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Runway assignments/changes as: zted W zth SIDs and STAR s: The single largest issue durmg
the implementation of RNAV SIDs in ATL was that of proper runway selection. In the “old days,”
navigation was from “airport to airport ” With the performance capabxhlnes of FMS/RNAV
systems (and RNP systems), nawgatlon is mcreasmgly ‘runway to runway.” This is vitally
important to understand because future navxgatmn will increasingly move away from vectors in
the terminal environment (air traffic control) to the use of procedures which controllers will
implement to cause the aircraft to. f y themselves to a given runway (air traffic management). The
success of this system depends'o 1 pi s knowing the pnocedure for which they’ve been cleared
and then properly programming that ocedure including any runway transitions. In ATL, each’
- SID could have been flown from any of the eight runway ends, with lateral navigation beginning
. virtually on that pamcular runway (they are Type B SIDs which have a lateral navigation
~engagement height of NO HIGHER than 500 feet agl). If the runway was changed by ATC and
~ not reprogrammed by the crew (or the crew guessed wrong and didn’t correct the pxogrammmg)
. the aircraft would turn toward the ‘ﬁx: r the incorrect runway, which in the case of ATL was
toward the adjacent runway complex.‘iThis resulted in nearly two ‘dozen incidents where
‘separation was lost. The original issue ATL STARs also had multiple runway transitions which-

- needed to be specifically.programmed for a specific runway. Due to the experience gained during
‘the SID implementation, the STARs had those transitions dropped because of pilot performance
on the SIDS. Not programming a runway or programming the incorrect runway will cause loss of
separation and potential traffic collisions. SID and STAR runway transitions will be re-introduced
in the future when more pilots underbtand and consider the requirements and risks associated with

such procedures. o

Perform a runway update:. Runway updates are also important. In GPS equipped aircraft,
assuming that the GPS1s wérkingiand there are no messages {(NO GPS RAIM; GPS NOT AVAIL)
which would place doubt on the position solution, the GPS will always know where it is. Even in
the case of the GPS equipped aircraft, runway updates are good procedure. Ensuring that the
aircraft is actually on the end of the programmed runway when the update is performed will
ensure the best, quickest most accurate runway update with GPS equipment.

Runway updates arc more impor'tant‘in the non-GPS aircraft, since most of those airplanes will be
in “DR” mode during ground operations. Performing a runway update will cause the aircraft to -
know where it is at the moment the update is performed. For Comair’s non-GPS fleet, which de
not have the capability to fly Type B SIDs because DME-DME navigation capability cannot be
guaranteed from the surface to 500 feet agl, this position update causes the FMS to go out of DR
mode. The theory is that befor€ the aircraft goes back into DR mode, the airplane will have
climbed high enough fo acquire enough DME signals to maintain accurate navigation. This is the
reason that the non-GPS aircraft can fly a Type A SID, since the engagement altitude is high
enough (2000 agl) to allow the FMS to have acquired those signals and to have an accurate, stable
position solution, Unforfunately, none of Comair’s DME-DME only aircraft yet have the required
documentation regarding DME accuracy specified by AC 90-100 and as a result will not be able
to fly even Type A SIDs/STARs until that documentation s received.
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