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NORFOLK, VA
ILS or LOC Rwy 5

NORFOLK Tower | Ground
20.8
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NORFOLK INTL

ATIS
127.15
LoC Final PEAAY ILS J———
IORF Apch Crs ; , DA(H) P
109.1 047° [1600°0574) | 9967500 | ToZE 26'

missep APcH: Climb to 2000’ direct CCV VOR and hold.

Alt Set: INCHES Trans level: FL 180 Trans alt: 18000’
1. DME or Radar required. 2. Radar required for procedure entry. 3. Glide Slope
unsuable for coupled approach below 744’. 4. VGSI and RNAV glidepath not coincident
(VGSI angle 3.00° /TCH 71"). MSA ORF VOR
T T T
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NORFOLK (KORF)
ILS RWY 5

Nestled into the coastal Virginia airspace, this approach holds a few tricks.
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A TRIP INTO Norfolk, Virginia (KORF), might just find
you flying the ILS or LOC Runway 5 on a drippy, low,
overcast day like I needed to do a couple of years ago ILS DME 7 D39 IORF

when dropping off friends for a series of meetings. Nor- (047t_! 09.1 I_ORO RADA?\F[X
folk’s primary airport sits nestled in some pretty active can easily mix up ex- ¢ 7538’
airspace with a variety of airports nearby, so expecta | actly what they need N

O RADAR REQUIRED
Many approaches have a

method to establish onto
the approach without the
use of ATC vectoring as-
sistance. This approach
does not. Note 2 specif-
ically indicates: “Radar
required for procedure
entry” in order to get the
pilot established onto the
approach. While many
GPSs are likely to be able
to navigate directly to
the CALEY waypoint, it
is worth noting that this
is an “IF” (initial fix), not
technically an “IAF” (ini-
tial approach fix). So,
even if your GPS can get
you there, ATC needs to
be providing radar ser-
vices as you are vec-
tored onto the approach
or navigate directly to
CALEY inorder to set
you up on the approach
somewhere outside of
the PEAAY waypoint.

© DME FROM THE LOC
The DME on this ap-
proach is sourced from
the ILS receiver, but it
doesn’t count down to
“zero” like many do. In
this case, it is because
thereis also an ILS ap-

busy approach radio environment.

proach to the opposite
runway, 23, and that is
where the DME trans-
mitter is located. If you
were flying the ILS to
Runway 23, it would
count down to a DME
point closer to zero, but
since this approach is us-
ing the DME source from
the opposite end of the
runway, your missed ap-
proach point when fly-
ing the approach as a
localizer would be at 1.5
nm. This is also help-

ful to refer to as you fly
the ILS and descend to
the decision altitude. It’s
also worth noting that it
could be easy to have a
DME source selected to
the ORF VOR, which is
located on the field, but
that would also generate
anincorrect DME data
point to use when flying
this approach.

O GS AND AP
LIMITATIONS

A small note in this ap-
proach indicates: “Glide

slope unusable for cou-
pled approach below 744
[feet].” For many pilots
who actively utilize au-
tomation, this is an eas-
ily missed note. This is
an indication that by the
time they reach this alti-
tude, they need to tran-
sition to hand flying the
aircraft. Technically, al-
lowing the autopilot to
remain coupled to the
glide slope beyond this
altitude is not authorized.
For an approach with a
decision height down to
226 feet and a TDZE of
26 feet, it means a pilot
is going to need to keep
those hand-flying skills
ready to take over for a
portion of the descent
after passing the FAF

at PEAAY and before
reaching the DA.

© CORRECT VORFOR
THE MISSED

A pilot who chooses to
go missed on this and
proceed with the pub-
lished missed approach

to do. Seeing the ORF
VOR denoted on the ap-
proach plan view, and
aradial denoted to the
JHALL intersection
just to the right of it on
the chart, a pilot might
initially assume this is
what they will do. But

a note on the box indi-
cates this is an “Alter-
nate Missed APCH Fix.”
This would be applica-
ble only if the pilot was
doing something other
than the expected pub-
lished missed approach
procedure, had been
assigned the alternate
missed approach, or re-
quested it. A pilot would
be expected to fly di-
rectly to the CCV VOR
and hold on the 029
degree inbound course.
This requires a pilot to
use a frequency and
navigation source they
had not used until this
point on the approach.
A savvy pilot might
have this frequency in
the standby well ahead
of time if they thought
there was any chance
they might go missed.

@ JASON BLAIR is a flight instructor, an FAA examiner, and an author in the general aviation and training communities.

T 1282'

Hampton Roads

*e¢ KPVG
0!

NORFOL

K
Executive

470"

A

5NM 5

1in

CALEY
D12.6 1ORF

TCH 56’
TDZE 26’

Gnd speed-Kts

70 | 90

GS 3.

00°[ 372 | 478 | 531

637 | 743 | 849

MAP at D1.5 IORF or
PEAAY to MAP

4.8/ 4:073:12] 2:53

2:24[2:03] 1:48

2000’ e
b B> 1112.2

STRAIGHT-IN LANDING RWY §

paH) 2267(200")

LOC (GS out)

CIRCLE-TO-LAND

moaH) 4407(414")

'

FULL

RAIL/ALS out
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or}/2
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TERPS AMEND 26E 10 OCT 2019

Il RVR 18 with Flight Director or Autopilot or HUD to DA.

CHANGES: NDB decomi

ssioned, chart format.
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