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PRILOGA: 
 

USE OF AUTOLAND SYSTEM ON ILS CATEGORY I FACILITIES OR CATEGORY II/III 
FACILITIES WHEN LOW VISIBILITY PROCEDURES (LVP) ARE NOT IN FORCE 

1. Introduction 

1.1 Most ILS installations are subject to signal interference by either surface vehicles or aircraft. 
To prevent this interference ILS critical areas are established near each localizer and 
glideslope antenna. For Category II and III ILS installations, additionally an ILS sensitive area 
is established. The critical areas are restricted from all vehicle or aircraft operation when the 
ILS is being used, or at least when an aircraft is inside the Outer Marker or equivalent position. 
At US airports the LLZ and GP critical areas will be protected when weather at the airport is 
reported less than 800 feet ceiling and/or visibility is less than 2 miles with an aircraft inside the 
OM or equivalent position. 

1.2 The ILS sensitive area is protected from all surface vehicles and aircraft when ILS Category II 
or III operations are conducted or anticipated. This typically takes place when landing 
operations are conducted with RVR less than 600 m or with a ceiling of less than 200 feet. At 
US airports the sensitive area is called the ”ILS critical area” (not to be confused with the LLZ 
or GP critical areas which are smaller). The US ILS critical area is protected during the 
corresponding conditions. The operators need to inform their pilots about the differences in 
terminology which are summarised in the following Table: 

ICAO/JAA US 
ILS Critical Area(s) LLZ & GP Critical Areas 
ILS Sensitive Area ILS Critical Area 

Note: Appendix 1 to JAR-OPS 1.455 at Sub-para (b)(2)(x) refers to the requirement for the Localiser Sensitive Area to 
be protected. A future NPA will propose that this be changed to the ILS Sensitive Area 

1.3 LVPs on an aerodrome basically have two main objectives: to prevent collisions involving an 
aircraft on the aerodrome and to ensure that the ILS sensitive area is protected. To find out if 
LVPs are in force, the pilots need to contact ATC or listen to the ATIS. 

1.4 When the LVPs are not in force, ILS beam bends may occur because of vehicle or aircraft 
interference. Sudden and unexpected flight control movements may occur at a very low 
altitude or during the landing and rollout when the autopilot attempts to follow the beam bends. 
A Category I ILS is not required to support autoland operations although it is recognised that 
some Category I ILS facilities can support autoland operations. Unless specifically mentioned 
in the AIP, it must be assumed that ILS signals to Category I runways are not flight inspected 
below 100 feet AGL, and therefore guidance signal anomalies may be encountered below this 
altitude without advance warnings. 

2. Autoland operational considerations 

2.1 Autoland operations are performed as follows: 

(i) For actual Category III operations 

(ii) For actual Category II operations with Category D aeroplanes when using an RVR less 
than 350 metres 

(iii) For crew qualification and recency 

(iv) For operational demonstration and in-service proving 

(v) For system verification (scheduled maintenance and corrective maintenance). 

2.2 Additionally, operators recommend their pilots to perform autoland operations in order to 
reduce crew work load, in particular during marginal weather conditions. 

2.3 Cases (i) and (ii) above require the full protection of the ILS, whereas in the other cases, 
Category I standard is acceptable, provided that the commander is informed. In the latter 
cases the crew will be expected to have sufficient visual references to detect and correct any 
deviations form the expected flight path. 

2.4 For Case (iii), Change 1 to JAR-OPS 1 has reduced the instances where autoland is required 
by removing the need to perform autoland in the aeroplane for crew qualification purposes. 
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This includes initial and recurrent training and checking as well as maintaining recency. Flight 
Simulators may be used instead. 

2.5 For Case (iv), an NPA proposal will reduce the number of automatic landings required by the 
operators when introducing a new aeroplane type. A proportion of these landings may 
currently be done on Cat I facilities and are done so for practical reasons. This proposed rule 
change will reduce the number of autolands significantly. As a compensation, this work 
includes a requirement to verify the autoland capability for all combinations of 
airframe/onboard equipment and runways and ground equipment. These automatic landings 
will need to be done in Category I or II conditions. In order to reduce the burden on operators 
and aerodromes, it would be beneficial if operators using the same type of 
airframe/equipment/procedures, could take credit for each other experiences. (This is included 
in the draft NPA OPS but one problem is how to retrieve this information. It has been 
suggested that aerodromes and aircraft operators co-operate in establishing a database, e.g. 
on the Internet (similar to that done by the FAA)). 

3. The problems and potential risks of performing auto-land operations on ILS facilities or 
runways not meeting CAT II/III standards 

3.1 Where the ILS Autoland system is to be used on an ILS facility not meeting the CAT II/III 
standards, it should be realised that a number of factors may influence the accuracy of the 
localiser signal: 

(i) Since the ILS sensitive area protection is not assured, other aircraft and vehicles may 
cause disturbance to the localiser signal 

(ii) Switch-over time of the ground aids may not be in accordance with the requirements for 
Cat III 

(iii) The pre-threshold terrain may contain irregularities which may cause abnormal autopilot 
behaviour 

3.2 The quality of the ILS signal may not support an automatic coupling since this is not a 
requirement for a CAT I ILS. In some cases where known inadequacies of the ILS are present, 
this will be mentioned in the AIP. 

3.3 Sudden and unexpected flight control movements may occur at a very low altitude or during 
the landing and rollout when the autopilot attempts to follow the beam bends. 

4. Operational procedures to ensure the safety of autoland 

4.1 When autoland operations are conducted, the operational procedures should be used fully 
regardless of the weather conditions. 

4.2 Flight crews should be alert to the possibility of abnormal autopilot behaviour and guard the 
flight controls (control wheel, rudder pedals, and thrust levers) throughout all automatic 
approaches and landings. They should be prepared to disconnect the autopilot and manually 
land or go-around. Attempts to override the autopilot in lieu of a disconnect is not 
recommended due to the forces required to overpower the autopilot servos. 

4.3 The ATC should be informed about the intention to conduct an autoland. Such information 
should not be taken as a request for or expectation of the protection of the ILS but is merely 
given to enhance the possibility for ATC to inform the flight crew of any known or anticipated 
disturbance. 
Note: In some States, the hours where practice autoland operations can expect full protection of the ILS sensitive 
area, are published in the AIP. 

4.4 The operator should include the appropriate instructions in the Operations Manual. 

 




