPROACH PROCEDURES 9-13 
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NOTE 

If the CDI indicates full-scale deflection prior to the FAF, 
re-intercept the FAC.  If unable to return to “On-scale” indication 
by the FAF, do not descend below the depicted glideslope intercept 
altitude. 

3. At glideslope intercept, set power to 24% and descend to the DA/DH (238’ MSL,
200’ AGL) on course and glideslope. 

NOTES 

1. 24% power is an approximate setting based on a 3°
glideslope with no-wind.  Other glideslope angles and/or 
headwind/tailwind components will require adjustments in power 
as necessary to maintain the glideslope. 

2. The glideslope angle (GS) and Threshold Crossing Height
(TCH) are listed in the Profile view of the approach plate 
(GS 3.00°, TCH 54’ in our example). 

3. Power controls rate of descent (glideslope) and nose attitude
controls airspeed; however any change to one will affect the other. 
For example, if slightly below glideslope and 10 KIAS fast, 
adjusting nose up to correct the airspeed will also reduce the rate 
for descent and aid in returning to an “on glideslope” condition. 

4. At the non-precision FAF (Maltese cross) start backup timing if available (LAFFS I-LFT
7.3 DME, time for 2:57 with 120 KTS groundspeed). 

NOTE 

Maintain careful course and glideslope control between the FAF 
and DA/DH.  Comply with the following constraints: 

Glideslope. 

If more than 1 dot below the glideslope: 

Restrict altitude to not lower than the published localizer MDA until glideslope is reestablished 
or the non-precision MAP is reached. 

If more than 2 dots above the glideslope: 
Continue inbound but revert to the non-precision localizer approach procedures. (Do not exceed 
stabilized descent parameters for a non-precision approach in attempt to reestablish the 
glideslope). 
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Course. 

 

If full scale CDI defection occurs between the FAF and DA/DH: 
 

Simultaneously turn to reestablish and track the localizer course to the non-precision MAP, while 
climbing to the missed approach altitude, except when a maximum altitude is specified between 
the final approach fix (FAF) and the MAP.  In that case, comply with the maximum altitude 
restriction. Upon reaching the non-precision MAP, comply with the published missed approach 
or ATC assigned climb-out instructions. 

 
5. Upon reaching the DA/DH, if the runway environment is in sight and a safe landing can be 
made, continue descent and transition to landing.  If not, execute the missed approach. 

 
NOTE 

 
During low visibility operations (dark night) when the runway 
environment is in sight prior to the DA/DH, continuing to 
reference the glideslope indicator or available Visual Glide Slope 
Indicator (VGSI) systems will help avoid becoming too high or 
low for a safe landing transition. 

 
Common Errors 

 
1. Failing or late to perform D LIDS check. 

 
2. Flying through the FAC (missing the turn to final). 

 
3. Not starting back-up timing when appropriate. 

 
4. Overcorrecting/inappropriate inputs for course and glideslope. 

 
5. Continuing the approach to DA/DH with CDI at full scale inside the FAF. 

 
6. Utilizing wrong minimums for DA/DH. 

 
7. Leveling off at DA/DH. 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

FINAL APPROACH PROCEDURES 9-15 



CHAPTER NINE PRIMARY INSTRUMENT NAVIGATION T-6B 
 

 
 

 
 

Figure 9-3  ILS Z or LOC/DME RWY 13R (KNGP) 
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903.  LOCALIZER APPROACH 

 
General 

 
A localizer approach is a non-precision approach that utilizes the localizer component of the ILS 
system to provide accurate course guidance to the runway centerline. The process of 
establishing the aircraft onto the FAC and localizer characteristics are exactly the same as those 
discussed for the ILS approach. 

 
Once established on the final approach course, the procedures closely reflect those used for other 
non-precision approaches. 

 
On approaches titled ILS or LOC, where the glideslope information is not used, or is unavailable, 
non-precision rules and minimums apply. 

 
Procedure 

 
Comply with the appropriate “Transition Procedure” to establish the aircraft onto or near the 
Localizer course.  Pilots should tune the VHF NAV receiver to identify and monitor the 
localizer identification signal as soon as practical during the transition procedure. D LIDS is 
an effective memory aid for setting up the ILS or LOC approach. 

 
Use Figure 9-3 for the following example; assume the aircraft is on downwind, being radar 
vectored to final for the LOC/DME approach to runway 13R at KNGP. One of the advantages of 
radar vectors to final for the ILS or LOC approach is the VHF NAV is free to be set up well in 
advance of final. 

 
1. As soon as practical (prior to localizer interception), set NAVAIDS.  Perform D LIDS 
check. 

 
D - DME Hold - Set (114.0 in this example.  DME is provided from the TRUAX 
VORTAC). 

 
L - Localizer Frequency - Tune, ID and monitor (I-NGP 111.3) 

 
I - Inbound Course - Set CDI to FAC (129°) 

 
D - Display - Set PFD Source to LOC 

 
S - Speed - Appropriate for transition procedure (RVFAC Downwind 200 KIAS) 

Comply with the appropriate transition procedure until established on the localizer final. 

2. Transition to BAC in accordance with the appropriate transition procedure. 
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NOTE 

 
If CDI indicates full-scale deflection prior to the FAF, re-intercept 
the FAC. If unable to return to “On-scale” indication by the FAF, 
do not descent below the FAF altitude. 

 
3. At the non-precision FAF (Maltese cross at GEMJO I-NGP 5.7 DME) perform the 6 Ts: 

 
a. TIME - Start timing. (Will be needed as a back-up to ID the MAP in the event of 

DME failure.) 
 

b. TURN - As required to continue tracking the localizer course. 
 

c. TIME - Not required. 
 

d. TRANSITION - Set approximately 15% torque, trim for 120 KIAS descent to next 
segment altitude or MDA, as required. 

 
NOTE 

 
Adjust pitch to maintain airspeed; use power as required to 
maintain a stabilized rate of descent not to exceed 1000 fpm. 

 
e. TWIST - Ensure Front course is set in the CDI, continue tracking. 

 
NOTE 

 
If full scale CDI defection occurs between the FAF and the MAP, 
simultaneously turn to reestablish and track the localizer course to 
the non-precision MAP, while climbing to the missed approach 
altitude, except when a maximum altitude is specified between the 
final approach fix (FAF) and the MAP.  In that case, comply with 
the maximum altitude restriction.  Upon reaching the non-precision 
MAP, comply with the published missed approach or ATC 
assigned climb-out instructions. 

 
f. TALK - Give appropriate voice report if required. 

 
4. Approximately 100’ prior to the LOC MDA (360’ MSL) - set approximately 42% torque 
and transition to level flight at or above MDA.  Continue tracking to the MAP (I-NGP 1.4 DME, 
backed-up with 2:09 timing). 

 
5. If runway environment is in sight and a safe landing can be made, maneuver to land.  If not, 
execute the missed approach. 
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Common Errors 

 
1. Failing or late to perform D LIDS check. 

 
2. Flying through the FAC. 

 
3. Not starting back-up timing when appropriate. 

 
4. Overcorrecting/inappropriate inputs for course. 

 
5. Continuing the approach to MDA with CDI at full scale inside the FAF. 

 
6. Utilizing wrong minimums for MDA. 

 
7. Executing missed approach upon reaching MDA vice waiting for MAP.  

904.  BACK COURSE LOCALIZER APPROACH (LOC BC) 

Description 

A variant of the LOC approach is the LOC-BC or “back course” approach.  Localizer antennae 
are positioned at the opposite end of the runway from the front course approach direction and 
are aligned with the runway centerline.  Every localizer transmitter radiates a signal in two 
directions, one being the “front course” and the other being the “back course.” For example, 
the localizer antenna for an ILS system for RWY 26 (FAC 260°), would be located off the 
approach end of RWY 8.  It radiates a front course for RWY 26.  The back course radiates for 
RWY 8.  If an IAP has been charted for this back course, then you can fly it just as you would a 
LOC approach, with one important exception: You must set the front course in the CDI.  If 
the front course is not used, the CDI will give reverse sensing. 

 
Procedure 

 
Comply with the appropriate “Transition Procedure” to establish the aircraft onto or near the 
Localizer course.  Pilots should tune the VHF NAV receiver to identify and monitor the 
localizer identification signal as soon as practical during the transition procedure. D LIDS is 
an effective memory aid for setting up the ILS or LOC approach. 

 
Use Figure 9-4 for the following example where the aircraft is executing the LOC BC approach 
to runway 16 at KCLL from IAF YOBUR.  In this case the CLL VOR will be required for the 
arcing maneuver until just prior to the localizer final. 

 
1. As soon as practical, perform D LIDS check. (The lead radial LR-344 would be useful in 
determining when to start D-LIDS.) 

 
D - DME Hold - Set (N/A in this example.  DME is provided from the I-CLL paired 
frequency, Chan 42(Y).) 
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NOTENOTE
With canopy defog ON, expect an increase in
ITT of up to 40 °C for a given PCL setting.
Cockpit noise will also increase. Perfor-
mance will decrease with defog on. A DUCT
TEMP indication is likely at climb or cruise
power with canopy defog ON and cockpit
temperature controller set to AUTO or MAN-
UAL HOT. Refer to Environmental Systems
Duct Overtemp procedure in Section III.

3. Vent control lever - As required
4. Pressurization system - Check 

NOTE
If readings other than 3.6±0.2 psi are encoun-
tered at or above 18,069 feet PA, notify main-
tenance.

OPERATIONS CHECK
At initial level-off and periodically during the flight, perform
the following checks:

1. Hydraulic pressure - Check
2. Electrical systems - Check
3. Fuel quantity/balance - Check
4. OBOGS  - Check (BOTH)

(Check flow indicator for normal operation) 
5. Engine instruments - Check
6. Pressurization - Check

PRE-STALLING, SPINNING, AND 
AEROBATIC CHECKS

1. Loose items -  Stowed (BOTH)
2. Engine instruments - Check

(Verify caution and warning messages are extin-
guished.)

3. Fuel balance - Check less than 50 pounds

DESCENT
The descent checklist is intended to be executed prior to
entering the terminal environment after aerobatics have been
performed or after transiting greater than 100nm. The rec-
ommended enroute descent procedure is power and configu-
ration as required (200-250 KIAS) and descent rate of 4000
fpm. Descent rates will increase significantly (8000-11,000
fpm) with idle power and speed brake extended. For maxi-
mum range descent profiles, refer to Appendix A.

1. PFD - Check (BOTH)
2. Altimeters - Set (BOTH)
3. MASTER ARM switch - As required 
4. DEFOG switch - As required
5. Vent control lever - As required

HOLDING
The recommended holding speed is 125-150 KIAS in clean
configuration but no slower than maximum endurance speed
of 125 KIAS. When fuel endurance is a factor, refer to the
Maximum Endurance data in Appendix A.

INSTRUMENT APPROACHES
Refer to Figure 2-6 for a typical instrument approach. The
aircraft is considered Category “B” for determination of
instrument approach minimums.

PENETRATION DESCENT

For a penetration descent, retard the PCL as required to meet
a target descent rate (2000-4000 fpm). Attain 200-250 KIAS
and use speed brake as required.

LOW ALTITUDE APPROACH

Normally fly instrument approaches at 120-150 KIAS. Prior
to the final approach fix, ensure the landing gear is down and
flaps are set to TO, and slow to a minimum of 110 KIAS.
With the field in sight and departing the MDA, DA, or DH,
slow to 105 KIAS minimum, or the pilot may select landing
flaps and slow to 100 KIAS minimum.

Fly GPS approaches using the above airspeeds and configu-
rations.

The GPS always displays distance to the
active waypoint. During GPS approaches,
this distance may not be the same as the pub-
lished DME distance on the instrument
approach procedure.

RADAR APPROACH

Figure 2-7 shows a typical radar approach. Maintain 150-
200 KIAS in clean configuration on radar downwind. Slow
to 120-150 KIAS on base leg. Prior to glideslope intercept,
ensure that landing gear are down and set flaps as required.
Fly final approach at 100-120 KIAS. 
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Figure A7-3. Penetration Descent
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