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TURNBACK PROCEDURES IN THE NAT 
 
Cari Associati, 
Con il documento ICAO NAT doc 007 V.2017-1 sono state implementate alcune 
varianti e modifiche per le operazioni nello spazio aereo Nord Atlantico tra cui: 

• Obbligatorietà del TCAS 7.1 nell’intera regione  NAT  
• Ridefinizione del Gross Navigation Errors (GNE) che passa dalle precedenti  

Uguali/maggiori di 25 NM alle attuali Uguali/maggiori di 10 NM 
• Introduzione nelle contingency procedures di una nuova procedura  

“Turnback”. 
In allegato alla presente Info Tech  presentiamo il bollettino IFALPA 17SAB02 del 20 
Febbraio 2017 che introduce la nuova procedura di Turnback. 
Buona lettura 
ANPAC - Dipartimento Tecnico  
Per ogni osservazione o feedback è gradita un’email a: dt@Anpac.it  
 
English Version  
Dear Members, 
 
With NAT ICAO document Doc 007 V.2017-1 some revisions have been implemented  
for operations in the North Atlantic airspace including:  

• Mandatory TCAS 7.1 in NAT entire region  
• Redefinition of Gross Navigation Errors (GNE) from the previous Equal / more 

than 25 NM to the current Equal / greater than 10 nm  
• Introduction of a new contingency procedures  "Turnback".  

 
In attached to this Info Tech the IFALPA 17SAB02 bulletin of 20 February 2017 
describing the new procedure Turnback. Enjoy the reading 
 
ANPAC - Dipartimento Tecnico  
For any comments or feedback is welcome by emailing us at: dt@Anpac.it  
 



Safety Bulletin

17SAB02 20 February 2017

Turnback Procedures in the NAT
North Atlantic (NAT) Diversion Update

The latest edition of NAT Document 007 – North Atlantic Operations and Airspace Manual (v.2017-1) contains a 
subtle modification to the NAT contingency procedures in Chapter 13 – Special Procedures for In-Flight Contin-
gencies. The changes have been underlined and italicized below for ease of reading:

13.3.5 Before commencing any diversion across the flow of adjacent traffic or before initiating any turn-back (180°), air-
craft should, while subsequently maintaining a same direction 15 NM offset track, expedite climb above or descent below 
the vast majority of NAT traffic (i.e. to a level above FL410 or below FL280), and then maintain a flight level which 
differs from those normally used: by 1000 ft if above FL410, or by 500 ft if below FL410. However, if the pilot is unable 
or unwilling to carry out a major climb or descent, then any diversion or turn-back manoeuvre should be carried out at a 
level 500 ft different from those in use within the NAT HLA, until a new ATC clearance is obtained. 

With the advent of Reduced Lateral Separation Minima (RLatSM) in the NAT, spacing between adjacent parallel 
aircraft and operating at the same altitude may be reduced to as low as 23 NM (instead of the previous 60 NM). 
Initiation of the turn-back (180) contingency procedure may result in the aircraft crossing the adjacent track at 
least twice during certain wind conditions.

Utilization of in-flight broadcast procedures, illumination of all aircraft lighting and close monitoring of ACAS 
should all contribute to minimizing the potential for an unexpected crossing of flight paths. However, the work-
load for the flight experiencing the in-flight contingency may be very high.

As a result of this reduced spacing environment, when executing an in-flight contingency procedure – consider-
ation should be given to maintaining the “normal” 15 NM offset track AND maintaining course in the “original” 
same direction of flight until: (1) outside of the vast majority of NAT traffic altitudes (below FL280 or above FL410) 
and/or (2) receiving a “new” ATC clearance reflecting the contingency nature of the flight.

Flight crews should always be aware of their position relative to their Oceanic Critical Point when making the 
decision to implement contingency procedures.
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