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flight rules (IFR) at those airports for 
which procedures are prescribed. Rules 
applicable to the use of these instrument 
approach procedures previously were 
set out in }g 91.6,91.116, and 91.117 and 
for air carriers in J 5 121.651.121.653, 
and 135.225. A recent addition of a new 
Part 125 of the Federal Aviation 
Regulations adds a % 125.381 for 
operation of certain targe airplanes 
other than under Parts 121 or 135. 
Section 91.116(b) prohibited a person 
from landing an aircraft using a Part 97 
instrument approach procedure unless 
the visibility is at or above the landing 
minimum prescribed for the particular 
procedure. Section 91.117(b) prohibited a 
person from operating an aircraft below 
the prescribed minimum descent altitude 
(MDA) or from continuing an approach 
below the decision height (DH) unless 
certain conditions are met The 
conditions specified that to continue 
descent the aircraft must be in a 
position from which a normal approach 
to the runway of intended landing can 
be made, and the approach threshold of 
that runway, or approach lights or other 
markings identifiable with the approach 
end of that runway, must be clearly 
visible to the pilot. It also required that 
the pilot execute the appropriate missed 
approach procedure if the requirements 
of that paragraph were not met when 
the pilot reached the missed approach 
point or D H or at any time after that. 
Sections 121.651 and 121.653 formerly 
specified, and § 135.225 currently 
specifies, the conditions in which air 
carrier and commercial operator aircraft 
may initiate an approach if weather 
conditions are above published 
minimums. and they provide exceptions 
when weather conditions deteriorate 
below minimums while an approach is 
in progress. 

A regulatory project was initiated in 
1968 to clarify certain requirements 
applicable to instrument approach 
procedures and some of the landing 
rules discussed above. Notice 72-17 was 
issued on July 12,1972, and a 
withdrawal notice was issued on 
December 7,1975, due to adverse 
comments regarding the proposed 
elimination of the "look-see" privileges 
for Part 91 operators. An effort was 
initiated to resolve other changes 
needed to update the rules to be 
consistent with present standards. 
Comments received on Notice 72-17 
were considered and changes made 
where appropriate for those sections of 
the rule being revised. Notice 80-4 was 
issued on March 6,1980. Comments 
were received, reviewed, and necessary 
changes were made in the preparation 
of this final rule. 

Need for Amendments 
The revised rules, Including 5S1.1. 

91.6.91.116, and 121.651, are necessary 
based on operating experience to ensure 
an appropriate level of safety in 
instrument approaches and landings, 
and are necessary to clarify certain 
rules which, in some cases, have been 
misinterpreted. Other changes are 
necessary to make administrative 
corrections to the rules, to update them, 
or to make them consistent with current 
F A A and aviation system policies and 
practices. Any additional changes that 
may be needed to update 5135.225 or 
the recently issued 5 125.381 to be 
consistent with the revised 8§ 91.116 
and 121.651 may be taken in a 
subsequent rulemaking proceeding. 

Approach and landing accidents are 
the largest single cause of air carrier 
-passenger fatalities and also represent a 
significant percentage of general 
aviation fatalities. Between 1964 and 
1975, the National Transportation Safety 
Board recorded 259 air carrier approach 
and landing accidents which constituted 
41% of the total number of air carrier 
accidents and 46% of the fatalities. 
Excluding the area of very low visibility 
approaches conducted under Category II 
and III where special equipment, 
training, and approval procedures are 
used resulting in a good safety record, 62 
of these accidents occurred when the 
reported weather conditions were less 
than a ceiling of 1,200 feet and 3 miles 
visibility. Forty-six of these involved 
ceilings of less than 600 feet and 
visibility of less than\Vi miles. The 
following factors were cited as causing, 
or possible factors contributing to, the 62 
accidents: continuation of the descent 
below the M D A or the D H with 
inadequate visual cues; unrecognized 
altitude loss or descent rate; 
disorientation; collision with obstacles 
well below the normal descent path; 
visual illusions; failure to monitor or 
cross check altitude; inadvertent 
descent below the glide slope; loss of 
sight of the runway while below the 
M D A or the D H ; failure to initiate a 
missed approach; and other factors 
related to lack of adequate visual 
reference. Since 1975 investigations of 
numerous Incidents and accidents, such 
as the 1979 commuter air carrier' 
accidents at Hyannis, Massachusetts -
and Rockland, Maine, indicate the 
inappropriate use of limited visual 
references during approach and landing. 
Pilot use of inappropriate visual 
references also occurs in general 
aviation operations. For example, data 
from the FAA 's General Aviation 
Accident Data System for 1979 indicate 
that use of inadequate visual references 

SUMMARY: These amendments clarify 
the conditions under which a pilot may 
approach and land at an airport when 
the weather conditions do not allow the 
pilot to see the runway until shortly 
before landing. They also add certain 
requirements that must be met before a 
pilot may take off an air carrier aircraft 
in weather conditions that limit the 
pilot's visibility. These amendments are 
necessary to clarify the regulations and 
to provide the additional requirements 
needed for operating an aircraft safely 
under these weather conditions. 
EFFECTIVE DATE: May 8,1981. 
FOR FURTHER INFORMATION CONTACT: 
Harold E. Smith. Regulatory Projects 
Branch (AVS-24), Safety Regulations 
Staff, Associate Administrator for 
Aviation Standards, Federal Aviation 
Administration, 800 Independence 
Avenue, SYV., Washington, D-C. 20591; 
telephone (202) 755-8716. 
SUPPLEMENTARY INFORMATION: 

Notice of Proposed Rule Making 

These amendments are based on 
Notice of Proposed Rule Making 
(NPRM), Notice No. 80-4, published in 
the Federal Register on March 6,1980 
{45 FR 14802). All interested persons 
have been given an opportunity to 
participate in the making of this rule and 
due consideration has been given to all 
information submitted. Except for the 
changes discussed below these 
amendments and the reasons for their 
adoption are the same as those stated in 
Notice 80-4. 

Effective Date of Amended Rule 

This rule is effective May 8,1981 to 
provide a period for public 
dissemination of its provisions and to 
conduct the necessary pilot education 
regarding compliance. 

Background 
Part 97 of the Federal Aviation 

Regulations prescribes standard 
instrument approach procedures for 
instrument letdown to many airports in 
the United States and prescribes the 
weather minimums applicable to 
takeoffs and landings under instrument 
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during the landing phase may have been 
a contributing factor in at least 35 
accidents. Accordingly, the FAA is 
revising, clarifying, and combining the 
provisions regarding takeoff and landing 
under IFR now in § 91.126 and the 
limitations on the use of instrument 
approach procedures newin 5 91,117 
into a revised §91.116 entitled "Takeoff 
and landing under IFR." New $ 91.116 
generally redesignates former 
paragraphs (c) through (f) as paragraphs 
(f) through (i) and makes necessary 
revisions throughout all paragraphs. 
Similar provisions in the former § 91.6(c) 
regarding Category II operations are 
clarified and in some cases revised to be 
consistent with current practice and the 
revised § 91.116. 

Specific Changes to the Rule and 
Discussion of Comments 

Fifty-five comments were submitted to 
the docket in response to Notice BO-4, 
representing the views of individuals, 
companies, associations of U.S. airlines, 
pilots, and manufacturers, various 
government organizations, and a 
consumer inlerest group. The comments 
largely favor the general intent of the 
rule but Bince the vast majority of 
comments include recommendations for 
revision of one or more sections, it is 
difficult to categorize the comments as a 
concurrence or nonconcurrence with the 
proposals in the notice. The problem of 
resolving the comments is compounded 
by the fact that any attempt to favorably 
resolve or adopt some suggestions 
would contradict or cause further 
complications with others. Although 
many commenters identify areas in 
which revisions should be made in the 
rule, very few offer specific suggestions 
that would resolve the alleged problem 
without making the rule so general that 
it would have little or no effect or 
contradict some other viewpoint. These 
issues are discussed in subsequent 
paragraphs referring to specific 
comments on (he proposed rule. 

It should be noted, however, that most 
comments submitted reflect a good 
appreciation for both the technical 
aspects of these rules and the difficulty 
of regulating in this area, as well as the 
need for amendment of these 
regulations. A number of commenters 
indirectly reinforce the need for rule 
making in this area because their 
comments show a misunderstanding of 
the application of the previous rules, 
and two commenters appear to 
misunderstand the rule to the point 
where they might be conducting 
operations in violation of the current 
rules. 

Category Q and Category III Operations 
To appropriately address current FAA 

and industry practices and achieve 
uniformity of applications, the F A A is 
amending the former S 91.6, Category II 
operation; general operating rules, to 
extend its requirements to Category III 
operations. In general, Category 111 
operations are conducted in accordance 
with an approved instrument approach 
procedure in visibility conditions less 
than 1,200 feet runway visual range 
(RVR) as described in FAA advisory 
circulars and International Civil 
Aviation Organization standards and 
recommended practices. A conforming 
change is made in Part 1 to include a 
definition of Category HI operations. 
Previous changes to § 91.6, involving 
Category II operations, were made when 
the FAA did not have sufficient 
operating experience available to 
include Category III provisions. This is 
no longer the case since U.S. Category 
III operations have been conducted for 
over 8 years and regulatory safeguards 
similar to those for CategoryII 
operations are appropriate because 
administratively both types of 
operations are implemented in a similar 
way. For Parts 121,125, and 135 
operators, Category II and Category III 
authorizations are made under 
operations specifications provisions in 
those parts. Part 91 operators obtain 
letters of authorization from FAA 
district offices. For § 91.6(b) to apply to 
both Category II and Category Dl 
operations, references to ground 
equipment, inoperative components, and 
specific RVR locations and RVR 
readings are deleted. However, a minor 
change from the revisions proposed in 
the notice in paragraph (b) is made to 
delete additional references to ground 
components. Based on commenters' 
suggestions and further FAA review, the 
specific list in the former $ 91.6(b), 
second sentence, is unnecessary 
because it is redundant to either the 
procedure itself, the specific 
authorization to conduct the operation, 
or because any adjustments to 
minimums are published in the Notices 
to Airmen. Including these references in 
§ 91.6 is unnecessary because RVR 
inoperative components and ground 
equipment requirements are specifically 
provided for in the revised $ 91.116(k), 
approved instrument approach 
procedures under Part 97, and Category 
II and Category III authorizations, when 
appropriate. 

Section 91.6(d) is revised to provide 
definitive guidance for the pilot 
conducting the approach by explicitly 
stating those visual references the 
sighting of which permits the 

continuation of an approach below the .-
authorized DH, when the approach 
procedure provides for a DH. The visual 
references are the same es those 
required in the revised § 91.116, with the 
exception of the runway end identifier 
lights and the visual approach slope 
indicator (VASI) which are not 
appropriate visual references for a 
Category II or Category III operation. 
VASI's and runway end identifier lights 
generally are installed on runways 
which do not have electronic glide slope 
guidance. 

Under g 91.B(d](2)(i) the approach 
lights may be used as a visual reference 
to 100 feet above the touchdown zone 
elevation. Thereafter, the approach 
lights may be used as a visual reference 
for continued descent only if either the 
red terminating bars or the red side row 
bars also are distinctly visible and 
identifiable. This provision is 
appropriate because of the 
characteristics of approach light systems 
with sequenced flashing lights in an 
Instrument Landing System Category I 
configuration (ALSF I) or Category II 
configuration (ALSF II) which are 
designed so that the pilot should see 
these visual references during a 
Category II approach if at least landing 
minimum weather conditions are 
present Either the ALSF I or ALSF II 
approach light system may be used at 
present for Category II operations. 

The pilot should see one of the visual 
references specified in 5 91.6(d)(2); (1) 
at, or before reaching, 100 feet above the 
touchdown zone during a Category II 
approach, or (2) at, or before, DH during 
a Category III approach which requires 
use of a DH. Therefore, if the pilot does 
not see one of these visual references, 
Category II and Category III approach 
procedures that use a DH require the 
pilot to execute a missed approach. 

One commenter states that sighting of 
the red terminating bars of an ALSF I 
approach light system may not be 
certain in cases of wide-body aircraft 
conducting a Category II approach when 
weather is at minimums. While this may 
be valid in certain unusual instances, 
the requirement to see the red 
terminating bars as a condition for 
continuation below 100' is necessary to 
ensure that appropriate visual reference 
is present Further, this situation is rare 
because only a few aircraft types are 
involved, and weather conditions would 
have to be uniform, and exactly at 
minimums for this situation to occur. 
Further, only some runways used for 
Category 11 have the ALSF I lighing 
system, and the FAA is in the process of 
upgrading the ALSF 1 approach light 
systems to the ALSF II configuration for 
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WHICH THE SITUATION DESCRIBED BY THE 
COMMENTER DOES NOT OCCUR. 

FOR CATEGORY III APPROACHES WHICH DO 
NOT SPECIFY A DH. ANY NECESSARY 
PROVISION FOR APPLICATION OF LANDING 
MINIMUMS WILL BE LISTED IN THE 
OPERATIONS SPECIFICATIONS OR LETTER OF 
AUTHORIZATION COVERING THE OPERATION. A 
NUMBER OF COMMENTERS EXPRESS CONCERN 
RELATIVE TO THE FACT THAT PROPOSED § 91.6 
DOES NOT CLEARLY DISTINGUISH BETWEEN 
FAIL-PASSIVE CATEGORY III OPERATIONS 
WHICH APPLY A DH AND FAIL-OPERATIONAL 
CATEGORY HI OPERATIONS WITHOUT A DH. A 
NEW § 91.6[F) IS ADDED TO CLEARLY 
DISTINGUISH AND ACKNOWLEDGE THE 
REQUIREMENTS FOR OPERATIONS WITHOUT A 
DH. AN ADDITIONAL QUALIFICATION IS ALSO 
ADDED TO 6 91.6(C) TO CLARIFY THAT THE 
DECISION HEIGHT PROVISION OF § 91.8(C) 
DOES NOT APPLY TO THOSE CATEGORY III 
OPERATIONS WHICH DO NOT USE A DECISION 
HEIGHT. 

COMMENTERS SUGGEST, AND THE FAA 
AGREES, THAT A FURTHER CLARIFICATION IS 
NECESSARY FOR TERMINOLOGY PREVIOUSLY 
USED IN $ 91.117(B)(1) AND PROPOSED 
UNDER §§ 91.6(D)(1), 91.116(B)(1), AND 
121.651(C)(1) REGARDING A NORMAL DESCENT 
TO THE RUNWAY. IN ADDITION TO THE FORMER 
PROVISION THAT FOR CONTINUATION OF A 
DESCENT THE AIRCRAFT MUST BE 
"CONTINUOUSLY IN A POSITION FROM WHICH A 
DESCENT TO A LANDING ON THE INTENDED 
RUNWAY CAN BE MADE AT A NORMAL RATE OF 
DESCENT USING NORMAL MANEUVERS," 
ANOTHER PROVISION IS ADDED. THE PHRASE 
"AND WHERE (SUCH A) DESCENT RATE WILL 
ALLOW TOUCHDOWN TO OCCUR WITHIN THE 
TOUCHDOWN ZONE OF THE RUNWAY OF 
INTENDED LANDING" IS ADDED TO CLARIFY THE 
INTENT OF THE FORMER WORDING REQUIRING A 
"NORMAL APPROACH TO THE RUNWAY OF 
INTENDED LANDING". THE PROVISION IS 
APPLIED FOR ALL LANDINGS IN CATEGORY II OR 
CATEGORY III AND FOR PART 121 AND 135 
OPERATIONS. FOR PART 91 AND 125 
OPERATIONS, IN OTHER THAN CATEGORY II OR 
CATEGORY III LANDINGS, THIS PROVISION IS 
NOT MANDATORY BECAUSE THERE ARE 
AIRCRAFT TYPES, RUNWAYS, AND 
CIRCUMSTANCES WHERE THE ADDITIONAL 
REQUIREMENT MAY NOT ALWAYS BE 
NECESSARY FOR SAFETY. THUS, THE PROVISION 
OF S 91.116(C)(1) FOR TOUCHDOWN IN THE 
TOUCHDOWN ZONE IS LIMITED TO PART 121 
AND 135 OPERATORS AND FOR ALL 
APPROACHES IN CATEGORY II AND CATEGORY 
III. HOWEVER, IT SHOULD BE NOTED THAT 
COMPLIANCE WITH THE PROVISION TO 
"TOUCHDOWN IN THE TOUCHDOWN ZONE" IS A 
GOOD OPERATING PRACTICE FOR ALL 
OPERATIONS. THE FACT THAT IT IS NOT 
MANDATORY FOR PART 91 OPERATIONS SHOULD 
NOT BE TAKEN AS AN ENCOURAGEMENT TO 
COMPLETE AN APPROACH BY A STEEP 
DESCENT AND TOUCHDOWN BEYOND THE 
TOUCHDOWN ZONE BECAUSE VISUAL 

references on an approach such as a 
nonprecision approach are not acquired 
until well after passing the visual 
descent point (VDP), or near the missed 
approach point. 

Use of the word "touchdown" in the 
context of 5 91.6(d)(1), § 91.116(c)(1), or 
§ 121.651(d)(1) regarding the requirement 
for a norma) descent to a landing is 
appropriate to denote the particular 
event (touchdown) which must take 
place within the touchdown zone. Use of 
the word "landing" in this instance 
could be incorrectly taken to include 
other situations such as flare or rollout 
to A full stop, a touch and go, or landing 
to the point of turnoff from the runway 
which may or may not completely take 
place within the touchdown zone. Thus 
the word "touchdown" is used in 
S 91.6(d)(1) and 55 91.116(c)(1) and 
121.651(d)(lJ even though the word 
"landing" is retained in other provisions 
of §§ 91.6, 91.116, and 121.651. 

Other comments on the proposed 
changes to 58 1.1 and 91.6 are generally 
supportive. A number of minor revisions 
were suggested such as including in the 
definition of "Category III operations" in 
§ 1.1 the term "landing on" the runway 
in addition to an "ILS approach" to the 
runway. This suggestion is adopted 
since Category III operations 
specifically provide for safe rollout in 
reduced visibilities as well as a safe 
approach to touchdown. However, it 
should be noted that the case of a 
Category M approach which terminates 
in a missed approach rather than a 
landing is still considered to be a 
Category III operation even though a 
landing may not be completed. 

Based on other comments, the 
words"straight-in" in proposed § 1.1 in 
conjunction with an ILS approach are 
unnecessary for the definition of a CAT 
III operation since the other type of 
approach is a circling approach and 
there are no CAT III circling 
approaches. Thus the term "straight-in" 
is deleted. 

References to Part 125 are added to 
5 5 91.6 and 91.116 to be consistent with 
issuance of the new part on October 2, 
1980. Part 125 is effective February 1, 
1981. 

The changes to 55 1.1 and 91.6 are 
adopted as proposed and discussed . 
above to uniformly apply the criteria 
used under current operations 
specifications and letters of 
authorization and appropriately update 
the rules to be consistent with current 
FAA and industry practice. 

Landing 
Section 91.116(b) prohibited a person 

operating an aircraft [except a military 
aircraft of the United States) from 

landing that aircraft using a standard 
instrument approach procedure 
prescribed in Part 97 unless the visibility 
is at or above the landing minimum 
prescribed in that part for the procedure 
used. The revised rule clarifies this point 
to specify that no pilot may operate an 
aircraft below MDA or DH unless the 
"flight visibility is not less than the 
visibility prescribed in the standard 
instrument approach procedure being 
used." This revised requirement is 
necessary to make it clear that the 
visibility referred to is the visibility from 
the aircraft. Section 91.116(c)(2) and 
(c)(3) also make it clear that the pilot 
must have this flight visibility from 
descent below MDA or DH until 
touchdown. 

In particular need of clarification is 
the phrase "other markings identifiable 
with the approach end of the runway" 
found in the former 55 91.117(b)(2) and 
91.6(c)(2). In some instances, pilots 
interpret this phrase to include towers, 
smoke stacks, buildings, and other 
landmarks which may be located far 
from the end of the runway, and pilots 
may be descending below the MDA 
using these landmarks. This language 
also has been interpreted erroneously 
by some pilots to allow the use of a 
series of landmarks as progress points 
for instrument approaches. Use of such 
landmarks can result in mistaken 
identification of position or aircraft 
flight path. 

To correct these practices, the revised 
rule specifies the visual references 
which are intended to allow descent 
below MDA or DH. The rule now 
precludes use of references not listed, 
which under the previous rule may 
sometimes have been used as the basis 
for continued descent even though they 
were not appropriate. Accordingly, 
revised 5 91.116(c) prohibits descent 
below MDA and the continuation of an 
approach below DH unless at least one 
of the following is distinctly visible to 
and identifiable by the pilot for the 
intended runway: approach light system; 
threshold; threshold markings; threshold 
lights; runway end identifier lights; 
visual approach slope indicator 
touchdown zone or touchdown zone 
markings; touchdown zone lights; 
runway or runway markings; or runway 
lights. 

In Notice 80-4 the words "clearly 
visible" are used. However, commenters 
note, and the FAA.agrees, that in low 
visibility operations visual references 
could rarely be considered clearly 
visible in the strict sense of the word 
due to factors such as the distortion of 
rain on the windshield, backscattered 
light of landing lights, and other reasons. 
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The words "distinctly visible and 
identifiable" were suggested by 
commenters and are adopted because 
they appropriately denote the intention 
that the visual references be discrete 
and unmistakably identifiable. The 
change from "clearly visible" to 
"distinctly visible and identifiable" 
should not be taken to mean that 
descent below MDA or DH can be 
based on a general glow of approach 
lights through a layer of fog or other 
obscurations where the visual 
references themselves are not discretely 
identifiable. 

In accordance with concerns 
expressed by several commenters, an 
exclusion is added to § 91.116(c)[3] 
which limits applicability of this 
provision to approaches other than 
Category II or III. This is necessary to 
address possible misinterpretations of 
the applicability of 5 91.116(c)(3) 
regarding Category II and Category ISI 
visual reference requirements. The 
commenters note, end the FAA agrees, 
that visual aids such as runway end 
identifier lights or VASI are not 
appropriate aids on which to base 
continuation of a Category II or 
Category III approach and that 
operations specifications, letters of 
authorization, or § 91.6(d)(2) provide the 
means to address any necessary 
limitations or conditions that may be 
appropriate in lieu of § 91.116(c)(3). 

To preclude premature descents and 
unnecessary maneuvering at low 
altitude's, an additional requirement is 
added to § 91.116(b) for Btraight-ln. 
nonprecision instrument approach 
procedures. For approaches which 
incorporate a VDP, the rule providea 
that the pilot may not descend below 
MDA until the VDP is reached if the 
pilot has the means to establish that 
point and if a normal descent to the 
runway can be made from that point. 
However, since the Department of 
Defense, Air Transport Association, and 
other commenters express concern over 
certain aspects of the VDP provisions of 
§ 91.116(b)(2) as proposed, an additional 
exception is added. The comments 
suggest that the inflexible provisions of 
the proposed rule limit initiation of 
descent prior to reaching the VDP, 
which may adversely affect safety in 
cases where descent prior to the VDP is 
necessary to maintain a normal descent 
profile to the runway. A review of these 
comments results in the identification of 
cases where certain combinations of 
aircraft types, approach speeds, flap 
settings, and descent rate capability 
taken with possible VDP placement 
could possibly lead to abnormal 
descents from MDA to the runway if 

strict compliance with the rule as 
proposed in the notice is necessary. The 
commenters note, and the FAA agrees, 
that literal compliance with the proposal 
to "never descend until reaching the 
VDP" could adversely affect safety in 
unusual cases where the normal descent 
gradient and use of normal procedures 
requires the initiation of a descent 
shortly before reaching the VDP for 
some aircraft types or circumstances. 
Examples of situations In which it may 
be necessary for a pilot to descend 
shortly before reaching the VDP would 
be the case of an aircraft making a no 
flap approach, or an aircraft that must 
maintain a more shallow descent angle 
to provide for power settings compatible 
with engine anti-ice requirements. 
Therefore, the rule allows an exclusion 
in cases where literal compliance with 
the requirement to delay descent until 
passing the VDP is not appropriate for 
certain aircraft or situations because it 
would lead to an abnormal descent path 
to the runway, high rates of descent, or 
other unusual piloting procedures if 
descent is delayed until reaching the 
VDP. 

One commenter questions the 
applicability of the VDP provisions of 
proposed § 91.116(b)(2) to Part 121 
operations because the VDP provisions 
were not repeated in proposed 5 121.651. 
Since no exclusion of particular 
operations was proposed, the VDP 
provisions of § 91.116(c)(4) as adopted 
apply to Part 91,121,125,135 and other 
operators conducting a Part 97 approach 
procedure. However, to clarify this issue 
and prevent further misunderstanding in 
the special case of continuation of an 
approach in deteriorated weather, VDP 
provisions are repeated in 
£ 121.651(c)(4). 

In S 91.116(c) the qualification "where 
an MDA or DH is applicable" is added 
to clearly relate the use of the MDA or 
DH to the specific procedure used. In 
cases where both an MDA or DH are 
provided in a single procedure, such as 
an ILS or localizer approach, or where 
either a DH or MDA is not provided, this 
qualification clarifies the use of either 
the MDA or DH as appropriate to the 
specific type of approach used. 

The terminology used in § 91.6(d)(2)(i) 
regarding the limitations on use of 
approach lights as an exclusive 
condition for descent below 100' is 
added for consistency in 
SI 91.116(c)(3)[i), 121.651[c)(3)(i), and 
12l.651(d](3)(i) because of the design of 
lighting systems and instrument 
approach procedures. When an aircraft 
is at or below 100' above the touchdown 
zone, the red side row bars on an ALSF 
II approach light system, red terminating 

bars of the ALSF I approach light 
system, or the threshold or other 
references listed IN 5 91.116(C)(3) should 
be IN sight. If the approach is flown to a 
runway which does not have one of the 
two approach light systems mentioned 
above, then at or below 100' one of the 
other references in 5 91.116(C)(3) must 
also be in sight to continue descent to a 
landing. For other than Category H or HI, 
regardless of the type of straight-in or 
nonprecision approach flown, when at 
or below 100' above the touchdown 
zone, one of the visual references 
specified in % 91.116(C)(3) (ii) through 
§ 91.116(C)(3)(x) should be visible IF 
flight visibility is at or above the 
specified minimums. Conversely, if the 
approach lights are visible, but red 
terminating bars or red side row bars 
are not visible either due to poor 
visibility or because they are not 
installed, and the other visual references 
specified in $ 91.116(C)(3) are not visible 
either, then regardless of the type of 
approach (other than Category II or III) 
the flight visibility is substantially less 
than minimums and continued descent 
below 100' may not be safe and is not 
appropriate. Further, to apply the 
provision to see the RED side row bars or 
red terminating bars only to 
§ 91.6(D)(2)(l) and not § 91.116(C)(3) or 
§ 121.651 would lead to the anomalous 
situation in which if the pilot misjudged 
the flight visibility required in 
fi 91.116(C)(2), continued descent would 
be permitted on a basic ILS or 
nonprecision approach with less flight 
visibility and visual reference than 
required for a Category II or Category III 
approach. Thus the proposed limitations 
S 91.6(d)(2)(i) to Bee the red side row 
bars or red terminating bars below 100' 
when using the approach lights as a sole 
reference for descent, is repeated in 
55 91.116(C)(3)(i). 121.651(C)(3)(i). and 
121.651(D)(3)(i). 

New § 91.116(D) continues to provide 
THAT no person operating an aircraft 
(except military aircraft of the United 
States) may land that aircraft when the 
flight visibility is less than the visibility 
prescribed in the standard instrument 
approach procedure being used. The 
word "touchdown" was used in the 
notice in lieu of "landing" because of 
problems with the definition of what 
constitutes a landing. Commenters 
stated that, in most INSTANCES use of the 
word "touchdown" instead of "land" did 
not improve the clarity of the rule. These 
comments caused the FAA to reconsider 
THE necessity for use of the word 
"touchdown" in this section. Therefore, 
based on commenters' suggestions and 
subsequent review, the term "land" is 
retained with the exception of a special 
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case where the word "touchdown" is 
retained in S 91.116(c)(3) as discussed 
earlier with respect to $ 91.6(d)(1). 

Any deliberate touchdown of an 
aircraft when the flight visibility is less 
than the visibility prescribed is clearly 
contrary to the intent of the rule, 
regardless of whether a full stop landing 
is completed or not. However, the F A A 
recognizes that inadvertent and 
momentary contact of the wheels with 
the runway may occur during rare 
instances in which a missed approach 
must be conducted from a very low 
altitude. This inadvertent contact may 
result even though proper procedures 
are used. This contact is not considered 
to be landing the aircraft within the 
meaning of 5 91.116(d), and special 
piloting techniques or procedures are 
not required to avoid contact by the 
wheels with the runway under these 
circumstances. Therefore, most of the 
detailed references to touchdown are 
deleted in favor of the word "land" in 
§ | 91.6, 91.116, and 121.651. Retention of 
the word "touchdown" in § § 91.116(c)(1) 
and 121.651(d)(1) is discussed in the 
section under § 91.6(d)(1). 

One commenter indicates that 
retaining the provision for pilot 
determination of visibility does not 
improve safety because of the 
possibility of distraction of the pilot 
However, there is no evidence that this 
responsibility alone has caused an 
unsafe condition. In fact accident 
statistics and reports indicate the 
opposite is true. Causal factors of some 
accidents appear to be related to 
continued pilot descent below MDA or 
DH with only limited visual contact and 
inadequate visual reference to safety 
continue the approach to a landing. 
Thus, §§ 91.118(c)(2) and 91.116(d) retain 
the concept of pilot determination of the 
specified visibility and clarify the 
frequently misunderstood point that the 
visibility referred to ts-flight visibility. 

Missed Approach Procedures 

Additional missed approach 
requirements are added in § 91.116(e) to 
preclude unsafe situations resulting from 
misidentification of ground references. 
For the same reasons stated for 
retaining of the provisions of flight 
visibility in § § 91.116(c)(2) and 91.118(d), 
a missed approach is required whenever 
the flight visibility required by 
paragraph (c)(2) is tacking, even though 
the pilot may have one of the visual cues 
required by paragraph (c)(3) distinctly in 
sight A pilot is also required to follow 
an appropriate missed approach 
procedure whenever an identifiable part 
of the airport is not distinctly in sight 
.during a circling maneuver. 

Some eommenters express concern 
that the FAA's use of the general term 
"identifiable part of the airport" in the 
circling maneuver provision of 
$ 91.116(e) is inconsistent with the 
FAA's statement that the former 
S 91.117(b)(2) regarding "markings 
identifiable with the approach end of the 
runway" was inadequate and needed 
revision. However, these two cases are 
not contradictory. Formerly there were 
no regulatory provisions during a 
circling approach restricting a pilot to 
maintain visual contact with the airport. 
The revised rule adds the "identifiable 
part of the airport" requirement to 
preclude situations where the circling 
maneuver could be conducted far from 
the airport with the possibility of 
misidentification of landmarks not 
associated with the airport Since the 
circling approach provisions of 
§ 91.116(e) specifically refer to a "part of 
the airport" the misinterpretation 
associated with the former $ 91.117(b)(2) 
should not occur. 

Some eommenters express concern 
that the wording of proposed § 91.116(e) 
requiring visual contact with the airport 
during a circling approach might be 
interpreted to unnecessarily restrict 
pilots in the selection of a circling 
maneuver after establishing visual 
contact and while maneuvering to the 
point of descent from MDA for final 
alignment with the landing runway. 
However, revised $ 91.116(e)(2) does not 
impose additional restrictions on pilots 
regarding selecting the direction of turn 
or the type of turn, such as a teardrop, 
80°-260° turn, or standard traffic pattern. 
Such choices of a circling approach 
maneuver should be selected by the 
pilot based on good operating practice 
and are restricted only by limitations 

. that may be specified in the standard 
approach procedure itself. There is no 
implication that the rule requires any 
particular type or direction of turn to 
maintain visual contact based on angle 
of sight or windshield view for the pilot 
or co-pilot depending on which pilot 
may be flying the approach or other 
such factors. Good operating practices 

'described in the Airman's Information 
Manual or other instrument flight 
training references may continue to be 
used and are encouraged. 

Another subject on which comments 
were received relates to the § 91.116(e) 
requirement to immediately initiate an 
"appropriate" missed approach if visual 
reference is lost The eommenters 
correctly note that it is unsafe in some 
cases to initiate an immediate missed 
approach which strictly follows the 
published procedure. This, however, is 
the reason why the word "appropriate" 

missed approach is used. Under 
S 91.116(e) pilots must continue to be 
aware that the published missed 
approach procedure provides obstacle 
clearance only when the missed 
approach is conducted on the missed 
approach segment from or above the 
missed approach point. If the aircraft 
initiates a missed approach at a point 
prior to the missed approach point, from 
below MDA or DH. or on a circling 
approach, obstacle clearance is not 
necessarily provided by following the 
published missed approach procedure. 
In this situation obstacle clearance is 
the pilot's responsibility. When a missed 
approach is initiated in this situation, 
the pilot must consider other factors 
such as the aircraft's geographical ' 
location with respect to the prescribed 
missed approach point direction of 
flight and/or minimum turning altitudes 
in the prescribed missed approach 
procedure, aircraft performance, visual 
climb restrictions, charted obstacles, IFR 
departure procedures, takeoff visual 
climb requirements as expressed by 
nonstandard takeoff minima, or other 
factors not specifically expressed by the 
approach procedures. During a missed 
approach, the aircraft must be on, or 
must reintercept, a published segment of 
the procedure at or above the altitude 
specified in the procedure, and must 
maintain a climb gradient equal to or 
greater than the standard (1:40 or 2.5%) 
unless otherwise published, for obstacle 
clearance to be ensured by the 
published missed approach procedure 
alone. For these reasons the wording of 
former 5 91.117(b)(2) with respect to an 
"appropriate" missed approach is 
retained in § 91.116(e). 

Due to the need for exclusions 
approved by the Administrator, and to 
consolidate provisions for alternate 
approvals, the authority of the 
Administrator in sections of § 91.116, for 
approval of a circling maneuver where a 
part of the airport may not be in sight is 
removed from this section. Such 
approval is now included under 
5 91.116(a) in the general provisions for 
alternate approvals by the 
Administrator for § 91.118(a) through (k). 

Procedure Turns 
As described in the notice, due to the 

possibility of misinterpretation, the 
current limitation on procedure turns is 
revised in § 91.116(j) to more clearly 
require the pilot tg obtain an Air Traffic 
Control (ATC) clearance before making 
a procedure turn under specified 
conditions. The former { 91.116(h) 
required the pilot simply to advise ATC 
of his intention to make a procedure turn 
when final approach clearance is 
received. The revised rule specifies that 
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SUCH A CLEARANCE MUST BE ISSUED BY 
A T C THIS PRECLUDES SITUATIONS IN WHICH 
THE PILOT ADVISES ATC BUT DUE TO 
COMMUNICATION DIFFICULTIES ATC DOES 
NOT RECEIVE THE REQUEST OR CANNOT COMPLY 
WITH THE PILOT'S REQUEST. IN ADDITION, THE 
REFERENCE TO THE DESIGNATION "FINAL" IN 
THE FORMER G 81.116(H), WHICH IS NO 
LONGER UBED IN THE CONTEXT OF LIMITATIONS 
ON PROCEDURE TURNS, IS DELETED FROM THIS 
PROVISION. 

THE WORDS "FINAL APPROACH COURSE" 
HAVE BEEN ADOPTED IN G 91.116(J) TO BE 
CONSISTENT WITH TERMINOLOGY USED IN 
INSTRUMENT APPROACH AND AIR TRAFFIC 
CONTROL PROCEDURES RATHER THAN THE TERM 
"FINAL APPROACH SEGMENT" USED IN THE 
NOTICE. 

A QUESTION WAS RAISED REGARDING 
APPLICABILITY OF REVISED § 91.116[J) FOR A 
CASE WHERE THE SEGMENT OF AN 
INSTRUMENT APPROACH BEING FLOWN DOES 
NOT SPECIFY A "NO PROCEDURE TURN (NO 
PT}" LIMITATION, BUT OTHER TRANSITION 
SEGMENTS FOR THE PROCEDURE NOT USED BY 
THE AIRCRAFT DO HAVE THE LIMITATION. A 
PROCEDURE TURN MAY BE MADE FOLLOWING 
SEGMENTS NOT LIMITED BY THE "NO PT" 
RESTRICTION, BUT A PROCEDURE TURN IS 
PROHIBITED UNLESS ATC CLEARANCE IS 
RECEIVED FOR THOSE SEGMENTS TO WHICH THE 
"NO PT" LIMITATION APPLIES. NO MAJOR 
COMMENTS SUGGEST CHANGING THIS 
PROPOSED PROVISION AND IT IS AS ADOPTED 
AS PROPOSED. 

INOPERATIVE OR UNUSABLE COMPONENTS 
AND VISUAL AIDS 

THE REVISED RULE INCORPORATES THE 
SUBSTANCE OF § "91.117(C), INOPERATIVE OF 
UNUSABLE COMPONENTS AND VISUAL AIDS, 
INTO S 91.116(K), EXCEPT THE INOPERATIVE 
COMPONENT TABLES ARE DELETED. MAKING 
THE INCREASED MINIMUMS MANDATORY BY 
THOSE TABLES IS UNNECESSARY BECAUSE THE 
ESSENTIAL LIMITATIONS ARE UNIFORMLY BEING 
INCORPORATED INTO THE INSTRUMENT 
APPROACH PROCEDURES UNDER PART 97 
WHERE NECESSARY. 

A NUMBER OF COMMENTERS QUESTION THE 
PHILOSOPHY AND METHOD OF DEALING WITH 
THE MIDDLE MARKER AS AN INOPERATIVE 
COMPONENT OF AN IL5 AS PROPOSED. A 
MAJOR SUPPLIER OF INSTRUMENT APPROACH 
PROCEDURE CHARTS POINTS OUT THAT IT IS 
UNNECESSARY TO UNIQUELY CONSIDER 
MIDDLE MARKER OUTAGES IN LANDING RULES. 
INSTEAD THE REGULATORY MEANS FOR 
ACCOMMODATING MIDDLE MARKER BEACON 
OUTAGES SHOULD BE THE SAME AS THAT USED 
FOR OTHER COMPONENTS SUCH AS APPROACH 
LIGHTS. FURTHER CONSIDERATION OF THIS POINT 
INDICATES THAT THE COMMENT IS VALID AND 
THAT MIDDLE MARKER INOPERATIVE 
SITUATIONS ARE NOT UNIQUE IN TERMS OF THE 
NEED FOR ADJUSTMENTS TO MINIMA. SAFETY 
CAN BE MAINTAINED AND SUCH OUTAGES CAN 
BE MORE APPROPRIATELY HANDLED BY THE 
SAME ADMINISTRATIVE MEANS AS OTHER 

INOPERATIVE COMPONENTS, SUCH AS 
THROUGH THE U.S. STANDARD FOR TERMINAL 
INSTRUMENT PROCEDURES, IN COMBINATION 
WITH INCLUSION ON FAA 8260 SERIES FORMS 
WHICH DEFINE PART 97 INSTRUMENT 
APPROACH PROCEDURES AND ESTABLISH 
MINIMUMS. THIS PROVIDES AN EQUIVALENT 
REGULATORY BASIS FOR ANY ADJUSTMENTS 
NECESSARY TO MINIMUMS DUE TO THE 
MIDDLE MARKER BEING INOPERATIVE, BUT 
ALLOWS THE ADJUSTMENTS TO BE PROCESSED 
AND IMPLEMENTED WITH THE SAME 
PROCEDURES AS FOR APPROACH LIGHTS OR 
OTHER ITEMS. IT ALSO STANDARDIZES, 
SIMPLIFIES, AND INCREASES THE LIKELIHOOD 
OF CORRECT APPLICATION OF THESE 
PROVISIONS BY PILOTS. OTHER COMMENTERS 
ALSO POINT OUT THAT PROVISIONS FOR 
INOPERATIVE COMPONENTS, INCLUDING 
UNUSABLE MIDDLE MARKERS, MAY BE 
ADEQUATELY ADDRESSED THROUGH PART 97̂  
INSTRUMENT APPROACH PROCEDURES AS 
DEFINED BY FAA FORM 8260. THEREFORE, 
INOPERATIVE COMPONENT TABLES MAY 
CONTINUE TO BE PUBLISHED AS A 
DESCRIPTION OF THE ADJUSTMENTS MADE TO 
APPROACH PROCEDURES, BUT THEY WOULD BE 
BASED ON UNITED STATES STANDARD FOR 
TERMINAL INSTRUMENT APPROACH (TERPS) 
OR USED FOR TRAINING OR INFORMATIONAL 
PURPOSES SINCE THE PROCEDURE ITSELF 
SPECIFIES ANY NECESSARY LIMITATIONS. 
ACCORDINGLY, THE MIDDLE MARKER 
INOPERATIVE ADJUSTMENTS ARE REMOVED 
FROM { 91.116 AND ANY NECESSARY 
ADJUSTMENTS ARE ACCOMMODATED IN THE 
SAME WAY AS LIGHTING OR OTHER 
INOPERATIVE COMPONENTS AS PART OF THE 
PART 97 INSTRUMENT APPROACH PROCEDURE 
OR NOTICES TO AIRMEN. 

SINCE 5 91.116(F) IS DELETED, THE 
DEPARTMENT OF DEFENSE SUGGESTION TO 
ADD A MILITARY EXCLUSION FOR THE MIDDLE 
MARKER INOPERATIVE SITUATION IN THE 
REVISED G 91.116 IS UNNECESSARY. ANY 
SPECIAL PROVISIONS FOR MILITARY USE OF 
CIVIL APPROACH PROCEDURES WHICH SPECIFY 
MINIMUMS ADJUSTMENTS MAY CONTINUE TO 
BE APPROPRIATELY ADDRESSED OR WAIVED 
BY THE MILITARY AS NECESSARY, AND 
DEVELOPMENT OF MILITARY STANDARD 
APPROACH PROCEDURES MAY BE DONE IN 
ACCORDANCE WITH APPLICABLE MILITARY 
DIRECTIVES. OTHER THAN FOR EXPLANATION OF 
CIVIL APPROACH PROCEDURE APPLICABILITY 
AND USE WHEN MILITARY AIRCRAFT LAND AT 
CIVIL AIRPORTS, NO PROVISION OF £ 91.116 
REGARDING ELIMINATION OF THE INOPERATIVE 
COMPONENTS TABLE FROM 5 91.116(F) 
REQUIRES A CHARGE TO MILITARY PROCEDURES. 

ILS COMPONENTS 
NEW § 91.116(K) DESCRIBES THE BASIC 

COMPONENTS OF AN ILS AND SPECIFIES 
WHAT AIRBORNE AND GROUND EQUIPMENT 
MAY BE SUBSTITUTED FOR THOSE 
COMPONENTS. AS PROPOSED, THESE 
COMPONENTS INCLUDE THE LOCALIZER, 
GLIDESLOPE, OUTER MARKER, AND MIDDLE 

MARKER. FOR CONSISTENCY, PROVISIONS ARE 
ALSO ADDED TO THE RULE TO ADDRESS THE 
APPLICABILITY OF THE INNER MARKER FOR 
CATEGORY II AND CATEGORY III OPERATIONS 
SINCE COMMENTERS APPROPRIATELY NOTE 
THAT THE FORMER G 91.117(C) AND THE NOTICE 
DID NOT SPECIFICALLY PROVIDE FOR THESE 
CASES. APPLICABILITY AND SUBSTITUTION 
PROVISIONS ARE ADDED TO G 91.116(K) FOR 
THE INNER MARKER FOR CATEGORY II AND 
CATEGORY III TO ENSURE THAT THE 
PROVISIONS OF G 91.11Q(K) ARE COMPLETE 
AND CONSISTENT WITH CURRENT PRACTICE. 

OTHER COMMENTS ON SECTION 91.116 
IN SEVERAL PROVISIONS OF G 91.116, THE 

PHRASE "EXCEPT A MILITARY AIRCRAFT OF THE 
UNITED STATES" IS ADDED TO 
ACCOMMODATE DEPARTMENT OF DEFENSE-
COMMENTS AND REQUIREMENTS. 

SOME COMMENTS INDICATE THAT THE RULE 
IS TOO SPECIFIC AND SHOULD BE KEPT ONLY 
AS A GOOD OPERATING PRACTICE, OR THAT 
CERTAIN PROVISIONS OF THE RULES SHOULD 
NOT APPLY TO PARTICULAR OPERATORS SUCH AS 
HELICOPTER OPERATIONS. HOWEVER, 
COMMENTS SUCH AS THESE DO NOT HAVE 
SUPPORTING EVIDENCE AND ARE VAGUE OR 
GENERAL AND REQUEST FURTHER RELAXATION OF 
THE RULE. IT IS NOT CLEAR HOW THE FAA CAN 
DELETE FLIGHT VISIBILITY AND VISUAL 
REFERENCE REQUIREMENTS FROM G 91.116 
AND STILL PROVIDE THE NECESSARY SAFETY 
PROVISIONS IN VIEW OF THE POOR ACCIDENT 
AND INCIDENT RECORD DISCUSSED IN NOTICE 
80-4. THE PURPOSE OF THIS RULE MAKING IS 
TO CLARIFY AND MAKE NECESSARY CHANGES 
TO THE RULES TO INCREASE SAFETY. THEREFORE 
THE PROVISIONS OF G 91.116 DESCRIBED IN 
THE NOTICE ARE RETAINED WITH THE 
REVISIONS NOTED IN THE PREVIOUS 
PARAGRAPHS. THE REVISIONS INCLUDE 
CLARIFICATION OF FLIGHT VISIBILITY, SPECIFIC 
LISTING OF VISUAL REFERENCES, 
INCORPORATION OF PROVISIONS LIMITING 
DESCENT PRIOR TO REACHING A VDP, AND 
DELETION OF THE INOPERATIVE COMPONENTS 
TABLE IN G 91.117 AS REDUNDANT WITH PART 
97, AND PROVISIONS OF TERPS. 

REVISION OF PART 121 
FOR CONSISTENCY, G 121.651 COMBINES 

THE FORMER TAKEOFF AND LANDING WEATHER, 
MINIMUMS FOR DOMESTIC AND FLAG AIR 
CARRIERS [G 121.651) AND THOSE FOR 
SUPPLEMENTAL AIR CARRIERS AND 
COMMERCIAL OPERATORS (G 121.653). FOR 
THE PURPOSES OF THIS SECTION, THE 
OPERATIONS OF DOMESTIC, FLAG, AND 
SUPPLEMENTAL CARRIERS ARE SUFFICIENTLY 
SIMILAR THAT THE DISTINCTION IN TAKEOFF 
AND LANDING MINIMUMS IS NO LONGER 
NECESSARY. THIS IS CONSISTENT WITH THE 
REDUCED EMPHASIS ON DISTINCTIONS AMONG 
THESE CARRIERS WHICH RESULTS FROM THE 
AIRLINE DEREGULATION ACT OF 1978 [PUB. L 
95-504) AND IB RESPONSIVE TO THE 
PRESIDENT'S GOAT OF REGULATORY 
SIMPLIFICATION. COMMENTS ON THE 
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simplification of these rules are 
generally supportive. One commenter 
suggests even further reorganization of 
these rules to provide separate sections 

. for takeoff and landing minima and to 
simplify the redundancy between Parts 
91,121, and 135 for takeoff and landing 
under IFR. Although the FAA recognizes 
that such reorganization may have 
merit, it does not appear practical at this 
time to make such changes without 
further public comment. Additional 
action on such proposals may be a 
subject for future rulemaking. 

Section 121.851(a) prohibits a pilot 
from beginning takeoff when the 
weather conditions reported by the U.S. 
National Weather Service, a source 
approved by that Service, or a source 
approved by the Administrator, are less 
than those specified for the takeoff 
airport in the certificate holder's 
operations specifications or, if the 
operations specifications do not contain 
minimums for the airport, the minimums 
specified under the Part 97 procedure. 
This allows weather reports by sources 
other than the U.S. National Weather 
Service or sources approved by it, but 
which are approved by the 
Administrator, to apply for takeoff 
minimums at foreign airports. Thus this 
change uniformly applies takeoff 
minimums where weather is reported by 
sources approved by the Administrator, 
as well as at locations having U.S. 
National Weather Service-operated or 
approved weather facilities. There were 
no specific comments identifying 
problems with this section and the 
-section is adopted essentially as 
proposed. 

Proposed § 121.651(b) clarifies that a 
pilot at an airport within the United 
States or at a U.S. military installation 
which has one of the three specified 
acceptable weather report sources may 
not continue an approach past a final 
approach fix or, if a fix is not 
established in the standard instrument 
approach procedure, begin the final 
approach segment of an instrument 
approach procedure unless a weather 
report is issued for that airport. At 
foreign airports, weather services for 
Part 121 operators are approved by the 
Administrator rather than the U.S. 
National Weather Service. Thus 
§ 121.651(b) allows initiation of the final 
approach segment of instrument 
approaches at foreign airports not 
having weather reporting facilities under 
the jurisdiction of the U.S. National 
Weather Service. 

U.S. National Weather Service 
expresses concern regarding the 
language used in § 121.651(b) which 
states that no person may continue an 

approach past a final approach fix 
unless a weather report is issued by the 
U.S. National Weather Service, a Bource 
approved by that service, or a source 
approved by the Administrator. The 
concern relates to the fact that it 
approves weather observations within 
the United States, whereas the proposed 
rule also provides for use of sources 
approved by the Administrator rather 
than the National Weather Service. 
However, the provision for approval of 
the Administrator is necessary in this 
case, and must be considered in context 
with current S 121.101(b)(1), and (b)(2), 
and $ 121.119. Sections 121.101 and 
121.119 state the conditions under which 
the Administrator may approve sources 
of weather reports. Section 121.651(b)(1) 
and (b)(2) must address operations at 
airports other than those at which the 
National Weather Service approves 
weather observations as provided in 
§ 121.101 and § 121.119. It is therefore 
necessary to provide for approval of a 
report by the Administrator in § 121.651 
for clarity, to be consistent with 
established practice, and to be 
compatible with SS 121-101 and 121.119. 

In 5 121.651(b), the provision that "no 
pilot may * * * continue an approach 
past the final approach fix, or where o 
final approach fix is not used, begin the 
final segment of an instrument approach 
procedure * * *" (emphasis added) is 
added to provide for the situation where 
a final approach segment may begin 
prior to a final approach fix depicted on 
the procedure. As proposed in such 
situations an aircraft waiting for a 
weather improvement above minimums 
before commencing an approach may 
have incorrectly held at a point further 
from the airport than intended because 
of a misinterpretation of the rule. The 
adopted rule clarifies the intent that the 
aircraft in such instances may proceed 
at least to the depicted final approach 
fix while waiting for a weather 
improvement even though some final 
approach segment in the procedure may 
begin earlier. 

A typographical error regarding the 
incorrect use of the word "or" versus the 
correct word "and" is corrected between 
S 121.651(b)(1) and 5121.651(b)(2) in 
accordance with the original intent of 
the provisions of these sections 
discussed in Notice 80-4. 

Sections 121.651(c) and (d), which 
govern the receipt of a later weather 
report indicating below minimum 
conditions and initiation of an approach 
when weather is below minimums if ILS 
and precision approach radar (PAR] are 
used simultaneously is revised. Section 
121.651(c) provides that a pilot who has 
begun the final approach segment of an 

instrument approach procedure to an 
airport in accordance with § 121.651(b) 
and then receives a below minimum 
report or a pilot who initiates the 
approach under § 121.651(d) may 
continue the approach and touchdown if 
the same safeguards prescribed in _ 
S 91.116(c) are met 

The applicable provisions of 
S 91.116(c) are repeated in §§ 121.651(c) 
and 121.651(d) to clarify and simplify 
use of this section without the need to 
cross reference § 91.116(c). Sections 
121.651(c) and (d) are also revised from 
the wording used in Notice 80-4 to 
retain the word "landing" in lieu of the 
word "touchdown" for the same reasons 
explained in the discussion of 
S 91.118(d). 

Section 121.651(c) provides additional 
safety in the case of deteriorating 
weather by revising the conditions for 
continuation of an approach when 
variable weather may go below 
minimums after the aircraft has passed 
the final approach fix. The former 
S 121.651(d)(2) required that aircraft on a 
nonprecision approach must have 
reached MDA as a condition for 
continuation of an approach. This is 
believed in some instances to have led 
to aircraft descending to MDA at higher 
than normal descent rates after passing 
the final approach fix when weather 
was variable and deteriorating, to be 
able to continue the approach if weather 
was subsequently reported below 
minima. This practice could encourage 
high sink rates near the ground and 
unstabilized approaches due to the 
pilot's effort to reach MDA soon after 
passing the final approach fix. 
Accordingly, § 121.651(c) only applies 
the condition that the aircraft be past 
the final approach fix to continue an 
approach in the situation of 
deteriorating weather, for both precision 
and nonprecision approaches, this 
encouraging stabilized descents and use 
of normal descent gradients. 

As proposed, the exception of 
1121.651(d), allowing initiation of an 
approach when weather is below 
minimums if ILS and PAR are 
simultaneously used, is retained. 
However, commenters correctly note 
that air carriers apply this provision 
rarely and only at a very few airports 
due to PAR being phased out at civil 
airports. Further, it is suggested that 
these provisions are no longer 
appropriate for air carrier operations. As 
a result further revision or deletion of 
§ 121.651(d) may be considered in future 
rule making but the provision is retained 
at this time. 

• Section 121.651(d) applies the same 
safeguards as in § 91.116(c) with the 
exception of paragraph (c)(4) which 
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relates to operations prior to reaching a 
VDP in straight-in, nonprecision 
instrument approach procedures and 
does not apply in the instance of a 
precision approach. 

The revisions to 55 121.651(c) and (d) 
are necessary to be consistent with the 
revised § 91.116. They upgrade and 
clarify the requirements for instrument 
approaches for air carrier operations. 
They are adopted substantially as 
proposed in the notice. 

Foreign Airports 

Finally, a new 5121.651(f) is added to 
require a pilot making an IFR takeoff, 
approach, or landing at a foreign airport 
to comply with the applicable 
instrument approach procedures and 
weather minimums prescribed by the 
authority having jurisdiction over the 
airport, unless otherwise authorized in 
the certificate holder's operations 
specifications. This ensures that U.S. 
operators comply with appropriate 
foreign governmental regulations when 
conducting international operations. No 
specific comments were received on this 
section and it is adopted as proposed 

Pilots Continuously Determining Flight 
Visibility 

Based on comments, difficult issues to 
resolve are the various sections dealing 
with requirements for the pilot to 
continuously determine that the flight 
visibility is not less than the visibility 
specified in the procedure used 
(§§ 91.116(b)[3}, 121.651(c)(3) and 
121.651(d)(3) in the notice and 
§§ 91.116(c)(2), 121.651(c)(2). and 
121.651(d)(2)). Comments on these issues 
range from strong support for the 
concept and wording to significant 
disagreement with the concept. Some 
commenters state that this provision 
could adversely affect safety. A main 
objection to this provision centers on the 
interpretation of the phrase 
"continuously determine" flight 
visibility. It is suggested that this might 
be interpreted by some to mean that the 
pilot or pilots cannot conduct a normal 
cross check of cockpit instruments while 
below MDA or DH. Use of the term 
"continuous" in this context is 
inappropriate if it is taken to mean that 
scanning of instruments such as 
airspeed, altitude, and vertical speed is 
not acceptable in conjunction with 
scanning of outside visual references. 
Such an interpretation is certainly not 
the intent, and if this interpretation is 
applied, it could very well be 
detrimental to flight safety. Accordingly, 
the word "continuously" is dropped 
from these sections as being potentially 
confusing and redundant to § 91.116(e) 

which provides for conditions in which 
A missed approach must be initiated. 

Another point raised in the comments 
is the fact mat pilots do not have A 
means to numerically assess flight 
visibility and compare it with the 
published minimums and that the list of 
visual references specified in 
S 91.116(c)(3)(i) thru fx) is adequate 
alone. Although these comments are to 
Bome degree valid in the sense that 
visual estimation of visibility by either a 
pilot or ground observer does require 
judgement and may not necessarily be 
numerically exact, it nevertheless 
remains a concept that provides for the 
necessary safety during landing. Such 
assessment of visibility has been the 
basis for many years for both ground 
weather observations and pilot use in 
compliance with the landing minima and 
visual flight rules. Although alternative 
concepts such as mandatory use of 
ground-reported visibility or RVR have 
been suggested, no other concept 
adequately replaces the provisions of 
§ | 91.116(c)(3) and 91.116(d) and 
provides equivalent Bafety without 
further restricting flight operations. The 
intent of SI 91.116 and 121.651 Is not to 
remove the requirement for assessment 
of visibility, but to further clarify its 
applicability by clearly specifying the 
often misunderstood point that the rule 
refers to "flight" visibility as opposed to 
groundrreported visibility. The 
associated changes to §5 91.6,91.116, 
and 121.651 provide an increase in 
Bafety by explicitly listing the references 
that must be in sight as a condition for 
continued descent below MDA or DH 
even though the pilot may have 
determined that the required flight 
visibility is present. Conversely, having 
one of these specific references in sight 
is not sufficient alone to safely continue 
descent if the flight visibility is below 
minimums. Thus the addition of a 
specific list of visual references in 
S 91.116(c)(3) further clarifies the 
runway environment terminology 
previously used in § 91.117(b)(2) rather 
than the long-standing concept of use of 
flight visibility. 

Associated comments relate to the 
need for slant visual range 
measurements, and to the relationship 
between § 121.655, which addresses the 
precedence of ground-reported RVR in 
weather reports, and 1121.651. A 
commenter indicates that minima are 
not and cannot be measured in terms of 
slant visual range, and that horizontal 
flight visibility at altitude may be less 
than the authorized reported visibility 
observed at ground level. 

Regarding the first point, this 
statement is partially true. The FAA 

acknowledges that slant visual range 
(SVR) is not used now, and the F A A 
agrees with the commenter that there 
are presently no ground measurement 
systems available which are practical 
for operational measurement of SVR. 
The FAA plans to continue to monitor 
technical developments in this area for 
any advances which may overcome the 
many technical problems and practical 
limitations which remain. Even if 
numerous problems with ground 
measurement of SVR are resolved, it is 
not clear that having this information in 
addition to RVR contributes to or is 
essential for safe descent below MDA or 
DH. In A number of accident and 
incident cases, pilots have continued the 
approach below MDA or DH in spite of 
the fact that little or no visual reference 
existed and the pilot observed that slant 
visibility was poor. It ia not clear how 
providing ground reports of SVR to the 
pilot would have prevented the accident 
or incident since the pilot already had 
actual slant visibility information which 
could not have been provided by A 
ground sensor as accurately or in real 
time. Conversely, if the pilots applied 
the conditions specified in S 91.116(c) 
which clarifies the applicability of the 

• use of flight visibility and lists 
acceptable visual references for 
continuation of descent, the continued 
descent below MDA or DH in marginal 
visibility well below that specified in the 
standard instrument approach 
procedure would clearly have been 
inappropriate. 

The F A A also does not agree with the 
commenters' views that assessment of 
flight visibility is impossible for pilots to 
do. As pointed out in earlier discussions, 
for many years pilots have been making 
such judgments to safely operate 
aircraft, as well as to comply with 
former $$ 91.105, 91.116,121.651, and 
121.653, even though such judgments 
may not be nuniercially exact. For 
example § 91.105 requires pilots to 
estimate horizontal visibilities of 1 mile 
and 3 miles and to estimate horizontal 
and vertical distances from clouds of 
500 feet. 1,000 feet and 2,000 feet. 
Sections 91.118,121.651, and 91.105 all 
require pilots to estimate flight visibility 
in situations where slant range and 
other factors such as horizontal 
visibility, aircraft height above ground, 
obscuration due to fog, rain or snow, 
scud, low cloud or other restrictions to 
visibility must be considered 

Regarding the points that horizontal 
visibility at altitude may be less than the 
authorized reported visibility at ground 
level, the FAA agrees. However, this is 
not sufficient reason to remove the 
requirement for assessment of flight 
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visibility from § $ 91.116 or 121.851. In 
fact, the possibility of this situation is an 
important reason why revised 5 § 91.116 
and 121.651 continue to require 
assessment of flight visibility. Technical 
literature1 from a variety of sources 
suggest instances where slant visibility 
as seen by the pilot can be very much 
less than the horizontal visibility at 
ground level. Thus if the requirement for 
flight visibility assessment by the pilot 
is removed, it would be permissible to 
continue a descent below MDA or DH in 
the unsafe situation where visibility is 
reported above minimums and one or 
more visual references listed in 
§ 91.116(c)(3) may be distinctly in sight 
but the flight visibility is much less than 
the visibility specified in the procedure 
and is inadequate to safely complete the 
landing. 

In all these cases, the commenters* 
recommended resolution of the issues 
appears to be less restrictive than the 
former rules. The previous §§ 91.116(b) 
and 121.651(d) required that no person 
land unless the visibility is at or above 
(greater than or equal to] the published 
minimums, and that for continuation of 
an approach in deteriorating weather for 
Part 121 operators, the actual weather 
be at or above published minimums. The 
commenters' suggested changes to 
delete sections such as § 91.116(c)(2) or 
§ 121.651(c)(2) relating to flight visibility 
would lead to the rules permitting the 
approach to be continued in unsafe 
conditions. 

For example, in a case where weather 
is reported to be above minimums, if the 
requirements of § 91.116(c)(2) were 
deleted and § 91.116(c)(3) regarding 
visual references alone was met by 
having one or more of the listed visual 
references distinctly in sight, a pilot 
could have continued the approach even 
though the flight visibility was very poor 
and much less than the published 
minimums. This situation is unsafe 
because the necessary visual reference 
for assessment or control of the 
aircraft's approach path may not be 
present. Other alternatives suggested by 
commenters, such as making ground-
reported weather exclusively 
controlling, would require unnecessary 
missed approaches and diversions to 
alternate airports when weather is 
better than reported and safe for an 
approach and landing. The suggestion to 
make ground-reported RVR or 
meteorological visibility exclusively 
controlling for continuation of a descent 
below MDA or DH could lead to 
restrictions on operations with little or 
no overall benefit to safety. An example 

1 Copies of these DOCUMENTS ARE CONTAINED in THE 
docket. 

of this would be the case where the pilot 
has the listed references of § 91.116(c)(3) 
distinctly in sight and has determined 
that the flight visibility is at or above the 
published minimums as in $ 91.116(c)(2), 
but the visibility or RVR is reported 
below minimums due to commonly 
recognized weather measuring and 
reporting inaccuracies. In this case, the 
commenter's suggestion requires an 
unnecessary missed approach and a 
diversion to an alternate airport could 
result. 

The comment that 5 121.655 
establishes precedence of RVR over 
ground-reported prevailing visibility is 
correct. However, the commenter's 
implication that this has any affect on 
the pilot's assessment of visibility for 
continuation of an approach below 
MDA or DH is not valid. Section 121.655 
requires that the main body of the 
weather report, rather than other 
portions of the report, applies regarding 
compliance with § 121.651(b) for 
determining the weather conditions 
necessary for the initiation of an 
approach. If an RVR report is currently 
available, it supersedes other weather 
reports that may apply to initiation of an 
approach under $ 121.651(b). It does not 
relieve or take precedence over the 
pilot's responsibility below MDA or DH 
to ensure that the required flight 
visibility exists. Once a pilot has passed 
the final approach fix, no provision of 
% 121.655 supersedes the pilot'B 
responsibility to assess visual reference 
below the MDA or DH. Thus even 
though a report of RVR may indicate 
that weather is above minimums and the 
RVR reports take precedence over other 
weather reports under 5 121.655 for 
initiating an approach, when below 
MDA or DH the pilot must, in his 
judgment, determine that the actual 
weather conditions are at least equal to 
the prescribed minimums to continue an 
approach. Conversely, once past the 
final approach fix, if the pilot 
determines that the visual requirements 
of 5 S 121.651(c) and 91.116 (c), (d) and 
(e) are met, the approach may continue 
and a landing may be made. 

It is important to note the provision to 
continue an approach below MDA or 
DH if flight visibility is considered by 
the pilot to be above minimums and one 
of the acceptable visual references is in 
sight is not an encouragement for pilots 
to deliberately misestimate visibility to 
land in unsafe conditions with ground 
reported prevailing visibility or RVR 
reported below minimums. The F A A 
intends to continue to closely review the 
circumstances related to any landings 
made when weather is reported below 
minimums. To assess compliance with 

§§ 91.116(c) and 121.651(c) and for 
enforcement cases, the F A A will 
continue to consider a variety of factors 
such as ground-reported weather, 
variability of the weather, reports of 
other pilots who attempted or completed 
landings, pilots awaiting departure 
located in a position to judge visual 
reference in the area of the touchdown 
zone, reports of visual reference seen by 
other crewmembers on the aircraft, air 
traffic personnel, or ground observer 
reports, or many other such factors. 
Should evidence of a poor safety record 
continue or there be evidence of 
deliberate disregard of the visual 
reference provisions of §§ 91.116(c) and 
121.651(c), the F A A will reconsider both 
the applicability and precedence of 
ground-reported visibility and RVR and 
the potential applicability of additional 
rules. If necessary, provisions similar to 
§§ 121.651(b), 135.225, and 125.381 may 
then be developed to apply to all 
operations. 

Because of the problems identified 
with alternatives suggested by 
commenters and the fact that the 
primary intent of the proposal is to 
explicitly state the necessary visual 
references and make it clear that the 
visibility referred to is flight visibility, 
§§ 91.118(c}, 91.116(d), 121.651(c), and 
121.651(d) are adopted as discussed 
above. 

Special Cases Requiring Authorization 
of the Administrator 

Numerous commenters correctly 
identify areas in proposed $ 91,116 
where the Administrator must be able to 
approve approach procedures which 
vary from the provisions of § 91.116(a) 
through (k). For example, in the case of 
an aircraft operating on a Btraight-in or 
circling approach, it is sometimes 
necessary for an instrument approach 
procedure to provide for a visual 
segment from the missed approach point 
to the airport, as at numerous Alaskan 
airports and airports such as Palm 
Springs, California, and Missoula, 
Montana. Thus the Administrator must 
retain the authority to approve 
instrument approach procedures where 
the pilot may not necessarily have one 
of the visual references specified in 
§ 91.116(c)(3) in sight. There are other 
cases where the Administrator's 
authority to issue special provisions 
must also be available to approve visual 
approaches, contact approaches, 
helicopter procedures, or other items 
such as waivers for all-weather takeoff 
and landing research and development. 
Accordingly, the-provisions of former 
§ § 91.116 and 91.117 regarding the 
authority of the Administrator to 
authorize deviations is retained in 
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§ 91.116, BUT IS CONSOLIDATED IN 
5 91.116{A] FOR APPLICABILITY TO 
§ 91.116(8) THROUGH (K). 

LIST OF VISUAL REFERENCES 
ONE COMMENTER SUGGESTS THAT THE LIST 

OF APPROVED VISUAL REFERENCES PROPOSED 
IN | 91.116(B)(4) AND ADOPTED IN 
§ 91.116(C)(3) AND § 121.651(C)(3) BE 
EXPANDED TO INCLUDE ADDITIONAL ITEMS 
SUCH AS LEAD-IN LIGHTS AND RUNWAY 
MARKINGS. IN THE CASE OF LEAD-IN LIGHTS, 
THE COMMENT IS NOT ADOPTED BECAUSE 
THERE ARE NUMEROUS TYPES OF APPROACH 
LIGHT SYSTEMS, OF WHICH LEAD-IN LIGHTS ARE 
JUST ONE TYPE, AND EACH WOULD HAVE TO" 
BE LISTED AND UPDATED AS FREQUENT 
CHANGES IN THESE SYSTEMS ARE MADE. 
SINCE LEAD-IN LIGHTS AND OTHER SUCH 
VISUAL AIDS ARE SPECIFIC TYPES OF 
APPROACH LIGHTS, AND ARE CONSIDERED AND 
APPROVED BY THE ADMINISTRATOR TO BE 
CREDITED IN AN INSTRUMENT APPROACH 
PROCEDURE, IT IS UNNECESSARY TO 
SPECIFICALLY LIST EACH TYPE. IN THE CASE OF 
RUNWAY MARKINGS, THE DIFFERENCE IN 
MEANING OF "RUNWAY MARKINGS" FROM THE 
WORD "RUNWAY" IS CONSIDERED SUFFICIENT 
TO WARRANT BEING INCLUDED SEPARATELY TO 
CLARIFY THE RULE, RUNWAY MARKINGS 
GENERALLY CONSIST OF STANDARD PATTERNS 
PAINTED ON THE RUNWAY SURFACE WHICH 
SHOW THE THRESHOLD, RUNWAY 
IDENTIFICATION NUMBER, CENTERLINE, 
TOUCHDOWN AIMING POINT, AND DISTANCE 
CODING. IN CONTRAST, THE TERM "RUNWAY" 
MAY REFER ONLY TO THE SURFACE OF THE 
PAVEMENT. THIS MAY NOT BE AS DISTINCTLY 
VISIBLE AS LIGHTS OR MARKINGS, FOR 
EXAMPLE, DURING A NIGHT APPROACH ON A 
WET RUNWAY. 

ONE COMMENT SUGGESTS ADDING 
CENTERLINE LIGHTS TO THE LIST IN $ 91.6(B). 
THIS, HOWEVER, IS INAPPROPRIATE AND 
UNNECESSARY BECAUSE OF THE DESIGN OF 
THE LIGHTING SYSTEMS. CENTERLINE LIGHTS 
ARE INTENDED TO BE INSTALLED ALONG WITH 
TOUCHDOWN ZONE LIGHTS, AND SINCE 
TOUCHDOWN ZONE LIGHTS ARE SET AT AN 
INTENSITY GREATER THAN CENTERLINE LIGHTS, 
THEY SHOULD, IN NORMAL CIRCUMSTANCES, BE 
VISIBLE AT THE SAME TIME OR BEFORE THE 
CENTERLINE LIGHTS. FURTHER, IF THE AIRCRAFT 
HAS INADVERTENTLY PASSED THE TOUCHDOWN 
ZONE PRIOR TO TOUCHDOWN, AND THE 
TOUCHDOWN ZONE LIGHTS OR OTHER ITEMS IN 
$ 91.6(B) ARE NOT VISIBLE BUT THE 
CENTERLINE LIGHTS ARE VISIBLE, CONTINUED 
DESCENT BASED ON THE CENTERLINE LIGHTS 
ALONE IS NOT APPROPRIATE. NOT ONLY IS IT 
UNLIKELY THAT WEATHER IS ABOVE 
MINIMUMS, BUT THE PILOT MAY ALSO HAVE 
NO WAY OF KNOWING HOW FAR ALONG THE 
RUNWAY THE AIRCRAFT HAS TRAVELED OR HOW 
MUCH RUNWAY REMAINS FOR LANDING. IF 
TOUCHDOWN OCCURS PAST THE TOUCHDOWN 
ZONE, BY THE TIME THE AIRCRAFT REACHES THE 
COLOR-CODED CENTERLINE LIGHTS AT THE 
OPPOSITE END OF THE RUNWAY THERE MAY 

BE INSUFFICIENT RUNWAY REMAINING TO 
STOP. THEREFORE, THIS ITEM IS NOT ADDED TO 
THE LIST. 

TO CLARIFY AND UNIFORMLY APPLY THE 
PROVISIONS REGARDING USE OF APPROACH 
LIGHTS AS A VISUAL REFERENCE, THE WORDING 
IS STANDARDIZED IN 55 91.6,91.116, AND 
121.651 AS "APPROACH LIGHT SYSTEM." THE 
QUESTION IS RAISED BY COMMENTERS 
WHETHER THE ENTIRE APPROACH LIGHT 
SYSTEM MUST BE VISIBLE TO THE PILOT. IT IS 
INTENDED THAT THE ENTIRE SYSTEM NEED NOT 
NECESSARILY BE IN VIEW UNDER EITHER 
5 91.6 OR 5 91.116 WHEN DESCENDING 
BELOW MDA OR DH. AT THE TIME NOTICE 
80-4 WAS ISSUED, THE SPECIAL DESCRIPTION 
IN PROPOSED $ 91.6 CLARIFYING DESCENT 
BELOW 100' WAS CONSIDERED SUFFICIENT. IT 
WAS NOT CONSIDERED NECESSARY IN 
§ 91.116 OR § 121.651 BECAUSE OF THE 
RELATIVELY INFREQUENT OCCURRENCE OF THIS 
SITUATION. HOWEVER, SINCE COMMENTERS 
RAISE THE ISSUE AND ARE UNCERTAIN AS TO 
WHETHER "APPROACH LIGHTS" AND 
"APPROACH LIGHT SYSTEMS" HAVE DIFFERENT 
MEANINGS AND WHETHER IT WAS NECESSARY 
TO SEE ALL OR JUST PART OF THE APPROACH 
LIGHT SYSTEM, THE FAA HAS CLARIFIED THE 
RULE BY ADOPTING THE WORDING USED IN 
PROPOSED 3 91.6 IN 55 91.116(B)(3) AND 
121.651(C)(3J, IT SHOULD BE NOTED, 
HOWEVER, THAT EVEN THOUGH ONLY A PART OF 
THE APPROACH LIGHT SYSTEM NEED BE 
VISIBLE DURING DESCENT BELOW MDA OR 
DH TO IOC ABOVE THE TOUCHDOWN ZONE 
ELEVATION, THE REQUIREMENTS OF 
§ 91.116(C) REGARDING ADEQUATE FLIGHT 
VISIBILITY MUST ALSO BE MET TO CONTINUE 
AN APPROACH. 

A QUESTION IS RAISED REGARDING THE 
INTENT OF 5 91.116(E)(1) AS FAR AS MISSED 
APPROACHES ARE CONCERNED. THE 
COMMENTER IS UNCERTAIN AS TO THE 
APPLICABILITY OF A RULE IN THE CASE WHERE 
VISUAL REFERENCES MAY BE TEMPORARILY 
LOST WHILE BELOW MDA OR DH. THE 
COMMENTER ASKS WHETHER THE RULE 
REQUIRES THAT A MISSED APPROACH BE 
CONDUCTED EVEN THOUGH VISUAL REFERENCES 
REAPPEAR. THE RULE PROVIDES THAT ANY 
TIME THE CONDITIONS OF THE RULE ARE MET, A 
MISSED APPROACH IS NOT REQUIRED. DURING 
THE TIME WHEN THE VISUAL REFERENCES ARE 
NOT AVAILABLE BELOW MDA OR DH, 
HOWEVER, THE PILOT IS EXPECTED TO INITIATE 
A MISSED APPROACH. WHEN BELOW MDA 
ORDH, ANY DELIBERATE DELAY IN INITIATION 
OF A MISSED APPROACH IN THE HOPE THAT 
VISUAL REFERENCES WILL SOON REAPPEAR, IS 
NOT APPROPRIATE, SUCH AS IN THE CASE OF 
DELIBERATE DESCENT THROUGH LOW CLOUD, 
SCUD, OR FOG IN WHICH THE REQUIREMENTS OF 
I 91.116(C) CANNOT BE MET. IF THE PILOT 
USES NORMAL PROCEDURES, HOWEVER, AND 
DOES NOT DELIBERATELY DELAY TAKING 
ACTION TO TRANSIT THE INTERMITTENT 
CONDITION, BUT STILL HAS NOT INITIATED THE 
MISSED APPROACH WHEN THE VISUAL 

REFERENCES REAPPEAR, A MISSED APPROACH 
IS NOT REQUIRED. 

Use of Person or N o t 
SOME PROVISIONS OF THE RULES ARE 

INTENDED TO REFER ONLY TO A PILOT BECAUSE 
THE RULE CAN ONLY BE USED BY A PILOT 
CREWMEMBER DURING FLIGHT, FOR EXAMPLE 
SIGHTING VISUAL REFERENCES DURING A 
LANDING AS SPECIFIED IN 5 91.116(C). 
HOWEVER, OTHER PROVISIONS OF THE REVISED 
RULES MAY APPLY TO AN OPERATOR OR 
SOMEONE OTHER THAN A PILOT FLIGHT 
CREWMEMBER, FOR EXAMPLE 5 81.6(G) 
CONCERNING OPERATIONS SPECIFICATIONS, IN 
AN INSTANCE SUCH AS 5 91.6(G), "OPERATION 
OF AN AIRCRAFT" MAY APPLY TO OTHER 
PERSONS AS WELL AS THE PILOT BECAUSE 
OTHER PERSONS MAY ALSO BE RESPONSIBLE 
FOR CORRECT APPLICATION OF A CERTIFICATE 
HOLDER'S OPERATIONS SPECIFICATIONS. THE 
REVISED RULEB PROVIDE FOR THIS SITUATION 
BY RETAINING THE WORD "PERSON" WHERE 
SOMEONE OTHER THAN THE PILOT OF AN 
AIRCRAFT MAY ALSO BE INVOLVED WITH 
APPLICATION OF THE RULES, AND THE RULES 
USE THE TERM "PILOT" WHERE A RULE CLEARLY 
IS INTENDED FOR USE BY A PILOT 
CREWMEMBER DURING FLIGHT. 

THE AMENDMENTS 
ACCORDINGLY, THE FEDERAL AVIATION 

ADMINISTRATION AMENDS PARTS 1, 91, AND 
121 OF THE FEDERAL AVIATION REGULATIONS 
(14 CFR PARTS 1, 91, AND 121), AS FOLLOWS 
EFFECTIVE: 
PART 1— DEFINITIONS AND 
ABBREVIATIONS 
£ 1.1 [Amended] 

1. BY AMENDING § 1.1 OF PART 1 BY 
ADDING A DEFINITION OF "CATEGORY III 
OPERATIONS" IMMEDIATELY FOLLOWING THE 
DEFINITION OF "CATEGORY II OPERATIONS" AS 
FOLLOWS: 
• * * * * 
"CATEGORY III OPERATIONS," WITH RESPECT 
TO THE OPERATION OF AIRCRAFT, MEANS AN 
ILS APPROACH TO, AND LANDING ON, THE 
RUNWAY OF AN AIRPORT USING A CATEGORY 
III ILS INSTRUMENT APPROACH PROCEDURE 
ISSUED BY THE ADMINISTRATOR OR OTHER 
APPROPRIATE AUTHORITY. 
* * * * * 
PART 91—GENERAL OPERATING AND 
FLIGHT RULES 

2. BY REVISING $ 91.6 TO READ AS 
FOLLOWS: 

§ 91.6 CATEGORY II AND III OPERATIONS: 
GENERA! OPERATING RULES. 

(A) NO PERSON MAY OPERATE A CIVIL 
AIRCRAFT IN A CATEGORY II OR CATEGORY III 
OPERATION UNLESS: 

[1) THE FLIGHTCREW OF THE AIRCRAFT 
CONSISTS OF A PILOT IN COMMAND AND A 
SECOND IN COMMAND WHO HOLD THE 
APPROPRIATE AUTHORIZATIONS AND RATINGS 
PRESCRIBED IN § 61.3 OF THIS CHAPTER: 
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( 2 ) E a c h f l i g h t c r e w m e m b e r h a s 

a d e q u a t e k n o w l e d g e o f , a n d f a m i l i a r i t y 

w i t h , t h e a i r c r a f t a n d t h e p r o c e d u r e s t o 

b e u s e d ; a n d 

( 3 ) T h e i n s t r u m e n t p a n e l i n f r o n t o f 

t h e p i l o t w h o i s c o n t r o l l i n g t h e a i r c r a f t 

h a s a p p r o p r i a t e i n s t r u m e n t a t i o n f o r t h e 

t y p e o f f l i g h t c o n t r o l g u i d a n c e s y s t e m 

t h a t i s b e i n g u s e d . 

( b ) U n l e s s o t h e r w i s e a u t h o r i z e d b y 

t h e A d m i n i s t r a t o r , n o p e r s o n m a y 

o p e r a t e a c i v i l a i r c r a f t i n a C a t e g o r y I I 

o r C a t e g o r y I I ! o p e r a t i o n u n l e s s e a c h 

g r o u n d c o m p o n e n t r e q u i r e d f o r t h a t 

o p e r a t i o n a n d t h e r e l a t e d a i r b o r n e 

e q u i p m e n t i s i n s t a l l e d a n d o p e r a t i n g . 

( c ) F o r t h e p u r p o s e o f t h i s s e c t i o n , 

w h e n t h e a p p r o a c h p r o c e d u r e b e i n g 

u s e d p r o v i d e s f o r a n d r e q u i r e s u s e o f a 

D H , t h e a u t h o r i z e d d e c i s i o n h e i g h t i s t h e 

D H p r e s c r i b e d b y t h e a p p r o a c h 

p r o c e d u r e , t h e D H p r e s c r i b e d f o r t h e 

p i l o t i n c o m m a n d , o r t h e D H f o r w h i c h 

t h e a i r c r a f t i s e q u i p p e d , w h i c h e v e r i s 

h i g h e r . 

( d ) U n l e s s o t h e r w i s e a u t h o r i z e d b y 

t h e A d m i n i s t r a t o r , n o p i l o t o p e r a t i n g a n 

a i r c r a f t i n a C a t e g o r y I I o r C a t e g o r y I I I 

a p p r o a c h t h a t p r o v i d e s a n d r e q u i r e s u s e 

o f a D H m a y c o n t i n u e t h e a p p r o a c h 

b e l o w t h e a u t h o r i z e d d e c i s i o n h e i g h t 

u n l e s s t h e f o l l o w i n g c o n d i t i o n s a r e m e t : 

( 1 ) T h e a i r c r a f t i s i n a p o s i t i o n from 

w h i c h a d e s c e n t t o a l a n d i n g o n t h e 

i n t e n d e d r u n w a y c a n b e m a d e a t a 

n o r m a l r a t e o f d e s c e n t u s i n g n o r m a l 

m a n e u v e r s , a n d w h e r e t h a t d e s c e n t r a t e 

w i l l a l l o w t o u c h d o w n t o o c c u r w i t h i n 

t h e t o u c h d o w n z o n e o f t h e r u n w a y o f 

i n t e n d e d l a n d i n g . 

( 2 ) A t l e a s t o n e o f t h e f o l l o w i n g v i s u a l 

r e f e r e n c e s f o r t h e i n t e n d e d r u n w a y i s 

d i s t i n c t l y v i s i b l e a n d i d e n t i f i a b l e t o t h e 

p i l o t : 

( i ) T h e a p p r o a c h l i g h t s y s t e m , e x c e p t 

t h a t t h e p i l o t m a y n o t d e s c e n d b e l o w 

1 0 0 f e e t a b o v e t h e t o u c h d o w n z o n e 

e l e v a t i o n u s i n g t h e a p p r o a c h l i g h t s a s a 

r e f e r e n c e u n l e s s t h e r e d t e r m i n a t i n g 

b a r s o r t h e r e d s i d e r o w b a r s a r e a l s o 

d i s t i n c t l y v i s i b l e a n d i d e n t i f i a b l e . 

( i i ) T h e t h r e s h o l d . 

( i i i ) T h e t h r e s h o l d m a r k i n g s . 

( i v ) T h e t h r e s h o l d l i g h t s . 

( v ) T h e t o u c h d o w n z o n e o r t o u c h d o w n 

z o n e m a r k i n g s . 

( v i ) T h e t o u c h d o w n z o n e l i g h t s . 

( e ) U n l e s s o t h e r w i s e a u t h o r i z e d b y t h e 

A d m i n i s t r a t o r , e a c h p i l o t o p e r a t i n g a n 

a i r c r a f t s h a l l i m m e d i a t e l y e x e c u t e a n 

a p p r o p r i a t e m i s s e d a p p r o a c h w h e n e v e r 

p r i o r t o t o u c h d o w n t h e r e q u i r e m e n t s o f 

p a r a g r a p h ( d ) o f t h i s s e c t i o n a r e n o t m e t . 

( f ) N o p e r s o n o p e r a t i n g a n a i r c r a f t 

u s i n g a C a t e g o r y I I I a p p r o a c h w i t h o u t 

d e c i s i o n h e i g h t m a y l a n d t h a t a i r c r a f t 

e x c e p t i n a c c o r d a n c e w i t h t h e 

p r o v i s i o n s o f t h e l e t t e r o f a u t h o r i z a t i o n 

i s s u e d b y t h e A d m i n i s t r a t o r . 

( g ) P a r a g r a p h s ( a ) t h r o u g h ( f ) o f t h i s 

I s e c t i o n d o n o t a p p l y t o o p e r a t i o n s 

c o n d u c t e d b y t h e h o l d e r s o f c e r t i f i c a t e s 

i s s u e d u n d e r P a r t s 1 2 1 , 1 2 3 , 1 2 5 , 1 2 9 , o r 

1 3 5 o f t h i s c h a p t e r . N o p e r s o n m a y 

o p e r a t e a c i v i l a i r c r a f t i n a C a t e g o r y I I 

o r C a t e g o r y I I I o p e r a t i o n c o n d u c t e d b y 

t h e h o l d e r o f a c e r t i f i c a t e i s s u e d u n d e r 

P a r t s 1 2 1 , 1 2 3 , 1 2 5 , 1 2 9 , o r 1 3 5 o f t h i s 

c h a p t e r u n l e s s t h e o p e r a t i o n i s 

c o n d u c t e d i n a c c o r d a n c e w i t h t h a t 

c e r t i f i c a t e h o l d e r ' s o p e r a t i o n s 

s p e c i f i c a t i o n s . 

3 . B y r e v i s i n g 5 9 1 . 1 1 6 t o r e a d a s 

f o l l o w s : 

591.116 Takeoff and landing under IFR. 
( a ) Instrument approaches to civil 

airports. U n l e s s o t h e r w i s e a u t h o r i z e d b y 

t h e A d m i n i s t r a t o r f o r p a r a g r a p h s ( a ) 

t h r o u g h ( k ) o f t h i s s e c t i o n , w h e n a n 

i n s t r u m e n t l e t d o w n t o a c i v i l a i r p o r t i s 

n e c e s s a r y , e a c h p e r s o n o p e r a t i n g a n 

a i r c r a f t , e x c e p t a m i l i t a r y a i r c r a f t o f t h e 

U n i t e d S t a t e s , s h a l l u s e a s t a n d a r d 

i n s t r u m e n t a p p r o a c h p r o c e d u r e 

p r e s c r i b e d f o r t h e a i r p o r t i n P a r t 9 7 o f 

t h i s c h a p t e r . 

( b ) Authorized DM or MDA. F o r t h e 
p u r p o s e o f t h i s s e c t i o n , w h e n t h e 

a p p r o a c h p r o c e d u r e b e i n g u s e d p r o v i d e s 

f o r a n d r e q u i r e s u s e o f a D H o r M D A , 

t h e a u t h o r i z e d d e c i s i o n h e i g h t o r 

a u t h o r i z e d m i n i m u m d e s c e n t a l t i t u d e is 

t h e D H o r M D A p r e s c r i b e d b y t h e 

a p p r o a c h p r o c e d u r e , t h e D H o r M D A 

p r e s c r i b e d f o r t h e p i l o t i n c o m m a n d , o r 

t h e D H o r M D A f o r w h i c h t h e a i r c r a f t i s 

e q u i p p e d , w h i c h e v e r i s h i g h e r . 

( c ) Operation below DH or MDA. 
W h e r e a D H o r M D A i s a p p l i c a b l e , n o 

p i l o t m a y o p e r a t e a n a i r c r a f t , e x c e p t a 

m i l i t a r y a i r c r a f t o f t h e U n i t e d S t a t e s , a t 

a n y a i r p o r t b e l o w t h e a u t h o r i z e d M D A 

i o r c o n t i n u e a n a p p r o a c h b e l o w t h e 

a u t h o r i z e d D H u n l e s s — 

( 1 ) T h e a i r c r a f t is c o n t i n u o u s l y i n a 

p o s i t i o n f r o m w h i c h a d e s c e n t t o a 

l a n d i n g o n t h e i n t e n d e d r u n w a y c a n b e 

m a d e a t a n o r m a l r a t e o f d e s c e n t u s i n g 

, n o r m a l m a n e u v e r s , a n d f o r o p e r a t i o n s 

c o n d u c t e d u n d e r P a r t 1 2 1 o r P a r t 1 3 5 

u n l e s s t h a t d e s c e n t r a t e w i l l a l l o w 

' t o u c h d o w n t o o c c u r w i t h i n t h e 

t o u c h d o w n z o n e o f t h e r u n w a y o f 

i n t e n d e d l a n d i n g ; 

( 2 ) T h e f l i g h t v i s i b i l i t y i s n o t l e s s t h a n 

t h e v i s i b i l i t y p r e s c r i b e d i n t h e s t a n d a r d 

i n s t r u m e n t a p p r o a c h p r o c e d u r e b e i n g 

u s e d ; 

( 3 ) E x c e p t f o r a C a t e g o r y I I o r 

C a t e g o r y 111 a p p r o a c h w h e r e a n y 

n e c e s s a r y v i s u a l r e f e r e n c e r e q u i r e m e n t s 

a r e s p e c i f i e d b y t h e A d m i n i s t r a t o r , a t 

l e a s t o n e o f t h e f o l l o w i n g v i s u a l 

r e f e r e n c e s f o r t h e i n t e n d e d r u n w a y I s 

d i s t i n c t l y v i s i b l e a n d i d e n t i f i a b l e t o t h e 

p i l o t 

(i) T h e a p p r o a c h l i g h t s y s t e m , e x c e p t 

t h a t t h e p i l o t m a y n o t d e s c e n d b e l o w 

1 0 0 f e e t a b o v e t h e t o u c h d o w n z o n e 

e l e v a t i o n u s i n g t h e a p p r o a c h l i g h t s a s a 

r e f e r e n c e u n l e s s t h e r e d t e r m i n a t i n g 

b a r s o r t h e r e d s i d e r o w b a r s a r e a l s o 

d i s t i n c t l y v i s i b l e a n d i d e n t i f i a b l e . 

( i i ) T h e t h r e s h o l d . 

( i i i ) T h e t h r e s h o l d m a r k i n g s . 

( i v ) T h e t h r e s h o l d l i g h t s . 

( v ) T h e r u n w a y e n d i d e n t i f i e r l i g h t s . 

( v i ) T h e v i s u a l a p p r o a c h s l o p e 

i n d i c a t o r . 

( v i i ) T h e t o u c h d o w n z o n e o r 

t o u c h d o w n z o n e m a r k i n g s . 

( v i i i ) T h e t o u c h d o w n z o n e l i g h t s . 

( i x ) T h e r u n w a y o r r u n w a y m a r k i n g s . 

( x ) T h e r u n w a y l i g h t s ; a n d 

( 4 ) W h e n t h e a i r c r a f t i s o n a s t r a i g h t -

i n n o n p r e c i s i o n a p p r o a c h p r o c e d u r e 

w h i c h i n c o r p o r a t e s a v i s u a l d e s c e n t 

p o i n t , t h e a i r c r a f t h a s r e a c h e d t h e v i s u a l 

d e s c e n t p o i n t , e x c e p t w h e r e t h e a i r c r a f t 

i s n o t e q u i p p e d f o r o r c a p a b l e o f 

e s t a b l i s h i n g t h a t p o i n t o r a d e s c e n t t o 

t h e r u n w a y c a n n o t b e m a d e u s i n g 

n o r m a l p r o c e d u r e s o r r a t e s o f d e s c e n t i f 

d e s c e n t i s d e l a y e d u n t i l r e a c h i n g t h a t 

p o i n t . 

( d ) Landing. N o p i l o l o p e r a t i n g a n 

a i r c r a f t , e x c e p t a m i l i t a r y a i r c r a f t o f t h e 

U n i t e d S t a t e s , m a y l a n d t h a t a i r c r a f t 

w h e n t h e f l i g h t v i s i b i l i t y i s l e s s t h a n t h e 

v i s i b i l i t y p r e s c r i b e d i n t h e s t a n d a r d 

i n s t r u m e n t a p p r o a c h p r o c e d u r e b e i n g 

u s e d . 

( e ) Missed approach procedures. E a c h 

p i l o t o p e r a t i n g a n a i r c r a f t , e x c e p t a 

m i l i t a r y a i r c r a f t o f t h e U n i t e d S t a t e s , 

s h a l l i m m e d i a t e l y e x e c u t e a n 

a p p r o p r i a t e m i s s e d a p p r o a c h p r o c e d u r e 

w h e n e i t h e r o f t h e f o l l o w i n g c o n d i t i o n s 

e x i s t : 

( 1 ) W h e n e v e r t h e r e q u i r e m e n t s o f 

p a r a g r a p h ( c ) o f t h i s s e c t i o n a r e n o t m e t 

a t e i t h e r o f t h e f o l l o w i n g t i m e s : 

( 1 ) W h e n t h e a i r c r a f t i s b e i n g o p e r a t e d 

b e l o w M D A ; o r 

( i i ) U p o n a r r i v a l a t t h e m i s s e d 

a p p r o a c h p o i n t , i n c l u d i n g a D H w h e r e a 

D H i s s p e c i f i e d a n d i t s u s e i s r e q u i r e d , 

a n d a t a n y t i m e a f t e r t h a t u n t i l 

t o u c h d o w n . 

( 2 ) W h e n e v e r a n i d e n t i f i a b l e p a r t o f 

t h e a i r p o r t i s n o t d i s t i n c t l y v i s i b l e t o t h e 

p i l o t d u r i n g a c i r c l i n g m a n e u v e r a t o r 

a b o v e M D A , u n l e s s t h e ' i n a b i l i t y t o s e e 

a n i d e n t i f i a b l e p a r t o f t h e a i r p o r t r e s u l t s 

o n l y f r o m a n o r m a l b a n k o f t h e a i r c r a f t 

d u r i n g t h e c i r c l i n g a p p r o a c h . 

| ( f ) Civil airport takeoff minimums. 
I U n l e s s o t h e r w i s e a u t h o r i z e d b y t h e 

A d m i n i s t r a t o r , n o p i l o t o p e r a t i n g a n 

J a i r c r a f t u n d e r P a r t 1 2 1 , 1 2 3 , 1 2 5 . 1 2 9 . o r 

' 1 3 5 o f t h i s c h a p t e r m a y t a k e o f f f r o m a 

c i v i l a i r p o r t u n d e r I F R u n l e s s w e a t h e r 

c o n d i t i o n s a r e a t o r a b o v e t h e w e a t h e r 

m i n i m u m s f o r I F R t a k e o f f p r e s c r i b e d f o r 

t h a t a i r p o r t u n d e r P a r t 9 7 o f t h i s c h a p t e r . 

I f t a k e o f f m i n i m u m s a r e n o t p r e s c r i b e d 
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under Part 97 of this chapter for a 
particular airport, the following 
minimums apply to takeoffs under IFR 
for aircraft operating under those parts: 

(1] For aircraft having two engines or 
less—1 statute mile visibility. 

(2) For aircraft having more than two 
engines—Vs> statute mile visibility. 

(g) Military airports. Unless otherwise 
prescribed by the Administrator, each 
person operating a civil aircraft under 
IFR into or out of a military airport shall 
comply with the instrument approach 
procedures and the takeoff and landing 
minimums prescribed by the military 
authority having jurisdiction of that 
airport. 

(h) Comparable values of RVR and 
ground visibility. 

(1) Except for Category II or Category 
HI minimums, if RVR minimums for 
takeoff or landing are prescribed in an 
instrument approach procedure, but 
RVR is not reported for the runway of 
intended operation, the RVR minimum 
shall be converted to ground visibility in 
accordance with the table in paragraph 
(h)(2) of this section and shall be the 
visibility minimum for takeoff or landing 
on that runway. 

(2) 

RVR (feet) Visibility (statute miles) 

1,600 VA 
2,400 J/ 2 

3,200 % 
4,000 AA 
4,500 % 
5.000 1 
6,000 1V* 

(i) Operations on unpublished routes 
and use of radar in instrument approach 
procedures. When radar is approved at 
certain locations for ATC purposes, it 
may be used not only for surveillance 
and precision radar approaches, as 
applicable, but also may be used in 
conjunction with instrument approach 
procedures predicated on other types of 
radio navigational aids. Radar vectors 
may be authorized to provide course 
guidance through the segments of an 
approach procedure to the final 
approach course or fix. When operating 
on an unpublished route or while being 
radar vectored, the pilot, when an 
approach clearance is received, shall, in 
addition to complying with § 91.119, 
maintain the last altitude assigned to 
that pilot until the aircraft is established 
on a segment of a published route or 
instrument approach procedure unless a 
different altitude is assigned by ATC. 
After the aircraft is so established. 

published altitudes apply to descent 
within each succeeding route or 
approach segment unless a different' 
altitude is assigned by ATC. Upon 
reaching the final approach course or 
fix, the pilot may either complete the 
instrument approach in accordance with 
a procedure approved for the facility or 
continue a surveillance or precision 
radar approach to a landing. 

(j) Limitation on procedure turns. In 
the case of a radar vector to a final 
approach course or fix, a timed 
approach from a holding fix, or an 
approach for which the procedure 
specifies "No PT", no pilot may make a 
procedure turn unless cleared to do so 
by ATC. 

(k) ILS components. The basic ground 
components of an ILS are the localizer, 
glide slope, outer marker, middle 
marker, and, when installed for use with 
Category II or Category III instrument 
approach procedures, an inner marker. 
A compass locator or precision radar 
may be substituted for the outer or 
middle marker. DME, VOR, or 
nondirectional beacon fixes authorized 
in the standard instrument approach 
procedure or surveillance radar may be 
substituted for the outer marker. 
Applicability of, and substitution for, the 
inner marker for Category II or III 
approaches is determined by the 
appropriate Part 97 approach procedure, 
letter of authorization, or operations 
specification pertinent to the operation. 

4. By removing § 91.117 and marking it 
as follows: 

S 91.117 [Reserved] 

PART 121—CERTIFICATION AND 
OPERATIONS: DOMESTIC, FLAG* AND 
SUPPLEMENTAL AIR CARRIERS AND 
COMMERCIAL OPERATORS OF 
LARGE AIRCRAFT 

5. By revising § 121.651 to read as 
follows: 

§ 121.651 Takeoff and landing weather 
minimums: IFR: all certificate holders. 

(a) Notwithstanding any clearance 
from ATC, no pilot may begin a takeoff 
in an airplane under IFR when the 
weather conditions reported by the U.S. 
National Weather Service, a source 
approved by that Service, or a source 
approved by the Administrator, are less 
than those specified in— 

(1) The certificate holder's operations 
specifications; or 

(2) Parts 91 and 97 of this chapter, if 
the certificate holder's operations 
specifications do not specify takeoff 
minimums for the airport. 

(b) Except as provided in paragraph 
(d) of this section, no pilot may continue 
an approach past the final approach fix, 
or where a final approach fix is not 

• used, begin the final approach segment 
of an instrument approach procedure— 

(1) At any airport, unless the U.S. 
National Weather Service, a source 
approved by that Service, or a source 
approved by the Administrator, issues a 
weather report for that airport; and 

(2) At airports within the United 
States and its territories or at U.S. 
military airports, unless the latest 
weather report for that airport issued by 
the U.S. National Weather Service, a 
source approved by that Service, or a 
source approved by the Administrator, 
reports the visibility to be equal to or 
more than the visibility minimums 
prescribed for that procedure. For the 
purpose of this section, the term "U.S. 
military airports" means airports in 
foreign countries where flight' operations 
are under the control of U.S. military 
authority. 

(c) If a pilot has begun the final 
approach segment of an instrument 
approach procedure in accordance with 
paragraph (b) of this section and after 
that receives a later weather report 
indicating below-minimum conditions, 
the pilot may continue the approach to 
DH or MDA. Upon reaching DH or at 
MDA, and at any time before the missed 

' approach point, the pilot may continue 
the approach below DH or MDA and 
touch down if— 

(1) The aircraft is continuously in a 
position from which a descent to a 
landing on the intended runway can be 
made at a normal rate of descent using 
normal maneuvers, and where that 
descent rate will allow touchdown to 
occur within the touchdown zone of the 
runway of intended landing; 

(2) The flight visibility is not less than 
the visibility prescribed in the standard 
instrument approach procedure being 
used; 

(3) Except for Category II or Category 
HI approaches where any necessary 
visual reference requirements are 
specified by authorization of the 
Administrator, at least one of the 
following visual references for the 
intended runway is distinctly visable 
and identifiable to the pilot: 

(i) The approach light system, except 
that the pilot may not descend below 
100 feet above the touchdown zone 
elevation using the approach lights as a 
reference unless the red terminating 
bars or the red side row bars are also 
distinctly visible and identifiable. 

(ii) The threshold. 
(iii) The threshold markings. 
(iv) The threshold lights. 
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(v) The runway end identifier lights. 
(vi) The visual approach slope 

indicator. 
(vii) The touchdown zone or 

touchdown zone markings. 
(viii) The touchdown zone lights. 
(ix) The runway or runway markings. 
(x) The runway lights; and 
(4) When the aircraft is on a straight-

in nonprecision approach procedure 
which incorporates a visual descent 
point, the aircraft has reached the visual 
descent point, except where the aircraft 
is not equipped for or capable of 
establishing that point, or a descent to 
the runway cannot be made using 
normal procedures or rates of descent if 
descent is delayed until reaching that 
point. 

(d) A pilot may begin the final 
approach segment of an instrument 
approach procedure other than a 
Category II or Category III procedure at 
an airport when the visibility is less 
than the visibility minimums prescribed 
for that procedure if that airport is 
served by a operative ILS and an 
operative PAR, and both are used by the 
pilot. However, no pilot may operate an 
aircraft below the authorized MDA, or 
continue an approach below the 
authorized DH, unless— 

(1) The aircraft is continuously in a 
position from which a descent to a 
landing on the intended runway can be 
made at a normal rate of descent using 
normal maneuvers and where such a 
descent rate will allow touchdown to 
occur within the touchdown zone of the 
runway of intended landing; 

(2) The flight visibility is not less than 
the visibility prescribed in the standard 
instrument approach procedure being 
used; and 

(3) Except for Category II or Category 
III approaches where any necessary 
visual reference requirements are 
specified by the authorization of the . 
Administrator, at least one of the 
following visual references for the 
intended runway is distinctly visible 
and identifiable to the pilot: 

(i) The approach light system, except 
that the pilot may not descend below 
100 feet above the touchdown zone 
elevation using the approach lights as a 
reference unless the red terminating 
bars or the red side row bars are also 
distinctly visible and identifiable. 

(ii) The threshold. 
(hi) The threshold markings. 
(iv) The threshold lights. 
(v) The runway end identifier lights. 
(vi) The visual approach slope 

indicator. 
(vii) The touchdown zone or 

touchdown zone markings. 
(viii) The touchdown zone lights. 
(ix) The runway or runway markings. 

(x) The runway lights. 
(e) For the purpose of this section, the 

final approach segment begins at the 
final approach fix or facility precribed in 
the instrument approach procedure. 
When a final approach fix is not 
prescribed for a procedure that includes 
a procedure turn, the final approach 
segment begins at the point where the 
procedure turn is completed and the 
aircraft is established inbound toward 
the airport on the final approach course 
within the distance prescribed in the 
procedure. 

(f) Unless otherwise authorized in the 
certificate holder's operations 
specifications, each pilot making an IFR 
takeoff, approach, or landing at a foreign 
airport shall comply with the applicable 
instrument approach procedures and 
weather minimums prescribed by the 
authority having jurisdiction over the 
airport. 

6. By removing § 121.653 and marking 
it as follows': 

§ 121.653 I Reserved] 
(Sec. 307, 313(a), 501, 601, 601(a) and 604, 
Federal Aviation Act of 195a, as amended (49 
U.S.C. 1348,1354(a), 1401,1421.1421(a), and 
1424); and sec. 6(c) of the Department of 
Transportation Act (49 U.S.C. 1655(c))) 

Note.—The Federal Aviation 
Administration has determined that this 
document involves a regulation which is not 
significant under Executive Order 12044, as 
implemented by DOT Regulatory Policies and 
Procedures (44 FR 11034; February 26,1979). 
A copy of the evaluation prepared for this 
action is contained in the regulatory docket. 
A copy of it may be obtained by writing to 
the person identified under "For Further 
Information Contact:" 

Note.—This rule is a final order of the 
Administrator as defined by the Federal 
Aviation Act of 1958, as amended. As such, it 
is subject to review only by the courts of 
appeals of the United States or the United 
States Court of Appeals for the District of 
Columbia. 

Issued in Washington, D.C. on December 
30,1980. 
Langhorne Bond, 
Administrator. 
j F B D o c . 8 1 - 4 5 9 F i l e d 1 - 7 - 8 1 ; OAS a m ] 

B I L U H O C O D E 4 9 1 0 - 1 3 - M 


