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EXECUTIVE SUMMARY 

The objective of this NPA is to mitigate the safety risks ŀǎǎƻŎƛŀǘŜŘ ǿƛǘƘ Ǌǳƴǿŀȅ ǎŀŦŜǘȅΣ ŦǊƻƳ ŀƴ ŀŜǊƻŘǊƻƳŜΩǎ 
perspective, focusing mainly on the prevention of runway incursions and on runway surface condition assessment 
and reporting, but also addressing issues such as ground collisions, runway confusion, foreign object debris (FOD)-
related occurrences ŀǎ ǿŜƭƭ ŀǎ Ǌǳƴǿŀȅ ǇŀǾŜƳŜƴǘǎΩ ƳŀƛƴǘŜƴŀƴŎŜ. 

This NPA proposes changes to existing operational requirements of Regulation (EU) No 139/2014, as well as the 
introduction of new ones, which are based on ICAO provisions and recommendations contained in the European 
Action Plans for the Prevention of Runway Incursions and Excursions (EAPPRI, EAPPRE) as well as safety 
recommendations addressed to EASA by the Accident Investigation Boards of Norway and Sweden. It also provides 
for alignment with the International Civil Aviation Organization (ICAO) State Letters AN 4/1.2.26-16/19, AN 4/27-
16/28 and AN 13/2.1 ς 16/54, as regards runway surface condition assessment and reporting which will be 
applicable worldwide by November 2020. 

In particular, the proposed changes concern the framework for the operation of vehicles at an aerodrome, 
including the authorisation of drivers and the conformance of vehicles operating on the manoeuvring area with 
certain safety prerequisites to ensure runway safety. Linked to this is also the proposal for a new requirement on 
communications, but also a different proposal for the control of pedestrians at the aerodrome. In addition, the 
NPA proposes the introduction of new requirements for runway surface condition assessment and reporting, 
aerodrome snow plan, aerodrome maintenance, aircraft towing and FOD control programme as well as 
performance standards for runway surface friction measurement devices. 

Finally, certain changes to existing requirements related to surface movement guidance and control systems 
(SMGCS) and other operational activities are also proposed. 

The proposed changes are expected to improve safety by reducing the number of runway-safety-related 
occurrences from an aerodrome perspective. In addition, it is expected that some of the changes will improve 
harmonisation as a result of the introduction of new common requirements which do not exist currently. The 
proposed changes will ensure alignment of the current EU aerodrome regulatory framework with the relevant 
aerodrome-related ICAO provisions of Annex 14, PANS ς ATM and PANS ς Aerodromes. Finally, the new 
requirements for runway surface condition assessment and reporting are aligned with the outcome of RMT.0296 
ΨwŜǾƛŜǿ ƻŦ ŀŜǊƻǇƭŀƴŜ ǇŜǊŦƻǊƳŀƴŎŜ ǊŜǉǳƛǊŜƳŜƴǘǎ ŦƻǊ ŎƻƳƳŜǊŎƛŀƭ ŀƛǊ ǘǊŀƴǎǇƻǊǘ ƻǇŜǊŀǘƛƻƴsΩΦ 

Action area: Runway safety 
Affected rules: Annexes I (Definitions), II (Part-ADR.AR), III (Part-ADR.OR), and IV (Part-ADR.OPS) to Regulation 

(EU) No 139/2014, AMC & GM to Regulation (EU) No 139/2014, CS-ADR-DSN, AMC & GM to 
SERA 

Affected stakeholders: Aerodrome operators, aircraft operators, general aviation (GA), air navigation service 
providers (ANSPs), national aviation authorities (NAAs) 

Driver: Safety Rulemaking group: No
RMT.0703 

/  Yes
RMT.0704

 
Impact assessment: Light Rulemaking Procedure: Standard 
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1. About this NPA 

1.1. How this NPA was developed 

The European Union Aviation Safety Agency (EASA) developed this NPA in line with Regulation (EU) 

2018/11391 όƘŜǊŜƛƴŀŦǘŜǊ ǊŜŦŜǊǊŜŘ ǘƻ ŀǎ ǘƘŜ Ψ.ŀǎƛŎ wŜƎǳƭŀǘƛƻƴΩύ and the Rulemaking Procedure2. The 

NPA is the outcome of RMT.0703 and includes as well the outcome of the work conducted under 

RMT.0704, and is included in the European Plan for Aviation Safety (EPAS)3. The text of this NPA 

related to RMT.0703 has been developed by EASA while the text related to RMT.0704 has been 

developed by EASA based on the input of the Rulemaking Group (RMG) RMT.0704. It is hereby 

submitted to all interested parties4 for consultation. 

1.2. How to comment on this NPA 

Please submit your comments using the automated Comment-Response Tool (CRT) available at 

http://hub.easa.europa.eu/crt/ 5. 

The deadline for submission of comments is 18 March 2019. 

1.3. The next steps  

Following the closing of the public commenting period, EASA will review all comments and may 

perform a focused consultation which will consist of a review group and focused consultation 

meetings with the affected stakeholders. 

Based on the comments received, EASA will develop an opinion that contains the proposed 

amendments to Regulation (EU) No 139/20146. The opinion will be submitted to the European 

Commission, which will use it as a technical basis in order to prepare an EU regulation. 

Following the adoption of the regulation, EASA will issue a decision that contains the related 

acceptable means of compliance (AMC)/guidance material (GM)/certification specifications (CS). 

                                                           
 
1
 Regulation (EU) 2018/1139 of the European Parliament and of the Council of 4 July 2018 on common rules in the field 

of civil aviation and establishing a European Union Aviation Safety Agency, and amending Regulations (EC) No 
2111/2005, (EC) No 1008/2008, (EU) No 996/2010, (EU) No 376/2014 and Directives 2014/30/EU and 2014/53/EU of 
the European Parliament and of the Council, and repealing Regulations (EC) No 552/2004 and (EC) No 216/2008 of the 
European Parliament and of the Council and Council Regulation (EEC) No 3922/91 (OJ L 212, 22.8.2018, p. 1) 
(https://eur-lex.europa.eu/legal-content/EN/TXT/?qid=1535612134845&uri=CELEX:32018R1139). 

2
 EASA is bound to follow a structured rulemaking process as required by Article 115(1) of Regulation (EU) 2018/1139. 

Such a process has been adopted by the EASA Management Board (MB) ŀƴŘ ƛǎ ǊŜŦŜǊǊŜŘ ǘƻ ŀǎ ǘƘŜ ΨwǳƭŜƳŀƪƛƴƎ 
tǊƻŎŜŘǳǊŜΩΦ {ŜŜ a. 5ŜŎƛǎƛƻƴ bƻ му-2015 of 15 December 2015 replacing Decision 01/2012 concerning the procedure 
to be applied by EASA for the issuing of opinions, certification specifications and guidance material 
(http://www.easa.europa.eu/the-agency/management-board/decisions/easa-mb-decision-18-2015-rulemaking-
procedure). 

3
  https://www.easa.europa.eu/document-library/general-publications?publication_type%5B%5D=2467   

4
 In accordance with Article 115 of Regulation (EU) 2018/1139, and Articles 6(3) and 7) of the Rulemaking Procedure. 

5
 In case of technical problems, please contact the CRT webmaster (crt@easa.europa.eu). 

6
  Commission Regulation (EU) No 139/2014 of 12 February 2014 laying down requirements and administrative 

procedures related to aerodromes pursuant to Regulation (EC) No 216/2008 of the European Parliament and of the 
Council (OJ L 44, 14.2.2014, p. 1) (https://eur-lex.europa.eu/legal-
content/EN/TXT/?qid=1536677868450&uri=CELEX:32014R0139). 

http://hub.easa.europa.eu/crt/
https://eur-lex.europa.eu/legal-content/EN/TXT/?qid=1535612134845&uri=CELEX:32018R1139
http://www.easa.europa.eu/the-agency/management-board/decisions/easa-mb-decision-18-2015-rulemaking-procedure
http://www.easa.europa.eu/the-agency/management-board/decisions/easa-mb-decision-18-2015-rulemaking-procedure
https://www.easa.europa.eu/document-library/general-publications?publication_type%5B%5D=2467
mailto:crt@easa.europa.eu
https://eur-lex.europa.eu/legal-content/EN/TXT/?qid=1536677868450&uri=CELEX:32014R0139
https://eur-lex.europa.eu/legal-content/EN/TXT/?qid=1536677868450&uri=CELEX:32014R0139
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The comments received and the EASA responses to them will be reflected in a comment-response 

document (CRD). The CRD will be annexed to the opinion. 
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2. In summary τ why and what 

2.1. Why we need to change the rules τ issue/rationale 

Runway safety7 is one of the high-risk accident occurrence categories (global priorities) identified by 

ICAO. The reason is that although they continue to result in a relatively low number of fatalities, 

runway safety related accidents account for the majority of all accidents at a global level. 

At European level, this prioritisation is reflected in the 2018-2022 EPAS8 where this issue is 

considered a strategic priority for EASA. 

Due to the complexity of the issue of runway safety, the adoption of a multidisciplinary approach has 

been identified as the best way to address it. It has also been found that the occurrence categories 

relating to the issue of runway safety have a strong interface with the aerodrome domain, in terms 

of aerodrome design and operational practices. 

At ICAO level, material pertaining to certain aspects of runway safety exists. At European level, the 

EAPPRI and EAPPRE contain several recommendations with a view to mitigating the relevant risks. 

However, certain part of the ICAO material as well as relevant recommendations have not been yet 

transposed into the EU aerodrome regulatory framework. Said ICAO material and recommendations 

mainly refer to the areas of vehicle operations, communications and other operational procedures, 

maintenance-related activities, as well as runway surface condition assessment and reporting.  

This regulatory proposal aims at mitigating safety risks associated with runway safety, from an 

ŀŜǊƻŘǊƻƳŜǎΩ ǇŜǊǎǇŜŎǘƛǾŜ, focusing mainly on the prevention of runway incursions and excursions, 

but also addressing issues such as ground collisions, runway confusion9, runway surface condition 

assessment and reporting, etc. This is done by addressing the various areas mentioned above, with a 

view to contributing to the development of additional safety defences. 

Related safety issues 

This regulatory proposal is aligned with the content of the safety risk portfolio for the domain of 

aerodromes10,11. 

Safety recommendations (SRs) 

RMT.0703 

Various occurrences involving runway safety have taken place. Although there is no outstanding SR 

addressed to EASA in this very area, brief summaries of some selected investigated occurrences are 

presented below, as they are directly linked with some of the issues addressed by this proposal12. 

                                                           
 
7
  See ICAO Doc 10004, Global Aviation Safety Plan, 2017-2019. Events related to runway safety include the following 

ICAO accident occurrence categories: abnormal runway contact, bird strikes, ground collision, runway excursion, 
runway incursion, loss of control on the ground, collision with obstacle(s) and undershoot/overshoot. 

8
  https://www.easa.europa.eu/document-library/general-publications/european-plan-aviation-safety-2018-2022 

9
  Runway confusion is defined as the unintentional use of the wrong runway, or a taxiway, for landing or take-off. 

10
  https://www.easa.europa.eu/sites/default/files/dfu/209735_EASA_ASR_MAIN_REPORT_3.0.pdf  

11
  https://www.easa.europa.eu/sites/default/files/dfu/218639_EASA_ASR_MAIN_REPORT_2018.pdf 

12
  Example safety recommendations which were addressed to other organisations and which are found to be relevant to 

this regulatory proposal, as they underline the safety risks that this proposal intends to address, include the following: 

 

https://www.icao.int/publications/Documents/10004_en.pdf#search=global%20aviation%20safety%20plan
https://www.easa.europa.eu/document-library/general-publications/european-plan-aviation-safety-2018-2022
https://www.easa.europa.eu/sites/default/files/dfu/209735_EASA_ASR_MAIN_REPORT_3.0.pdf
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τ The investigation of a runway incursion where a vehicle was operating on a runway in the 

opposite direction from which an Airbus A330 was taking off, found that the causal factor of 

the event was the loss of situational awareness of the driver of the vehicle. As contributory 

factors were, amongst others, identified: 

 the distraction of the driver during his job;  

 the lack of supervision through the correct frequency; and  

 the lack of appropriate training of the driver.  

The safety investigation authority (SIA) found also that:  

 the vehicle:  

o was not equipped with either a radio or anti-collision lights; and  

o did not carry a transponder;  

 the maps that the driver carried on the vehicle did not clearly indicate the points where 

contact with the air traffic services should be made; and  

 vehicle activities on the manoeuvring area of the aerodrome were not kept to the 

minimum, as recommended by EAPPRI.  

τ In another occurrence, a maintenance vehicle was situated on the runway due to works taking 

place during low-visibility conditions, when a landing Boeing 747 impacted with its landing 

gear the roof of the vehicle. The investigation identified, amongst others, as factors that led to 

the event:  

                                                                                                                                                                                     
 
 
τ ANSV-4/SA/4/14: ΨANSV reiterates the safety recommendation ANSV-5/2150-11/2/1/12. In particular, strongly 

recommends that, particularly on airports open to commercial air traffic, all vehicles intended to operate for any 
reason on a runway, regardless of whether they belong to public or private entities, are provided with radio 
equipment that can operate also on VHF channels used by TWR/AFI units, to allow personnel on board to listen to 
air-ground communications between the competent ATC unit and aircraft taking-off and laƴŘƛƴƎΦΩ 

τ ANSV-рκ{!κрκмпΥ ΨANSV recommends that all natural persons who, in their various capacities, need to operate on a 
runway, to perform specific activities, regardless of whether they are staff belonging to a public or private entity, 
achieve a specific qualification, which objectively demonstrates their ability to operate within a highly critical 
operational environment (i.e. the runway), where safety must be assured in an unconditional and disciplined 
manner. For the purposes of obtaining the aforementioned specific qualification, the aforementioned natural 
persons should: follow the same training courses and be subject to an examination carried out by ENAC; have a 
proven knowledge of the English language; have a knowledge of the standard phraseology used in air-ground 
communications, with particular reference to that of direct interest to aerodrome operations; be appropriately 
ǎŜƴǎƛǘƛǎŜŘ ǘƻ ǘƘŜ ŎƻƴǘŜȄǘ ƻŦ ƻǇŜǊŀǘƛƻƴŀƭ ǇǊƻǘŜŎǘƛƻƴ ŎƘŀǊŀŎǘŜǊƛǎƛƴƎ ŀ ǊǳƴǿŀȅΦΩ  

τ ANSV-7/SA/7/14: Ψ!b{± ǊŜŎƻƳƳŜƴŘǎ ǘƻ ŜǾŀƭǳŀǘŜ ǘƘŜ need to equip all of vehicles intended to operate on a runway 
with Mode S transponder, with the purpose to allow their complete integration with the A-SMGCS, at those 
aerodromes where the latter is already operational or where its implementation is foreseŜƴΦΩ (unofficial translation 
from the Italian language) 

τ LU-AC-нлмнκллпΥ Ψ!ƭƭ ŎƻƳƳǳƴƛŎŀǘƛƻƴǎ ŀǎǎƻŎƛŀǘŜŘ ǿƛǘƘ ǘƘŜ ƻǇŜǊŀǘƛƻƴ ƻŦ ǘƘŜ Ǌǳƴǿŀȅ ǎƘƻǳƭŘ ōŜ ŎƻƴŘǳŎǘŜŘ ƻƴ ǘƘŜ 
same frequency as utilized for the take-off and landing of aircraft and all communications associated with the 
ƻǇŜǊŀǘƛƻƴ ƻŦ ǘƘŜ ǘŀȄƛǿŀȅǎ ǎƘƻǳƭŘ ōŜ ŎƻƴŘǳŎǘŜŘ ƻƴ ŀ ŘƛŦŦŜǊŜƴǘ ŘŜǎƛƎƴŀǘŜŘ ŦǊŜǉǳŜƴŎȅΦΩ  

τ LU-AC-нлмнκллрΥ Ψ!ƭƭ ŎƻƳƳǳƴƛŎŀǘƛƻƴǎ ŀǎǎƻŎƛŀǘŜŘ ǿƛǘƘ ǘƘŜ ƻǇŜǊŀǘƛƻƴ ƻŦ ǘƘŜ Ǌǳƴǿŀȅ ŀƴŘ ǘƘŜ ǘŀȄƛǿŀȅǎ ǎƘƻǳƭŘ ōŜ 
conducted in standard aviation English and in accordance with ICAO language requirements for air-ground 
ǊŀŘƛƻǘŜƭŜǇƘƻƴȅ ŎƻƳƳǳƴƛŎŀǘƛƻƴǎΦΩ  
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 the lack of coordination between the air traffic services provider and the aerodrome 

operator which contributed to the reduction of the situational awareness of the air 

traffic services personnel; and  

 the use of different frequencies for air traffic and vehicle traffic on the manoeuvring 

area, which led to reduction of the situational awareness of the maintenance personnel 

working on the runway. 

τ In another case, a towed aircraft entered an active runway, during the night, with the 

intention of crossing it. An aircraft that was taking off from that runway collided with the 

towed aircraft. The SIA found that the towed aircraft had been lit with insufficient, portable 

ƭƛƎƘǘƛƴƎΣ ŀǎ ǘƘŜ ƴƻǊƳŀƭ ŀƛǊŎǊŀŦǘΩǎ ƭƛƎƘǘƛƴƎ ǿŀǎ ŘƛǎŎƻƴƴŜŎǘŜŘΦ aƻǊŜƻǾŜǊΣ ŀǎ a contributory factor 

to the occurrence was identified the fact that the communications between the air traffic 

services, the aircraft taking off and the driver of the towed aircraft were conducted in 

separate frequencies, which resulted in the lack of awareness of the involved controllers, the 

pilots and the driver of the towing vehicle. 

τ The investigation of an occurrence where the pilot landed on a taxiway close to the runway, 

while another aircraft was taxiing on the opposite direction of the taxiway, identified as a 

contributory factor the condition of the markings at the aerodrome. The old markings had 

been painted over with black paint. In the same report, the SIA identified that two similar 

events had taken place at the same aerodrome in the past, while another pilot had mentioned 

that the Ψclosed runwayΩ markings were visible due to sun reflection, thereby causing 

confusion. 

τ The investigation of an accident that took place at an aerodrome identified, amongst others, 

that the view from the control tower of the part of the runway, at which the accident aircraft 

came to a rest, was restricted. This, according to the SIA, constituted a risk, as it was therefore 

not always possible to identify any unexpected emergencies on that runway, if they were to 

occur. The obstacles that were limiting the view from the control tower were removed after 

the event. 

τ In another investigation, involving an aircraft overrun, the SIA established that amongst other 

factors that created a difficulty for the flight crew, was the fact that the runway markings were 

not in good condition.  

Material for the prevention of occurrences as the ones described above may be found in various 

ICAO documents (e.g. ICAO Doc 9870 ΨManual on the Prevention of Runway IncursionsΩ), while the 

latest version of the EAPPRI contains relevant recommendations, such as: 

τ tǊƻƳƻǘŜ ǘƘŜ ŀŘƻǇǘƛƻƴ ƻŦ ΨǎǘŜǊƛƭŜ ŎŀōΩ ǇǊƻŎŜŘǳǊŜǎ ǘƻ ƛƳǇǊƻǾŜ ŎƻƳƳǳƴƛŎŀǘƛƻƴǎ ǿƘŜƴ ƻƴ ǘƘŜ 

manoeuvring area.  

τ To avoid the possibility of call sign confusion, implement the use of full aircraft or vehicle call 

signs for all communications concerning runway operations.  

τ To avoid call sign confusion at aerodromes, implement the introduction of discrete radio 

telephony (RTF) call signs to manoeuvring area vehicles.  
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τ Assess the numbering policy for aerodrome vehicles and consider assignment of unique 

numbers or airside identification call signs for each airside vehicle (to reduce the risk of 

vehicle related call sign confusion).  

τ Enable the tracking of vehicle movements on the manoeuvring area when possible.  

τ Ensure all vehicles on the manoeuvring area are in radio contact with the appropriate air 

traffic control service, i.e. ground and/or the tower either directly or through an escort.  

τ Carry out runway inspections in the opposite direction to runway movements.  

τ Working with ANSPs, avoid infringing lines of sight from the air traffic control tower: assess 

visibility restrictions from the tower, which have a potential impact on the ability to see the 

manoeuvring area τ especially critical areas such as runway entry points.  

τ Aerodrome operators, in cooperation with ANSPs, should implement procedures in line with 

standardised European rules of the air (SERA) in case of stop bar unserviceability.  

τ Ensure that a protected area map is used in manoeuvring area driver training and is present in 

all vehicles that are driving on the manoeuvring area.  

τ ANSPs and aerodrome operators should implement procedures that ensure significant 

aerodrome information which may affect operations on or near the runway, in addition to 

that found in notices to airmen (NOTAMs) and on the automatic terminal information service 

(ATIS) should be provided to manoeuvring area drivers and pilots in real time using radio 

communication.  

τ Implement, monitor and ensure the use of the read-back procedure (also applicable to 

manoeuvring area drivers and other personnel who operate on the manoeuvring area). 

On the other hand, material for the prevention of runway excursions exists at ICAO level, while 

EAPPRE contains also similar recommendations, such as: 

τ If provided, ensure that appropriate navigation aids (e.g. ILS, AGL, PAPIs), and surface 

markings are maintained in accordance with ICAO Standards and Recommended Practices 

(SARPs), to promote the accurate landing/touchdown point.  

τ Ensure robust procedures are in place for calculating temporary reduced declared distances 

e.g. due to work in progress on the runway. When reduced declared distances are in 

operation, ensure that the temporary markings, lighting and signs accurately portray the 

reduced distances and that they are well communicated, and transferred to States 

aeronautical information services for publication.  

However, in one of the investigation reports it is stated that one of the reasons that there is no 

sufficient guarantee for the implementation of all these recommendations is the lack of regulatory 

value. The present regulatory proposal intends to address this gap.  
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RMT.0704 

In May 2011, the Accident Investigation Board of Norway (AIBN) issued a report on ΨWinter 

operations, friction measurements and conditions for friction predictionsΩ13. The report is the 

outcome of the investigation of 30 occurrences and focuses on the general framework for 

operations on contaminated and slippery runways and looked for potential for safety improvements. 

As an outcome, the AIBN issued seven (7) recommendations. The ones relevant to the present task 

are the following: 

Safety recommendation 2011/08T 

ΨIn the investigated occurrences, the AIBN found that the aircraft braking coefficients were not in 

accordance with the measured and reported values, because validity ranges for friction measuring 

devices lack the necessary scientific basis. The various types of friction measuring devices measure 

different friction values when used on the same surface. None of the internationally approved 

friction measurements devices are reliable on all types of contaminations. In particular, moisture 

and less than 3 K dew point spread and loose/layered contaminations increase the friction 

measurement uncertainty. The AIBN recommends that ICAO, FAA, EASA and CAA Norway review 

and validate the permitted measuring (validity) ranges for approved friction measuring devices.Ω 

Safety recommendation 2011/09T 

ΨThe figures in the ICAO SNOWTAM table showing measured friction values are in hundredths 

(1/100) and independent of the type of friction measuring device that is used. AIP Norway describes 

the use of friction measuring devices in general and warns that the measurements are associated 

with such a high degree of uncertainty that the figures should not be reported to more than one 

decimal place (one tenth, 1/10). The figures from the SNOWTAM table are used in flight operations 

ǘƘǊƻǳƎƘ ǘƘŜ ŀƛǊƭƛƴŜǎ άƛƴŘƛǾƛŘǳŀƭ ŎƻǊǊŜƭŀǘƛƻƴ ŎǳǊǾŜǎκǘŀōƭŜǎ ǿƘƛŎƘ ŦǳǊǘƘŜǊ ƛƴŎǊŜŀǎŜs the uncertainty. 

Based on the above, the AIBN recommends that ICAO, FAA, EASA and CAA Norway consider 

revising the SNOWTAM table to reduce the degree of friction uncertainty.Ω 

Safety recommendation 2011/13T 

ΨThe ICAO Airport Services Manual is generally outdated and not very appropriate as support for 

todays winter operations. The manual should describe in more detail the newer types of friction 

measuring devices, the limitations that apply to measurement on moist contamination, 

requirements for sand, sand application, requirements for de-ice and anti-ice chemicals and the use 

of chemicals, and updated information on expected friction on different types and depths of 

contamination. The AIBN recommends that ICAO initiate an updating and revision of the Airport 

Services Manual on the basis of the results of investigations of runway excursions and recent 

research findings.Ω 

Moreover, following an incident that took place on 6 April 2016 at an aerodrome in Sweden, the 

Accident Investigation Board of Sweden issued the following draft safety recommendation to EASA: 

  

                                                           
 
13  https://www.aibn.no/Aviation/Reports/2011-10 

https://www.aibn.no/Aviation/Reports/2011-10


European Union Aviation Safety Agency NPA 2018-14 

2. In summary τ why and what 
 

TE.RPRO.00034-008 © European Union Aviation Safety Agency. All rights reserved. ISO 9001 certified. 
Proprietary document. Copies are not controlled. Confirm revision status through the EASA intranet/internet. Page 10 of 207 

An agency of the European Union 

SWED-2017-005 (SHK) 

ΨThe EASA is recommended to review the feasibility of changing the method of reporting from 

airports in terms of friction coefficients, so that measured values are reported as unreliable under 

certain conditions.Ω 

Furthermore, the Takeoff and Landing Performance Assessment Advisory and Rulemaking 

Committee (TALPA ARC) was tasked by the Federal Aviation Administration (FAA) to review safety 

issues related to the operation on contaminated runways, and produced proposals along the three 

main areas of: 

τ standards for runway surface condition assessment and reporting; 

τ definition of operational landing performance computations; and 

τ operational rules. 

As a result of the TALPA ARC work, the FAA implemented in October 2016 the new Global Reporting 

Format (GRF) and relevant instructions were provided to air operators and aerodrome operators 

ǘƘǊƻǳƎƘ ǘƘŜ C!!Ωǎ ǊŜƎǳƭŀǘƻǊȅ ǘƻƻƭǎΦ 

Finally yet importantly, EAPPRE contains the following recommendation to EASA, which is relevant 

to this task: 

Ψ3.7.1. Establish and implement one consistent method of contaminated runway surface condition 

assessment and reporting by the aerodrome operator for use by aircraft operators. Ensure the 

relation of this report to aircraft performance as published by aircraft manufacturers.Ω 

Exemptions14 in accordance ǿƛǘƘ !ǊǘƛŎƭŜ тл Ψ{ŀŦŜƎǳŀǊŘ ǇǊƻǾƛǎƛƻƴǎΩκ!ǊǘƛŎƭŜ тм ΨCƭŜȄƛōƛƭƛǘȅ ǇǊƻǾƛǎƛƻƴǎΩ 

and/or !ǊǘƛŎƭŜ тс Ψ!ƎŜƴŎȅ ƳŜŀǎǳǊŜǎΩ of Regulation (EU) 2018/1139 pertinent to the scope of these 

RMTs:  

Not applicable 

Alternative means of compliance (AltMoC) relevant to the content of this RMT 

AltMoC having an impact on the development of RMT.0703 content are 2017-00038, 2017-00039, 

2018-00022, 2018-00023 and 2018-00024. All AltMoC concern the case of exceptional use of 

vehicles on the manoeuvring area without being marked/lighted in accordance with the 

specifications contained in the AMC1 ADR.OPS.B080, but being subject to certain mitigating 

measures. These AltMoC had been assessed by EASA as being of a general nature and are therefore 

considered in the context of this rulemaking task.  

                                                           
 
14

  Exemptions having an impact on the development of this RMT content and referring to: 

τ Article 70(1): Measures taken as an immediate reaction to a safety problem 

τ Article 71(1): Limited in scope and duration exemptions from substantive requirements laid down in the Basic 
Regulation and its implementing rules in the event of urgent unforeseeable affecting persons or urgent operational 
needs of those persons 

τ Article 71(3): Derogation from the rule(s) implementing the Basic Regulation where an equivalent level of 
protection to that attained by the application of the said rules can be achieved by other means 

τ Article 76(7): Individual flight time specifications schemes deviating from the applicable certification specifications 
which ensure compliance with essential requirements and, as appropriate, the related implementing rules 
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ICAO and third countries references relevant to the content of this RMT 

References considered for alignment of the content of this RMT with ICAO SARPs, Federal Aviation 

Regulations (FARs), etc. 

RMT.703 

τ ICAO Annex 14 contains provisions regarding the operation of vehicles on the movement area 

of an aerodrome, which in certain cases imply their provision with communication equipment. 

In particular, Standard 9.7.1 requires that ΨA vehicle shall be operated: a) on a manoeuvring 

area only as authorized by the aerodrome control tower; and b) on an apron only as 

authorized by the appropriate designated authorityΩΦ 

Moreover, Standard 9.7.2 foresees that ΨThe driver of a vehicle on the movement area shall 

comply with all mandatory instructions conveyed by markings and signs unless otherwise 

authorized by: a) the aerodrome control tower when on the manoeuvring area; or b) the 

appropriate designated authority when on the apron.ΩΦ  

In addition, Standard 9.7.3 states that ΨThe driver of a vehicle on the movement area shall 

comply with all mandatory instructions conveyed by lightsΩ, while Standard 9.7.4 requires that 

ΨThe driver of a vehicle on the movement area shall be appropriately trained for the tasks to 

be performed and shall comply with the instructions issued by: a) the aerodrome control 

tower, when on the manoeuvring area; and b) the appropriate designated authority, when 

on the apron.Ω.  

Furthermore, Standard 9.7.5 foresees that ΨThe driver of a radio-equipped vehicle shall 

establish satisfactory two-way radio communication with the aerodrome control tower before 

entering the manoeuvring area and with the appropriate designated authority before entering 

the apron. The driver shall maintain a continuous listening watch on the assigned frequency 

when on the movement areaΦΩ. 

Related to the above is also the provision of PANS-ATM15 7.6.3.2.3.1 which foresees that ΨAt 

controlled aerodromes all vehicles employed on the manoeuvring area shall be capable of 

maintaining two-way radio communication with the aerodrome control tower, except when 

the vehicle is only occasionally used on the manoeuvring area and is: a) accompanied by a 

vehicle with the required communications capability; or b) employed in accordance with a 

pre-arranged plan established with the aerodrome control tower.ΩΦ 

In addition, Annex 14 Standard 9.5.5 foresees that ΨAn emergency vehicle responding to an 

emergency shall be given priority over all other surface movement trafficΦΩ, and Standard 9.5.6 

requires that ΨA vehicle operating on an apron shall: a) give way to an emergency vehicle; an 

aircraft taxiing, about to taxi, or being pushed or towed; and b) give way to other vehicles in 

accordance with local regulationsΦΩΦ These two provisions are associated with the relevant 

provisions of Annex 2 regarding the right of way. 

                                                           
 
15

  ICAO Doc 4444, Procedures for Air Navigation Services, ΨAir Traffic ManagementΩ   
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Moreover, paragraph 7.4.1.5.3 of PANS-ATM foresees that ΨA vehicle driver in doubt as to the 

position of the vehicle with respect to the manoeuvring area shall immediately: a) notify the 

appropriate ATS unit of the circumstances (including the last known position); 

b) simultaneously, unless otherwise instructed by the ATS unit, vacate the landing area, 

taxiway, or other part of the manoeuvring area, to a safe distance as expeditiously as possible; 

and then, c) stop the vehicleΦΩ. 

Finally, 7.6.3.2.2.2 of PANS-ATM, states that ΨWhen an aircraft is landing or taking off, vehicles 

shall not be permitted to hold closer to the runway-in-use than: a) at a taxiway/runway 

intersection τ at a runway-holding position; and b) at a location other than a taxiway/runway 

intersection τ at a distance equal to the separation distance of the runway-holding positionΦΩ. 

All the above provisions are taken into consideration for the development of relevant 

requirements regarding the operation of vehicles at an aerodrome16. 

τ With regard to pedestriansΩ access and safe movement at the aerodrome, PANS-ATM 

paragraph 7.6.3.2, contains provisions for the operation of pedestrians on the manoeuvring 

area. The relevant provisions, along with other material, are taken into account.  

τ With regard to vehicle maintenance, Annex 14 Recommendation 9.2.33 states that ΨA system 

of preventive maintenance of rescue and firefighting vehicles should be employed to ensure 

effectiveness of the equipment and compliance with the specified response time throughout 

the life of the vehicleΦΩ. This provision, along with supporting ICAO material, are taken into 

account. 

τ Regarding runway overlaying activities, Annex 14 contains the following specifications which 

need to be addressed:  

 Recommendation 10.4.2 states that ΨOverlaying should proceed from one end of the 

runway toward the other end so that based on runway utilization most aircraft 

operations will experience a down ramp.Ω; and 

 Recommendation 10.4.3 states that ΨThe entire width of the runway should be overlaid 

during each work sessionΦΩ. 

τ Regarding the maintenance of visual aids, ICAO Annex 14 contains certain recommended 

practices. In particular:  

 10.5.3 states that ΨThe system of preventive maintenance employed for a precision 

approach runway category II or III should include at least the following checks: a) visual 

inspection and in-field measurement of the intensity, beam spread and orientation of 

lights included in the approach and runway lighting systems; b) control and 

measurement of the electrical characteristics of each circuitry included in the approach 

                                                           
 
16

  The following supporting material is also taken into account: ICAO Doc 9870 ΨManual on the Prevention of Runway 
IncursionsΩΤ ICAO Doc 9137 ΨAirport Services ManualΩ Part 8; and ICAO Doc 9476 ΨManual of Airport Surface Guidance 
and Control SystemsΩ. 
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and runway lighting systems; and c) control of the correct functioning of light 

intensity settings used by air traffic control.Ω; 

 10.5.4 states that ΨIn-field measurement of intensity, beam spread and orientation of 

lights Included in approach and runway lighting systems for a precision approach 

runway category II or III should be undertaken by measuring all lights, as far as 

practicable, to ensure conformance with the applicable specification of Appendix 2ΦΩ; 

 10.5.5 states that ΨMeasurement of intensity, beam spread and orientation of lights 

included in approach and runway lighting systems for a precision approach runway 

category II or III should be undertaken using a mobile measuring unit of sufficient 

accuracy to analyse the characteristics of the individual lightsΦΩ; and  

 10.5.6 states that ΨThe frequency of measurement of lights for a precision approach 

runway category II or III should be based on traffic density, the local pollution level, the 

reliability of the installed lighting equipment and the continuous assessment of the 

results of the in-field measurements but, in any event, should not be less than twice a 

year for in-pavement lights and not less than once a year for other lightsΦΩΤ 

 10.5.13 of Annex 14 foresees that ΨDuring low visibility procedures the appropriate 

authority should restrict construction or maintenance activities in the proximity of 

aerodrome electrical systemsΦΩ. 

The above ICAO maintenance-related provisions will be taken into account, in conjunction 

with relevant ICAO material.  

τ With regard to the movement of aircraft on the movement area, Annex 11 contains 

recommended practices regarding the establishment of standard taxi routes at the 

aerodrome. In particular, paragraph 2.16.1 foresees that ΨWhere necessary, standard routes 

for taxiing aircraft should be established on an aerodrome between runways, aprons and 

maintenance areas. Such routes should be direct, simple and where practicable, designed to 

avoid traffic conflictsΦΩ, while paragraph 2.16.2 recommends that ΨStandard routes for taxiing 

aircraft should be identified by designators distinctively different from those of the runways 

and ATS routesΦΩ. Given that the standard taxi routes are part of the SMGCS of an aerodrome, 

these provisions are taken into account. 

τ Annex 14 foresees that in certain cases information should be disseminated through the 

issuance of a NOTAM, referring to paragraph 5.1 of Annex 15 which prescribes when a 

NOTAM should be originated. This necessitates the reflection of the relevant Annex 15 

provisions in the regulatory framework for aerodromes, as aerodrome operators are acting as 

NOTAM originators17.  

RMT.0704 

τ ICAO Annex 14 to the Convention on International Civil Aviation, Aerodromes, Volume I ς 

Aerodrome Design and Operations, Seventh Edition, July 2016 

                                                           
 
17

  Due to its size, the relevant text of Annex 15 is not reproduced. For further details, please refer to Annex 15, 
Aeronautical Information Services, Fifteenth edition, July 2016. 
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τ ICAO Doc 9981 ΨProcedures for Air Navigation Services, PANS-AerodromesΩΣ Second Edition, 

2016 

τ ICAO Annex 6 to the Convention on International Civil Aviation, Operation of Aircraft, Part I ς 

International Commercial Air Transport ς Aeroplanes, Tenth Edition, July 2016 

τ ICAO State Letter AN 2/2.1.1-17/22 of 21 April 2017 ΨProposed amendment to Annex 15, new 

PANS-AIM and consequential amendments to Annexes 3, 4, 6, 9, 10, 11 and 14, PANS-ATM, 

PANS-OPS, PANS-ABC and PANS-AerodromesΩ 

τ ICAO Circular 329 ΨRunway Surface Condition Assessment, Measurement and ReportingΩ 

References to differences between the content of this RMT and ICAO SARPs, FARs, etc.  

Relevant reference such as ICAO Annex, ICAO Document, ICAO State Letter, FAR, etc.: 

Not applicable 

EU requirement not having yet relevant reference τ stemming from a comparison between the 

intended content of this RMT with ICAO SARPs, FARs, etc. 

RMT.0703 

Aircraft towing, as an operational activity that requires the establishment and implementation of 

aerodrome operational procedures to ensure the safety of the towed aircraft, but also in relation to 

other aircraft, is not yet addressed in Annex 14. Although ICAO material may cover this area in the 

future, the only relevant provision that currently exists in Annex 14 addresses this activity in terms of 

the Ψright of wayΩ, which is considered inadequate. 

Communication is an essential element to ensure safe operations at an aerodrome. Even though 

Annex 14 contains certain provisions on this issue, there are no specific provisions corresponding to 

the proposed rule. 

Despite the relevant work already done in the context of the review of ICAO Doc 9981, currently the 

issue of FOD is addressed in Annex 14 from a maintenance point of view, and not through the 

adoption of relevant FOD control programme, as the present proposal suggests.  

The relevant Annex 14 provisions foresee the installation of stopway lights only in the case the 

runway is used at nights, and they do not contain specifications for the provision of secondary power 

supply to such lights. 

RMT.0704 

Not applicable 

Safety risk assessment 

RMT.0703 

An analysis of related occurrences recorded in the European Central Repository18 database covering 

the period 2008-2017 has been performed.  

                                                           
 
18

  Data provided by Member States and EASA. The analysis covered all aeroplanes except gliders and microlights. 
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With regard to incursions, the analysis was limited to the occurrences involving vehicles or persons, 

while the occurrences were further analysed to identify trends both in runway and taxiway 

incursions19. Graphs 1 and 2 below are showing an upward trend in the number of occurrences 

concerning incursions involving vehicles and persons, on runways and taxiways, which by itself is 

considered an important issue that needs to be addressed.  

 

With regard to runway incursions involving vehicles, there were 3 non-fatal accidents and 55 serious 

incidents. In the same period, 11 runway incursions caused by persons were classified as serious 

incidents. 

 

With regard to taxiway incursions involving vehicles, in the reference period, 7 serious incidents took 

place. In the same period, there was 1 non-fatal accident and 1 serious incident caused by taxiway 

incursion involving persons. 

A further analysis of the events identified that the most common human performance factors for 

runway incursion events were: Ψtask monitoringΩ, Ψincorrectly performed actionΩ, Ψlack of 

communicationΩ, Ψincorrect action selectionΩ, and Ψlack of individual risk perceptionΩ.  

                                                           
 
19

  The analysis did not take into account the otherwise possible scenario of an aircraft incursion caused due to other 
aerodrome-related factors, e.g. inadequacy of visual aids. 
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Similarly, for taxiway incursions, the most common factors were found to be: Ψtask monitoringΩ, 

Ψincorrectly performed actionΩ, Ψdistraction job-relatedΩ, Ψidentification-recognitionΩ, Ψknowledge of 

regulationsΩ20. These findings need to be taken into account when addressing the issue of incursion 

prevention.  

With regard to the occurrences involving aircraft collisions with vehicles (Graph 3), the analysis 

confirmed an overall upward trend in such occurrences, associated mainly with vehicle collisions 

with aircraft parked on the apron, a finding that is consistent with previous studies and analyses in 

this area.  

 

Nevertheless, the number of collisions between aircraft and vehicles, when the aircraft is actually 

moving, appears to be equally significant and to have an upward trend as well, as shown in Graph 3. 

Overall, in the reference period, there were 84 non-fatal accidents and 19 serious incidents involving 

collisions between a moving aircraft and a vehicle. This is considered another important issue which 

needs to be addressed. This is particularly true if the additional cases of aircraft collision with objects 

other than vehicles (parked aircraft, other moving aircraft, aerodrome infrastructure and buildings, 

etc.) during the aircraft manoeuvring on the movement area21, are taken into account. 

On the other hand, an analysis of FOD-related occurrences illustrated in Graph 4, reveals that the 

number of such occurrences followed an increasing pattern during the first reference years, and 

afterwards their number was stabilised, however at a higher level. 

                                                           
 
20

  Information about human-performance-related factors was only available in a very limited number of occurrences. 
21

  An analysis of the relevant events had shown a number of 190 such collisions. 
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Further analysis, based on the outcome of the reported occurrences shows that in 1 % of these 

occurrences there was an engine damage, while in 12 % of the FOD-related occurrences there was 

either direct damage to the aircraft itself, or other consequential events (e.g. injuries), as shown in 

Graph 5. This explains the need for the FOD control issue to be addressed in a more comprehensive 

manner. 

 

With regard to runway confusion, the analysis identified only a limited number of such events, which 

are however assessed to be significant. In particular, the identified events involved 1 case of landing 

on a runway under construction, 3 cases involving an aircraft take-off from a taxiway, 1 case of 

landing on a closed runway, 1 case of landing on a disused runway, and 2 cases involving landing of 

an aircraft on a taxiway, all of which were serious incidents. 

Therefore, stemming both from safety and harmonisation needs, overall three main issues are 

addressed by this proposal in the context of the activities of RMT.0703: 

τ runway incursions which may be the result of various reasons, which are considered a major 

safety issue;  
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τ other runway-safety-related events, such as ground collisions, runway confusion, runway 

excursions, which are also considered to constitute major safety issues; and 

τ alignment with ICAO provisions, to ensure the implementation of the minimum safety 

standards and help the Member States fulfil their Chicago Convention obligations. 

RMT.0704 

An analysis was performed on the number of runway excursions related to the runway surface 

condition. The following graph presents the number of accidents and incidents as recorded in the 

European Central Repository22 database covering the period 2010-2017, and refers to all aeroplanes 

excluding gliders and microlights.  

 

 

Graph 6 

Furthermore, the following graph shows the categorisation of runway excursions related to the 

runway surface condition according to the severity (incidents, serious incidents and accidents). 

 

                                                           
 
22

  Data provided by Member States and EASA.  
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Graph 7 

Note: None of the accidents was fatal. 

Both graphs demonstrate that about half of the runway excursions related to the runway surface 

condition have led to accidents, therefore it is considered a safety issue, as already highlighted at the 

beginning of this chapter. 

Overall, two main issues are tackled by this proposal in the context of the activities of RMT.0704: 

τ Runway excursions due to improper runway surface condition assessment and reporting, 

which is considered a major safety issue; and 

τ Harmonisation issue, because the new GRF will be applicable worldwide in November 2020 

and any delay to the implementation at European level may put at stake the safety of 

operations in Europe. 

2.2. What we want to achieve τ objectives 

The overall objectives of the EASA system are defined in Article 1 of the Basic Regulation. This 

proposal will contribute to the achievement of the overall objectives by addressing the issues 

outlined in Section 2.1.  

The specific objectives of this proposal are to: 

τ reduce the number of runway-safety-related accidents and serious incidents involving runway 

incursions, but also other runway-safety-related events, such as runway confusion, ground 

collisions, runway excursions, from an aerodromeΩs point of view; 

τ ensure an adequate framework for the safe use of vehicles within an aerodrome environment;  

τ ensure the implementation of a holistic approach for the control of FOD at aerodromes; 
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τ ensure adequate maintenance for certain types of visual aids and, in some cases, provide 

visual aids as an additional mitigation measure; 

τ ensure that certain runway safety defences are embedded in the corresponding aerodrome 

operational procedures and activities; 

τ reduce the number of accidents and serious incidents where inappropriate runway surface 

condition assessment and reporting is a contributing factor; 

τ ensure a standardised method of reporting the runway surface condition; 

τ ensure that persons reporting the runway surface condition meet minimum training and 

competency requirements; 

τ ensure a harmonised methodology for specifying and setting the minimum friction level of the 

runwaysΩ ǎǳǊŦŀŎŜ; and 

τ develop harmonised criteria for the different devices which are used for measuring the 

runway surface friction characteristics, including correlation criteria where suitable for the 

particular purpose.  



European Union Aviation Safety Agency NPA 2018-14 

2. In summary τ why and what 
 

TE.RPRO.00034-008 © European Union Aviation Safety Agency. All rights reserved. ISO 9001 certified. 
Proprietary document. Copies are not controlled. Confirm revision status through the EASA intranet/internet. Page 21 of 207 

An agency of the European Union 

2.3. How we want to achieve it τ overview of the proposals 

The following is a list of additional/revised implementing rules to Regulation (EU) No 139/2014. 
 

Aeronautical Information Circular (AIC) (definition) new 

Aeronautical Information Publication (AIP) (definition) new 

aeronautical information product (definition) new 

contaminated runway (definition) new 
data set (definition) new 

dry runway (definition) new 
foreign object debris (FOD) (definition) new 
Location Indicators (definition) new 

NOTAM (definition) new 
NOTAM code (definition) new 

reliability of the lighting system (definition) new 
runway condition assessment matrix (RCAM) (definition) new 
runway condition code (RWYCC) (definition) new 
runway condition report (RCR) (definition) new 
runway strip (definition) new 
runway surface condition(s) (definition) new 
runway surface condition descriptors (definition) new 
slippery wet runway (definition) new 
SNOWTAM (definition) new 

specially prepared winter runway (definition) new 
terms of the certificate (definition) amended 
wet runway (definition) new 
ADR.OPS.A.057 new 
ADR.OPS.A.060 new 
ADR.OPS.A.065 new 
ADR.OPS.B.003 new 

ADR.OPS.B.016 new 

ADR.OPS.B.025 amended 
ADR.OPS.B.026 new 
ADR.OPS.B.027 new 
ADR.OPS.B.028 new 
ADR.OPS.B.030 amended 
ADR.OPS.B.031 new 
ADR.OPS.B.033 new 
ADR.OPS.B.035 amended 
ADR.OPS.B.036 new 
ADR.OPS.B.037 new 
ADR.OPS.B.080 amended 
ADR.OPS.C.005 amended 
ADR.OPS.C.007 new 
ADR.OPS.C.010 amended 
ADR.OPS.C.015 amended 

 

 Annex I (Definitions) to Regulation (EU) No 139/2014 2.3.1.

ICAO Annex 14 Amendment 13-A introduced the definition of FOD, which needs to be incorporated 

in Regulation (EU) No 139/2014, given the introduction of a dedicated requirement on FOD control 

programme.  
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Moreover, the term ΨNOTAMΩ is used in the proposed amendment of Regulation (EU) No 139/2014, 

and therefore the relevant definition is introduced. Following the iƴǘǊƻŘǳŎǘƛƻƴ ƻŦ ǘƘŜ ǘŜǊƳ Ψbh¢!aΩΣ 

the definitions of Aeronautical Information Circular (AIC), Aeronautical Information Publication (AIP), 

aeronautical information product, data set, Location Indicators, NOTAM code and SNOWTAM have 

been added. 

In addition, the definitions Ψreliability of the lighting systemΩ and Ψrunway stripΩ are added, since the 

terms are used in the amended requirements. 

Finally, ICAO Annex 14 Amendment 13-B introduced a number of new definitions to support the 

implementation of the GRF. EASA has adopted the proposed definitions; however, there are some 

differences compared with ICAO in order to provide more clarity. For more details, refer to the 

rationale behind the respective definitions. !ŘŘƛǘƛƻƴŀƭƭȅΣ ǘƘŜ ŘŜŦƛƴƛǘƛƻƴ ƻŦ ǘƘŜ ΨǘŜǊƳǎ ƻŦ ǘƘŜ 

ŎŜǊǘƛŦƛŎŀǘŜΩ ƛǎ ǊŜǾƛǎŜŘ ƛƴ ƻǊŘŜǊ ǘƻ ƛƴŎƭǳŘŜ ǘƘŜ ΨƻǇŜǊŀǘƛƻƴǎ ƻƴ ǎǇŜŎƛŀƭƭȅ ǇǊŜǇŀǊŜŘ ǊǳƴǿŀȅǎΩΦ 

 Annex IV (Part-ADR.OPS) to Regulation (EU) No 139/2014 2.3.2.

Subpart A 

This subpart contains the applicable aerodrome data provisions. A new provision (ADR.OPS.A.057) is 

introduced in this subpart, addressing the case where the aerodrome operator needs to originate a 

NOTAM as specified in paragraph 5.1 of Annex 15. 

Furthermore, the reporting requirements on the runway surface condition are introduced in this 

subpart. The proposals are based on the provisions of ICAO Annex 14 and ICAO Doc 9981 Ψt!b{ς

!ŜǊƻŘǊƻƳŜǎΩ and aim to ensure that the runway surface condition is reported in a consistent 

manner in order to meet the requirements of aeroplane operators.  

For more details, refer to the rationale behind the respective implementing rules, AMC and GM. 

Subpart B 

This subpart covers the aerodrome operational services and activities. The changes introduced in 

this subpart relate to the following areas: 

τ The training syllabus of staff conducting movement area inspections has been updated in 

order to include the necessary elements to support the implementation of the GRF. 

τ A dedicated requirement (ADR.OPS.B.016) for FOD control is proposed, in order to address the 

issue of FOD in an all-encompassing, systematic, manner. 

τ The implementing rule on vehicle operations (ADR.OPS.B.025) is revised, as a result of the 

need to introduce requirements for vehicle operations, but also other interfacing 

requirements, which were not covered by the current regulatory framework. For further 

details, refer to the rationale behind the proposed rule. 

τ A new implementing rule (ADR.OPS.B.026) is introduced in order to address the need to 

monitor the suitability of vehicles allowed to operate at an aerodrome, either on a regular or 

on a temporary basis, but also to incorporate certain provisions regarding vehicle 

communication equipment. 
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τ A new implementing rule (ADR.OPS.B.027) is also introduced that pertains to requirements for 

the way in which vehicles should be operated within an aerodrome area, based mainly on 

ICAO provisions.  

τ A new implementing rule (ADR.OPS.B.028) regarding the development of procedures for the 

towing of aircraft is introduced, due to the significance of this operation in an aerodrome 

environment. 

τ The existing provision on the SMGCS (ADR.OPS.B.030) is amended by introducing new 

provisions related to the development of standard taxi routes as part of the SMGCS and the 

publication of relevant information in the Aeronautical Information Publication (AIP) if the 

SMGCS requires the use of aircraft transponders on the movement area. 

τ A new implementing rule (ADR.OPS.B.031) is introduced for the coordination of the 

communication procedures, including language and frequencies to be used in communications 

between drivers and the air traffic services provider on the manoeuvring area. 

τ A new implementing rule (ADR.OPS.B.033) is introduced for the control of pedestrians on the 

aerodrome. 

τ The implementing rule on operations in winter conditions (ADR.OPS.B.035) is revised. The new 

rule introduces the establishment of snow plan, the removal of contaminants from the surface 

of the movement area or the treatment of the surface with appropriate de/anti-icing 

materials. 

τ A new implementing rule (ADR.OPS.B.036) is introduced for operations on specially prepared 

winter runways. This rule is applicable only to aerodromes which are exposed to prolonged 

winter periods and runway surfaces covered with compacted snow or ice. As this is a very 

demanding operation, EASA considered appropriate to draft this proposal. For further details, 

refer to the rationale behind the proposed rule. 

τ A new implementing rule (ADR.OPS.B.037) is introduced for the assessment of the runway 

surface condition and the assignment of runway condition code (RWYCC). The proposed rule 

and the related AMC & GM largely transpose the ICAO Annex 14 and ICAO Doc 9981 

provisions. For further details, refer to the rationale behind the proposed rule. 

τ The existing ADR.OPS.B.080 is amended in order to fully align with the Annex 14 Standard 

6.1.1.1.and to address the case where vehicles need to be operated on the manoeuvring area 

while not complying with the relevant lighting/marking specifications. 

Subpart C 

τ ADR.OPS.C.005 (General) is amended in order to align with the content of the Annex 14 

Standard 10.1.1 regarding the purpose of the maintenance programme of an aerodrome. 

τ A new implementing rule is proposed (ADR.OPS.C.007) that addresses specifically the issue of 

the maintenance of vehicles used at aerodromes, because currently there is no relevant 

requirement specifically addressing the issue of vehicle maintenance, including those used for 

rescue and firefighting (RFFS) purposes. 

τ ADR.OPS.C.010 (Pavements, other ground surfaces, and drainage) is revised in order to align 

with the requirements of ICAO Annex 14. Furthermore, a number of AMC and GM is proposed 
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to support the assessment of runway surface for maintenance purposes as well as a new table 

is introduced concerning the maintenance planning and minimum friction level. For further 

details, refer to the rationale behind the revised rule and the related AMC and GM. 

τ Finally, a revision of ADR.OPS.C.015 (Visual aids and electrical systems) is proposed, to address 

the case of maintenance of power supply systems, as well as the case of signs, and the need to 

restrict activities around electrical systems during the effect of low-visibility procedures. 

 AMC & GM 2.3.3.

The following is a list of changes to existing AMC and GM, as well as of newly developed AMC and 

GM that are associated with the above-mentioned proposed changes to the implementing rules of 

Regulation (EU) No 139/2014. 

GM1 38b new 

GM1 38e new 

GM1 38f new 

GM1 38f (c) new 

GM1 38f (f) new 

GM1 38f (g) new 

GM1 41a new 

GM2 41a new 

GM1 41b new 

AMC1 ADR.AR.C.010 amended 

GM1 ADR.AR.C.035(e) amended 

GM1 ADR.OR.B.040(a);(b) amended 

AMC3 ADR.OR.E.005 amended 

GM1 ADR.OPS.A.005 amended 

AMC1 ADR.OPS.A.057(a) new 

GM1 ADR.OPS.A.057(c) new 

GM1 ADR.OPS.A.057(d)(1) new 

GM1 ADR.OPS.A.057(d)(4) new 

GM2 ADR.OPS.A.057(d)(4)  new 

AMC1 ADR.OPS.A.057(f) new 

AMC1 ADR.OPS.A.065(a) new 

AMC2 ADR.OPS.A.065(a) new 

GM1 ADR.OPS.A.065(a) new 

GM2 ADR.OPS.A.065(a) new 

GM3 ADR.OPS.A.065(a) new 

GM1 ADR.OPS.A.065(a)(18);(a)(19) new 

AMC1 ADR.OPS.A.065(b);(c) new 
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GM1 ADR.OPS.A.065(b);(c) new 

AMC1 ADR.OPS.B.003 new 

AMC2 ADR.OPS.B.015 amended 

GM2 ADR.OPS.B.015 deleted 

AMC1 ADR.OPS.B.016(a)(1) new 

AMC1 ADR.OPS.B.016(b)(2) new 

GM1 ADR.OPS.B.016(b)(2) new 

AMC1 ADR.OPS.B.016(b)(3) new 

GM1 ADR.OPS.B.016(b)(3) new 

AMC1 ADR.OPS.B.016(b)(4) new 

GM1 ADR.OPS.B.016(b)(4) new 

AMC1 ADR.OPS.B.016(b)(5) new 

GM1 ADR.OPS.B.016(b)(5) new 

AMC1 ADR.OPS.B.025 deleted 

AMC2 ADR.OPS.B.025 deleted 

GM1 ADR.OPS.B.025 deleted 

GM2 ADR.OPS.B.025 deleted 

GM1 ADR.OPS.B.025(a)(1) new 

AMC1 ADR.OPS.B.025(b) new 

GM1 ADR.OPS.B.025(b) new 

AMC2 ADR.OPS.B.025(b) new 

AMC3 ADR.OPS.B.025(b) new 

AMC4 ADR.OPS.B.025(b) new 

AMC5 ADR.OPS.B.025(b) new 

GM2 ADR.OPS.B.025(b) new 

AMC1 ADR.OPS.B.025(e)(3) new 

GM1 ADR.OPS.B.025(g) new 

AMC1 ADR.OPS.B.025(h) new 

GM1 ADR.OPS.B.025(h) new 

AMC1 ADR.OPS.B.025(e) new 

AMC1 ADR.OPS.B.026(a)(1);(3) new 

GM1 ADR.OPS.B.026(b) new 

AMC1 ADR.OPS.B.026(c)(1) new 

GM1 ADR.OPS.B.026(c)(1) new 

GM1 ADR.OPS.B.026(d) new 

GM1 ADR.OPS.B.026(e) new 

AMC1 ADR.OPS.B.026(f) new 
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GM1 ADR.OPS.B.027(e)(1) new 

AMC1 ADR.OPS.B.027(h)(2) new 

AMC1 ADR.OPS.B.028 new 

GM1 ADR.OPS.B.028 new 

AMC1 ADR.OPS.B.030(b) new 

GM1 ADR.OPS.B.030(b) new 

AMC1 ADR.OPS.B.030(c) new 

GM1 ADR.OPS.B.031(b) new 

GM1 ADR.OPS.B.031(b)(4) new 

AMC1 ADR.OPS.B.033(a) new 

AMC1 ADR.OPS.B.033(b) new 

AMC1 ADR.OPS.B.035 deleted 

GM1 ADR.OPS.B.035 deleted 

AMC1 ADR.OPS.B.035(a)(1) new 

AMC1 ADR.OPS.B.035(a)(2) new 

AMC1 ADR.OPS.B.035(a)(3) new 

AMC2 ADR.OPS.B.035(a)(3) new 

GM1 ADR.OPS.B.035(b)(3) new 

AMC1 ADR.OPS.B.036(b)(1)(i) new 

GM1 ADR.OPS.B.036(b)(1)(i) new 

AMC1 ADR.OPS.B.036(b)(1)(ii) new 

GM1 ADR.OPS.B.036(b)(1)(iii) new 

AMC1 ADR.OPS.B.036(b)(1)(iv) new 

GM1 ADR.OPS.B.036(b)(1)(iv) new 

AMC1 ADR.OPS.B.036(b)(2) new 

GM1 ADR.OPS.B.036(b)(2) new 

AMC1 ADR.OPS.B.036(b)(3) new 

GM1 ADR.OPS.B.036(b)(3) new 

GM1 ADR.OPS.B.036(b)(4) new 

AMC1 ADR.OPS.B.036(c) new 

GM1 ADR.OPS.B.036(c) new 

AMC1 ADR.OPS.B.037(a) new 

GM1 ADR.OPS.B.037(a) new 

GM2 ADR.OPS.B.037(a) new 

AMC1 ADR.OPS.B.037(b) new 

GM1 ADR.OPS.B.037(b) new 

GM2 ADR.OPS.B.037(b) new 
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AMC1 ADR.OPS.B.037(c) new 

GM1 ADR.OPS.B.037(c) new 

AMC1 ADR.OPS.B.065 amended 

GM1 ADR.OPS.B.065 new 

AMC1 ADR.OPS.B.070 amended 

AMC2 ADR.OPS.B.070 amended 

AMC4 ADR.OPS.B.070 amended 

GM6 ADR.OPS.B.070 new 

AMC1 ADR.OPS.B.075 amended 

AMC1 ADR.OPS.B.080 deleted 

GM1 ADR.OPS.B.080 deleted 

AMC1 ADR.OPS.B.080(a) new 

AMC2 ADR.OPS.B.080(a) new 

AMC1 ADR.OPS.C.005 amended 

GM1 ADR.OPS.C.005 amended 

AMC1 ADR.OPS.C.007(a) new 

AMC1 ADR.OPS.C.007(b)(1) new 

AMC1 ADR.OPS.C.007(b)(2) new 

AMC1 ADR.OPS.C.007(b)(3) new 

AMC1 ADR.OPS.C.007(c) new 

AMC1 ADR.OPS.C.007(a);(c) new 

GM1 ADR.OPS.C.007(e) new 

AMC1 ADR.OPS.C.010 amended 

AMC2 ADR.OPS.C.010 new 

GM4 ADR.OPS.C.010(b)(2) new 

GM1 ADR.OPS.C.010(b)(3) amended 

AMC1 ADR.OPS.C.010(b)(4) new 

AMC2 ADR.OPS.C.010(b)(4) new 

AMC3 ADR.OPS.C.010(b)(4) new 

GM1 ADR.OPS.C.010(b)(4) new 

GM2 ADR.OPS.C.010(b)(4) new 

AMC1 ADR.OPS.C.015 deleted 

AMC1 ADR.OPS.C.015(a);(f) new 

GM1 ADR.OPS.C.015(a);(f) new 

GM1 ADR.OPS.C.015(b) new 

GM2 ADR.OPS.C.015(b) new 

GM3 ADR.OPS.C.015(b) new 
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GM1 ADR.OPS.C.015(b);(c) new 

AMC1 ADR.OPS.C.015(b)(f) new 

GM1 ADR.OPS.C.015(b);(f) new 

AMC1 ADR.OPS.C.015(d) new 

GM1 ADR.OPS.C.015(d) new 

AMC1 ADR.OPS.C.015(d);(f) new 

GM1 ADR.OPS.C.015(d);(f) new 

GM1 SERA.2005 new 

AMC1 SERA.14001 amended 

 CS ADR.DSN 2.3.4.

The following is a list of changes to CS-ADR-DSN. 

 
CS ADR-DSN.A.002 amended 
CS ADR-DSN.B.165 amended 
CS ADR-DSN.M.630 amended 
CS ADR-DSN.M.635 amended 
CS ADR-DSN.M.690 amended 
CS ADR-DSN.M.705 amended 
CS ADR-DSN.Q.850 deleted 
GM1 ADR-DSN.Q.850 deleted 

CS ADR-DSN.R.855 amended 
GM1 ADR-DSN.R.855 amended 
CS ADR-DSN.S.890 amended 
CS ADR-DSN.S.895 deleted 
GM1 ADR-DSN.S.895 deleted 
CS ADR.EQU.CFME.XXX new 

GM1 CS ADR.EQU.CFME.XXX(f) new 

GM1 CS ADR.EQU.CFME.XXX(j) new 

 

 Performance standards for continuous friction measuring devices 2.3.5.

In Amendment 13-B to ICAO Annex 14 it is stated that Ψwhen runway surface friction measurements 

are made for maintenance purposes using a self-wetting continuous friction measuring device, the 

performance of the device shall meet the standards set of agreed by the State.Ω. While the 

framework to certify and/or accept declarations for such equipment will only be established at a 

later stage, the availability of experts in this field in the rulemaking group for RMT.0704 gave EASA 

the opportunity to already prepare the performance standards for continuous friction measurement 

devices, which will be used in the future. 
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2.4. What are the expected benefits and drawbacks of the proposals 

The expected benefits and drawbacks of the proposal are summarised below. For the full impact 

assessment of alternative options, please refer to Chapter 4. 

For RMT.0703, the conclusion, following the EASA assessment of the three different options, is to 

adopt all relevant ICAO SARPs23 and selected recommendations from the EAPPRI and EAPPRE. In this 

way, EASA will achieve compliance with the relevant ICAO provisions and address many of the safety 

issues that these recommendations aim at, without creating an impact on the current operations. 

Rulemaking is the selected method to address this, as there is a need to complement/amend the 

existing regulatory framework, and this can only be accomplished through rulemaking action. 

For RMT.0704, following the EASA assessment of the three different options, the conclusion drawn 

was to adopt the content of Amendment 13-B to ICAO Annex 14, but to extend it to operations on 

specially prepared winter runways. This will not only ensure the compliance with the relevant ICAO 

provisions and satisfactorily address the safety recommendations made to EASA, but it will also 

facilitate the operations at aerodromes which are exposed to prolonged winter periods where the 

runway is covered by compacted snow or ice and special treatment is applied. Rulemaking is the 

selected approach to the safety issue in question because the overall success factor of the new 

assessment and reporting method is to perform standardisation activities, which could only be 

achieved through rulemaking. Furthermore, the success will also depend on workshops conducted 

by EASA in order to explain the new requirements. 

 

                                                           
 
23  Including the relevant PANS provisions. 
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3. Proposed amendments and rationale in detail 

The text of the amendment is arranged to show deleted text, new or amended text as shown below: 

τ deleted text is struck through; 

τ new or amended text is highlighted in blue; 

τ an ellipsis Ψ[Χ]Ω indicates that the rest of the text is unchanged. 

At the title of each IR/AMC/GM/CS there is an indication from which RMT the change is originating. 

3.1. Draft regulation (Draft EASA opinion) 

Draft resulting text 

Annex I (Definitions) to Regulation (EU) No 139/2014 

[Χ] 

(6a) Ψ!ŜǊƻƴŀǳǘƛŎŀƭ LƴŦƻǊƳŀǘƛƻƴ /ƛǊŎǳƭŀǊ ό!L/ύΩ means a notice containing information that does not 

qualify for the origination of a NOTAM or for inclusion in the AIP, but which relates to flight 

safety, air navigation, technical, administrative or legislative matters. 

(6b) Ψ!ŜǊƻƴŀǳǘƛŎŀƭ LƴŦƻǊƳŀǘƛƻƴ tǳōƭƛŎŀǘƛƻƴ ό!LtύΩ ƳŜŀƴǎ ŀ ǇǳōƭƛŎŀǘƛƻƴ ƛǎǎǳŜŘ ōȅ ƻǊ ǿƛǘƘ ǘƘŜ 

authority of a Member State and containing aeronautical information of a lasting character 

essential to air navigation. 

(6c) ŀŜǊƻƴŀǳǘƛŎŀƭ ƛƴŦƻǊƳŀǘƛƻƴ ǇǊƻŘǳŎǘΩ ƳŜŀƴǎ ŀŜǊƻƴŀǳǘƛŎŀƭ Řŀǘŀ ŀƴŘ ŀŜǊƻƴŀǳǘƛŎŀƭ ƛƴŦƻǊƳŀǘƛƻƴ 

provided either as digital data sets or as a standardised presentation in paper or electronic 

media. Aeronautical information products include: 

τ AIP, including amendments and supplements; 

τ AIC; 

τ aeronautical charts; 

τ NOTAM; and 

τ digital data sets. 

ώΧϐ 

(15a) ΨŎƻƴǘŀƳƛƴŀǘŜŘ ǊǳƴǿŀȅΩ ƳŜŀƴǎ ŀ Ǌǳƴǿŀȅ ƻŦ ǿƘƛŎƘ ŀ ǎƛƎƴƛŦƛŎŀƴǘ ǇƻǊǘƛƻƴ ƻŦ ǘƘŜ Ǌǳƴǿŀȅ ǎǳǊŦŀŎŜ 

area (whether in isolated areas or not) within the length and width being used is covered by 

one or more of the substances listed under the runway surface condition descriptors; 

ώΧϐ 

(17a) ΨŘŀǘŀ ǎŜǘΩ ƳŜŀƴǎ ŀƴ ƛŘŜƴǘƛŦƛŀōƭŜ ŎƻƭƭŜŎǘƛƻƴ ƻŦ ŘŀǘŀΦ 

ώΧϐ 

(18a) ΨŘǊȅ ǊǳƴǿŀȅΩ ƳŜŀƴǎ ŀ Ǌǳƴǿŀȅ ǿƘƻǎŜ ǎǳǊŦŀŎŜ ƛǎ ŦǊŜŜ ƻŦ ǾƛǎƛōƭŜ ƳƻƛǎǘǳǊŜ ŀƴŘ ƴƻǘ ŎƻƴǘŀƳƛƴŀǘŜŘ 

within the area intended to be used. 
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ώΧϐ 

(19a) ΩŦƻǊŜƛƎƴ ƻōƧŜŎǘ ŘŜōǊƛǎ όCh5ύΩ ƳŜŀƴǎ ŀƴ ƛƴŀƴƛƳŀǘŜ ƻōƧŜŎǘ ǿƛǘƘƛƴ ǘƘŜ ƳƻǾŜƳŜƴǘ ŀǊŜŀ ǿƘƛŎƘ Ƙŀǎ 

no operational or aeronautical function and which has the potential to be a hazard to aircraft 

operation; 

ώΧϐ 

(24a) Ψ[ƻŎŀǘƛƻƴ LƴŘƛŎŀǘƻǊǎΩ ƳŜŀƴǎ ǘƘŜ ƭŀǘŜǎǘ ŜŦŦŜŎǘƛǾŜ ŜŘƛǘƛƻƴ ƻŦ ǘƘŜ Ψ[ƻŎŀǘƛƻƴ LƴŘƛŎŀǘƻǊǎΩ ό5ƻŎ 

7910/169), approved and published by the International Civil Aviation Organization; 

ώΧϐ 

(34a) Ψbh¢!aΩ ƳŜŀƴǎ ŀ ƴƻǘƛŎŜ ŘƛǎǘǊƛōǳǘŜŘ ōȅ ƳŜŀƴǎ ƻŦ ǘŜƭŜŎƻƳƳǳƴƛŎŀǘƛƻƴ ŎƻƴǘŀƛƴƛƴƎ ƛƴŦƻǊƳŀǘƛƻƴ 

concerning the establishment, condition or change in any aeronautical facility, service, 

procedure or hazard, the timely knowledge of which is essential to personnel concerned with 

flight operations; 

(34b) Ψbh¢!a ŎƻŘŜΩ ƳŜŀƴǎ ǘƘŜ bh¢!a ŎƻŘŜ ŎƻƴǘŀƛƴŜŘ ƛƴ ǘƘŜ ƭŀǘŜǎǘ ŜŦŦŜŎǘƛǾŜ ŜŘƛǘƛƻƴ ƻŦ ǘƘŜ 

ΨtǊƻŎŜŘǳǊŜǎ ŦƻǊ !ƛǊ bŀǾƛƎŀǘƛƻƴ {ŜǊǾƛŎŜǎ - L/!h !ōōǊŜǾƛŀǘƛƻƴǎ ŀƴŘ /ƻŘŜǎΩ όt!b{ !./ - Doc 

8400), approved and published by the International Civil Aviation Organization; 

ώΧϐ 

(37a) ΨǊŜƭƛŀōƛƭƛǘȅ ƻŦ ǘƘŜ ƭƛƎƘǘƛƴƎ ǎȅǎǘŜƳΩ ƳŜŀƴǎ ǘƘŜ ǇǊƻōŀōƛƭƛǘȅ ǘƘŀǘ ǘƘŜ ŎƻƳǇƭŜǘŜ ƛƴǎǘŀƭƭŀǘƛƻƴ 

operates within the specified tolerances and the system is operationally usable; 

ώΧϐ 

(38a) ΨǊǳƴǿŀȅ ŎƻƴŘƛǘƛƻƴ ŀǎǎŜǎǎƳŜƴǘ ƳŀǘǊƛȄ όw/!aύΩ ƳŜŀƴǎ ŀ ƳŀǘǊƛȄ ŀƭƭƻǿƛƴƎ ǘƘŜ ŀǎǎŜǎǎƳŜƴǘ ƻŦ ǘƘŜ 

runway condition code (RWYCC), using associated procedures, from a set of observed runway 

surface conditions and pilot report of braking action; 

(38b) ΨǊǳƴǿŀȅ ŎƻƴŘƛǘƛƻƴ ŎƻŘŜ (RWYCC)Ω means a number, to be used in the runway condition report 

(RCR), that describes the effect of the runway surface condition(s) on aeroplane deceleration 

performance and lateral control; 

(38c) ΨǊǳƴǿŀȅ ŎƻƴŘƛǘƛƻƴ ǊŜǇƻǊǘ όw/wύΩ ƳŜŀƴǎ ŀ ŎƻƳǇǊŜƘŜƴǎƛǾŜ standardised report relating to 

runway surface condition and its effect on the aeroplane landing and take-off performance; 

(38d) ΨǊǳƴǿŀȅ ǎǘǊƛǇΩ ƳŜŀƴǎ ŀ ŘŜŦƛƴŜŘ ŀǊŜŀ ƛƴŎƭǳŘƛƴƎ ǘƘŜ Ǌǳƴǿŀȅ ŀƴŘ ǎǘƻǇǿŀȅΣ ƛŦ ǇǊƻǾƛŘŜŘΣ ƛƴǘŜƴŘŜŘ 

to: 

(a) reduce the risk of damage to aircraft running off a runway; and 

(b) protect aircraft flying over it during take-off or landing operations; 

(38e) ΨǊǳƴǿŀȅ ǎǳǊŦŀŎŜ ŎƻƴŘƛǘƛƻƴόǎύΩ ƳŜŀƴǎ ŀ ŘŜǎŎǊƛǇǘƛƻƴ ƻŦ ǘƘŜ ŎƻƴŘƛǘƛƻƴόǎύ ƻŦ ǘƘŜ Ǌǳƴǿŀȅ ǎǳǊŦŀŎŜ 

used in the RCR which establishes the basis for the determination of the RWYCC for aeroplane 

performance purposes; 

(38f) ΨǊǳƴǿŀȅ ǎǳǊŦŀŎŜ ŎƻƴŘƛǘƛƻƴ ŘŜǎŎǊƛǇǘƻǊǎΩ ƳŜŀƴǎ ƻƴŜ ƻŦ ǘƘŜ ŦƻƭƭƻǿƛƴƎ ŜƭŜƳŜƴǘǎ ƻƴ ǘƘŜ ǎǳǊŦŀŎŜ ƻŦ 

the runway: 
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(a) compacted snow: snow that has been compacted into solid mass such that aeroplane 

tyres, at operating pressures and loadings, will run on the surface without significant 

further compaction or rutting of the surface; 

(b) dry snow: snow from which a snowball cannot readily be made; 

(c) frost: ice crystals formed from airborne moisture on a surface whose temperature is at 

or below freezing; frost differs from ice in that the frost crystals grow independently 

and therefore have a more granular texture; 

(d) ice: water that has frozen or compacted snow that has transitioned into ice in cold and 

dry conditions; 

(e) slush: snow that is so water saturated that water will drain from it when a handful is 

picked up or will splatter if stepped on forcefully; 

(f) standing water: water of depth greater than 3 mm; 

(g) wet ice: ice with water on top of it or ice that is melting; 

(h) wet snow: snow that contains enough water to be able to make a well-compacted, solid 

snowball, but water will not squeeze out; 

[Χ] 

(41a) ΨǎƭƛǇǇŜǊȅ ǿŜǘ ǊǳƴǿŀȅΩ ƳŜŀƴǎ ŀ ǿŜǘ Ǌǳƴǿŀȅ ǿƘŜǊŜ ǘƘŜ ǎǳǊŦŀŎŜ friction characteristics of a 

significant portion of the runway have been determined to be degraded; 

(41b) Ψ{bh²¢!aΩ ƳŜŀƴǎ ŀ ǎǇŜŎƛŀƭ ǎŜǊƛŜǎ bh¢!a ƎƛǾŜƴ ƛƴ ŀ ǎǘŀƴŘŀǊŘ ŦƻǊƳŀǘΣ ǿƘƛŎƘ ǇǊƻǾƛŘŜǎ ŀ 

surface condition report notifying the presence or cessation of hazardous conditions due to 

snow, ice, slush, frost or water associated with snow, slush, ice, or frost on the movement 

area; 

(41c) ΨǎǇŜŎƛŀƭƭȅ ǇǊŜǇŀǊŜŘ ǿƛƴǘŜǊ ǊǳƴǿŀȅΩ ƳŜŀƴǎ ŀ Ǌǳƴǿŀȅ ǿƛǘƘ ŀ ŘǊȅ ŦǊƻȊŜƴ ǎǳǊŦŀŎŜ ƻŦ ŎƻƳǇŀŎǘŜŘ 

snow and/or ice which has been treated with sand or grit or has been mechanically treated to 

improve runway friction; 

[Χ] 

(47) ΨǘŜǊƳǎ ƻŦ ǘƘŜ ŎŜǊǘƛŦƛŎŀǘŜΩ ƳŜŀƴǎ ǘƘŜ ŦƻƭƭƻǿƛƴƎΥ 

τ ICAO location indicator, 

τ conditions to operate (VFR/ IFR, day/ night), 

τ aeroplane operations on specially prepared winter runway(s), 

τ runway τ declared distances, 

τ runway type(s) and approaches provided, 

τ aerodrome reference code, 

τ scope of aircraft operations with higher aerodrome reference code letter, 

τ provision of apron management services (yes/no), 

τ rescue and firefighting level of protection; 
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(49) ΨǿŜǘ ǊǳƴǿŀȅΩ ƳŜŀƴǎ ŀ Ǌǳƴǿŀȅ ǿƘƻǎŜ ǎǳǊŦŀŎŜ ƛǎ ŎƻǾŜǊŜŘ ōȅ ŀƴȅ ǾƛǎƛōƭŜ ŘŀƳǇƴŜǎǎ ƻǊ ǿŀǘŜǊ ǳǇ 

to and including 3 mm deep within the area intended to be used. 

Rationale 

Definitions (6a), (6b), (6c), (17a), (19a), (24a), (34a), (34b), (37a) (38d) and (41b) are added because 

they are contained in the text of the proposed amendments to the Annexes to Regulation (EU) 

No 139/2014 and are identical to the corresponding definitions in ICAO Annex 14 and Annex 15, 

except for ǘƘŜ ŘŜŦƛƴƛǘƛƻƴ ƻŦ ǘƘŜ Ψbh¢!a ŎƻŘŜΩ ǿƘƛŎƘ ƛǎ ōŀǎŜŘ ƻƴ ǘƘŜ ǘƛǘƭŜ ƻŦ L/!h 5ƻŎ упллΣ ǘƻ ŀƭƭƻǿ 

the use of the term in the proposed text. 

Definitions (15a), (18a), (38a), (38b), (38c), (38e), (38f), (41a), and (49) are added to support the new 

GRF for the runway surface condition. They are in accordance with ICAO Annex 14, except the 

following: 

τ The definition of the RWYCC (38b) is different from ICAO, because it does not describe the 

runway surface condition but quantifies the effect of the runway surface condition on 

available braking action and lateral control. The new definition does not have any effect on 

the implementation of the GRF. 

τ The definition of the Ψspecially prepared winter runwayΩ (41b) has been added. There is no 

such definition in Annex 14; however, this definition is already included in CS-25. If the 

aerodrome is approved to upgrade the RWYCC beyond 3, the air operators may benefit from 

it. Operations on specially prepared winter runways are being considered under RMT.0296. 

Moreover, the definitiƻƴ ƻŦ ǘƘŜ ΨǘŜǊƳǎ ƻŦ ǘƘŜ ŎŜǊǘƛŦƛŎŀǘŜΩ όптύ ƛǎ ǊŜǾƛǎŜŘ ǘƻ ƛƴŎƭǳŘŜ ǘƘŜ ŀǇǇǊƻǾŀƭ ŦƻǊ 

aeroplane operations on specially prepared winter runways. 

Annex IV (Part-ADR.OPS) to Regulation (EU) No 139/2014 

ADR.OPS.A.057   Origination of NOTAM (RMT.0703) 

(a) The aerodrome operator shall: 

(1) establish and implement procedures to originate a NOTAM to be issued by the relevant 

aeronautical information services provider: 

(i) containing information on the establishment, condition, or change of any 

aeronautical facility, service, procedure or hazard, the timely knowledge of which 

is essential to personnel involved with flight operations; 

(ii) whenever the information to be distributed is of a temporary nature and of short 

duration or when operationally significant permanent changes or temporary 

changes of long duration are made at short notice, except for extensive text 

and/or graphics. 

(2) designate aerodrome personnel, who have received training and demonstrated their 

competence in accordance with (f), to originate a NOTAM and provide relevant 

information to the aeronautical information service providers with which it has 

arrangements. 

(b) The aerodrome operator shall ensure that: 



European Union Aviation Safety Agency NPA 2018-14 

3. Proposed amendments and rationale in detail 
 

TE.RPRO.00034-008 © European Union Aviation Safety Agency. All rights reserved. ISO 9001 certified. 
Proprietary document. Copies are not controlled. Confirm revision status through the EASA intranet/internet. Page 34 of 207 

An agency of the European Union 

(1) NOTAM is originated with sufficient lead time for the affected parties to take any 

required action, except in the case of unserviceability, release of radioactive material, 

toxic chemicals and other events that cannot be foreseen; 

(2) a NOTAM notifying unserviceability of aids to air navigation, facilities or communication 

services provides an estimate of the unserviceability period or of the time at which 

restoration of service is expected; 

(3) within three months from the issuance of a permanent NOTAM, the information 

contained in the NOTAM is included in the aeronautical information products affected; 

(4) within three months from the issuance of a temporary NOTAM of long duration, the 

information contained in the NOTAM is included in an AIP supplement; and 

(5) when a NOTAM with an estimated end of validity unexpectedly exceeds the three-

month period, a replacement NOTAM is originated unless the condition is expected to 

last for a further period of more than three months; in that case, the aerodrome 

operator shall ensure that the information is published in an AIP supplement. 

(c) The aerodrome operator shall originate a NOTAM when it is necessary to provide the 

following information: 

(1) establishment of, closure of, or significant changes in the operation of aerodromes or 

heliports or runways; 

(2) establishment of, withdrawal of, and significant changes in the operation of the 

aerodrome services; 

(3) establishment of, withdrawal of, and significant changes in, the operational capability of 

radio navigation and air-ground communication services; 

(4) unavailability of backup and secondary systems, having a direct operational impact; 

(5) establishment of, withdrawal of, or significant changes to visual aids; 

(6) interruption of, or return to operation of, major components of aerodrome lighting 

systems; 

(7) establishment of, withdrawal of, or significant changes to procedures for air navigation 

services; 

(8) occurrence or correction of major defects or impediments in the manoeuvring area; 

(9) changes to, and limitations on, the availability of fuel, oil and oxygen; 

(10) establishment of, withdrawal of, or return to, operation of hazard beacons marking 

obstacles to air navigation; 

(11) planned laser emissions, laser displays and search lights in the aerodrome surroundings, 

ƛŦ ǇƛƭƻǘǎΩ ƴƛƎƘǘ Ǿƛǎƛƻƴ ƛǎ ƭƛƪŜƭȅ ǘƻ ōŜ ƛƳǇŀƛǊŜŘΤ 

(12) erecting or removal of, or changes to, obstacles to air navigation in the take-off/climb, 

missed approach, approach areas as well as on the runway strip; 

(13) changes in aerodrome/heliport rescue and firefighting category; 
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(14) presence of, removal of, or significant changes in, hazardous conditions due to snow, 

slush, ice, radioactive material, toxic chemicals, volcanic ash deposition or water on the 

movement area; 

(15) presence of hazards that affect air navigation, including obstacles, displays and major 

events; and 

(16) any other circumstance which may affect the operation of aircraft. 

(d) The aerodrome operator shall ensure that: 

(1) except as provided for in (4), each NOTAM contains the applicable information in the 

order shown in the NOTAM Format of Appendix 1 to this Annex; 

(2) NOTAM text is composed of the significations/uniform abbreviated phraseology 

assigned to the NOTAM Code, complemented by ICAO abbreviations, indicators, 

identifiers, designators, call signs, frequencies, figures and plain language; 

(3) a NOTAM is originated in the English language; 

(4) Information concerning snow, slush, ice, frost, standing water or water associated with 

snow, slush, ice or frost on the movement area is disseminated by means of SNOWTAM 

and contains the information in the order shown in the SNOWTAM Format of Appendix 

2 to this Annex; 

(5) when an error has occurred in a NOTAM, a NOTAM is originated to replace or cancel the 

erroneous NOTAM; 

(6) when a NOTAM is originated to cancel or replace a previous NOTAM: 

(i) the series and number/year of the previous NOTAM are indicated; and 

(ii) the series, location indicator and subject of both NOTAM are the same; 

(7) a NOTAM is originated to cancel or replace only one NOTAM; 

(8) each originated NOTAM deals with only one subject and one condition of the subject. 

(9) each originated NOTAM is as brief as possible and compiled so that its meaning is clear 

without the need to refer to another document; 

(10) an originated NOTAM containing permanent or temporary information of long duration 

includes appropriate references to the AIP or AIP supplement; and 

(11) the location indicator included in the text of a NOTAM for the aerodrome is contained 

in the Location Indicators. A curtailed form of such indicators shall not be used. 

(e) The aerodrome operator shall, following the publication of a NOTAM that it has originated, 

review its content to ensure its accuracy, and ensure the dissemination of the information to 

all relevant aerodrome personnel and organisations at the aerodrome. 

(f) The aerodrome operator shall ensure that the training programme for aerodrome personnel 

to be designated as NOTAM originators, and for other personnel whose duties involve the use 

of a NOTAM: 

(1) includes: 
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(i) theoretical and on-the-job training of adequate duration, including performance 

assessment, at least in the following areas: 

(A) regulatory framework; 

(B) aerodrome operational procedures; 

(ii) competency assessment of the personnel; and 

(2) is supported by adequate and suitable training facilities and means. 

(g) The aerodrome operator shall ensure that aerodrome personnel mentioned in (f): 

(1) undergo proficiency checks at intervals not exceeding 24 months, since the completion 

of their initial training; 

(2) receive recurrent training at intervals not exceeding 12 months since the completion of 

their initial training; and 

(3) receive refresher training when absent from their duties for a period not less than 3 and 

not more than 12 consecutive months. In case of absence beyond 12 consecutive 

months aerodrome personnel shall undergo initial training. 

(h) The training foreseen in (f)(1) shall be provided by instructors, and the assessments and 

proficiency checks foreseen in (f)(1) and (g)(1) shall be conducted by assessors. 

(i) The aerodrome operator shall maintain records: 

(1) of the NOTAM it originated and those that were issued; and 

(2) regarding the implementation of (f) and (g). 

Rationale 

The current provisions of Regulation (EU) No 139/2014 address certain coordination matters 

between an aerodrome operator and an aeronautical information service (AIS) provider, but they do 

not address the case where an aerodrome operator needs to initiate the issuance of a NOTAM. For 

this particular case, the relevant Annex 14 SARPs refer to Annex 15 (paragraph 5.1), which contains 

provisions related to NOTAM origination.  

Given that in many cases an aerodrome operator needs to act as an originator of a NOTAM, there is 

a need to complete the regulatory framework in order to ensure legal and operational certainty. It is 

therefore proposed to address this issue in a concise manner, through the addition of a new 

provision (ADR.OPS.A.057).  

The suggested provisions of points (a) to (d) are stemming from the provisions of Annex 15 

paragraph 5.1 but also the general provisions of paragraph 5.2, reproducing draft provisions 

regarding NOTAM which are already included in the draft Annex V to Regulation (EU) 2017/373 as 

proposed through EASA Opinion No 02/2018. The solution of the adjusted reproduction of certain 

provisions, rather than making a simple reference to said Annex V was found to be more 

appropriate, for reasons related to readability, but also because not all provisions of Annex V contain 

requirements which are applicable to aerodrome operators acting as NOTAM originators, and finally 

because Annex V covers the issuance of a NOTAM and not its origination. 
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Point (e) intends to make sure that a NOTAM is reviewed after its publication, to ensure the 

correctness of its content and that the relevant information is disseminated to the persons and 

organisations concerned. 

Points (f), (g) and (h) concern the training of aerodrome personnel, and primarily those entrusted 

with the task to originate a NOTAM. These points define: 

τ the areas that the training should cover;  

τ the relevant framework; 

τ how often the training needs to be delivered to the personnel concerned; and  

τ who may provide training, assessment and proficiency checks of personnel, in a manner that 

addresses the need for legal certainty.  

These specific provisions will co-exist with the provisions of ADR.OR.D.017 (and its AMC & GM), 

which is the overarching provision regarding the training and proficiency check programmes. 

Thus, to a certain extent, this means that there may be a certain level of repetition between the 

proposed points of this provision and the content of ADR.OR.D.017, while some of the proposed 

provisions will prevail over the AMC & GM that support the implementation of ADR.OR.D.017 (e.g. 

frequency of training). 

To avoid this, the solution would be to amend ADR.OR.D.017 and incorporate in there all Ψhorizontal 

training provisionsΩ, that is training requirements that are common to all functions (operations, 

maintenance, drivers, etc.) such as the frequency of training, etc. If this is done, then the specific 

provisions (such as ADR.OPS.A.057, or the proposed ADR.OPS.B.026 which concerns the training of 

drivers) would then define only the areas that need to be covered for a given training area, while the 

relevant AMC & GM would provide more detail.  

EASA would like to know the opinion of the stakeholders regarding this issue, and for this reason, 

the following question is asked: 

ΨDo you consider that ADR.OR.D.017 needs to be amended to incorporate all general training 

provisions, in order to avoid repetition of requirements and ensure legal certainty?Ω 

Finally, point (i) concerns the maintenance of relevant training and NOTAM records. 

ADR.OPS.A.060   Reporting of surface contaminants (RMT.0704) 

The aerodrome operator shall report to the aeronautical information services and air traffic services 

units on matters of operational significance affecting aircraft and aerodrome operations on the 

movement area, particularly in respect of the presence of the following: 

(a) water;  

(b) snow;  

(c) slush;  

(d) ice; 

(e) frost; 

(f) anti-icing or de-icing liquid chemicals or other contaminants; and 
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(g) snow banks or drifts. 

Rationale 

The current rule, ADR.OPS.A.005, requires the aerodrome operator to determine, document and 

maintain data relevant to the aerodrome and available services and make this information available 

to the aerodrome users and the ATS and AIS providers. The reporting of the condition of the 

movement area and related facilities is included in AMC1 ADR.OPS.A.005 and the terms used to 

report them are included in GM1 ADR.OPS.A.005. The structure of the current provisions does not 

ensure a standardised way of reporting; therefore, the new rule is proposed. The proposed rule is in 

line with the amended Standard 2.9.2 points (c), (d) and (e) of ICAO Annex 14 Amendment 13-B. 

ADR.OPS.A.065   Reporting of the runway surface condition (RMT.0704) 

(a) The aerodrome operator shall report the runway surface condition over each third of the 

runway using a runway condition report (RCR). The report shall include a runway condition 

code (RWYCC) using numbers 0 to 6, the contaminant depth and coverage, and a description 

using the following terms: 

(1) COMPACTED SNOW 

(2) DRY 

(3) DRY SNOW 

(4) DRY SNOW ON TOP OF COMPACTED SNOW 

(5) DRY SNOW ON TOP OF ICE 

(6) FROST 

(7) ICE 

(8) SLIPPERY WET 

(9) SLUSH 

(10) SPECIALLY PREPARED WINTER RUNWAY 

(11) STANDING WATER 

(12) WATER ON TOP OF COMPACTED SNOW 

(13) WET 

(14) WET ICE 

(15) WET SNOW 

(16) WET SNOW ON TOP OF COMPACTED SNOW 

(17) WET SNOW ON TOP OF ICE 

(18) CHEMICALLY TREATED 

(19) LOOSE SAND 

(b) Reporting shall commence when a significant change in runway surface condition occurs due 

to water, snow, slush, ice or frost. 
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(c) Reporting of the runway surface condition shall continue to reflect significant changes until 

the runway is no longer contaminated. When this situation occurs, the aerodrome operator 

shall issue an RCR that states that the runway is wet or dry as appropriate. 

(d) Friction measurements shall not be reported. 

(e) When a paved runway or portion thereof is slippery wet, the aerodrome operator shall make 

such information available to the relevant aerodrome users. This shall be done by issuing a 

NOTAM and shall describe the location of the affected portion. 

Rationale 

The proposed rule introduces the term Ψrunway condition codeΩ and the terms used to describe the 

runway surface condition. More specifically: 

τ Point (a) together with points (a)(1) to (a)(19) transpose Standard 2.9.5 of ICAO Annex 14 

Amendment 13-B to ensure a harmonised use of the descriptors. Two additional terms have 

been introduced: the term ΨSLIPPERY WETΩ, although not included in ICAO Annex 14, is 

included in the runway condition assessment matrix (RCAM) and is related to WET and RWYCC 

3; the term ΨSPECIALLY PREPARED WINTER RUNWAYΩ has been added to address cases where 

the runway is covered by compacted snow or ice but has been specially treated to provide 

improved friction characteristics. 

τ Point (b) transposes provision 1.1.3.1 of ICAO Doc 9981 ΨPANS-AerodromesΩ, Second Edition, 

2016, and specifies when the reporting of the runway surface condition shall commence. 

τ Point (c) transposes provision 1.1.3.2 of ICAO Doc 9981, and specifies when reporting should 

be terminated. 

τ Point (d) transposes Recommendation 2.9.8 of ICAO Annex 14 Amendment 13-B. This 

recommendation is transposed to implementing rule level to prohibit the dissemination of the 

friction values because these values cannot be used by flight crews to determine landing 

performance requirements. Nevertheless, the provision does not prohibit the use of friction 

measurement devices in the overall assessment process. 

τ Point (e) transposes the Standards 2.9.9 and 2.9.10 of ICAO Annex 14 Amendment 13-B. The 

two ICAO Standards are considered complementary to each other. The objective is to make 

aerodrome users aware that the condition of the runway surface is sub-standard. 
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Appendix 1 

NOTAM FORMAT 

 
Rationale 

The proposed NOTAM format contains the necessary information, which needs to be filled in during 

the origination of the NOTAM. 
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Appendix 2 

SNOWTAM FORMAT 

 
Rationale 

The proposed SNOWTAM format, which will be applicable as of 5 November 2020, contains the 

necessary information that needs to be filled in during a SNOWTAM origination. 

ADR.OPS.B.003   Handover of activities (RMT.0703) 

The aerodrome operator shall establish and implement procedures for the handover of aerodrome 

operational activities between aerodrome operational personnel, to ensure that incoming 

aerodrome operational personnel are provided with operational information related to their tasks. 
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Rationale 

The proposed provision intends to address the need to provide operational personnel with updated 

information regarding the operational situation they may encounter at the handover of operational 

activities (e.g. during the start of their shift), so that they acquire a complete picture of their 

operational environment, thereby reducing the risk of an occurrence resulting from expectation 

bias.  

The briefing of the personnel is a widespread practice amongst all aviation domains, but also other 

professional domains, and is directly related to human factors, and in particular to the need to 

communicate in a reliable manner task-relevant information. In addition, this provision addresses a 

relevant recommendation contained in EAPPRI. 

ADR.OPS.B.016   Foreign object debris control programme (RMT.0703) 

(a) The aerodrome operator shall establish and implement a foreign object debris (FOD) control 

programme and shall require organisations operating or providing services at the aerodrome 

to participate in this programme. 

(b) As part of the FOD control programme, the aerodrome operator shall: 

(1)  ensure personnel awareness and participation, as well as the provision of adequate 

relevant training;  

(2)  establish and implement measures to prevent FOD, including the identification of its 

sources; 

(3)  establish and implement procedures to detect FOD, including the monitoring and 

inspection of the movement area or adjacent areas in accordance with an inspection 

schedule and whenever such an inspection is required due to activities or events that 

may have led to the creation of FOD; 

(4)  establish and implement procedures for the prompt removal, containment and disposal 

of FOD, and provide all relevant means necessary; and 

(5) collect and analyse data and information to identify FOD sources and trends, and 

implement corrective and/or preventive measures to improve the effectiveness of the 

programme. 

Rationale 

The current provisions of Annex 14 approach the issue of FOD control without applying a holistic 

approach. In fact, it seems that the FOD issue is only approached from a preventive maintenance 

point of view of the movement area, while certain provisions exist regarding the conduct of 

inspections, which amongst others would lead to the detection of FOD.  

To address the serious issue of the FOD control, a new requirement, which addresses the FOD in an 

all-encompassing manner, is introduced. The content of the proposal is based on the work done in 

the context of the review of ICAO Doc 9981, and the FAA 150/5210-24 (Airport Foreign Object Debris 

Management). 
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ADR.OPS.B.025   Operation of vehicles (RMT.0703) 

The aerodrome operator shall establish and implement procedures for the training, assessment and 

authorisation of all drivers operating on the movement area. 

Rationale 

The current provision ADR.OPS.B.025 is proposed to be deleted and replaced by the new provision 

ADR.OPS.B.025 (Authorisation of vehicle drivers) that follows, whose rationale explains also the 

proposed deletion. 

ADR.OPS.B.025   Authorisation of vehicle drivers (RMT.0703) 

(a) Except as provided for in (d), the driving of a vehicle on any part of the movement area or 

other operational areas of an aerodrome shall require an authorisation issued to the driver by 

the operator of that aerodrome. The driving authorisation shall be issued to a person if: 

(1) the tasks allocated to the driver involve driving in such areas; 

(2) the driver holds a valid driving licence, and any other licence required for the operation 

of specialised vehicles; and 

(3) the driver has successfully completed a relevant driving training programme and 

demonstrated their competence in accordance with (b) and, if required, with (c). 

(b) The aerodrome operator shall establish and ensure the implementation of a driving training 

programme for drivers operating on the apron or other operational areas, except the 

manoeuvring area, and for drivers operating on the manoeuvring area. The training 

programme shall: 

(1) be appropriate to the characteristics and operation of the aerodrome, ǘƘŜ ŘǊƛǾŜǊΩǎ 

functions and tasks to be performed, and the areas of the aerodrome that drivers may 

be authorised to operate; 

(2) be supported by adequate and suitable training facilities and means; 

(3) include: 

(i) theoretical and on-the-job training of adequate duration, including performance 

assessment, at least in the following areas: 

(A) regulatory framework and personal responsibilities; 

(B) vehicle standards, aerodrome operational requirements and procedures; 

(C) communications; 

(D) radiotelephony, for drivers operating in the manoeuvring area; 

(E) human performance; and 

(F) familiarisation with the operating environment; and 

(ii) competency assessment of the drivers. 

(c) The aerodrome operator shall ensure that drivers operating on the manoeuvring area 

demonstrate their competence in the language(s) used at the aerodrome for radio 
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communication purposes with the air traffic services unit, both in the use of phraseologies and 

in plain language, at a level that allows the execution of their operational duties. 

(d) The aerodrome operator may permit organisations operating or providing services at the 

aerodrome to provide the training required in (b) to their employees operating on the apron 

or other operational areas, except the manoeuvring area, subject to: 

(1) the prior approval of the Competent Authority; and 

(2) continuous compliance of the organisation concerned with the applicable requirements, 

and the training being delivered in accordance with the driving training programme and 

procedures established by the aerodrome operator. 

(e) The aerodrome operator shall ensure that drivers issued with an authorisation in accordance 

with (a): 

(1) undergo proficiency checks at intervals not exceeding 24 months since the completion 

of their initial training; 

(2) receive recurrent training at intervals not exceeding 24 months since the completion of 

their initial training; and 

(3) receive refresher training when they are absent from their duties for a period not less 

than 3 and not more than 12 consecutive months. In case of absence beyond 12 

consecutive months, the driver shall undergo initial training. 

(f) The raining foreseen in (b)(3) and (d)(2);(3) shall be provided by instructors, and the 

assessments and proficiency checks foreseen in (b)(3), (c) and (e)(1) shall be conducted by 

assessors. 

(g) A driving authorisation issued in accordance with (a) shall specify the parts of the movement 

area or other operational areas on which the driver is allowed to drive and shall remain valid 

as long as: 

(1) the requirements of (a)(1) and (a)(2) are met; and 

(2) the holder of the driving authorisation undergoes training and proficiency checks in 

accordance with (e). 

(h) Notwithstanding (a), the aerodrome operator may permit a person to temporarily drive a 

vehicle on the movement area or other operational areas if: 

(1) that person holds a valid driving licence, and any other licence required for the 

operation of specialised vehicles; and 

(2) that vehicle is escorted by vehicle(s) driven by driver(s) authorised in accordance with 

(a).  

(i) The aerodrome operator shall: 

(1) establish a system and implement procedures for: 

(i) assessing the language competence of the drivers operating on the manoeuvring 

area, issuing driving authorisations and temporarily permitting the driving of 

vehicles; 
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(ii) ensuring that drivers to whom a driving authorisation has been issued, continue 

to comply with (g)(1) and (g)(2); and 

(iii) monitoring the compliance of drivers with any driving requirements applicable at 

the aerodrome and for taking appropriate action, including the suspension and 

revocation of driving authorisations or permissions to temporarily drive a vehicle. 

(2) maintain relevant records. 

Rationale 

The current provision, ADR.OPS.B.025, on vehicle operations is focusing only on the 

training/assessment of drivers operating on the movement area, and does not contain requirements 

for vehicle operations. Therefore, there is a need to address this gap and develop a framework that 

covers the need to effectively control the driving activities at an aerodrome in a manner that 

ensures legal certainty and level playing field, while catering for the training needs of the drivers that 

normally operate in an aerodrome area, taking into account interfacing issues (such as 

communication), but also the need to allow drivers that need to temporarily enter an aerodrome to 

operate in a safe manner. More specifically: 

τ Point (a) introduces a requirement not to allow the driving on the movement area or other 

operational areas of an aerodrome, unless a person is duly authorised to do so. This addresses 

the obvious need to control the movement of vehicles and their drivers on the aerodrome. At 

the same time, it introduces conditions that need to be met by a person in order to be allowed 

to drive on the movement area, i.e. to hold a driving licence, to be involved in tasks that 

necessitate driving, and of course to complete the necessary training. This provision builds 

mainly upon the current provisions of ADR.OPS.B.025 of Regulation (EU) No 139/2014 and the 

associated AMC & GM, and Standard 9.7.4 of Annex 14.  

τ Point (b) introduces a requirement that aims to distinguish between the training needs of the 

drivers operating on the apron (and other operational areas, except the manoeuvring area), 

and those operating on the manoeuvring area. Moreover, it intends to set the framework for 

the definition of the training areas to be covered, while it is linked to Annex 14 provisions 

(9.7.1 and 9.7.5) which require the use of a radio for communication purposes and imply the 

capability of the driver to do so. 

τ Point (c) addresses the issue of language competence, something which is implied by the need 

for drivers in the manoeuvring area to be able to communicate verbally through the radio, 

with the air traffic services unit, in the relevant language(s) used for such purposes, something 

which has also been recently proposed by ICAO24. 

The importance of the language as a means to ensure proper communication amongst the 

personnel, and therefore as a safety defence mechanism, is already recognised in Regulation 

(EU) No мофκнлмп ǿƘƛŎƘ ǊŜǉǳƛǊŜǎΣ ǘƘǊƻǳƎƘ !5wΦhwΦ9ΦллрΣ ǘƘŀǘ Ψŀƭƭ ǇŜǊǎonnel are able to read 

and understand the language in which those parts of the aerodrome manual and other 

                                                           
 
24

  See the ICAO proposal contained in State Letter AN 4/27-18/25 of 16 July 2018. 
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ƻǇŜǊŀǘƛƻƴŀƭ ŘƻŎǳƳŜƴǘǎ ǇŜǊǘŀƛƴƛƴƎ ǘƻ ǘƘŜƛǊ ŘǳǘƛŜǎ ŀƴŘ ǊŜǎǇƻƴǎƛōƛƭƛǘƛŜǎ ŀǊŜ ǿǊƛǘǘŜƴΩΦ IƻǿŜǾŜǊΣ 

this requirement does not address verbal communication. 

Moreover, although the existing AMC1 ADR.OPS.B.025 refers to the training on the use of 

radiotelephony and phraseology, it does not contain any provision for the assessment of the 

language competence in this area, despite the obvious importance that this has for achieving 

effective communication over the radio and therefore for runway safety through 

improvement of situational awareness. This is particularly true for the cases where the 

language used for communication on the manoeuvring area is not the mother tongue of the 

driver(s), or where more than one languages are used for such purposes (e.g. one language for 

runway operations and a different one for operations on the taxiways).  

It is for these reasons that this requirement is proposed. 

τ Point (d) proposes the possibility for an aerodrome operator to permit a third party to provide 

relevant driving training to its personnel that do not operate on the manoeuvring area. The 

proposal aims at providing this option, which is subject to the necessary conditions, to 

aerodrome operators in order to ensure the consistent delivery of the training and that the 

Competent Authority maintains control of such activities.  

τ Point (e) defines the maximum period required for recurrent training, as well as proficiency 

checks, while it introduces the concept of refresher training. Currently, the recurrent training 

and proficiency check intervals are part of GM1 ADR.OR.D.017(a);(b) (Training and proficiency 

check programmes) and GM1 ADR.OR.D.017(c) (Training and proficiency check programmes) 

respectively. However, this does not ensure a consistent and harmonised implementation of 

the recurrent training and proficiency checks, and subsequently a level playing field amongst 

different aerodrome operators and States. For this reason, the relevant parts of 

GM1 ADR.OR.D.017(a);(b) and GM1 ADR.OR.D.017(c) have been used to expand on this 

requirement, which is specific to the training of drivers.  

τ Point (f) introduces the requirement for the use of instructors and assessors in the context of 

the implementation of this requirement, building on the existing provisions of ADR.OR.D.017. 

τ Point (g) introduces an unlimited period of validity for a driving authorisation, but also the 

need for drivers to undergo recurrent training, and to demonstrate their continued 

competence on a periodic basis, something that is already generally addressed in 

ADR.OR.D.017. 

τ Point (h) introduces the conditions that need to be met in case there is a need to allow a 

person that has not received a relevant training to operate on the aerodrome, thus reflecting 

a widespread practice. 

τ Point (i) requires the development of a relevant system and procedures to implement the 

above-mentioned provisions, including the maintenance of relevant records. 

As it is noted, points (b to (f) concern the training of aerodrome personnel, either by defining the 

areas that the training should cover, or the frequency of the relevant training that personnel need to 

receive, or issues related to the assessment and proficiency checks, in a manner similar to the one 

proposed in ADR.OPS.A.057 (Origination of NOTAM). Due to the similarities of this provision with the 
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one proposed in ADR.OPS.A.057, EASA asks its stakeholders to also take into account this provision 

when answering to the question posed on page 35. 

ADR.OPS.B.026   Authorisation of vehicles (RMT.0703) 

(a) Except as provided for in (d), the operation of a vehicle on the movement area or other 

operational areas shall require an authorisation issued by the aerodrome operator. The 

authorisation may be issued if the vehicle is used in activities related to the operation of the 

aerodrome and: 

(1) is serviceable and fit for the indented operation; 

(2) complies with the marking and lighting requirements of ADR.OPS.B.080 (a) or (b)(1);  

(3) is equipped with a radio allowing two-way communication, if it is intended to be 

operated on: 

(i)  the manoeuvring area; or  

(ii)  other operational areas where communication with the air traffic services unit or 

other operational units of the aerodrome is necessary, 

except that, a radio may not be installed, if the vehicle is occasionally used in these 

areas and is escorted by (an)other vehicle(s) equipped with such a radio, when 

operating in these areas; and  

(4) is equipped with a transponder, if it is intended to be operated: 

(i) on the manoeuvring area; and 

(ii) the aerodrome is equipped with a surface movement guidance and control 

system whose operation requires the use of a transponder. 

(b) The aerodrome operator shall limit the number of vehicles authorised to operate on the 

movement area and other operational areas to the minimum number required for the safe 

and efficient operation of the aerodrome.  

(c) An authorisation issued in accordance with (a) shall: 

(1) specify the parts of movement area or other operational areas where the vehicle may 

be operated; and 

(2) remain valid as long as the requirements of (a) are met. 

(d) Notwithstanding (a), the aerodrome operator may permit the temporary operation of a 

vehicle on the movement area or other operational areas, if: 

(1) a visual inspection of the vehicle determines that its condition does not endanger 

safety: 

(2) is escorted by (an)other vehicle(s) equipped with a radio allowing two-way 

communication, if necessary in accordance with (a)(3) and (a)(4); and 

(3) if the vehicle is to be operated in the manoeuvring area, subject to compliance with 

ADR.OPS.B.080 (b)(2). 
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(e) The aerodrome operator shall assign a call sign to a vehicle authorised to operate at the 

aerodrome, if that vehicle is required to be radio-equipped. The call sign assigned to a vehicle 

shall: 

(1) not cause confusion regarding its identity; 

(2) be appropriate to its function; and 

(3) be disseminated to the relevant organisations at the aerodrome. 

(f) The aerodrome operator shall:  

(1) establish and implement procedures for: 

(i) issuing vehicle authorisations and temporarily permitting the operation of 

vehicles; 

(ii) assigning call signs to vehicles; and 

(iii) monitoring the compliance of vehicles with these provisions and for taking 

appropriate action, including the suspension and revocation of vehicle 

authorisations or permissions to temporarily operate a vehicle; 

(2) maintain relevant records. 

Rationale 

This requirement intends to provide a framework to control the vehicles intended to be operated at 

an aerodrome, in a manner that ensures the safety of operations.    

Point (a) introduces the requirement that a vehicle needs to be relevant to the operation of the 

aerodrome in order to be authorised to operate at an aerodrome. Moreover, it has to be fit for the 

purpose that is going to be used, whilst it builds upon Annex 14 Standard 9.7.5 and PANS-ATM 

paragraph 7.6.3.2.3.1 regarding the equipage of a vehicle with a radio. Additionally, it is linked with 

the existing requirement regarding the marking and lighting of vehicles (ADR.OPS.B.080), thereby 

providing a complete framework for the end user. Furthermore, the text accommodates the case 

where a vehicle needs to be operated at the aerodrome without a radio. Finally, it covers the case of 

the installation of a transponder, thus addressing a relevant recommendation contained in EAPPRI, 

and taking into account the safety recommendation ANSV-7/SA/7/14 regarding the use of 

transponders. 

Point (b) requires the assessment of the number of vehicles to be used on the movement area and 

other operational areas of the aerodrome, given that the number of vehicles needs to be controlled 

to what is really relevant and needed, in order to avoid additional, unnecessary traffic and minimise 

the risk of collisions. This practice is acceptable worldwide.  

Point (c) mainly deals with the validity period of a vehicle authorisation, which has been kept open-

ended in terms of validity, but subject to compliance with certain conditions, in order to avoid 

unnecessary burden, while point (d) covers the cases of vehicles that are temporarily used at an 

aerodrome, in accordance with a widespread practice. 

Point (e) intends to address the problem of call-sign confusion, which may be the outcome of the 

use of similar call signs at an aerodrome area, and may lead to communication breakdown. The 
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content of the proposal is based on relevant recommendations contained in ICAO Doc 9870 and the 

content of EAPPRI, and addresses the issue from the perspective of the aerodrome operator. 

Finally, point (f) requires the development of a relevant system and procedures to implement the 

above-mentioned provisions, including the maintenance of relevant records. 

ADR.OPS.B.027   Operation of vehicles (RMT.0703) 

(a) The driver of a vehicle on the manoeuvring area shall operate the vehicle: 

(1) only as authorised by the air traffic services unit, and in accordance with the 

instructions issued by that unit; 

(2) in compliance with all mandatory instructions conveyed by markings and signs unless 

otherwise authorised by the air traffic services unit; and 

(3) in compliance with all mandatory instructions conveyed by lights. 

(b) The driver of a vehicle on the manoeuvring area shall operate the vehicle in accordance with 

the following: 

(1) vehicles and vehicles towing aircraft shall give way to aircraft which are landing, taking 

off, taxiing, or being towed; 

(2) vehicles shall give way to other vehicles towing aircraft; 

(3) vehicles shall give way to other vehicles in accordance with the air traffic services unit 

instructions; 

(4) notwithstanding the provisions of (1), (2) and (3), vehicles and vehicles towing aircraft 

shall comply with the instructions issued by the air traffic services unit; and 

(5) notwithstanding the provisions of (1), (2), (3) and (4), emergency vehicles responding to 

an emergency shall be given priority over all other surface movement traffic. 

(c) The driver of a radio-equipped vehicle, intending to operate or operating on the manoeuvring 

area, shall: 

(1) establish satisfactory two-way radio communication with the air traffic services unit 

before entering the manoeuvring area, and maintain a continuous listening watch on 

the assigned frequency; 

(2) before entering the manoeuvring area, obtain authorisation from the air traffic services 

unit and shall operate only as authorised by the air traffic services unit. Notwithstanding 

such an authorisation, entry to a runway or runway strip or change in the operation 

authorised, shall be subject to a further specific authorisation by the air traffic services 

unit; 

(3) read back to the air traffic services personnel safety-related parts of the instructions 

which are transmitted by voice. Instructions to enter, hold short of, cross and operate 

on any runway, taxiway or runway strip shall always be read back; and 

(4) read back to the air traffic services personnel or acknowledge instructions other than in 

(3) in a manner to clearly indicate that they have been understood and shall be 

complied with. 



European Union Aviation Safety Agency NPA 2018-14 

3. Proposed amendments and rationale in detail 
 

TE.RPRO.00034-008 © European Union Aviation Safety Agency. All rights reserved. ISO 9001 certified. 
Proprietary document. Copies are not controlled. Confirm revision status through the EASA intranet/internet. Page 50 of 207 

An agency of the European Union 

(d) The driver of a vehicle operating in the manoeuvring area, when in doubt as to the position of 

the vehicle with respect to the manoeuvring area, shall: 

(1) notify the air traffic services unit of the circumstances, including the last known 

position; 

(2) simultaneously, unless otherwise instructed by the air traffic services unit, vacate the 

landing area, taxiway, or other part of the manoeuvring area, to a safe distance as 

expeditiously as possible; and then 

(3) stop the vehicle. 

(e) The driver of a vehicle on the manoeuvring area: 

(1) when operating a vehicle on the strip of a runway shall not, during the use of that 

runway for landing or take-off, approach the runway closer than the distance at which 

the runway-holding position or any road-holding positions have been established for 

that runway; and 

(2) shall not, during the use of a runway for landing or take-off, operate a vehicle on: 

(i) the part of the runway strip extending beyond the runway ends of that runway; 

(ii) the runway end safety areas of that runway; and 

(iii) a clearway, if available, at a distance that would endanger an aircraft on the air. 

(f) The driver of a radio-equipped vehicle on the apron shall: 

(1) establish satisfactory two-way radio communication with the responsible unit 

designated by the aerodrome operator before entering the apron; and 

(2) maintain a continuous listening watch on the assigned frequency. 

(g) The driver of a vehicle on the apron shall operate the vehicle in accordance with the following: 

(1) only as authorised by the responsible unit designated by the aerodrome operator, and 

in accordance with the instructions issued by that unit; 

(2) in compliance with all mandatory instructions conveyed by markings and signs unless 

otherwise authorized by the responsible unit designated by the aerodrome operator;  

(3) in compliance with all mandatory instructions conveyed by lights; 

(4) vehicles shall give way to an emergency vehicle, an aircraft taxiing, about to taxi, or 

being pushed or towed; 

(5) vehicles shall give way to other vehicles in accordance with local regulations; and 

(6) emergency vehicles responding to an emergency shall be given priority over all other 

surface movement. 

(h) The driver of a vehicle on the movement area and other operational areas shall: 

(1) operate the vehicle in accordance with the established speed limits and driving routes; 

(2) not be engaged in disturbing or distracting activities while driving; and 
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(3) comply with the communication requirements and the operational procedures 

contained in the aerodrome manual. 

(i) The driver of a vehicle escorting another vehicle shall ensure that the driver of the escorted 

vehicle operates the vehicle in accordance with the instructions given. 

(j) The driver of a vehicle shall park the vehicle only in areas designated by the aerodrome 

operator. 

(k) The aerodrome operator shall establish and implement procedures to ensure that drivers 

operating on the movement area and other operational areas comply with the above 

provisions. 

Rationale 

The existing rule introduces the requirement according to which the operation of vehicles should 

take place at an aerodrome. The provisions are based on various ICAO provisions, EAPPRI 

recommendations and formalisation of current practices. In particular: 

The proposed points (a)(1), (a)(2) and (a)(3) transpose Annex 14 Standards 9.7.1(a), 9.7.2(a), 9.7.3 

and 9.7.4 (a). 

Point (b) reproduces the relevant SERA requirements regarding the right-of-way on the manoeuvring 

area, as prescribed in SERA.3210. 

Point (c)(1) transposes Annex 14 Standard 9.7.5 regarding the use of radio by radio-equipped 

vehicles when entering on the manoeuvring area. 

Moreover, points (c)(2); (3) and (4) cover the need for vehicle drivers intending to operate or 

operating on the manoeuvring area to read back to the air traffic services personnel the instructions 

they receive, a widespread and recommended practice (see ICAO Doc 9870 and EAPPRI), which is 

also proposed by ICAO in a similar amendment to Annex 1125. The proposed text follows the 

structure and logic of the existing provision contained in point (e)(1)(2) SERA.8015 which concerns 

the read-back of clearances and safety-related information by the flight crew. In addition, in order to 

enhance safety, but also to maintain consistency with the existing provisions contained in Regulation 

(EU) No 139/2014, the obligation to read back addresses the air traffic services in general. 

Point (d) transposes paragraph 7.4.1.5.3 of ICAO PANSςATM, which addresses the case of 

uncertainty of a vehicle driver with regard to the position of the vehicle on the manoeuvring area 

and the required action. 

Point (e)(1) intends to transpose Annex 14 Standard 3.4.7 regarding the presence of mobile object 

on the strip during landing and take-off operations which had been transposed in CS ADR-DSN.B.165 

(objects on runway strips). However, preventing the presence of a mobile object (e.g. vehicles) on 

the strip is not related to the aerodrome design, but an operational issue, which requires the 

adoption of similar requirements. The content of point (e)(1) is based on: 

τ the content of paragraph 7.6.3.2.2.2 of PANS-ATM (ICAO Doc 4444), where it is stated that 

Ψ²ƘŜƴ ŀƴ ŀƛǊŎǊŀŦǘ ƛǎ ƭŀƴŘƛƴƎ ƻǊ ǘŀƪƛƴƎ ƻŦŦΣ ǾŜƘƛŎƭŜǎ ǎƘŀƭƭ ƴƻǘ ōŜ ǇŜǊƳƛǘǘŜŘ ǘƻ ƘƻƭŘ ŎƭƻǎŜǊ ǘƻ ǘƘŜ 

                                                           
 
25

  See ICAO proposal contained in State Letter AN 4/27-18/25 of 16 July 2018.  
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runway-in-use than: a) at a taxiway/runway intersection τ at a runway-holding position; and 

b) at a location other than a taxiway/runway intersection τ at a distance equal to the 

separation distance of the runway-holding positionΩΤ ŀƴŘ 

τ CS ADR-DSN.D.340 (Location of holding bays, runway-holding positions, intermediate holding 

positions, and road-holding positions), which defines the minimum distances for runway-

holding positions and road-holding positions. 

In this way, it is ensured that there is consistency in the implementation of the relevant provisions of 

Annex 14 and PANS-ATM, and that a consistent approach is applied for determining the distance 

that vehicles may approach an active runway. 

Moreover, given the limitations applicable to the presence of objects on the areas beyond the 

runway ends (see e.g. Chapter 9 of Annex 14), point (e)(2) proposes that during take-off or landing 

operations a vehicle cannot be present on the runway strip in the direction of the runway ends, the 

runway end safety area, and a clearway at a distance that would affect an aircraft on the air. 

Point (f) transposes Annex 14 Standard 9.7.5 regarding the use of radio by radio-equipped vehicles 

when entering on the apron, while point (g) transposes Annex 14 Standards 9.5.5, 9.5.6, 9.7.1(b) 

9.7.2(b) and 9.7.3. 

Point (h)(1) requires the compliance with the established speed limits and any driving routes for 

vehicles available at an aerodrome, in order to reduce the likelihood of collisions, mainly at aprons. 

Point (h)(2) addresses a recommendation contained in EAPPRI for the prevention of distracting 

activities while driving, and the proposed point (h)(3) addresses the need to comply with the 

communication requirements and all other operational procedures established at an aerodrome. 

Point (i) deals with the specific case of escorted vehicles, and the need to comply with the 

instructions provided.  

Point (j) deals with the parking of vehicles in designated areas. 

Finally, point (k) requires the establishment of relevant procedures in order to implement the 

abovementioned provisions. 

ADR.OPS.B.028   Aircraft towing (RMT.0703) 

The aerodrome operator shall: 

(a) establish aircraft manoeuvring procedures and routes to be followed during towing operations 

on the movement area, to ensure safety; 

(b) ensure the provision of adequate and appropriate guidance during towing operations; 

(c) ensure that towed aircraft display appropriate lights during towing operations; 

(d) establish and implement procedures to ensure adequate communication and coordination 

between the organisation executing the towing operation, the apron management services 

unit, and the air traffic services unit, as appropriate to the towing operation; and 

(e) establish and implement procedures to ensure safety of towing operations in adverse weather 

or meteorological conditions, including by limiting or not permitting such operations. 
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Rationale 

Annex 14 does not contain any specific requirements for aircraft towing, while Annex 2 deals with it 

from a different perspective. However, a review of the occurrences indicated that there have been 

events which have resulted in accidents or serious incidents during towing operations, mainly 

related to lack of situational awareness, or awareness of aircraft clearances by the personnel 

involved, or insufficient/improper lighting of the towed-aircraft during night operations.  

Due to the impact that this type of occurrences may have on safety and regularity of aerodrome 

operations, the intention is to cover this regulatory gap by developing relevant material, to address 

this issue from an aerodrome perspective. 

ADR.OPS.B.030   Surface movement guidance and control system (RMT.0703) 

(a) The aerodrome operator shall ensure that a surface movement guidance and control system is 

provided at the aerodrome. 

(b) As part of the surface movement guidance and control system, the aerodrome operator shall, 

in coordination with the air traffic services provider, assess the need to establish standard 

routes for taxiing aircraft on the aerodrome. Where standard routes are provided, the 

aerodrome operator shall ensure that they are adequate and suitable for the aerodrome 

traffic, design and intended operations, properly identified, and that relevant information is 

provided to the aeronautical information services provider. 

(c) Where the operation of the surface movement guidance and control system requires the use 

of a transponder by aircraft on the movement area, the aerodrome operator shall, in 

coordination with the air traffic services provider, determine relevant transponder operating 

procedures to be complied with by aircraft operators and provide relevant information to the 

aeronautical information services provider. 

Rationale 

An SMGCS needs to be established at all aerodromes, irrespective of their size, traffic volume and 

operating conditions. It is also considered one of the main Ψoperational toolsΩ available to ensure 

runway safety.  

Under certain operating conditions, there may be a need for the aerodrome operator to introduce 

standard routes, as part of its SMGCS, for the taxiing of aircraft, aiming at enhancing safety (e.g. by 

reducing the likelihood of flight crew confusion), regularity and efficiency of operations. However, 

the existing provision ADR.OPS.B.030 does not address this case, while the proposed material of 

EASA Opinion No 03-2018 (Requirements for air traffic services) already proposes the transposition 

of certain interfacing Annex 11 provisions on the same subject, addressing though only air traffic 

services providers. This issue is therefore addressed from an aerodrome perspective, by introducing 

point (b). 

Moreover, there have been events at aerodromes which are equipped with advanced surface 

movement guidance and control systems (A-SMGCS), where the usability of the A-SMGCS and its 

capability to monitor the movement of aircraft on the aerodrome and to provide relevant 

information to ǘƘŜ ǊŜƭŜǾŀƴǘ ǳƴƛǘόǎύ ƛǎ ŀŦŦŜŎǘŜŘ ōȅ ǘƘŜ ǿŀȅ ǘƘŜ ŀƛǊŎǊŀŦǘΩǎ ǘǊŀƴǎǇƻƴŘŜǊ ƛǎ ǳǎŜŘ ǿƘƛƭŜ ƻƴ 

the ground. This issue is addressed by introducing point (c), which is in line with the description 

provided in Annex 15 Appendix 1 for the content of AD.2.20 (local aerodrome regulations). 
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ADR.OPS.B.031   Communications (RMT.0703) 

(a) Communication between vehicles and the air traffic services unit shall be in accordance with 

the applicable requirements of Section 14 of the Annex to the Regulation (EU) No 923/2012. 

(b) The aerodrome operator shall, in coordination with the air traffic services provider, establish 

communication procedures, including: 

(1) the frequencies and the language(s) to be used for communication between the air 

traffic services unit and vehicles intending to operate or operating on the manoeuvring 

area; 

(2) communication between the air traffic services unit and pedestrians intending to 

operate or operating on the manoeuvring area; 

(3) dissemination of significant aerodrome-related information that may affect the safety 

of operations on the manoeuvring area, using radio communications; and 

(4) signals to be used, in all visibility conditions, in the case of radio communication failure 

between the air traffic services unit and vehicles or pedestrians on the manoeuvring 

area. 

Rationale 

This rule aims at addressing various recommendations contained in EAPPRI and ICAO Doc 9870 

regarding the need to enhance situational awareness of the various actors, taking also into account 

existing provisions contained in Regulation (EU) No 923/2012 (SERA), the content of ATS.OR.445 (b) 

as proposed in EASA Opinion No 03-2018, and the need to avoid disruption of operations as much as 

possible.  

In particular, point (a) takes into account the content of Section 14 of the SERA Regulation, while 

point (b) aims at the establishment of coordinated procedures for communication purposes, 

between the aerodrome operator and the air traffic services unit, covering, amongst others, specific 

issues such as: 

τ the language(s) to be used for communication between drivers operating or intending to 

operate on the manoeuvring area and the air traffic services unit, considering the importance 

it plays for situational awareness purposes. This is also linked with the need to ensure that 

drivers operating on the manoeuvring area are able to communicate in that (those) 

language(s). 

τ the frequencies to be used, when more than one is used, depending on the specificities of 

each aerodrome; 

τ the case of pedestrians operating or intending to operate on the manoeuvring area; 

τ the signals to be used in case of radio communication failure between the air traffic services 

unit and vehicles or pedestrians on the manoeuvring area; and 

τ the dissemination of significant aerodrome-related information through radio communication. 
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ADR.OPS.B.033   Control of pedestrians (RMT.0703) 

(a) The aerodrome operator shall establish and implement procedures to:  

(1) limit the access to the movement area and other operational areas only to persons 

whose duties require them to have access to such areas; 

(2) ensure that such persons are allowed unescorted access to such areas only if they have 

received relevant training and demonstrated their competence; and 

(3) control the movement of persons on the apron, and ensure that passengers 

embarking/disembarking an aircraft or need to walk across the apron are escorted by 

trained and competent personnel. 

(b) The aerodrome operator shall establish and implement procedures to ensure: 

(1) the orderly and safe entry and operation in the manoeuvring area of personnel whose 

tasks involve access to this area without a vehicle; and 

(2) that such personnel: 

(i) are properly equipped, including with high-visibility clothing, orientation means, 

and means allowing two-way communication with the air traffic services unit and 

the respective unit of the aerodrome operator during such operations; 

(ii) obtain authorisation from the air traffic services unit before entering the 

manoeuvring area. Notwithstanding such an authorisation, entry to a runway or 

runway strip or change in the operation authorised, shall be subject to a further 

specific authorisation by the air traffic services unit; and 

(iii) do not enter the manoeuvring area when low-visibility procedures are in place. 

Rationale 

A new implementing rule (ADR.OPS.B.033) is introduced to prevent the entry of unauthorised 

personnel in the movement area and other operational areas of the aerodrome and to control the 

movement of pedestrians on the apron. In addition, the rule intends to cover the cases where 

personnel need, for operational reasons, to enter, or are moving on the manoeuvring area. This rule 

intends to help prevent further the runway/taxiway incursions and other occurrences that may be 

caused by the presence of persons. 

In particular, point (a)(1) addresses the general need to limit access to the movement area and other 

operational areas only for relevant personnel. This is a generally required practice, aligned with the 

content of relevant design certification specifications and related guidance (e.g. GM1 ADR-

DSN.T.900, CS ADR-DSN.T.920), as well as the content of the AMC3 ADR.OR.E.005 (Part E, point 8), 

intending to cover the operational part of this preventive measure, while it is in line with the ICAO 

aerodrome certification manual (Doc 9774). On the other hand, there is an obvious need to ensure 

that personnel that have not demonstrated yet their competence are escorted when accessing such 

areas and this is achieved through point (a)(2), while control of the movement of persons on the 

apron, including of the passengers, is addressed in point (a)(3).  

Point (b) addresses the need of pedestrian personnel to access the manoeuvring area for 

operational reasons. Although Annex 14 does not contain a specific provision about this, PANS-ATM 



European Union Aviation Safety Agency NPA 2018-14 

3. Proposed amendments and rationale in detail 
 

TE.RPRO.00034-008 © European Union Aviation Safety Agency. All rights reserved. ISO 9001 certified. 
Proprietary document. Copies are not controlled. Confirm revision status through the EASA intranet/internet. Page 56 of 207 

An agency of the European Union 

paragraph 7.6.3.2 (control of other than aircraft) contains provisions addressing this very issue. 

Moreover, point (b)(3) addresses the case of low-visibility conditions, proposing the prohibition of 

entry of pedestrians on the manoeuvring area, during such conditions. In any case, it is only logical 

that aerodrome operators need to have a system in place to ensure that persons on the 

manoeuvring area operate in accordance with these PANS-ATM provisions (transposed by EASA 

Opinion No 03-2018), as it its own personnel (maintenance personnel, wildlife management 

personnel, etc.), that will be operating in this area.  

In this way, the essential requirement (Annex VII - Essential requirements for aerodromes, Chapter 2 

ΨOperations and ManagementΩ) point 2.1.(d) of the Basic Regulation that requires the aerodrome 

operator to ΨΧ ensure, directly or through arrangements with third parties, that movements of 

vehicles and persons in the movement area and other operational areas are coordinated with 

movements of aircraft in order to avoid collisions and damage to aircraft;Ω is addressed. 

ADR.OPS.B.035   Operations in winter conditions (RMT.0704) 

The aerodrome operator shall ensure that means and procedures are established and implemented 

for providing safe conditions for aerodrome operations during winter conditions. 

(a) The aerodrome operator shall, when the aerodrome is expected to operate in conditions 

when snow, slush or ice may accumulate on the movement area, develop and implement a 

snow plan. As part of the snow plan, the aerodrome operator shall:  

(1) have provisions for the use of materials to remove or to prevent the formation of ice 

and frost or to improve runway surface friction characteristics; and 

(2) ensure, as far as reasonably practical, the removal of snow, slush or ice for the parts of 

the movement area intended to be used for the operation of aircraft. 

(b) The aerodrome operator shall provide for publication in the Aeronautical Information 

Publication (AIP) information regarding: 

(1) the availability of equipment for snow removal and snow and ice control operations; 

(2) approval status, if applicable, regarding the use of specially prepared winter runways; 

and 

(3) the type of materials in use for movement area surface treatment. 

Rationale 

The existing rule is re-drafted to formalise existing practices and to comply with ICAO Annex 14 

requirements. 

Point (a) introduces the obligation of the aerodrome operator to establish and implement a snow 

plan. The existing rule does not have a clear requirement for the establishment and implementation 

of such a plan. 

Point (a)(1) is related to Recommendation 10.3.5, and point (a)(2) transposes partially Standard 

10.3.1 and Recommendations 10.3.2 and 10.3.3, all stemming from ICAO Annex 14. 

Point (b) satisfies Annex 15 Appendix 1 AD 2.7 requirement to publish information concerning the 

snow plan in the AIP. Furthermore, since operations on specially prepared winter runways require 
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the approval of the Competent Authority, the information has to be made available to aeroplane 

operators in order to decide whether to conduct a flight when such conditions occur. 

ADR.OPS.B.036   Operations on specially prepared winter runways (RMT.0704) 

(a) An aerodrome operator may, subject to the prior approval of the Competent Authority, use 

procedures for the operation of aeroplanes on specially prepared winter runways, when the 

contaminant type is compacted snow or ice. Specially prepared winter runways shall be 

associated with primary RWYCC 4; however, if treatment does not justify a RWYCC 4, the 

normal downgrade procedure shall apply. 

(b) The aerodrome operator in order to obtain prior approval by the Competent Authority shall: 

(1) have procedures which include the following: 

(i) the type of material, the quality and the quantity which shall be used to improve 

runway surface condition and method of application; 

(ii) the meteorological parameters affecting the method; 

(iii) management of loose contaminants; and 

(iv) assessment of the achieved results; 

(2) obtain aeroplane data that relates to stopping performance on the runway with the 

special treatment from at least one aeroplane operator; 

(3) analyse and process available braking action data recorded during landing of the 

aeroplane, in order to demonstrate the capability to establish runway conditions in 

accordance with a given RWYCC; and 

(4) have a maintenance programme covering both preventive and corrective maintenance 

for equipment in use in order to achieve consistent performance. 

(c) The aerodrome operator shall establish and implement a programme to monitor the 

continuous effectiveness of the method. The programme shall use braking action reports from 

aeroplane data that shall be compared with the reported runway conditions. 

(d) The aerodrome operator shall review the performance of winter operations after the end of 

the winter period in order to identify necessity for: 

(1) additional training requirements; 

(2) update of the procedures; 

(3) additional or different equipment and materials. 

Rationale 

According to the method proposed by ICAO, any upgrade of RWYCC from 0 and 1 is not allowed 

beyond 3. This has an effect on aerodromes that are subject to prolonged winter periods and their 

runways are covered with compacted snow or ice. For such aerodromes, the current method will 

impose operating limitations. For many years, these aerodromes have developed procedures and 

methods to improve the friction characteristics of the runway surface even if it is covered by 

compacted snow or ice. This is substantiated by aeroplane data that proves a very good braking 
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performance. Nevertheless, this is not a practice that can be applied by any aerodrome operator. It 

requires very specific procedures for the treatment of the runway surface, which must be supported 

by appropriate materials and equipment and can only be performed by trained personnel. 

Additionally, a close monitoring of the performance is necessary, in order to ensure the 

effectiveness of the procedures. 

The proposed implementing rule has been drafted in cooperation with the rulemaking group of 

RMT.0296 ΨwŜǾƛŜǿ ƻŦ ŀŜroplane performance requirements for commercial air transport 

ƻǇŜǊŀǘƛƻƴǎΩ. A very important element is the verification of the reported RWYCC with aeroplane 

data; therefore, the aerodrome operator is required to establish a programme to compare braking 

action reports derived from aeroplane data with the reported runway conditions. Only this can 

provide the necessary assurance to the Competent Authority that the information provided by the 

aerodrome operator is credible and that it can be used by the aeroplane operators. 

ADR.OPS.B.037   Assessment of runway surface condition and assignment of runway condition 

code (RMT.0704) 

(a) The aerodrome operator shall assign a RWYCC based on the type and depth of the 

contaminant. 

(b) The aerodrome operator shall inspect the runway whenever the runway surface condition 

may have changed due to meteorological conditions, assess the runway surface condition and 

assign a RWYCC. 

(c) The aerodrome operator shall use pilot reports to trigger re-assessment of RWYCC. 

Rationale 

The proposed rule refers to the obligation of the aerodrome operator to assess the runway surface 

condition and assign a RWYCC. 

τ Point (a) specifies the parameters that should be taken into account for the assignment of the 

RWYCC. The parameters are directly related to the RCAM. EASA has decided, in order to allow 

some flexibility, to put the RCAM at AMC level. 

τ Point (b) transposes Standard 2.9.3 (b) of ICAO Annex 14 Amendment 13-B. 

τ According to provisions 1.1.3.19, 1.1.3.20 and 1.1.3.20 of ICAO Doc 9981, pilot reports should 

be taken into consideration; therefore, point (c) introduces this requirement. 

ADR.OPS.B.080   Marking and lighting of vehicles and other mobile objects (RMT.0703) 

(a) The aerodrome operator shall ensure that vehicles and other mobile objects, excluding 

aircraft, on the movement area of the aerodrome are: 

(1) marked by use of conspicuous colours, or display, at suitable locations, flags of 

appropriate size, chequered pattern and contrasting colours; and  

(2) lighted with low-intensity obstacle lights whose type and characteristics are appropriate 

to their function, if the vehicles and the aerodrome are used at night or in conditions of 

low visibility, lighted. The colour of the lights to be displayed shall be as follows: 
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(i) flashing blue for vehicles associated with emergency or security, and flashing 

yellow for other vehicles, including follow me vehicles; and 

(ii) fixed-red for objects with limited mobility. 

(b) The aerodrome operator may exempt from (a): 

(1)  Aaircraft servicing equipment and vehicles used only on aprons may be exempted.; and 

(2)  vehicles occasionally used on the manoeuvring area for a limited period of time, in 

accordance with established procedures, and provided that: 

(i) they are escorted by vehicle(s) which are marked and lighted in accordance with 

(a); and 

(ii)  low-visibility procedures are not in place. 

Rationale 

The current ADR.OPS.B.080 requires the marking and lighting of all vehicles on the movement area, 

with the only possibility for exemption being the case of certain equipment and vehicles used on the 

apron. On the other hand, the way in which the relevant ICAO standard 6.1.1.1 had been transposed 

creates uncertainty as to the need to light a mobile object (other than a vehicle) at an aerodrome. 

Therefore, to improve its readability in relation to the relevant AMC which refers to the 

manoeuvring area, taking into account the need to remove the uncertainty of the existing text, but 

also building upon the content of AltMoC that have been positively assessed by EASA, the text is 

amended as follows: 

τ In the new point (a), the text is amended to align with the relevant ICAO Annex 14 text, and to 

remove the uncertainty regarding the applicability of the requirement. 

τ In the new point (b), the change provides clarity to the requirement and the necessary 

flexibility to temporarily use vehicles, which otherwise would not meet the marking and 

lighting requirements, under conditions that mitigate the relevant safety risks. 

ADR.OPS.C.005   General (RMT.0703) 

(a) The aerodrome operator shall establish and implement a maintenance programme, including 

preventive maintenance where appropriate, to maintain aerodrome facilities, systems and 

equipment necessary for the operation of the aerodrome so that they comply with the 

essential requirements set in Annex Va to Regulation (EC) No 216/2008 in a condition which 

does not impair the safety, regularity or efficiency of air navigation. The design and 

implementation of the maintenance programme shall observe human factor principles. 

(b) The aerodrome operator shall ensure that appropriate and adequate means are provided for 

the effective implementation of the maintenance programme. 

Rationale 

The existing ADR.OPS.C.005 makes a general reference to the essential requirements of Annex Va to 

Regulation (EC) No 216/2008, which however does not ensure the alignment with the objectives of 

Standard 10.1.1 of Annex 14, and furthermore does not include aerodrome systems and equipment 

in the maintenance programme of the aerodrome. The requirement is therefore proposed to be 
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amended, considering also the content of the essential requirements of Annex VII to Regulation (EU) 

2018/1139. The proposed text ensures also that the maintenance programme follows human factor 

principles, in accordance with Annex 14 Standard 10.1.2, and that all necessary means are provided 

for its implementation. 

ADR.OPS.C.007   Maintenance of vehicles (RMT.0703) 

(a) The aerodrome operator shall establish and implement a maintenance programme, including 

preventive maintenance, which observes human factor principles and covers: 

(1)  rescue and firefighting vehicles, to ensure effectiveness of the vehicles and their 

equipment and compliance with the specified response time throughout the life of the 

vehicle; and 

(2)  other vehicles operating on the movement area or other operational areas. 

(b) The aerodrome operator shall: 

(1) establish procedures to support the implementation of the maintenance programme; 

(2) ensure that appropriate and adequate means and facilities are provided for its effective 

implementation; and 

(3) keep maintenance records for each vehicle. 

(c) The aerodrome operator shall ensure that organisations operating or providing services at the 

aerodrome maintain their vehicles operating on the movement area or other operational 

areas, in accordance with an established maintenance programme, including preventive 

maintenance.  

(d) The aerodrome operator shall ensure that unserviceable vehicles are not used for operations. 

Rationale 

The existing ADR.OPS.C.005 does not require the maintenance of vehicles used at an aerodrome, 

although a part of the related AMC1 ADR.OPS.C.005 is referring to the maintenance of vehicles, but 

in a rather general manner, and without taking into account the relevant Recommendation (9.2.33) 

of Annex 14 related to the maintenance of RFFS vehicles.  

Given the obvious need to ensure that only properly maintained vehicles are allowed to operate 

within an aerodrome, in order to avoid occurrences that may be the result of inadequately 

maintained vehicles, the proposed new requirement addresses specifically the case of maintenance 

of vehicles, as follows: 

τ point (a)(1) requires a maintenance programme to be implemented for the RFFS vehicles as 

per Annex 14 Recommendation 9.2.33, and point (a)(2) requires a maintenance programme to 

be implemented for the other vehicles used for aerodrome operations purposes; 

τ point (b) requires the establishment of relevant procedures, the provision of adequate means 

for the implementation of the maintenance programme by the aerodrome operator as well as 

storage of relevant records, in order to ensure the safety and regularity of operations; 

τ point (c) requires that the aerodrome operator ensures that other organisations operating or 

providing services at the aerodrome maintain their own vehicles in accordance with a 
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maintenance programme. This is also linked with the need to ensure that such vehicles remain 

serviceable, and therefore may continue to be authorised to operate at the aerodrome, as per 

the draft ADR.OPS.B.026 (Authorisation of vehicles); and 

τ point (d) requires that unserviceable vehicles are removed from operations. 

ADR.OPS.C.010   Pavements, other ground surfaces and drainage (RMT.0704) 

(a) The aerodrome operator shall inspect the surfaces of all movement areas including pavements 

(runways, taxiways and aprons), adjacent areas and drainage to regularly assess their 

condition as part of an aerodrome preventive and corrective maintenance programme. 

(b) The aerodrome operator shall: 

(1) maintain the surfaces of all movement areas with the objective of avoiding and 

eliminating any loose object/debris FOD that might cause damage to aircraft or impair 

the operation of aircraft systems; 

(2) maintain the surface of runways, taxiways and aprons in order to prevent the formation 

of harmful irregularities;  

(3) maintain the runway in a condition so as to provide surface friction characteristics at or 

above the minimum friction level; 

(4) periodically measure and document the runway surface friction characteristics for 

maintenance purposes. The frequency of these measurements shall be sufficient to 

determine the trend of the surface friction characteristics of the runway;  

(5) remove from the surface of runways in use as rapidly and completely as possible mud, 

dust, sand, oil, rubber deposits and other contaminants, to minimise accumulation; and 

(56) take corrective maintenance action to prevent when the runway surface friction 

characteristics for either the entire runway or a portion thereof, when uncontaminated, 

from falling are below a the minimum friction level. The frequency of these 

measurements shall be sufficient to determine the trend of the surface friction 

characteristics of the runway. 

Rationale 

The rule has been updated in order to reflect better ICAO Annex 14 provisions. More specifically: 

τ Point (b)(1) is revised to align with Standard 10.2.1 of ICAO Annex 14, with respect to FOD; 

τ Point (b)(3) transposes Standard 10.2.3 of ICAO Annex 14; 

τ Point (b)(4) transposes Standard 10.2.4 of ICAO Annex 14; 

τ Point (b)(5) transposes Standard 10.3.1 of ICAO Annex 14; and 

τ Point (b)(6) has been re-drafted to better reflect Standard 10.2.5 of ICAO Annex 14. 

ADR.OPS.C.015   Visual aids and electrical systems (RMT.0703) 

The aerodrome operator shall establish and ensure the implementation of a system of corrective 

and preventive maintenance of visual aids and electrical systems to ensure lighting and marking 

system availability, reliability and compliance. 
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(a) The aerodrome operator shall establish and implement a preventive and corrective 

maintenance programme to ensure the serviceability of the electrical systems and the 

availability of power supply to all necessary facilities of the aerodrome, in a manner that 

ensures the safety, regularity and efficiency of operations. 

(b) The aerodrome operator shall establish and implement a preventive and corrective 

maintenance programme to ensure the serviceability of the individual lights and the reliability 

of the lighting systems of the aerodrome, in a manner that ensures continuity of guidance to, 

and control of aircraft and vehicles, as follows: 

(1) For a precision approach runway Category II or III, the system of preventive 

maintenance shall have as its objective that, during any period of Category II or III 

operations, all approach and runway lights are serviceable and that, in any event: 

(i) at least: 

(A) 95 % of the lights are serviceable in each of the following elements: 

(a) precision approach Category II and III lighting system, the inner 

450 m; 

(b) runway centre line lights; 

(c) runway threshold lights; and 

(d) runway edge lights. 

(B) 90 % of the lights are serviceable in the touchdown zone lights; 

(C) 85 % of the lights are serviceable in the approach lighting system beyond 

450 m; and 

(D) 75 % of the lights are serviceable in the runway end lights; 

(ii) the allowable percentage of unserviceable lights shall not be permitted in such a 

way as to alter the basic pattern of the lighting system; and 

(iii) an unserviceable light shall not be permitted adjacent to another unserviceable 

light, except in a barrette or a crossbar where two adjacent unserviceable lights 

may be permitted. 

(2) For a stop bar provided at a runway-holding position used in conjunction with a runway 

intended for operations in runway visual range conditions less than a value of 550 m, 

the system of preventive maintenance shall have the following objectives: 

(i) no more than two lights shall remain unserviceable; and 

(ii) two adjacent lights shall not remain unserviceable unless the light spacing is 

significantly less than that required. 

(3) For a taxiway intended for use in runway visual range conditions less than a value of 

550 m, the system of preventive maintenance shall have as its objective that no two 

adjacent taxiway centre line lights be unserviceable. 
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(4) For a precision approach runway Category I, the system of preventive maintenance 

employed shall have as its objective that, during any period of Category I operations, all 

approach and runway lights are serviceable and that, in any event: 

(i) at least 85 % of the lights are serviceable in each of the following: 

(A) precision approach Category I lighting system; 

(B) runway threshold lights; 

(C) runway edge lights; and 

(D) runway end lights; and 

(ii) an unserviceable light shall not be permitted adjacent to another unserviceable 

light unless the light spacing is significantly less than that required. 

(5) For a runway meant for take-off in runway visual range conditions less than a value of 

550 m, the system of preventive maintenance shall have as its objective that, during any 

period of operations, all runway lights are serviceable, and that, in any event: 

(i) at least 

(A) 95 % of the lights are serviceable in the runway centre line lights (where 

provided) and in the runway edge lights; and 

(B) 75 % of the lights are serviceable in the runway end lights; and 

(ii) an unserviceable light shall not be permitted adjacent to another unserviceable 

light. 

(6) For a runway meant for take-off in runway visual range conditions of a value of 550 m 

or greater, the system of preventive maintenance shall have as its objective that, during 

any period of operations, all runway lights are serviceable, and that, in any event: 

(i) at least 85 % of the lights are serviceable in the runway edge lights and runway 

end lights; and 

(ii) an unserviceable light shall not be permitted adjacent to another unserviceable 

light. 

(7) For a runway equipped with visual approach slope indicator systems, the system of 

preventive maintenance shall have as its objective that, during any period of 

operations, all units are serviceable. A unit shall be considered unserviceable: 

(i) if more than one light is unserviceable and the unit consists of three or more 

lights; or 

(ii) at least one light is unserviceable and the unit consists of less than three lights. 

(c) For the purposes of (b), a light shall be deemed to be unserviceable if: 

(1) the main beam average intensity is less than 50 % of the value specified in the 

certification specifications issued by the Agency. For light units where the designed 

main beam average intensity is above the value specified in the certification 
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specifications issued by the Agency, the 50 % value shall be related to that design value; 

and 

(2) for a visual approach slope indicator system, a light of any unit shall additionally be 

deemed to be unserviceable if the red filter associated with the light(s) is missing, 

damaged, or does not produce the correct colour light beam. 

(d) The aerodrome operator shall establish and implement a preventive and corrective 

maintenance programme to ensure the serviceability and reliability of the system of markings 

and signs of the aerodrome, in a manner that ensures continuity of guidance to, and control of 

aircraft and vehicles. 

(e) The aerodrome operator shall ensure that when low-visibility procedures are in effect at the 

aerodrome, construction or maintenance activities do not take place in the proximity of 

aerodrome electrical systems. 

(f) The aerodrome operator shall ensure that: 

(1) the preventive maintenance programmes of (a), (b) and (d) include appropriate 

inspections and checks of the individual elements of each system, and of the system 

itself, which are conducted in accordance with established procedures, and at defined 

intervals, appropriate to the intended operation and system; and 

(2) appropriate corrective actions are taken to rectify any identified defects. 

(g) The aerodrome operator shall maintain records of the relevant maintenance activities. 

Rationale 

The current content of ADR.OPS.C.015 is replaced for reasons mainly related to completeness and 

readability as follows:  

The proposed point (a), which is dedicated to the maintenance of the electrical systems, now 

specifically addresses the need to maintain the power supply systems (especially the secondary 

power) of the aerodrome. 

The proposed point (b) consists of the content of CS ADR-DSN.S.895, while point (b)(7) covers the 

significant case of the serviceability of the visual approach indictor systems, which is not addressed 

in Annex 14 itself, as it is only covered in ICAO Doc 9137 (Part 8). The transfer of the content of  

CS ADR-DSN.S.895 is justified by their operational (and not design) nature, and the need to have all 

maintenance provisions in a single place, to ensure completeness and serve the end users. Because 

of this transfer, CS ADR-DSN.S.895 is proposed to be deleted (see next Section on draft certification 

specifications). 

The proposed point (c)(1) is based on point (a) of the existing AMC1 ADR.OPS.C.015, which had 

transposed Annex 14 Standard 10.4.1, while the content of point (c)(2) is based on the need to also 

address the particular case of unserviceable visual approach indicator systems. 

The proposed point (d) addresses the case of the maintenance of the aerodrome markings and signs. 

The latter are not covered currently by ADR.OPS.C.015. 

The proposed point (e) transposes Annex 14 Recommendation 10.4.13 addressing the need to 

restrict activities around electrical systems when low-visibility procedures are in effect. 
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The proposed point (f) introduces a general requirement for the conduct of checks and inspections 

in the context of the preventive maintenance for the lighting, sign and marking systems. It also 

includes a requirement for the aerodrome operator to take corrective action whenever needed, as 

part of the relevant maintenance programme. 

Finally, the proposed point (g) introduces a requirement for the keeping of relevant maintenance 

records. 

3.2. Draft certification specifications (Draft EASA decision) 

CS ADR-DSN.A.002   Definitions (RMT.0704) 

[...] 

ΨCǊŀƴƎƛōƭŜ ƻōƧŜŎǘΩ means an object of low mass designed to break, distort or yield on impact so as to 

present the minimum hazard to aircraft. 

ΨCǊƻǎǘΩ ƳŜŀƴǎ ice crystals formed from airborne moisture on a surface whose temperature is below 

freezing; frost differs from ice in that the frost crystals grow independently and therefore have a 

more granular texture. 

Note 1: Ψbelow freezingΩ refers to air temperature equal or less than the freezing point of water (0 

degree Celsius). 

Note 2: under certain conditions, frost can cause the surface to become very slippery and it is then 

ǊŜǇƻǊǘŜŘ ŀǇǇǊƻǇǊƛŀǘŜƭȅ ŀǎ ǊŜŘǳŎŜŘ ΨōǊŀƪƛƴƎ ŀŎǘƛƻƴΩ.  

[...] 

ΨIƻǘ ǎǇƻǘΩ ƳŜŀƴǎ ŀ ƭƻŎŀǘƛƻƴ ƻƴ ŀƴ ŀŜǊƻŘǊƻƳŜ ƳƻǾŜƳŜƴǘ ŀǊŜŀ ǿƛǘƘ ŀ ƘƛǎǘƻǊȅ ƻǊ ǇƻǘŜƴǘƛŀƭ Ǌƛǎƪ ƻŦ 

collision or runway incursion, and where heightened attention by pilots/drivers is necessary. 

ΨLŎŜΩ ƳŜŀƴǎ ǿŀǘŜǊ ǘƘŀǘ Ƙŀǎ ŦǊƻȊŜƴ ƻǊ ŎƻƳǇŀŎǘŜŘ ǎƴƻǿ ǘƘŀǘ Ƙŀǎ ǘǊŀƴǎƛǘƛƻƴŜŘ ƛƴǘƻ ƛŎŜ ƛƴ ŎƻƭŘ ŀƴŘ ŘǊȅ 

conditions. 

[...] 

Ψ{ƭǳǎƘΩ ƳŜŀƴǎ snow that is so water-saturated that water will drain from it when a handful is picked 

up or will splatter if stepped on forcefully snow which with a heel-and-toe slap-down motion against 

the ground will be displaced with a splatter; specific gravity: 0.5 up to 0.8. 

Ψ{ƴƻǿΩ (on the ground): 

τ ΨDry snowΩ means snow from which a snowball cannot readily be made can be blown if loose 

or, if compacted by hand, will fall apart again upon release; specific gravity: up to but not 

including 0.35. 

τ ΨWet snowΩ means snow that contains enough water to be able to make a well-compacted, 

solid snowball, but water will not squeeze out which, if compacted by hand, will stick together 

and tend to or form a snowball; specific gravity: 0.35 up to but not including 0.5. 

τ ΨCompacted snowΩ means snow which that has been compressed compacted into a solid mass 

such that aeroplane tyres, at operating pressures and loadings, will run on the surface without 
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significant further compaction or rutting of the surface resists further compression and will 

hold together or break up into lumps if picked up; specific gravity: 0.5 and over. 

Ψ{ǘŀƴŘƛƴƎ ǿŀǘŜǊΩ ƳŜŀƴǎ ǿŀǘŜǊ ƻŦ ŘŜǇǘƘ ƎǊŜŀǘŜǊ ǘƘŀƴ о mm. 

Note: running water of depth greater than 3 mm is reported as Ψstanding waterΩ by 

convention. 

[...] 

Ψ±ƛǎǳŀƭ ŀǇǇǊƻŀŎƘ ǎƭƻǇŜ ƛƴŘƛŎŀǘƻǊ ǎȅǎǘŜƳΩ ƳŜŀƴǎ ŀ ǎȅǎǘŜƳ ƻŦ ƭƛƎƘǘǎ ŀǊǊŀƴƎŜŘ ǘƻ ǇǊƻǾƛŘŜ visual descent 

guidance information during the approach to a runway. 

Ψ²Ŝǘ ƛŎŜΩ ƳŜŀƴǎ ƛŎŜ ǿƛǘƘ ǿŀǘŜǊ ƻƴ ǘƻǇ ƻŦ ƛǘ ƻǊ ƛŎŜ ǘƘŀǘ ƛǎ ƳŜƭǘƛƴƎ. 

Note: freezing precipitation can lead to runway conditions associated with wet ice from an 

aeroplane performance point of view. Wet ice can cause the surface to become very slippery. It is 

ǘƘŜƴ ǊŜǇƻǊǘŜŘ ŀǇǇǊƻǇǊƛŀǘŜƭȅ ŀǎ ΨǊŜŘǳŎŜŘ ōǊŀƪƛƴƎ ŀŎǘƛƻƴΩΦ 

Rationale 

Definitions have been revised for consistency purposes in accordance with ICAO Annex 14 

Amendment 13-B. 

CS ADR-DSN.B.165   Objects on runway strips (RMT.0703) 

[...] 

(b) No fixed object, other than visual aids required for air navigation or those required for aircraft 

safety purposes and which must be sited on the runway strip, and satisfying the relevant 

frangibility requirement in Chapter T, should be permitted on a runway strip:  

(1) within 77.5 m of the runway centre line of a precision approach runway Category I, II or 

III where the code number is 4 and the code letter is F; or  

(2) within 60 m of the runway centre line of a precision approach runway Category I, II or III 

where the code number is 3 or 4; or  

(3) within 45 m of the runway centre line of a precision approach runway Category I where 

the code number is 1 or 2.  

No mobile object should be permitted on this part of the runway strip during the use of the 

runway for landing or take-off. 

Rationale 

The last sentence of CS ADR-DSN.B.165 (Objects on runway strips) is deleted because the presence 

of a mobile object (e.g. a vehicle) is not a matter of aerodrome design. Therefore, its content is 

reworded and transferred to the proposed ADR.OPS.B.027 which deals with the operation of 

vehicles. A new AMC1 ADR.OPS.B.027(b)(8) (Operation of vehicles) is developed to support the 

implementation of the new implementing rule. The new AMC takes into account the content of 

paragraph 7.6.3.2.2.2 of PANS-ATM. 
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CS ADR-DSN.M.630   Precision approach Category I lighting system (RMT.0703) 

ώΧϐ 
(2) Where the serviceability level of the approach lights specified as a maintenance 

objective in CS ADR-DSN.S.895 ADR.OPS.C.015 can be demonstrated, each centre line 

light position should consist of either: 

(i)  a single light source; or 

(ii)  a barrette. 

When barrettes are composed of lights approximating to point sources, the lights 

should be uniformly spaced at intervals of not more than 1.5 m. The barrettes should be 

at least 4 m in length. 

 ώΧϐ 

CS ADR-DSN.M.635   Precision approach Category II and III lighting system (RMT.0703) 

(a)  Location and composition: 

(1) The approach lighting system should consist of a row of lights on the extended centre 

line of the runway, extending wherever possible, over a distance of 900 m from the 

runway threshold. In addition, the system should have two side rows of lights, 

extending 270 m from the threshold, and two crossbars, one at 150 m and one at 300 m 

from the threshold, all as shown in Figure M-3A. Where the serviceability level of the 

approach lights specified as maintenance objectives in CS ADR-DSN.S.895 

ADR.OPS.C.015 can be demonstrated, the system may have two side rows of lights 

extending 240 m from the threshold, and two crossbars, one at 150 m, and one at 300 

m from the threshold, all as shown in Figure M-3B. 

ώΧϐ 

(b)  Characteristics 

(1) The centre line of a precision approach Category II and III lighting system for the first 

300 m from the threshold should consist of barrettes showing variable white, except 

that where the threshold is displaced 300 m or more, the centre line may consist of 

single light sources showing variable white. Where the serviceability level of the 

approach lights specified in CS ADR-DSN.S.895 ADR.OPS.C.015 can be demonstrated, 

the centre line of a precision approach Category II and III lighting system for the first 

300 m from the threshold may consist of: 

ώΧϐ 

(3) Where the serviceability level of the approach lights in CS ADR-DSN.S.895 

ADR.OPS.C.015 as maintenance objectives can be demonstrated beyond 300 m from 

the threshold, each centre line light position may consist of either: 

ώΧϐ 
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Figure M-3B. Inner 300 m approach and runway lighting for precision approach runways, Categories II and III, 
where the serviceability levels of the lights specified as maintenance objectives in CS ADR-DSN.S.895 

ADR.OPS.C.015(b)(1) can be demonstrated. 
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ώΧϐ 

CS ADR-DSN.M.690   Runway centre line lights (RMT.0703) 

ώΧϐ 

(a) Location: Runway centre line lights should be located along the centre line of the runway, 

except that the lights may be uniformly offset to the same side of the runway centre line by 

not more than 60 cm where it is not practicable to locate them along the centre line. The 

lights should be located from the threshold to the end at longitudinal spacing of 

approximately 15 m. Where the serviceability level of the runway centre line lights specified 

as maintenance objectives in CS ADR.DSN.S.895 ADR.OPS.C.015(b)(1) can be demonstrated, 

and the runway is intended for use in runway visual range conditions of 350 m or greater, the 

longitudinal spacing may be approximately 30 m. 

ώΧϐ 

CS ADR-DSN.M.705   Stopway lights (RMT.0703) 

(a) Applicability: Stopway lights should be provided for a stopway intended for use at night, or in 

runway visual range conditions less than a value of 800 m. 

ώΧϐ 
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Runway Lighting aids requiring power 
Maximum switch-over 

time 

Non-instrument 

Visual approach slope indicatorsa 
Runway edgeb 
Runway thresholdb 
Runway endb 
Obstaclea 

Stopway end 
Stopway edge 

See 
CS ADR-DSN.S.875(d)  
and 
CS ADR-DSN.S.880(d) 

Non-precision approach 

Approach lighting system 
Visual approach slope indicatorsa, d 
Runway edged 
Runway thresholdd 
Runway endd 
Obstaclea 

Stopway end 
Stopway edge 

15 seconds 
15 seconds 
15 seconds 
15 seconds 
15 seconds 
15 seconds 
15 seconds 
15 seconds 

Precision approach Category I 

Approach lighting system 
Runway edged 
Visual approach slope indicatorsa, d 
Runway thresholdd 
Runway end 
Essential taxiwaya 
Obstaclea 

Stopway end 
Stopway edge 

15 seconds 
15 seconds 
15 seconds 
15 seconds 
15 seconds 
15 seconds 
15 seconds 
15 seconds 
15 seconds 

Precision approach Category 
II/III 

Inner 300 m of the approach lighting 
system 
Other parts of the approach lighting 
system 
Obstaclea 
Runway edge 
Runway threshold 
Runway end 
Runway centre line 
Runway touchdown zone 
Runway guard lights 
All stop bars 
Essential taxiway 
Stopway end 
Stopway edge 

1 second 
 
15 seconds 
 
15 seconds 
15 seconds 
1 second 
1 second 
1 second 
1 second 
15 seconds 
1 second 
15 seconds 
1 second 
15 seconds 

Runway meant for take-off in 
runway visual range 
conditions less than a value of 
800 m 

Runway edge 
Runway end 
Runway centre line 
All stop bars 
Essential taxiwaya 
Obstaclea 

Stopway end 

15 secondsc 
1 second 
1 second 
1 second 
15 seconds 
15 seconds 
1 second 
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Table S-1. Secondary power supply requirements (see CS ADR-DSN.S.875(d)) 

Rationale 

The existing aerodrome design specifications, which are based on Annex 14 provisions, prescribe the 

lights that need to be provided where a stopway is present. The installation of such lights is limited 

to the cases where night operations take place. This creates an inconsistency between the relevant 

visual cues, as stopway edge lights are in fact a continuation of the runway edge lights, whereas the 

latter are meant to be provided under different visual conditions. This inconsistency applies also to 

the stopway end lights.   

Apart from this inconsistency, the current situation does not take into account that stopway lights 

are also necessary for aircraft operations in reduced- and low-visibility conditions. This is because in 

case of a high-speed rejected take-off, the aircraft may enter the stopway, and thus the stopway 

ƭƛƎƘǘǎ ǿƻǳƭŘ ƛƳǇǊƻǾŜ ǘƘŜ ŦƭƛƎƘǘ ŎǊŜǿǎΩ ǎƛǘǳŀǘƛƻƴŀƭ ŀǿŀǊŜƴŜǎǎ ŀƴŘ ƘŜƭǇ ǘƘŜƳ ǊŜŀŎǘ ŀŎŎƻǊŘƛƴƎƭȅΦ  

Moreover, the existing specifications addressing the provision of secondary power supply do not 

foresee the provision of secondary power supply for stopway edge / end lights, even though they 

address the case of runway end and runway edge lights. 

The intent of the proposed specifications is therefore to remove the existing inconsistencies, and 

provide an additional safety barrier for such operations.  

CS ADR-DSN.Q.850   Lighting of other objects (RMT.0703) 

(a) Low-intensity obstacle lights, Type C, should be displayed on vehicles and other mobile objects 

excluding aircraft.  

(b) Low-intensity obstacle lights, Type C, displayed on vehicles associated with emergency or 

security should be flashing-blue and those displayed on other vehicles should be flashing-

yellow.  

(c) Low-intensity obstacle lights, Type D, should be displayed on follow-me vehicles.  

(d) Low-intensity obstacle lights on objects with limited mobility such as aerobridges should be 

fixed-red, and, as a minimum, be in accordance with the specifications for low-intensity 

obstacle lights, Type A, in Table Q-1 of CS- ADR-DSN.Q.852. The intensity of the lights should 

be sufficient to ensure conspicuity considering the intensity of the adjacent lights and the 

general levels of illumination against which they would normally be viewed. 

  

Stopway edge 15 seconds 

a. Supplied with secondary power when their operation is essential to the safety of flight 
operation. 

b. The use of emergency lighting should be in accordance with any procedures established. 
c. One second where no runway centre line lights are provided. 
d. One second where approaches are over hazardous or precipitous terrain. 
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CS ADR-DSN.Q.850 (RMT.0703) 

Intentionally left blank 

GM1 ADR-DSN.Q.850   Lighting of other objects (RMT.0703) 

Intentionally left blank 

Rationale 

CS ADR-DSN.Q.850 (Lighting of other objects) is deleted and its content is transferred to the 

proposed AMC to ADR.OPS.B.080, to avoid unnecessary cross-references, but also due to the fact 

that the content of this CS relates to non-aerodrome design items (vehicles and mobile objects). The 

numbering of the certification specifications remains the same. 

CS ADR-DSN.R.855   Closed runways and taxiways, or parts thereof (RMT.0703) 

(a) Applicability:  

A closed marking should be displayed on a runway, or taxiway, or portion thereof which is 

permanently closed to the use of all aircraft.  

(b) Location of closed markings: On a runway, a closed marking should be placed at each end of 

the runway, or portion thereof, declared closed, and additional markings should be so placed 

that the maximum interval between markings does not exceed 300 m. On a taxiway a closed 

marking should be placed at least at each end of the taxiway or portion thereof closed.  

(c) Characteristics of closed markings: The closed marking should be of the form and proportions 

as detailed in Figure R-1, Illustration (a), when displayed on a runway, and should be of the 

form and proportions as detailed in Figure R-1, Illustration (b), when displayed on a taxiway. 

The marking should be white when displayed on a runway and should be yellow when 

displayed on a taxiway.  

(d) When a runway, or taxiway, or portion thereof is permanently closed, all normal runway and 

taxiway markings should be obliterated physically removed. 

[...] 

GM1 ADR-DSN.R.855   Closed runway and taxiways, or parts thereof (RMT.0703) 

Intentionally left blank 

Information regarding the physical removal of runway and taxiway markings is contained in 

AMC2 ADR.OPS.C.010 and GM4 ADR.OPS.C.010(b)(2).  

Rationale 

The above-mentioned change to CS ADR-DSN.R.855 is made to ensure that markings are physically 

removed to prevent flight crew and ground personnel confusion. The proposed GM now refers to 

the proposed AMC and GM where the methods for such marking removal are further analysed. 
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CS ADR-DSN.S.890   Monitoring (RMT.0703) 

ώΧϐ 

(d) For a runway meant for use in runway visual range conditions less than a value of 550 m, the 

lighting systems detailed in Table S-1 should be monitored automatically so as to provide an 

indication when the serviceability level of any element falls below a minimum serviceability 

level specified in CS ADR-DSN.S.895(c) to (g) ADR.OPS.C.015(b)(1) to (b)(5). This information 

should be automatically relayed to the maintenance crew. 

ώΧϐ 

CS ADR-DSN.S.895   Serviceability levels (RMT.0703) 

(a) A light should be deemed to be unserviceable when the main beam average intensity is less 

than 50 % of the value specified in the appropriate Figure in CS ADR-DSN.U.940. For light units 

where the designed main beam average intensity is above the value shown in CS ADR-

DSN.U.940, the 50 % value should be related to that design value. 

(b) A system of preventive maintenance of visual aids should be employed to ensure lighting and 

marking system reliability. 

(c) The system of preventive maintenance employed for a precision approach runway Category II 

or III should have as its objective that, during any period of Category II or III operations, all 

approach and runway lights are serviceable and that, in any event, at least: 

(1) 95 % of the lights are serviceable in each of the following particular significant 

elements: 

(i) precision approach Category II and III lighting system, the inner 450 m; 

(ii) runway centre line lights; 

(iii) runway threshold lights; and 

(iv) runway edge lights. 

(2) 90 % of the lights are serviceable in the touchdown zone lights; 

(3) 85 % of the lights are serviceable in the approach lighting system beyond 450 m; and 

(4) 75 % of the lights are serviceable in the runway end lights. 

(5) In order to provide continuity of guidance, the allowable percentage of unserviceable 

lights should not be permitted in such a way as to alter the basic pattern of the lighting 

system. 

(6) Additionally, an unserviceable light should not be permitted adjacent to another 

unserviceable light, except in a barrette or a crossbar where two adjacent unserviceable 

lights may be permitted. 

(d) The system of preventive maintenance employed for a stop bar provided at a runway-holding 
position used in conjunction with a runway intended for operations in runway visual range 
conditions less than a value of 550 m should have the following objectives: 

(1) no more than two lights should remain unserviceable; and 
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(2) two adjacent lights should not remain unserviceable unless the light spacing is 
significantly less than that specified. 

(e) The system of preventive maintenance employed for a taxiway intended for use in runway 
visual range conditions less than a value of 550 m should have as its objective that no two 
adjacent taxiway centre line lights be unserviceable. 

(f) The system of preventive maintenance employed for a precision approach runway Category I 
should have as its objective that, during any period of Category I operations, all approach and 
runway lights are serviceable and that, in any event, at least 85 % of the lights are serviceable 
in each of the following: 

(1) precision approach Category I lighting system; 

(2) runway threshold lights; 

(3) runway edge lights; and 

(4) runway end lights. 

In order to provide continuity of guidance an unserviceable light should not be permitted 
adjacent to another unserviceable light unless the light spacing is significantly less than that 
specified. 

(g) The system of preventive maintenance employed for a runway meant for take-off in runway 
visual range conditions less than a value of 550 m should have as its objective that, during any 
period of operations, all runway lights are serviceable, and that in any event: 

(1) at least 95 % of the lights are serviceable in the runway centre line lights (where 

provided) and in the runway edge lights; and; 

(2) at least 75 % of the lights are serviceable in the runway end lights.  

In order to provide continuity of guidance, an unserviceable light should not be 
permitted adjacent to another unserviceable light. 

(h) The system of preventive maintenance employed for a runway meant for take-off in runway 
visual range conditions of a value of 550 m or greater should have as its objective that, during 
any period of operations, all runway lights are serviceable, and that, in any event, at least 85 % 
of the lights are serviceable in the runway edge lights and runway end lights. In order to 
provide continuity of guidance, an unserviceable light should not be permitted adjacent to 
another unserviceable light. 

Light type 
CAT II/III 
Approach 

CAT I Approach RVR<550m take-
off 

RVR>550m take-
off 

Approach inner 450 
m 

95 % 85 % - - 

Approach outer 450 
m 

85 % 85 % - - 

Runway threshold 95 % 85 % - - 

Runway centre line 95 % 85 % 95 % 85 % 

Runway edge 95 % 85 % 95 % 85 % 
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Runway end 75 % 85 % 75 % 85 % 

Touchdown zone 90 % (85 %)a - - 

Note (a): If touchdown zone lights are available. 

Table S-2. Allowable percentages of serviceable lights 

CS ADR-DSN.S.895   (RMT.0703) 

Intentionally left bank 

Rationale 

CS ADR-DSN.S.895 (Serviceability levels) does not relate to aerodrome design but to operational 

activities (maintenance), while its point (a) partially overlaps with the content of 

AMC1 ADR.OPS.C.015, creating a practical issue and impact on readability. Therefore,  

CS ADR-DSN.S.895 is deleted and its content is transferred to the amended ADR.OPS.C.015 (Visual 

aids and electrical systems) and in particular point (b), which deals exclusively with the maintenance 

of the lighting systems. Table S-2 is transferred to the new GM1 ADR.OPS.C.015(b). Subsequently, all 

references to CS ADR-DSN.S.895 in various CSs mentioned above are updated. 

GM1 ADR-DSN.S.895   Serviceability levels (RMT.0703) 

(a) (Serviceability levels are intended to define the maintenance performance level objectives.  

(b) Guidance on preventive maintenance of visual aids is given in the, ICAO Doc 9137, Airport 

Services Manual, Part 9, Airport Maintenance Practices.  

(c) With respect to barrettes, crossbars and runway edge lights, lights are considered to be 

adjacent if located consecutively and:  

(1)  laterally: in the same barrette or crossbar; or  

(2)  longitudinally: in the same row of edge lights or barrettes.  

(d)  In barrettes and crossbars, guidance is not lost by having two adjacent unserviceable 
lights. 

GM1 ADR-DSN.S.895 (RMT.0703) 

Intentionally left bank 

Rationale 

Due to the deletion of CS ADR-DSN.S.895 (Serviceability levels), the related GM is also deleted and 

their content is transferred to the new GM1 ADR.OPS.C.015(b) (Visual aids and electrical systems), 

which deals with the maintenance of the visual aids. 
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3.3. Draft acceptable means of compliance and guidance material (Draft EASA decision) 

Draft changes to ED Decision 2014/012/R 

GM to Annex I (Definitions) to Regulation (EU) No 139/2014 

 

ACCEPTABLE MEANS OF COMPLIANCE AND GUIDANCE MATERIAL TO DEFINITIONS 

GM1 38b   Runway condition code (RMT.0704) 

The purpose of the runway condition code (RWYCC) is to permit an operational aeroplane 

performance calculation by the flight crew. 

GM1 38e   Runway surface conditions (RMT.0704) 

The runway surface conditions used in the runway condition report (RCR) establish the performance 

requirements among the aerodrome operator, the aeroplane manufacturer and the aeroplane 

operator. 

Aircraft de-icing chemicals and other contaminants are also reported but are not included in the list 

of runway surface condition descriptors because their effect on the runway surface friction 

characteristics and the RWYCC cannot be evaluated in a standardised manner. 

GM1 38f   Runway surface condition descriptors (RMT.0704) 

The descriptors under (a) to (h) are used solely in the context of the RCR and are not intended to 

supersede or replace any existing World Meteorological Organization (WMO) definitions. 

GM1 38f (c)   Runway surface condition descriptors (RMT.0704) 

Freezing refers to the freezing point of water (0 degree Celsius). 

Under certain conditions, frost can cause the surface to become very slippery and it is then reported 

appropriately as Ψreduced braking actionΩ. 

GM1 38f (f)   Runway surface condition descriptors (RMT.0704) 

Running water of depth greater than 3 mm is reported as Ψstanding waterΩ by convention. 

GM1 38f (g)   Runway surface condition descriptors (RMT.0704) 

Freezing precipitation can lead to runway conditions associated with wet ice from an aeroplane 

performance point of view. Wet ice can cause the surface to become very slippery. It is then 

reported appropriately as Ψreduced braking actionΩ. 

GM1 41a   Slippery wet runway (RMT.0704) 

A portion of runway in the order of 100 m long may be considered significant. 
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GM2 41a   Slippery wet runway (RMT.0704) 

The surface friction characteristics of the runway are considered degraded when friction values are 

below the minimum friction level. 

GM1 41b   Specially prepared winter runway (RMT.0704) 

ΨCǊƻȊŜƴ ǎŀƴŘΩ is a method to improve the surface friction characteristics of an ice-covered surface by 

sand or grit fixed to the surface through a melting/freezing process. Frozen sand can be achieved 

using several techniques. One example is pre-wetting the material with hot water just prior to 

application in order to have the hot sand melting the top layer of the ice, which then immediately 

refreezes to fix the material to the surface. Another technique is to pre-wet the material by a 

suitable chemical in order to achieve a similar effect. 

Rationale 

The GM to these newly introduced definitions is in line with notes from Annex 14 Amendment 13-B. 

In Annex 14, these notes provide factual information or references bearing on the SARPs in question, 

but not constituting part of the SARPs themselves. For this reason, all these notes have been 

transposed as guidance material. 

AMC & GM to Annex II (Part-ADR.AR) to Regulation (EU) No 139/2014 

AMC1 ADR.AR.C.010   Oversight programme (RMT.0703) 

PROCEDURES FOR OVERSIGHT OF AERODROME OPERATORS AND PROVIDERS OF APRON 
MANAGEMENT SERVICES  

ώΧϐ 

(b) Inspections, audits, and oversight procedures, on a scale and frequency appropriate to the 

operation, should include, but not be limited to, items from the following list:  

ώΧϐ 

(16)  runway excursion and incursion prevention programmes of the aerodrome operator, as 

ǇŀǊǘ ƻŦ ǘƘŜ /ƻƳǇŜǘŜƴǘ !ǳǘƘƻǊƛǘȅΩǎ Ǌǳƴǿŀȅ ǎŀŦŜǘȅ programme, including the work 

programme ŀƴŘ ŜŦŦŜŎǘƛǾŜ ŦǳƴŎǘƛƻƴƛƴƎ ƻŦ ǘƘŜ ŀŜǊƻŘǊƻƳŜΩǎ ƭƻŎŀƭ Ǌǳƴǿŀȅ ǎŀŦŜǘȅ ǘŜŀƳΤ 

(17)  FOD control programme of the aerodrome operator;  

(1718) inspections of the movement area; 

(1819) maintenance of the aerodrome systems and the movement area; 

(1920) aerodrome works; 

(2021) protection against hazardous activities in the aerodrome surroundings; 

(2122) personnel training and records, including review of training programme on runway 

excursion and incursion prevention, as well as the drivers training programmes, and its 

their implementation; 

(2223) aerodrome manuals and documentation; 
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(2324) ƻǇŜǊŀǘƻǊΩǎ ƳŀƴŀƎŜƳŜƴǘ ǎȅǎǘŜƳΣ ƛƴŎƭǳŘƛƴƎ ƛǘǎ ǎŀŦŜǘȅ ƳŀƴŀƎŜƳŜƴǘ system and its 

quality, and security management system for aeronautical data; and 

(2425) ƻǇŜǊŀǘƻǊΩǎ ƻǾŜǊǎƛƎƘǘ ƻŦ ǘƘŜ ŎƻƳǇƭƛŀƴŎŜ ƻŦ ǘƘŜ ƻǊƎŀƴƛǎŀǘƛƻƴǎ ƻǇŜǊŀǘƛƴƎΣ ƻǊ ǇǊƻǾƛŘƛƴƎ 

services at the aerodrome (third parties). 

ώΧϐ 

Rationale 

This change to the AMC is made to address the need for the Competent Authority to also focus on 

the proper functioning of the local runway safety team of each aerodrome, as well as to specifically 

cover the FOD control programme of an aerodrome, and the drivers training programmes as part of 

its oversight activities. 

GM1 ADR.AR.C.035(e)   Issuance of Certificate (RMT.0704) 

MODEL FOR THE TERMS OF THE CERTIFICATE TO BE ATTACHED TO THE CERTIFICATES 

TERMS OF THE CERTIFICATE 

Certificate reference: [STATE CODE]
1
:  

 

Aerodrome name τ ICAO location indicator 
2
: 

 

Conditions to operate
3
: 

 

Operations on specially prepared winter runways
4
  

Runway τ declared distances
45

: 
 

Types of approaches
56

:  
 

Aerodrome reference code
67

:  
 

Scope of aircraft operations with a higher aerodrome 
reference code letter

78
:  

Provision of apron management services
89

: 
 

Rescue and firefighting level of protection
910

: 
 

Other
1011

 
 

1 The certificate must be given the State Code [The two-letter ISO code should be used (ISO 3166 

alpha-2), except for Greece and the United Kingdom, for which the abbreviations EL and UK are 
recommended] and a unique ascending number. Example: EL ς 001 

2 To be specified: the official name of the aerodrome and the ICAO location indicator for the 

aerodrome. 

3 To be specified: day/ night and IFR/ VFR. 

4
 To be specified: (yes/no). See ADR.OPS.B.036. 

45 To be specified: ASDA, LDA, TODA, TORA in metres for each direction of each runway, including 

intersection take-off if applicable. 

http://www.iso.org/iso/country_codes.htm
http://www.iso.org/iso/country_codes.htm


European Union Aviation Safety Agency NPA 2018-14 

3. Proposed amendments and rationale in detail 
 

TE.RPRO.00034-008 © European Union Aviation Safety Agency. All rights reserved. ISO 9001 certified. 
Proprietary document. Copies are not controlled. Confirm revision status through the EASA intranet/internet. Page 79 of 207 

An agency of the European Union 

56 To be specified: approval of the runway for non-instrument, instrument, non-precision 

approach. In case of precision approach (-es) it is to be indicated, which of the following 
precision approach (-es) is (are) approved: 

Standard Category I; 

Lower than Standard Category I; 

Precision Approach Category II; 

Other than Standard Category II; 

Precision Approach Category III-A; 

Precision Approach Category III-B;  

Precision Approach Category III-C. 

67 To be specified: Aerodrome Reference Code (Code number/Code letter). 

78 To be specified: the approved type of aeroplanes with a higher code letter than indicated in 

point 7 above. 

89 To be specified: the name of the service provider, both in case such services are t or are not 

provided by the aerodrome operator. 

910 To be specified: the rescue and firefighting level of protection as per Annex IV (Part-ADR.OPS) 

of to this Regulation. 

1011 To be specified: any other information that the Competent Authority finds necessary to 

include. 

Rationale 

The model for the terms of the certificate is revised, in order to include the approval for aeroplane 

operations on specially prepared winter runways. 

AMC & GM to Annex III (Part-ADR.OR) to Regulation (EU) No 139/2014 

GM1 ADR.OR.B.040(a);(b)   Changes (RMT.0703 & RMT.0704) 

CHANGES REQUIRING PRIOR APPROVAL 

The following is a list of items which should be granted prior approval by the Competent Authority, 

as specified in the applicable Implementing Rules. 

(a) Use of alternative means of compliance as required by ADR.OR.A.015 Means of Compliance. 

(b) Changes to the management and notification procedure for changes not requiring a prior 

approval, as required by ADR.OR.B.015(b)(4) Application for a certificate. 

(c) Changes to the certification basis, or the terms of the certificate, as required by 

ADR.OR.B.040(a)(1) Changes. 

(d) Changes to safety-critical aerodrome equipment as required by ADR.OR.B.040(a)(1) Changes. 

(e) /ƘŀƴƎŜǎ ǎƛƎƴƛŦƛŎŀƴǘƭȅ ŀŦŦŜŎǘƛƴƎ ŜƭŜƳŜƴǘǎ ƻŦ ǘƘŜ ŀŜǊƻŘǊƻƳŜ ƻǇŜǊŀǘƻǊΩǎ ƳŀƴŀƎŜƳŜƴǘ ǎȅǎǘŜƳ ŀǎ 

required by ADR.OR.B.040(a)(2) Changes. 

(f) Changes to the level of protection of rescue and firefighting services as required by 

ADR.OPS.B.010(a)(1)(2) Rescue and firefighting services. 
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(g) Training of drivers conducted by other organisations as required by ADR.OPS.B.025 (d)(1) 

Authorisation of vehicle drivers. 

(h) Implementation of aeroplane operations on specially prepared winter runways as required by 

ADR.OPS.B.036 Operations on specially prepared winter runways.  

(g i) Changes to low-visibility procedures as required by ADR.OPS.B.045(b) Low Visibility 

Operations. 

(h j) Operation of aircraft with higher code letter as required by ADR.OPS.B.090(a) Use of the 

aerodrome by higher code letter aircraft. 

Moreover, the Competent Authority may require prior approval for changes to any obstacles, 

developments and other activities within the areas monitored by the aerodrome operator in 

accordance with ADR.OPS.B.075, which may endanger safety and adversely affect the operation of 

an aerodrome, as required by ADR.AR.C.005(e). 

Rationale 

The GM is revised in order to include the approval of aeroplane operations on specially prepared 

winter runways, as well as the provisƛƻƴ ƻŦ ŘǊƛǾŜǊǎΩ ǘǊŀƛƴƛƴƎ ōȅ ƻǊƎŀƴƛǎŀǘƛƻƴǎ ŘƛŦŦŜǊŜƴǘ ŦǊƻƳ ǘƘŜ 

aerodrome operator. 

AMC3 ADR.OR.E.005   Aerodrome manual (RMT.0703) 

AERODROME MANUAL  

ώΧϐ 

15. Procedures for apron safety management, including:  

15.1 protection from jet blasts;  

15.2 enforcement of safety precautions during aircraft refuelling operations;  

15.3 FOD prevention, including apron cleaning/sweeping; and  

15.4 monitoring compliance of personnel on the apron with safety procedures.; and 

15.5 control and protection of passengers on the apron. 

16. Procedures for the control and authorisation of vehicles operating on or in the vicinity, 

or the movement area, including traffic rules, right of way, speed limits, and method 

procedures for issuing driving authorisations and permits, and enforcement means.  

ώΧϐ 

29. Procedures and measures for the prevention of fire at the aerodrome. 

30. Communication procedures, including: 

30.1 frequencies, language and phraseology to be used when communicating with the 

air traffic services; 

30.2 vehicle call signs; 
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30.3 communication signals to be used in case of radio communication failure; 

30.4 communication via the air traffic services provider; and 

30.5 dissemination of significant information. 

31. Aircraft towing procedures, including: 

31.1 lights to be displayed by aircraft; 

31.2 routes to be followed; 

31.3 communication procedures; 

31.4 guidance to be provided; and 

31.5 visibility and weather phenomena in which towing may not be permitted.  

ώΧϐ 

Rationale 

As a result of other proposed changes, this AMC needs to be amended in order to ensure that the 

aerodrome manual contains all necessary information.  

AMC & GM to Annex IV (Part-ADR.OPS) to Regulation (EU) No 139/2014 

GM1 ADR.OPS.A.005   Aerodrome data (RMT.0704) 

ώΧϐ 

 

CONDITION OF THE MOVEMENT AREA AND RELATED FACILITIES 

 

The condition of the movement area and the operational status of related facilities should be 

monitored and reported, on matters of operational significance affecting aircraft and aerodrome 

operations, particularly in respect of the following:  

(a) construction or maintenance work; 

(b) rough or broken surfaces on a runway, a taxiway or an apron; 

(c) snow, slush, ice, or frost on a runway, a taxiway or an apron; 

(d) water on a runway, a taxiway or an apron; 

(e) snow banks or drifts adjacent to a runway, a taxiway or an apron; 

(f) anti-icing or de-icing liquid chemicals or other contaminants on a runway, taxiway or apron; 

(g) other temporary hazards, including parked aircraft; 

(h) failure or irregular operation of part or all of the aerodrome visual aids; and 

(i) failure of the normal or secondary power supply. 

Water on a runway 
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Whenever water is present on a runway, a description of the runway surface should be made 

available using the following terms:  

(a) DAMP τ the surface shows a change of colour due to moisture; 

(b) WET τ the surface is soaked but there is no standing water; 

(c) STANDING WATER τ for aeroplane performance purposes, a runway where more than 25 per 

cent of the runway surface area (whether in isolated areas or not) within the required length 

and width being used is covered by water more than 3 mm deep. 

Information that a runway or portion thereof maybe slippery when wet, should be made available to 

the aerodrome users.  

Snow, slush or ice or frost on a runway 

(a) Whenever an operational runway is contaminated by snow, slush, ice or frost, the runway 

surface condition should be assessed and reported. Runway condition assessment should be 

repeated as conditions change. 

(b) The contaminant type, distribution, and for loose contaminants, depth for each third of the 

runway, should be assessed. An indication of surface friction characteristics is helpful in 

conducting runway condition assessment however caution should be exercised when 

correlating the results obtained by friction measuring equipment with aircraft performance. 

Additionally, for contaminants such as slush, wet snow and wet ice, contaminant drag on the 

ŜǉǳƛǇƳŜƴǘΩǎ ƳŜŀǎǳǊƛƴƎ ǿƘŜŜƭΣ ŀƳƻƴƎǎǘ ƻǘƘŜǊ ŦŀŎǘƻǊǎΣ Ƴŀȅ ŎŀǳǎŜ ǊŜŀŘƛƴƎǎ ƻōǘŀƛƴŜŘ ƛƴ ǘƘŜǎŜ 

conditions to be unreliable.  

(c) Assessment of the friction of a runway should be made in descriǇǘƛǾŜ ǘŜǊƳǎ ƻŦ ΨŜǎǘƛƳŀǘŜŘ 

ǎǳǊŦŀŎŜ ŦǊƛŎǘƛƻƴΩΦ ¢ƘŜ ŜǎǘƛƳŀǘŜŘ ǎǳǊŦŀŎŜ ŦǊƛŎǘƛƻƴ ǎƘƻǳƭŘ ōŜ ŎŀǘŜƎƻǊƛǎŜŘ ŀǎ ƎƻƻŘΣ ƳŜŘƛǳƳ ǘƻ 

good, medium, medium to poor, and poor, and promulgated in SNOWTAM format as well as 

using appropriate RTF phraseologies. 

(d) The estimated surface friction, based on the measured coefficient, when the runway is 

covered by compacted snow or ice only, could be reported according to the following table 

(indicative), although these values may vary due to the friction measuring device as well as to 

the surface being measured and the speed employed: 

aŜŀǎǳǊŜŘ /ƻŜŦŦƛŎƛŜƴǘ ό˃ύ Estimated surface friction Code 

0.40 and above Good 5 

0.39 to 0.36 Medium to good 4 

0.35 to 0.30 Medium 3 

0.29 to 0.26 Medium to poor 2 

0.25 and below Poor 1 

Table 2 
 

(e) Assessed surface condition information, including estimated surface friction, should be 

reported for each third of a runway. The thirds are called A, B and C; 
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(1) For the purpose of reporting information to aeronautical service units, Section A should 

always be the section associated with the lower runway designation number; 

(2) When giving landing information to a pilot before landing, the sections should be 

referred to as first, second or third part of the runway. The first part should always 

mean the first third of the runway as seen in the direction of landing; 

(3) Assessments should be made along two lines parallel to the runway, i.e. along a line on 

each side of the centreline approximately 3 m, or that distance from the centreline at 

which most operations take place. The objective of the assessment is to determine the 

type, depth and coverage of the contaminants and its effect on estimated surface 

friction given the prevailing weather conditions for sections A, B and C; 

(4) In cases where a continuous friction measuring device is used, the mean values are 

obtained from the friction values recorded for each section; 

(f) Whenever dry snow, wet snow, slush ice or frost is present and reported, the description of 

the runway surface condition should use the following terms: 

(1) dry snow; 

(2) wet snow; 

(3) compacted snow; 

(4) wet compacted snow; 

(5) slush; 

(6) ice; 

(7) wet ice; 

(8) frost; 

(9) dry snow on ice; 

(10) wet snow on ice; 

(11) chemically treated; 

(12) sanded; and  

should include, where applicable, the assessment of contaminant depth. 

Rationale 

All the text related to runway contamination has been deleted from GM1 ADR.OPS.A.005 and placed 

at implementing rule level, to ensure uniform application (see also ADR.OPS.A.060). Furthermore, 

the text in the GM related to the former text in points 6.1 to 6.7 in Attachment A to Annex 14 had to 

be deleted. 

  



European Union Aviation Safety Agency NPA 2018-14 

3. Proposed amendments and rationale in detail 
 

TE.RPRO.00034-008 © European Union Aviation Safety Agency. All rights reserved. ISO 9001 certified. 
Proprietary document. Copies are not controlled. Confirm revision status through the EASA intranet/internet. Page 84 of 207 

An agency of the European Union 

AMC1 ADR.OPS.A.057(a)   Origination of NOTAM (RMT.0703) 

GENERAL 

The procedures should define the way and means that the aerodrome operator may use to request 

the issuance of a NOTAM, in accordance with the arrangements that the aerodrome operator has 

with the aeronautical information service (AIS) provider(s).  

Moreover, the procedures should specify the cases in which the Competent Authority has to be 

consulted prior to the origination of the NOTAM, and the way to inform the Competent Authority 

about the issuance of a NOTAM.   

Rationale 

This AMC aims at facilitating the compliance with the proposed requirement through the 

identification of the means and ways that may be used for the origination of a NOTAM, which should 

be reflected in the arrangements established with the relevant AIS unit. Moreover, in many cases, 

the content of a NOTAM may need to be coordinated with the Competent Authority, and thus this 

needs to be reflected in the relevant procedures of the aerodrome operator. 

GM1 ADR.OPS.A.057(c)   Origination of NOTAM (RMT.0703) 

NON-ORIGINATION OF NOTAM 

ADR.OPS.A.057(c) requires the origination of a NOTAM in the case prescribed in it. On the other 

hand, Regulation XXXX foresees in AIS.TR.330 the cases where the AIS provider shall issue (or shall 

not) issue a NOTAM.  

This means that there are cases where although an aerodrome operator may initiate a NOTAM, this 

will not be finally issued because such information is not allowed to be promulgated by NOTAM.  

The following are cases where the aerodrome operator need not originate a NOTAM: 

(a) routine maintenance work on aprons and taxiways that does not affect the safe movement of 

aircraft; 

(b) runway marking work when aircraft operations can safely be conducted on other available 

runways or when the equipment used can be removed, when necessary; 

(c) temporary obstructions in the vicinity of aerodromes/heliports that do not affect the safe 

operation of aircraft; 

(d) partial failure of aerodrome/heliport lighting facilities where such a failure does not directly 

affect aircraft operations; 

(e) partial temporary failure of air-ground communications when suitable alternative frequencies 

are available and are operative; 

(f) lack of apron marshalling services, road traffic closures, limitations and control; 

(g) unserviceability of location, destination or other instruction signs on the aerodrome 

movement area; 

(h) training activities performed by ground units; 
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(i) unavailability of backup and secondary systems if these systems do not have an operational 

impact; 

(j) limitations to aerodrome facilities or general services with no operational impact; 

(k) announcements or warnings about possible/potential limitations with no operational impact; 

(l) general reminders on already published information; 

(m) availability of equipment for ground units, without information on the operational impact on 

airspace and facility users; 

(n) information about laser emissions with no operational impact and about fireworks below the 

minimum flying heights; 

(o) closure of parts of the movement area in connection with locally coordinated, planned work 

of duration of less than one hour; 

(p) closure, changes, unavailability in the operation of aerodrome(s)/heliport(s) other than in the 

aerodrome(s)/heliport(s) operation hours; and 

(q) other non-operational information of a similar temporary nature. 

Rationale 

This GM provides guidance with regard to cases where the aerodrome operator does not have to 

originate a NOTAM because this information is not meant to be published by a NOTAM, thus aligning 

with the content of the draft AIS.TR.330 which is contained in EASA Opinion No 02/2018 regarding 

requirements for AIS. 

GM1 ADR.OPS.A.057(d)(1)   Origination of NOTAM (RMT.0703) 

NOTAM FORMAT 

Information for the completion of a NOTAM format may be found in Chapter 6 of the ICAO 

Aeronautical Information Services Manual (Doc 8126). 

Information on the ICAO NOTAM code and abbreviations to be used may be found in the ICAO 

Procedures for Air Navigation Services - ICAO Abbreviations and Codes (PANS ABC - Doc 8400). 

Rationale 

This GM provides information regarding the completion of a NOTAM format, and the use of the 

NOTAM code and the relevant abbreviations used with regard to NOTAM. 

GM1 ADR.OPS.A.057(d)(4)   Origination of NOTAM (RMT.0703) 

SNOWTAM FORMAT 

The way to complete correctly a SNOWTAM format when initiating a SNOWTAM is indicated below. 

1. General 

(a) When reporting on more than one runway, repeat Items B to H (aeroplane performance 

calculation section). 
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(b) The letters used to indicate items are only used for reference purposes and should not 

be included in the messages. The letters M (mandatory), C (conditional) and O 

(optional) mark the usage and information and should be included as explained below. 

(c) Metric units should be used and the unit of measurement shall not be reported. 

(d) The maximum validity of SNOWTAM is 8 hours. A new SNOWTAM should be issued 

whenever a new RCR is received. 

(e) A SNOWTAM cancels the previous SNOWTAM. 

(f) ¢ƘŜ ŀōōǊŜǾƛŀǘŜŘ ƘŜŀŘƛƴƎ Ψ¢¢!!ƛƛƛƛ //// aa¸¸DDƎƎ ό...ύΩ ƛǎ ƛƴŎƭǳŘŜŘ ǘƻ ŦŀŎƛƭƛǘŀǘŜ ǘƘŜ 

automatic processing of SNOWTAM messages in computer databanks. The explanation 

of these symbols is: 

TT = data designator for SNOWTAM = SW; 

AA = geographical designator for Member States, e.g. LF = FRANCE, EG = United 

Kingdom; 

iiii = SNOWTAM serial number in a four-digit group; 

CCCC = four-letter location indicator of the aerodrome to which the SNOWTAM refers; 

MMYYGGgg = date/time of observation/measurement, whereby: 

MM = month, e.g. January = 01, December = 12; 

YY = day of the month; 

GGgg = time in hours (GG) and minutes (gg) UTC; 

(BBB) = optional group for: 

Correction, in the case of an error, to a SNOWTAM message previously 

disseminated with the same serial number = COR. 

Brackets in (BBB) should be used to indicate that this group is optional. 

When reporting on more than one runway and individual dates/times of 

observation/assessment are indicated by repeated Item B, the latest date/time of 

observation/assessment should be inserted in the abbreviated heading 

(MMYYGGgg). 

(g) ¢ƘŜ ǘŜȄǘ Ψ{bh²¢!aΩ ƛƴ ǘƘŜ {bh²¢!a CƻǊƳŀǘ ŀƴŘ ǘƘŜ {bh²¢!a serial number in a 

four-digit group should be separated by a space, e.g. SNOWTAM 0124. 

(h) For readability purposes for the SNOWTAM message, a linefeed should be included 

after the SNOWTAM serial number, after Item A, and after the aeroplane performance 

calculation section. 

(i) When reporting on more than one runway, repeat the information in the aeroplane 

performance calculation section from the date and time of assessment for each runway 

before the information in the situational awareness section. 

(j) Mandatory information is: 

(1) AERODROME LOCATION INDICATOR; 
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(2) DATE AND TIME OF ASSESSMENT; 

(3) LOWER RUNWAY DESIGNATOR NUMBER; 

(4) RUNWAY CONDITION CODE FOR EACH RUNWAY THIRD; and 

(5) CONDITION DESCRIPTION FOR EACH RUNWAY THIRD (when RWYCC is reported 1-

5) 

2. Aeroplane performance calculation section 

Item A τ Aerodrome location indicator (four-letter location indicator). 

Item B τ Date and time of assessment (eight-figure date/time group giving time of observation as 

month, day, hour and minute in UTC). 

Item C τ Lower runway designator number (nn[L] or nn[C] or nn[R]). 

Only one runway designator should be inserted for each runway and always the lower number. 

Item D τ RWYCC for each runway third. Only one digit (0, 1, 2, 3, 4, 5 or 6) is inserted for each 

runway third, separated by an oblique stroke (n/n/n). 

Item E τ Per cent coverage for each runway third. When provided, insert 25, 50, 75 or 100 for each 

runway third, separated by an oblique stroke ([n]nn/[n]nn/[n]nn). 

This information should be provided only when the runway condition for each runway third (Item D) 

has been reported as other than 6 and there is a condition description for each runway third (Item G) 

ǘƘŀǘ Ƙŀǎ ōŜŜƴ ǊŜǇƻǊǘŜŘ ƻǘƘŜǊ ǘƘŀƴ Ψ5w¸ΩΦ 

When the conditions are not reported, this should be signified by the insertion of ΨbwΩ ŦƻǊ ǘƘŜ 

appropriate runway third(s). 

Item F τ Depth of loose contaminant for each runway third. When provided, insert in millimetres 

for each runway third, separated by an oblique stroke (nn/nn/nn or nnn/nnn/nnn). 

This information should only be provided for the following contamination types: 

τ standing water, values to be reported 04, then assessed value. Significant changes 3 mm up to 

and including 15 mm; 

τ slush, values to be reported 03, then assessed value. Significant changes 3 mm up to and 

including 15 mm; 

τ wet snow, values to be reported 03, then assessed value. Significant changes 5 mm; and 

τ dry snow, values to be reported 03, then assessed value. Significant changes 20 mm. 

τ When the conditions are not reported, this should be signified by the insertiƻƴ ƻŦ ΨbwΩ ŦƻǊ ǘƘŜ 

appropriate runway third(s). 

Item G τ Condition description for each runway third. Any of the following condition descriptions 

for each runway third, separated by an oblique stroke, should be inserted. 

COMPACTED SNOW 

DRY SNOW 

DRY SNOW ON TOP OF COMPACTED SNOW 
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DRY SNOW ON TOP OF ICE 

FROST 

ICE 

SLUSH 

STANDING WATER 

WATER ON TOP OF COMPACTED SNOW 

WET 

WET ICE 

WET SNOW 

WET SNOW ON TOP OF COMPACTED SNOW 

WET SNOW ON TOP OF ICE 

DRY (only reported when there is no contaminant) 

When the conditions ŀǊŜ ƴƻǘ ǊŜǇƻǊǘŜŘΣ ǘƘƛǎ ǎƘƻǳƭŘ ōŜ ǎƛƎƴƛŦƛŜŘ ōȅ ǘƘŜ ƛƴǎŜǊǘƛƻƴ ƻŦ ΨbwΩ ŦƻǊ 

the appropriate runway third(s). 

Item H τ Width of runway to which the RWYCCs apply. The width in metres if less than the 

published runway width should be inserted. 

3. Situational awareness section 

Elements in the situational awareness section should end with a full stop. 

Elements in the situational awareness section for which no information exists, or where the 

conditional circumstances for publication are not fulfilled, should be left out completely. 

Item I τ Reduced runway length. The applicable runway designator and available length in metres 

should be inserted (e.g. RWY nn [L] or nn [C] or nn [R] REDUCED TO [n]nnn). 

This information is conditional when a NOTAM has been published with a new set of declared 

distances. 

Item J τ 5ǊƛŦǘƛƴƎ ǎƴƻǿ ƻƴ ǘƘŜ ǊǳƴǿŀȅΦ ²ƘŜƴ ǊŜǇƻǊǘŜŘΣ Ψ5wLC¢LbD {bh²Ω ǎƘƻǳƭŘ ōŜ ƛƴǎŜǊǘŜŘΦ 

Item K τ Loose sand on the runway. When loose sand is reported on the runway, the lower runway 

designator should be inserted with ŀ ǎǇŀŎŜ Ψ[hh{9 {!b5Ω όw²¸ ƴƴ ƻǊ w²¸ ƴƴώ[ϐ ƻǊ ƴƴώ/ϐ 

or nn[R] LOOSE SAND). 

Item L τ Chemical treatment on the runway. When chemical treatment has been reported applied, 

ǘƘŜ ƭƻǿŜǊ Ǌǳƴǿŀȅ ŘŜǎƛƎƴŀǘƻǊ ǎƘƻǳƭŘ ōŜ ƛƴǎŜǊǘŜŘ ǿƛǘƘ ŀ ǎǇŀŎŜ Ψ/I9aL/![[¸ ¢w9!¢95Ω όw²¸ 

nn or RWY nn[L] or nn[C] or nn[R] CHEMICALLY TREATED). 

Item M τ Snow banks on the runway. When snow banks are reported present on the runway, the 

ƭƻǿŜǊ Ǌǳƴǿŀȅ ŘŜǎƛƎƴŀǘƻǊ ǎƘƻǳƭŘ ōŜ ƛƴǎŜǊǘŜŘ ǿƛǘƘ ŀ ǎǇŀŎŜ Ψ{bh².!bYΩ ŀƴŘ ǿƛǘƘ ŀ ǎǇŀŎŜ 

ƭŜŦǘ Ψ[Ω ƻǊ ǊƛƎƘǘ ΨwΩ ƻǊ ōƻǘƘ ǎƛŘŜǎ Ψ[wΩΣ ŦƻƭƭƻǿŜŘ ōȅ ǘƘŜ ŘƛǎǘŀƴŎŜ ƛƴ ƳŜǘǊŜǎ ŦǊƻƳ ŎŜƴǘǊŜ ƭƛƴŜ 

ǎŜǇŀǊŀǘŜŘ ōȅ ŀ ǎǇŀŎŜ ΨCa /[Ω όw²¸ ƴƴ ƻǊ w²¸ ƴƴώ[ϐ ƻǊ ƴƴώ/ϐ ƻǊ ƴƴώwϐ {bh².!bY [ƴƴ ƻǊ 

Rnn or LRnn FM CL). 
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Item N τ Snow banks on a taxiway. When snow banks are present on a taxiway, the taxiway 

ŘŜǎƛƎƴŀǘƻǊ ǎƘƻǳƭŘ ōŜ ƛƴǎŜǊǘŜŘ ǿƛǘƘ ŀ ǎǇŀŎŜ Ψ{bh².!bYΩ ŀƴŘ ǿƛǘƘ ŀ ǎǇŀŎŜ ƭŜŦǘ Ψ[Ω ƻǊ ǊƛƎƘǘ 

ΨwΩ ƻǊ ōƻǘƘ ǎƛŘŜǎ Ψ[wΩΣ ŦƻƭƭƻǿŜŘ ōȅ ǘƘŜ ŘƛǎǘŀƴŎŜ ƛƴ ƳŜǘǊŜǎ ŦǊƻƳ ŎŜƴǘǊŜ ƭƛƴŜ ǎŜǇŀǊŀǘŜŘ ōȅ ŀ 

space FM CL (TWY [nn]n SNOWBANK Lnn or Rnn or LRnn FM CL). 

Item O τ Snow banks adjacent to the runway. When snow banks are reported present, penetrating 

ǘƘŜ ƘŜƛƎƘǘ ǇǊƻŦƛƭŜ ƛƴ ǘƘŜ ŀŜǊƻŘǊƻƳŜ ǎƴƻǿ ǇƭŀƴΣ ǘƘŜ ƭƻǿŜǊ Ǌǳƴǿŀȅ ŘŜǎƛƎƴŀǘƻǊ ŀƴŘ Ψ!5W 

{bh².!bY{Ω ǎƘƻǳƭŘ ōŜ ƛƴǎŜǊǘŜŘ όw²¸ ƴƴ ƻǊ w²¸ ƴƴώ[ϐ ƻǊ ƴƴώ/ϐ ƻǊ ƴƴώwϐ !5W 

SNOWBANKS). 

Item P τ Taxiway conditions. When taxiway conditions are reported slippery or poor, the taxiway 

ŘŜǎƛƎƴŀǘƻǊ ŦƻƭƭƻǿŜŘ ōȅ ŀ ǎǇŀŎŜ ΨthhwΩ ǎƘƻǳƭŘ ōŜ ƛƴǎŜǊǘŜŘ ό¢²¸ ώƴ ƻǊ ƴƴϐ thhw ƻǊ ![[ 

TWYS POOR). 

Item R τ Apron conditions. When apron conditions are reported slippery or poor, the apron 

ŘŜǎƛƎƴŀǘƻǊ ŦƻƭƭƻǿŜŘ ōȅ ŀ ǎǇŀŎŜ ΨthhwΩ ǎƘƻǳƭŘ ōŜ ƛƴǎŜǊǘŜŘ ό!twhb ώƴƴƴƴϐ thhw ƻǊ ![[ 

APRONS POOR). 

Item S τ Measured friction coefficient. Where reported, the measured friction coefficient and 

friction measuring device should be inserted. 

This should only be reported for Member States that have an established programme of runway 

friction measurement using a Member-State-approved friction measuring device. 

Item T τ Plain language remarks. 

Rationale 

The GM provides instructions for the completion of a SNOWTAM. 

GM2 ADR.OPS.A.057(d)(4)   Origination of NOTAM (RMT.0703) 

SNOWTAM FORMAT 

Below are four examples of completed SNOWTAMs. 

Example SNOWTAM 1 

GG EADBZQZX EADNZQZX EADSZQZX  

170100 EADDYNYX  

SWEA0149 EADD 02170055  

(SNOWTAM 0149  

EADD  

02170055 09L 5/5/5 100/100/100 NR/NR/NR WET/WET/WET SNOW) 

Example SNOWTAM 2 

GG EADBZQZX EADNZQZX EADSZQZX  

170140 EADDYNYX  

SWEA0150 EADD 02170135  

(SNOWTAM 0150  
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EADD  

02170055 09L 5/5/5 100/100/100 NR/NR/NR WET/WET/WET SNOW  

02170135 09R 5/4/3 100/50/75 NR/06/06 WET/SLUSH/SLUSH) 

Example SNOWTAM 3 

GG EADBZQZX EADNZQZX EADSZQZX  

170229 EADDYNYX  

SWEA0151 EADD 02170225  

(SNOWTAM 0151  

EADD  

02170055 09L 5/5/5 100/100/100 NR/NR/NR WET/WET/WET SNOW 

02170135 09R 5/4/3 100/50/75 NR/06/06 WET/SLUSH/SLUSH  

02170225 09C 3/2/1 75/100/100 06/12/12 SLUSH/WET SNOW/WET SNOW  

RWY 09L SNOWBANK R20 FM CL. RWY 09R ADJ SNOWBANKS. TWY B POOR. APRON NORTH 

POOR) 

Example SNOWTAM 4 

GG EADBZQZX EADNZQZX EADSZQZX  

170350 EADDYNYX  

SWEA0152 EADD 02170345  

(SNOWTAM 0152  

EADD  

02170345 09L 5/5/5 100/100/100 NR/NR/NR WET/WET/SLUSH  

02170134 09R 5/4/3 100/50/75 NR/06/06 WET/SLUSH/SLUSH  

02170225 09C 3/2/1 75/100/100 06/12/12 SLUSH/WET SNOW/WET SNOW 35  

DRIFTING SNOW. RWY 09L LOOSE SAND. RWY 09R CHEMICALLY TREATED. RWY 09C 

CHEMICALLY TREATED.) 

Rationale 

This GM provides examples regarding completed SNOWTAMs. 

AMC1 ADR.OPS.A.057(f)   Origination of NOTAM (RMT.0703) 

TRAINING FOR NOTAM ORIGINATORS AND OTHER PERSONNEL 

(a) The theoretical part of the training of a person to be designated as a NOTAM originator 

should, as a minimum, cover the following areas: 

(1) regulatory framework governing the issuance of a NOTAM, including the cases where 

the origination of a NOTAM is required; 
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(2) NOTAM Format completion, including word abbreviations and phrase contractions 

applicable to NOTAMs; 

(3) use of electronic applications for initiating a NOTAM, (if applicable); 

(4) aerodrome procedures for origination and internal dissemination of a NOTAM. 

(b) Following the successful completion of the theoretical training, the on-the-job part of the 

training programme should, as a minimum, include familiarisation with the origination of a 

NOTAM and implementation of the relevant aerodrome operating procedures. 

(c) Following the successful completion of the on-the-job-training, the competence of a person 

designated to originate a NOTAM should be assessed and if found adequate, the person may 

be designated as a NOTAM originator. 

(d) For other personnel whose duties require only the understanding of a NOTAM, the theoretical 

part of the training should be adjusted and need not include (a)(3) and (a)(4) above. 

Rationale 

This AMC aims at facilitating the compliance with the proposed requirement by identifying the 

training that aerodrome personnel that originate a NOTAM, or have to be able to understand a 

NOTAM, need to undergo. 

AMC1 ADR.OPS.A.065(a)   Reporting of the runway surface condition (RMT.0704) 

REPORTING 

The aerodrome operator should disseminate an RCR through the aeronautical information services 

and air traffic services, when the runway is wholly or partly contaminated by standing water, snow, 

slush, ice or frost, or is wet associated with the clearing or treatment of snow, slush, ice or frost. 

When the runway is wet, not associated with the presence of standing water, snow, slush, ice or 

frost, the assessed information should be disseminated using the RCR through the air traffic services. 

Rationale 

The AMC specifies how the RCR will be disseminated. The proposed text is based on provision 

1.1.1.8 in ICAO Doc 9981. The main methods are through the issuance of SNOWTAM and through air 

traffic services; however, in order to avoid the issuance of a significant number of SNOWTAMs, the 

aerodrome operator may issue the RCR through air traffic services only, when the runway is wet not 

associated with the presence of standing water, snow, slush, ice or frost. 

AMC2 ADR.OPS.A.065(a)   Reporting of the runway surface condition (RMT.0704) 

RUNWAY CONDITION REPORT 

(a) The RCR should consist of the: 

(1) aeroplane performance calculation section; and 

(2) situational awareness section. 

(b) The information should be included in an information string in the following order: 

(1) aeroplane performance calculation section: 
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(i) aerodrome location indicator; 

(ii) date and time of assessment; 

(iii) lower runway designation number; 

(iv) RWYCC for each runway third; 

(v) per cent coverage contaminant for each runway third; 

(vi) depth of loose contaminant for each runway third; 

(vii) condition description for each runway third; and 

(viii) width of runway to which the RWYCCs apply if less than the published width. 

(2) Situational awareness section: 

(i) reduced runway length; 

(ii) drifting snow on the runway; 

(iii) loose sand on the runway; 

(iv) chemical treatment on the runway; 

(v) snowbanks on the runway; 

(vi) snowbanks on the taxiway; 

(vii) snowbanks adjacent to the runway; 

(viii) taxiway conditions; 

(ix) apron conditions; and 

(x) plain language remarks. 

Rationale 

The AMC defines the content of the RCR. The proposed text is based on provisions 1.1.2.3 and 

1.1.2.4 of ICAO Doc 9981. 

GM1 ADR.OPS.A.065(a)   Reporting of the runway surface condition (RMT.0704) 

GENERAL 

(a) Assessing and reporting the condition of the movement area and related facilities is necessary 

in order to provide the flight crew with the information needed for safe operation of the 

aeroplane. The RCR is used for reporting assessed conditions through the issuance of 

SNOWTAM, when necessary. 

(b) On a global level, movement areas are exposed to a multitude of climatic conditions and 

consequently a significant difference in the condition to be reported. The RCR describes a 

basic structure applicable for all these climatic variations. Assessing the runway surface 

condition relies on a great variety of techniques and no single solution can apply to every 

situation. 

(c) The philosophy of the RCR is that the aerodrome operator assesses the runway surface 

condition whenever water, snow, slush, ice or frost are present on an operational runway. 
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From this assessment, a RWYCC and a description of the runway surface are reported, which 

can be used by the flight crew for aeroplane performance calculations. This format, based on 

the type, depth and coverage of contaminants, is the best assessment of the runway surface 

condition by the aerodrome operator; however, all other pertinent information is taken into 

consideration and kept up to date, and changes in conditions are reported without delay. 

(d) The RWYCC reflects the runway braking capability as a function of the surface conditions. With 

this information, the flight crew can derive, from the performance information provided by 

the aeroplane manufacturer, the necessary stopping distance of an aircraft on the approach 

under the prevailing conditions. 

Rationale 

The GM explains the philosophy of the RCR. The text is based on the provisions 1.1.1.1 to 1.1.1.4 of 

ICAO Doc 9981. 

GM2 ADR.OPS.A.065(a)   Reporting of the runway surface condition (RMT.0704) 

RUNWAY CONDITION REPORT 

AEROPLANE PERFORMANCE CALCULATION SECTION 

(a) The aeroplane performance calculation section is a string of grouped information, separated 

by a space Ψ Ω ending with a return and a two-line feed Ψ<< Ω, in order to distinguish the 

aeroplane performance calculation section from the following situational awareness section 

or the following aeroplane performance calculation section of another runway. 

(b) The information to be included in this section consists of the following: 

(1) Aerodrome location indicator: a four-letter ICAO location indicator in accordance with 

ICAO Doc 7910, Location Indicators. 

This information is mandatory. 

Format: nnnn 

(2) Date and time of the assessment: date and time (UTC) when the assessment was 

performed. 

This information is mandatory. 

Format: MMDDhhmm 

(3) Lower runway designation number: a two- or three-character number identifying the 

runway for which the assessment is carried out and reported. 

This information is mandatory. 

Format: nn[L] or nn[C] or nn[R] 

(4) Runway condition code for each runway third: a one-digit number identifying the 

RWYCC assessed for each runway third. The codes are reported in a three-character 

group separated by a ΨκΩ for each third. The direction for listing the runway thirds is the 

direction as seen from the lower designation number. 

This information is mandatory. 
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When transmitting information on the runway surface condition by air traffic 

services to flight crews, the sections are, however, referred to as the first, 

second or third part of the runway. The first part always means the first third of 

the runway as seen in the direction of landing or take-off as illustrated in 

Figures 1 and 2. 

Format: n/n/n 

Example: 5/5/2 

 

Figure 1 τ Reporting of RWYCC 

from air traffic services to flight crew for runway thirds 
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Figure 2 τ Reporting of RWYCC 

for runway thirds from air traffic services to flight crew on a runway with displaced threshold 

(5) Per cent coverage contaminant for each runway third: a number identifying the 

percentage coverage. The percentages are to be reported in an up-to-nine character 

group separated by a Ψ/Ω for each runway third. The assessment is based upon an even 

distribution within the runway thirds using Table 1. 

This information is conditional. It is not reported for any runway third that is dry 

or covered with less than 10 per cent. 

Format: [n]nn/[n]nn/[n]nn 

Example: 25/50/100 

In case of uneven distribution of the contaminants, additional information is 

given in the plain language remark part of the situational awareness section of 

the RCR. Where possible, a standardised text is used. 
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When no information is to be reported, ΨNRΩ is inserted at the relevant position 

of the message, to indicate to the user that no information exists. 

(6) Depth of loose contaminant: dry snow, wet snow, slush or standing water for each 

runway third: a two- or three-digit number representing the assessed depth (mm) of 

the contaminant for each runway third. The depth is reported in a six- to nine-character 

group separated by a Ψ/Ω for each runway third as defined in Table YYY. The assessment 

is based upon an even distribution within the runway thirds following an assessment. If 

measurements are included as part of the assessment process, the reported values are 

still reported as assessed depths. 

This information is conditional. It is reported only for DRY SNOW, WET SNOW, 

SLUSH and STANDING WATER. 

Format: [n]nn/[n]nn/[n]nn 

(7) Condition description for each runway third: to be reported in capital letters using the 

terms specified in ADR.OPS.A.065 point (a). The condition types are separated by an 

oblique stroke Ψ/Ω. 

This information is mandatory. 

Format: nnnn/nnnn/nnnn 

(8) Width of runway to which the RWYCCs apply if less than the published width: two-

digit number representing the width of cleared runway in metres. 

Format: nn 

If the cleared runway width is not symmetrical along the centre line, additional 

information is given in the plain language remark part of the situational 

awareness section of the RCR. 

SITUATIONAL AWARENESS SECTION 

(a) All individual messages in the situational awareness section end with a full-stop sign, in order 

to distinguish the message from subsequent message(s). 

(b) The information to be included in this section consists of the following: 

(1) Reduced runway length  

The information is conditional when a NOTAM has been published with a new 

set of declared distances affecting the landing distance available (LDA). 

Format: Standardised fixed text ς RWY nn [L] or nn [C] or nn [R] LDA REDUCED 

TO [n]nnn 

(2) Drifting snow on the runway 

This information is conditional. 

Format: Standardised fixed text  
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(3) Loose sand on the runway 

This information is conditional. 

Format: RWY nn[L] or nn[C] or nn[R] LOOSE SAND 

(4) Chemical treatment on the runway 

This information is conditional. 

Format: RWY nn[L] or nn[C] or nn[R] CHEMICALLY TREATED 

(5) Snowbanks on the runway 

This information is conditional. 

Left or right distance in metres from centre line. 

Format: RWY nn[L] or nn[C] or nn[R] SNOWBANK Lnn or Rnn or LRnn FM CL 

(6) Snowbanks on taxiway 

This information is conditional. 

Left or right distance in metres from centre line. 

Format: TWY [nn]n SNOWBANK Lnn or Rnn or LRnn FM CL 

(7) Snowbanks adjacent to the runway penetrating level/profile set in the aerodrome 

snow plan. 

This information is conditional. 

Format: RWY nn[L] or nn[C] or nn[R] ADJ SNOWBANKS 

(8) Taxiway conditions 

This information is optional. 

Format: TWY [nn]n POOR 

(9) Apron conditions 

This information is conditional. 

Format: APRON [nnnn] POOR 

(10) Plain language remarks using only allowable characters in capital letters 

Where possible, standardised text is used. ΨUPGRADED or DOWNGRADEDΩ is 

used whenever assessed RWYCC differs from what follows directly from RCAM. 

This information is optional. 

Format: Combination of allowable characters where use of full stop Ψ.Ω marks the 

end of the message. 

Allowable characters: 

A B C D E F G H I J K LM N O P Q R S T U V W X Y Z 
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0 1 2 3 4 5 6 7 8 9 

/ [oblique stroke] Ψ.Ω [period]Ω Ψ [space] 

Rationale 

The GM introduces the content of the RCR in line with provisions 1.1.3.4 and 1.1.3.5 of ICAO Doc 

9981. 

GM3 ADR.OPS.A.065(a)   Reporting of the runway surface condition (RMT.0704) 

COMPLETE INFORMATION STRING 

An example of a complete information string prepared for dissemination is as follows: 

COM header and abbreviated header] (Completed by AIS) 

GG EADBZQZX EADNZQZX EADSZQZX 

070645 EADDYNYX 

SWEA0151 EADD 02170055 

SNOWTAM 0151 

[Aeroplane performance calculation section] 

EADD 02170055 09L 5/5/5 100/100/100 NR/NR/NR WET/WET/WET 

EADD 02170135 09R 5/2/2 100/50/75 NR/06/06 WET/SLUSH/SLUSH 

EADD 02170225 09C 2/3/3 75/100/100 06/12/12 SLUSH/WET SNOW/WET SNOW 

[Situational awareness section] 

RWY 09L SNOWBANK R20 FM CL. RWY 09R ADJ SNOWBANKS. TWY B POOR. APRON NORTH 

POOR. 

Rationale 

The GM provides a worked example of a complete information string prepared for dissemination 

and is based on provision 1.1.3.6 of ICAO Doc 9981. 

GM1 ADR.OPS.A.065(a)(18);(a)(19)   Reporting of the runway surface condition (RMT.0704) 

REPORTING OF CHEMICALLY TREATED AND LOOSE SAND 

The terms ΨCHEMICALLY TREATEDΩ and ΨLOOSE SANDΩ do not appear in the aeroplane performance 

calculation section but are used in the situational awareness section of the RCR. 

Rationale 

The GM transposes Note 3 of Standard 2.9.5 in Amendment 13-B to ICAO Annex 14. 
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AMC1 ADR.OPS.A.065(b);(c)   Reporting of the runway surface condition (RMT.0704) 

SIGNIFICANT CHANGES 

A change in the runway surface condition used in the RCR is considered significant whenever there is 

any: 

(a) change in the RWYCC; 

(b) change in the contaminant type; 

(c) change in reportable contaminant coverage according to Table 1; 

(d) change in contaminant depth according to Table 2; and 

(e) other information, for example a pilot report of runway braking action, which according to 

assessment techniques used, are known to be significant. 

Assessed per cent Reported per cent 

10-25 25 

26-50 50 

51-75 75 

76-100 100 

Table 1 τ Percentage of coverage for contaminants 

Contaminant Valid values to be 
reported 

Significant change 

STANDING WATER 04, then assessed value 3 mm  

SLUSH 03, then assessed value 3 mm  

WET SNOW 03, then assessed value 5 mm 

DRY SNOW 03, then assessed value 20 mm 

Table 2 ς Depth assessments for contaminants 

Note 1 τ For STANDING WATER, 04 (4 mm) is the minimum depth value at and above which 

the depth should be reported. From 3 mm and below, the runway third should be considered 

WET. 

Note 2 τ For SLUSH, WET SNOW and DRY SNOW, depths up to and including 3 mm should 

be reported as 03 (3 mm). 

Note 3 τ Above 4 mm for STANDING WATER and above 3 mm for SLUSH, WET SNOW and 

DRY SNOW, an assessed value should be reported and a significant change relates to the 

observed change from this assessed value. 

Rationale 

The new AMC specifies which changes in the runway surface condition are considered significant. 

The text is based on provision 1.1.3.3 of ICAO Doc 9981. 

GM1 ADR.OPS.A.065(b);(c)   Reporting of the runway surface condition (RMT.0704) 

EXAMPLE OF REPORTING DEPTH OF CONTAMINANT WHENEVER THERE IS A SIGNIFICANT CHANGE 

(a) After the first assessment of runway condition, a first RCR is generated. The initial report is: 

5/5/5 100/100/100 03/03/03 SLUSH/SLUSH/SLUSH 
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Note τ The full information string is not used in this example. 

(b) With continuing precipitation, a new RCR is required to be generated as a subsequent 

assessment reveals the depth of contamination has increased from 3 mm to 5 mm along the 

entire length of the runway and therefore a change in the RWYCC is needed. A second RCR is 

therefore created as: 

2/2/2 100/100/100 05/05/05 SLUSH/SLUSH/SLUSH 

(c) With even more precipitation, a further assessment reveals the depth of contamination has 

increased from 5 mm to 7 mm along the entire length of the runway. However, a new RCR is 

not required because the RWYCC has not changed (change in depth is less than the significant 

change threshold of 3 mm). 

(d) A final assessment of the contamination reveals that the depth has increased to 10 mm. A 

new RWYCC is required because the change in depth from the last RCR (second RWYCC), i.e. 

from 5 mm to 10 mm is greater than the significant change threshold of 3 mm. A third RCR is 

thus created as below: 

2/2/2 100/100/100 10/10/10 SLUSH/SLUSH/SLUSH 

For contaminants other than STANDING WATER, SLUSH, WET SNOW or DRY SNOW, 

the depth is not reported. The position of this type of information in the information 

string is then identified by /NR/. 

When the depth of the contaminants varies significantly within a runway third, additional 

information is to be given in the language remark part of the situational awareness section of 

the RCR. 

Rationale 

The GM provides an example of reporting the depth of contaminant whenever there is a significant 

change and is based on provision 1.1.3.4 of ICAO Doc 9981. 

AMC1 ADR.OPS.B.003   Handover of activities (RMT.0703) 

HANDOVER OF OPERATIONAL ACTIVITIES τ PERSONNEL BRIEFING 

(a) The procedures should, as a minimum: 

(1) cover the initial shift, the change of a shift within the same function (e.g. between RFFS 

personnel), the case where a task is handed over to another person within the same 

shift, and the cases where an activity is handed over between different functions (e.g. 

from maintenance to operations); 

(2) address the case where a planned activity (e.g. light maintenance) is not completed at 

the time of a planned shift change; and 

(3) allow for the preparation of both outgoing and incoming personnel. 

(b) The briefing should be face-to-face, or in a manner that allows effective two-way 

communication between the outgoing and incoming personnel, during which all task-relevant 

information necessary for the incoming personnel is provided to them, both verbally and in 

writing. 



European Union Aviation Safety Agency NPA 2018-14 

3. Proposed amendments and rationale in detail 
 

TE.RPRO.00034-008 © European Union Aviation Safety Agency. All rights reserved. ISO 9001 certified. 
Proprietary document. Copies are not controlled. Confirm revision status through the EASA intranet/internet. Page 101 of 207 

An agency of the European Union 

(c) The briefing of drivers and other operational personnel operating on the manoeuvring area 

should, as a minimum, include: 

(1) the runway(s) in use; 

(2) any significant works areas in place, or being established or removed that day; 

(3) conditions of stop bars, if applicable, that may be inoperable making a taxiway unusable 

for runway entry or crossing; and 

(4) if low-visibility procedures are in force. 

Rationale 

This AMC intends to support the implementation of the relevant proposed requirement regarding 

the need to provide operational personnel with information regarding the operational situation they 

may encounter at the handover of operational activities. Part of the AMC addresses the content of a 

relevant recommendation contained in EAPPRI. 

AMC2 ADR.OPS.B.015   Monitoring and inspection of movement area and related facilities 

(RMT.0703 & RMT.0704) 

PERSONNEL REQUIREMENTS AND PROCEDURES FOR MOVEMENT AREA INSPECTIONS 

(a) The aerodrome operator should designate the personnel responsible for carrying out 

movement area inspections. 

(b) The aerodrome operator should ensure that all vehicles on the manoeuvring area are in radio 

contact with the appropriate Aair Ttraffic Sservices either directly or through an escort. 

(c) In order to prevent runway incursions, the aerodrome operator should have procedures in 

place, which have been coordinated with the air traffic services unit, for conducting runway 

inspections, including direction of runway inspection, communication procedures, actions in 

case of radio communication or transponder failure or vehicle brake down breakdown, stop 

bars crossing, including in cases of stop bar unserviceability, runway crossings, etc. Runway 

inspections should be conducted in the opposite direction to that being used for landing or 

taking off and without interruption of the inspection, unless it is operationally impossible. The 

inspection procedures should also cater for the temporary suspension of runway operations 

to allow a full runway inspection to be carried out without interruption, and should address 

the need to effectively inspect unidirectional lights. 

(d) The aerodrome operator should ensure that personnel conducting movement area 

inspections receive training in, at least, the following areas: 

(1) aerodrome familiarisation, including aerodrome markings, signs, and lighting; 

(2) Aerodrome Manual; 

(3) Aerodrome Emergency Plan; 

(4) Notice to Airmen (NOTAM) notification initiation procedures; 

(5) aerodrome driving rules; 

(6) procedures of for radiotelephony, phraseology and ICAO phonetic alphabet; 
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(7) aerodrome inspection procedures and techniques; and 

(8) procedures for reporting inspection results and observations; 

(9) air traffic control procedures on the movement area; and 

(10) low-visibility procedures. 

(e) Personnel conducting runway surface condition assessments, in addition to the training 

specified in point (d) above, should receive training in, at least, the following areas: 

(1) completion of/initiation procedures for RCR; 

(2) type of runway contaminants and reporting; 

(3) assessment and reporting of runway surface friction characteristics; 

(4) use, calibration and maintenance of runway friction measurement device, where 

applicable; and 

(5) awareness of uncertainties related to point (4) above. 

Rationale 

The amendment to point (c) intends to reinforce the required coordination between the aerodrome 

operator and the air traffic services unit. Moreover, the current AMC is amended to clarify the 

direction in which runway inspections should be conducted, and that the relevant procedures should 

take into account the case of transponder failure, apart from the case of radio communication 

failure. In addition, the amended AMC deals with the case of non-interruption of the inspection, as a 

means to improve the effectiveness of the inspections and the provision of an operational 

environment where a runway incursion is less probable. Finally, the amendment addresses the need 

for the establishment of specific procedures for the case of stop bar unserviceability in accordance 

with the rules of the air (SERA).  

The intent of proposed change is to clarify these situations, taking also into account the relevant 

content of EAPPRI recommendations. 

The revision of point (d) and the addition of the new point (e) aim to update the training syllabus to 

reflect the changes in Attachment A, point 6.8 of ICAO Annex 14 Amendment 13-B. The training 

syllabus is divided in two parts. The first part, point (d), defines the training for personnel conducting 

movement area inspections, while point (e) refers to the training of the personnel conducting 

runway surface condition assessments. 

GM2 ADR.OPS.B.015   Monitoring and inspection of movement area and related facilities 

(RMT.0703) 

VISUAL AIDS INSPECTION 

(a) Flight checks of visual aids 

Flight checks of approach and runway lighting systems should be carried out to ensure the pattern is 

correct and the lights are working, whenever a new system is commissioned, or after a major 

maintenance, and at least annually. The opportunity should also be taken to identify any confusing, 

or misleading lights in the aerodrome surroundings. 
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(b) Ground checks of visual aids 

Photometric testing of runway lighting and approach lighting that is accessible with the equipment 

to be used, should be carried out in a targeted manner aimed at maintaining high levels of 

serviceability. The regularity of testing should be adjusted to achieve the target level of serviceability 

applicable to the service being tested. 

Rationale 

GM2 ADR.OPS.B.015 (Monitoring and inspection of movement area and related facilities) is deleted, 

and its content is amended and included in AMC2 ADR.OPS.C.015 (b);(f) (Visual aids and electrical 

systems) and GM1 ADR.OPS.C.015(b);(f) (Visual aids and electrical systems) because the content of 

the GM was not relevant to the content of the relevant requirement it served, but rather related to 

the maintenance programme of the visual aids.  

AMC1 ADR.OPS.B.016(a)(1)   Foreign object debris control programme (RMT.0703) 

FOD PREVENTION τ GENERAL 

The FOD control programme should be actively supported by the senior management of the 

aerodrome operator and of the other organisations operating or providing services at the 

aerodrome. The aerodrome operator should designate an individual within the aerodrome 

organisation to manage the aerodroƳŜΩǎ Ch5 ŎƻƴǘǊƻƭ ǇǊƻƎǊŀƳƳŜΦ  

F0D PREVENTION τ PERSONNEL AWARNESS 

(a) Personnel should be kept aware through appropriate activities of the existence of the FOD 

control programme, and should be actively encouraged to identify and report potential FOD 

hazards, act to remove observed FOD, and propose solutions to mitigate related safety risks.  

FOD PREVENTION τ TRAINING 

(b) The FOD training programme should aim at increasing the personnel awareness of the causes 

and effects of FOD damage and to promote their active participation in eliminating FOD during 

the performance of daily work routines.  

A FOD training programme should cover the following areas:  

(1)  safety of personnel and passengers as they relate to FOD;  

(2)  overview of the FOD control programme in place at the aerodrome;  

(3)  causes and principal contributing factors of FOD creation;  

(4)  the consequences of ignoring FOD, and/or the incentives for preventing FOD;  

(5)  practisƛƴƎ ΨŎƭŜŀƴ-as-you-ƎƻΩ ǿƻǊƪ Ƙŀōƛǘǎ ŀƴŘ ǘƘŜ ƎŜƴŜǊŀƭ ŎƭŜŀƴƭƛƴŜǎǎ ŀƴŘ ƛƴǎǇŜŎǘƛƻƴ 

standards of work areas;  

(6)  FOD detection procedures, including the proper use of detection technologies (if 

applicable);  

(7)  requirements and procedures for the regular inspection and cleaning of movement 

areas;  

(8)  FOD removal procedures;  
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(9)  proper care, use, and stowage of material and component or equipment items used 

around aircraft while in servicing, maintenance or on aerodrome surfaces;  

(10)  control of debris in the performance of work assignments; 

(11)  control over personal items and equipment;  

12)  proper control/accountability and care of tools and hardware;  

(13)  how to report FOD incidents or potential incidents; and  

(14)  continuous vigilance for potential sources of hazardous FOD. 

Rationale 

The proposed AMC supports the implementation of the FOD control programme with respect to 

training. The content of the proposal is based on the work done in the context of the review of ICAO 

Doc 9981, and the FAA 150/5210-24 (Airport Foreign Object Debris Management). 

AMC1 ADR.OPS.B.016(b)(2)   Foreign object debris control programme (RMT.0703) 

FOD PREVENTION τ MEASURES 

The aerodrome operator should identify activities that may be associated with the generation of 

FOD, as well as measures that should be taken in order to prevent this from happening.  

Rationale 

The proposed AMC details the actions that need to be undertaken with regard to the identification 

of sources generating FOD. The content of the proposal is based on the work done in the context of 

the review of ICAO Doc 9981, and the FAA 150/5210-24 (Airport Foreign Object Debris 

Management). 

GM1 ADR.OPS.B.016(b)(2)   Foreign object debris control programme (RMT.0703) 

FOD PREVENTION τ MEASURES 

FOD may be produced by many activities and may be generated by personnel, aerodrome 

infrastructure (pavements, lights and signs), the environment (e.g. wind, heavy rain), aircraft, 

vehicles, or other equipment operating at the aerodrome. The elements below have the potential to 

become sources of FOD on an aerodrome.  

(a) Aircraft servicing and maintenance activities 

During the activities related to the aircraft servicing, various types of FOD may be generated 

and be left or transferred on the apron, service roads, and other operational areas. Such items 

may include small luggage parts, cabin waste, plastic or metallic items, etc. FOD may also be 

generated by vehicles or the equipment that operate in these areas. To control this type of 

FOD, measures may include securing and removing cabin waste from the aircraft stand. 

Similarly, during aircraft maintenance, FOD may be generated either in the form of waste or 

small items inadvertently left on the apron such as rivets, bolts, tools etc. Procedures to 

address this may include measuring of tools, use of toolboxes, checklists, removal of waste 

produced upon the completion of the maintenance activities, etc.  
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Inspection of the aircraft stand or other areas that may have been used for aircraft servicing 

or maintenance, before and after the departure of the aircraft is an effective measure. The 

secure installation of suitable FOD bins, in appropriate locations, for depositing FOD is also an 

effective preventive measure. 

(b) Cargo areas 

In a cargo area, there is a high potential for blowing debris such as cargo strapping and plastic 

sheeting. Procedures to contain such debris, possibly by installing (and monitoring) catch 

fencing where appropriate, may help to control the environment. FOD trapped by such fences 

should be removed regularly. 

(c) Construction activities 

During construction activities many material (rocks, tools, vehicle parts, etc.) have the 

potential to become FOD if transferred by vehicles, weather phenomena, etc. on the 

movement area or other operational areas. For this reason, specific FOD prevention 

procedures should be established and employed for each construction project. These 

procedures should be based on the proximity of the construction activities to the movement 

area and other operational areas, but in general should stress containment and regular 

cleaning of construction debris.  

Aerodrome pre-construction planning should include means for controlling and containing 

FOD generated by the construction. This is especially true in high-wind environments where 

debris is more likely to become airborne.  

The designated routes of construction vehicles on the movement area should be planned so 

as to avoid or minimise crossing in critical areas of aircraft operations. If high-risk crossings 

cannot be avoided, subsequent provisions such as an increased frequency of FOD inspections 

could be implemented.  

Contractors should fully understand and comply with the requirements regarding the control 

and removal of FOD. To facilitate compliance with these requirements, the aerodrome 

operator may consider drafting FOD control guidance for all construction projects taking place 

within the movement area or nearby areas. Standard and project-specific FOD measures 

include:  

(1) requiring contractors to cover all loads;  

(2) requiring contractors to secure any loose items that could easily blow away or control 

dust through spraying of water;  

(3) ensuring the proper functioning of storm drains throughout the construction;  

(4) specifying whether any mechanical FOD removal devices will be required;  

(5) specifying how monitoring for FOD hazards will be accomplished; and  

(6) requirements for inspecting and removing FOD from tyres prior to traversing 

operational areas.  

(d) Aerodrome maintenance operations  



European Union Aviation Safety Agency NPA 2018-14 

3. Proposed amendments and rationale in detail 
 

TE.RPRO.00034-008 © European Union Aviation Safety Agency. All rights reserved. ISO 9001 certified. 
Proprietary document. Copies are not controlled. Confirm revision status through the EASA intranet/internet. Page 106 of 207 

An agency of the European Union 

Mowing and other maintenance operations routinely disturb the vegetation and soil in areas 

adjacent to those travelled by aircraft. Procedures to remove this debris, such as the use of an 

assigned aerodrome sweeper or personnel on foot using shovels to repair vegetation and soil, 

should be implemented.  

Aerodrome lighting, pavement, and marking maintenance operations may generate 

concrete/asphalt debris as well as increase the potential for dropped repair parts, tools, and 

other items stored on the maintenance vehicles. Corrective procedures may include the use of 

aerodrome sweepers and the inspection of the worksite after maintenance is completed.  

(e) Pavements and other aerodrome surfaces may be prone to generating FOD.  

(1) Pavements  

(i) Deteriorating or redundant pavements can exhibit spalling or cracks. For 

example, pieces of concrete can break loose from pavements or FOD can develop 

from fatigue corner cracks.  

(ii) The service roads that cross taxiways may generate FOD from the vehicles using 

them, especially in the case of construction operations.  

(iii) Special attention should be paid to the cleaning of cracks and pavement joints.  

(iv) Asphalt and concrete pavements may be the most common source of FOD on an 

aerodrome; therefore, effective pavement maintenance practices are important 

for the prevention of FOD.  

(2) Other aerodrome surfaces  

Grass areas and ditches may collect and hold large amounts of light debris such as 

paper, cardboard, plastic and various containers that can originate from terminal 

aprons, cargo ramps and hangar ramps. This debris can blow back into areas used by 

aircraft unless collected in a timely manner.  

Unpaved areas adjacent to pavements may require stabilisation, as appropriate, to 

prevent FOD from jet wash.  

FOD fences may collect debris on windy days. This FOD should be collected before the 

wind increases or changes direction and the debris blows back on to areas used by 

aircraft. 

Rationale 

The proposed GM provides information regarding FOD prevention. The content of the proposal is 

based on the work done in the context of the review of ICAO Doc 9981, and the FAA 150/5210-24 

(Airport Foreign Object Debris Management). 

AMC1 ADR.OPS.B.016(b)(3)   Foreign object debris control programme (RMT.0703) 

FOD DETECTION 

The aerodrome operator should establish procedures for FOD detection to be included in the 

aerodrome manual. The procedures should be coordinated with the air traffic services provider and 

should: 
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(a) ensure that FOD detection is part of the established inspection schedule of the movement 

area, and that additional inspections are carried out in construction areas, and immediately 

after any aircraft or vehicle accident or incident, as well as following any material spill; 

(b) ensure that an inspection of an aircraft stand is carried out prior to the arrival and departure 

of an aircraft, in order to detect and remove any FOD present; 

(c) ensure that cabin waste is properly secured and removed from the aircraft, and any waste 

from aircraft maintenance activities is removed upon completion of the activities; 

(d) ensure that FOD detection is performed in a timely manner and that it includes the 

identification of the FOD source and its location; 

(e) ensure that aerodrome personnel are notified to remove detected FOD from the manoeuvring 

area, and describe how the air traffic services provider is notified to take appropriate action; 

and 

(f) describe clearly when runway or taxiway operations have to be suspended, and the 

coordination required with the air traffic services provider. 

Rationale 

The proposed AMC details the actions that need to be undertaken with regard to FOD detection. The 

content of the proposal is based on the work done in the context of the review of ICAO Doc 9981, 

and the FAA 150/5210-24 (Airport Foreign Object Debris Management). 

GM1 ADR.OPS.B.016(b)(3)   Foreign object debris control programme (RMT.0703) 

FOD DETECTION 

In addition to the standard ƛƴǎǇŜŎǘƛƻƴǎΣ ǇŜǊǎƻƴƴŜƭ ƻƴ ǘƘŜ ƳƻǾŜƳŜƴǘ ŀǊŜŀ ǎƘƻǳƭŘ ŜƳǇƭƻȅ ŀ ΨŎƭŜŀƴ-as-

you-ƎƻΩ ǘŜŎƘƴƛǉǳŜΣ ōȅ ƭƻƻƪƛƴƎ ŦƻǊ Ch5 ŘǳǊƛƴƎ ǘƘŜ ŎƻǳǊǎŜ ƻŦ ǘƘŜƛǊ ǊŜƎǳƭŀǊ ŘǳǘƛŜǎΦ ²ƘŜƴ ƛƴǎǇŜŎǘƛƻƴǎ 

occur at night, after the runway is closed or before the runway is opened, additional lights/lighting 

systems on vehicles are beneficial to better detect FOD.  

When possible, vehicles should only be driven on clean, paved surfaces. If a vehicle needs to be 

drƛǾŜƴ ƻƴ ǳƴǇŀǾŜŘ ǎǳǊŦŀŎŜǎΣ ǘƘŜ ŘǊƛǾŜǊ ǎƘƻǳƭŘ ŜƴǎǳǊŜ ǘƘŀǘ ǾŜƘƛŎƭŜΩǎ ǘyres do not transport FOD (e.g. 

mud or loose stones) back onto the pavement.  

Encouraging the participation of the personnel of other organisations such as air operators, ground 

handling companies, air traffic providers in inspections may reinforce the concept that FOD control is 

ŀ ǘŜŀƳ ŜŦŦƻǊǘ ŀƴŘ ŘŜƳƻƴǎǘǊŀǘŜǎ ǘƘŜ ŀŜǊƻŘǊƻƳŜ ƻǇŜǊŀǘƻǊΩǎ ŎƻƳƳƛǘƳŜƴǘ ǘƻ ŀ Ch5-free environment. 

This practice may help increase familiarity with local aerodrome conditions, and promotes effective 

communication between the aerodrome operator and its stakeholders.  

Rationale 

The proposed GM provides information regarding FOD detection. The content of the proposal is 

based on the work done in the context of the review of ICAO Doc 9981, and the FAA 150/5210-24 

(Airport Foreign Object Debris Management). 
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AMC1 ADR.OPS.B.016(b)(4)   Foreign object debris control programme (RMT.0703) 

FOD REMOVAL  

Detected FOD should be removed as soon as possible after detection. FOD removal should be 

included in the tasks of all personnel operating on the aerodrome.  

Designated FOD containers should be visibly placed on the apron for the storage of debris. The FOD 

containers should be well marked, properly secured, and frequently emptied. 

Rationale 

The proposed AMC details the actions that need to be undertaken with regard to FOD removal. The 

content of the proposal is based on the work done in the context of the review of ICAO Doc 9981, 

and the FAA 150/5210-24 (Airport Foreign Object Debris Management). 

GM1 ADR.OPS.B.016(b)(4)   Foreign object debris control programme (RMT.0703) 

FOD REMOVAL 

FOD may be removed either manually or by using mechanical equipment, such as sweepers, vacuum 

systems, jet air blowers, magnetic bars, etc. 

Suggested locations for FOD containers include: near all entry points to the apron area, in hangars, 

aircraft maintenance areas, near aircraft stands and baggage areas. Clearly identified FOD storage 

locations increase the likelihood that collected debris will be deposited by personnel.  

Rationale 

The proposed GM provides information regarding methods for FOD removal. The content of the 

proposal is based on the work done in the context of the review of ICAO Doc 9981, and the FAA 

150/5210-24 (Airport Foreign Object Debris Management). 

AMC1 ADR.OPS.B.016(b)(5)   Foreign object debris control programme (RMT.0703) 

FOD ANALYSIS τ CONTINUOUS IMPROVEMENT 

(a) All FOD identified and collected on the aerodrome should be recorded, analysed and 

evaluated. When needed, an investigation should be carried out to identify the source of the 

FOD. The sources of FOD, including its location and the activities generating FOD on the 

aerodrome, should be identified, recorded and analysed to identify trends and problem areas 

as well as to focus the efforts of the FOD control programme. Relevant records, including of 

the actions taken, should be maintained. 

(b) The FOD control programme should be periodically reviewed to assess and continually 

improve its effectiveness, and updated based on the feedback received, data analysis and 

trends identified through the evaluation of FOD collected at the aerodrome.  

Rationale 

The proposed AMC details the actions that need to be taken with regard to the need to analyse the 

FOD in order to address its source and improve the programmeΩǎ ŜŦŦŜŎǘƛǾŜƴŜǎǎΦ ¢ƘŜ ŎƻƴǘŜƴǘ ƻŦ ǘƘŜ 

proposal is based on the work done in the context of the review of ICAO Doc 9981, and the FAA 

150/5210-24 (Airport Foreign Object Debris Management). 
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GM1 ADR.OPS.B.016(b)(5)   Foreign object debris control programme (RMT.0703) 

FOD REPORTING  

As FOD may be composed of different material, when reporting, a proper description should be 

made to allow for the proper identification of the FOD source areas, as well as for the appropriate 

mitigation measures to be taken.  

FOD may include the following: 

(a) aircraft and engine fasteners (nuts, bolts, washers, safety wire, etc.); 

(b) aircraft parts (fuel caps, landing gear fragments, oil sticks, metal sheets, trapdoors, and tyre 

fragments); 

(c) ƳŜŎƘŀƴƛŎǎΩ ǘƻƻƭǎΤ 

(d) catering supplies; 

(e) personal items (personnel badges, pens, pencils, luggage tags, drink cans, etc.); 

(f) apron items (paper and plastic debris from catering and freight pallets, luggage parts, and 

debris from ramp equipment); 

(g) runway and taxiway materials (concrete and asphalt chunks, rubber joint materials, and paint 

chips); 

(h) construction debris (pieces of wood, stones, fasteners and miscellaneous metal objects); 

(i) plastic and/or polyethylene materials; 

(j) natural materials (plant fragments, inanimate wildlife and volcanic ash); and 

(k) contaminants from winter conditions (e.g. ice). 

Rationale 

The proposed GM provides information regarding the way that FOD reporting should be done, in 

order to improve its effectiveness. The content of the proposal is based on the work done in the 

context of the review of ICAO Doc 9981, and the FAA 150/5210-24 (Airport Foreign Object Debris 

Management). 

AMC1 ADR.OPS.B.025   Operation of vehicles (RMT.0703) 

TRAINING PROGRAMME 

(a) Depending upon the scale and complexity of the aerodrome and the individual requirements 

of the driver, the training programme should take into account the following main areas: 

(1) a generic airside vehicle driver training programme which covers operational safety of 

operating vehicles and equipment in close proximity to aircraft on the movement area, 

such as runways, taxiways, aprons, stands, airside roads, and areas adjacent to the 

movement area; 

(2) specific training on the vehicle or equipment, e.g. car, tug, high loader, coach; 



European Union Aviation Safety Agency NPA 2018-14 

3. Proposed amendments and rationale in detail 
 

TE.RPRO.00034-008 © European Union Aviation Safety Agency. All rights reserved. ISO 9001 certified. 
Proprietary document. Copies are not controlled. Confirm revision status through the EASA intranet/internet. Page 110 of 207 

An agency of the European Union 

(3) additional training on the hazards associated with runways and taxiways, and in the 

correct use of RTF and standard phraseology should be received by drivers required to 

operate on the manoeuvring area. 

(b) An aerodrome operator should establish a system for issuing movement area driving 

authorisations, and the conditions of their renewal. 

AMC2 ADR.OPS.B.025   Operation of vehicles (RMT.0703) 

MOVEMENT AREA DRIVING TRAINING 

The training for driving on the movement area should include the following: 

(a) the geography of the aerodrome; 

(b) aerodrome signs, markings and lights; and 

(c) radiotelephone operating procedures if the duties require to drive on the manoeuvring area; 

(d) terms and phrases used in aerodrome control, including the ICAO spelling alphabet, if the 

duties require interaction with aerodrome control; 

(e) rules of air traffic services as they relate to ground operations; 

(f) aerodrome rules and procedures; 

(g) low visibility procedures; and 

(h) specialist functions as required, for example, in rescue and firefighting. 

GM1 ADR.OPS.B.025   Operation of vehicles (RMT.0703) 

GRANT, SUSPENSION OR REVOCATION OF AN AIRSIDE DRIVING AUTHORISATION 

(a) The aerodrome operator should grant an airside driving authorisation to persons provided 

that: 

(1) their tasks involve driving on the movement area; 

(2) they hold a State driving license or any other driving license recognised by the State; 

(3) they hold a special State driving license if their duties involve the operation of a 

specialised vehicle; 

(4) they meet the medical criteria according to the National Legislation; 

(5) they hold a State Radiotelephony Operating License, or have a specific training on 

radiotelephony if their duties involve driving on the manoeuvring area; 

(6) they have successfully completed an airside driving theoretical course, and passed the 

written exams; 

(7) they have successfully demonstrated competency, as appropriate, in: 

(i) the operation, or use of vehicle transmit/receive equipment; 

(ii) understanding and complying with air traffic control and local procedures; 

(iii) vehicle navigation on the aerodrome; and 
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(iv) special skills required for the particular function. 

(b) The airside driving authorisation should be valid for a limited period of time, and renewed 

thereafter, provided that the driver has successfully completed a refresher training course, 

and meets the requirements (a)(1)ς(a)(4) above; 

(c) The aerodrome operator could suspend or revoke an airside driving authorisation when the 

person: 

(1) does not fulfil the requirements stated in (a) (1)ς(a)(4); 

(2) has repeatedly been reported to violate movement area driving rules; and 

(3) has been proved to drive under the effect of alcohol or drugs. 

(d) It is not necessary that all operators be trained at the same level. for example, operators 

whose functions are restricted to the apron. For the same reason, the aerodrome operator 

could establish different types of driving authorisations, e.g. one class for driving at the apron, 

and another one for the manoeuvring area which may also have different validity periods. 

GM2 ADR.OPS.B.025   Operation of vehicles (RMT.0703) 

DEVELOPMENT OF A FRAMEWORK FOR A VEHICLE DRIVER TRAINING PROGRAMME 

AIRSIDE VEHICLE DRIVER 

The following elements could be considered when developing programs and knowledge 

requirements for an airside vehicle driver training programme: 

(a) Airside driving permit (ADP) 

(1) the issuing authority, the validity of the permit in terms of time, conditions of use, and 

its transferability; 

(2) ownership of the permit and control, and audit of permit issue; 

(3) local enforcement, and driving offence procedures; and 

(4) relationship to State driver licensing system. 

(b) National legislation and regulation 

(1) government/State regulations related to general vehicle driving licenses; 

(2) State/regional/local government requirements; and 

(3) national aviation safety authority requirements/guidance for driving airside. 

(c) Aerodrome regulations and requirements 

(1) rules of the air, and ATC procedures applicable to aerodromes as they relate to vehicles, 

particularly rights of way; 

(2) specific aerodrome regulations, requirements, and local instructions; 

(3) local methods used to disseminate general information, and instructions to drivers; and 

(4) local methods used to disseminate information regarding works in progress. 

(d) Personal responsibilities 
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(1) agreed national or aerodrome requirements concerning fitness to drive (medical and 

health standards); 

(2) issue and use of personal protective equipment, such as high visibility clothing and 

hearing protection; 

(3) general driving standards; 

(4) no-smoking/no-drinking requirements airside; 

(5) responsibilities with respect to foreign object debris and fuel/oil spillage; and 

(6) the responsibility to ensure that a vehicle is suitable for the task, and is used correctly. 

(e) Vehicle standards 

(1) condition and maintenance standards agreed at the aerodrome, and/or national level; 

(2) the requirement to display obstruction lights and company insignia; 

(3) the requirement for, and content of, daily vehicle inspections; 

(4) agreed standards of aerodrome and company vehicle fault reporting and rectification; 

and 

(5) local requirements for the issue and display of airside vehicle permits. 

(f) General aerodrome layout 

(1) the general geography of the local aerodrome; 

(2) aviation terminology used such as runway, taxiway, apron, roads, crossings, runway-

holding points; 

(3) all aerodrome signs, markings and lighting for vehicles and aircraft; 

(4) specific reference to signs, markings and lighting used to guard runways, and critical 

areas; and 

(5) specific reference to any controlled/uncontrolled taxiway crossing procedures. 

(g) Hazards of general airside driving 

(1) speed limits, prohibited areas, and no parking regulations; 

(2) the danger zones around aircraft; 

(3) engine suction/ingestion and blast, propellers, and helicopters; 

(4) aircraft refuelling; 

(5) foreign object debris and spillages; 

(6) vehicle reversing; 

(7) staff and passengers walking across aprons; 

(8) air bridges and other services such as fixed electrical ground power; 

(9) the general aircraft turnaround process; 

(10) aircraft emergency stop and fuel cut-off procedures; 
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(11) hazardous cargo; 

(12) local vehicle towing requirements; 

(13) requirements for driving at night; and 

(14) requirements for driving in adverse weather conditions, particularly low visibility. 

(h) Local organisations 

(1) the role of the aerodrome operator in setting and maintaining standards; 

(2) the national aviation safety authority and its responsibilities; 

(3) the national and/or local police, and their involvement with airside driving; and 

(4) other enforcement authorities dealing with vehicles, driving, health, and safety. 

(i) Emergency procedures 

(1) actions and responsibilities in a crisis situation (any accident or significant incident 

occurring on the aerodrome); 

(2) action in the event of a vehicle accident; 

(3) specific action in the event of a vehicle striking an aircraft; 

(4) action in the event of fire; 

(5) action in the event of an aircraft accident/incident; and 

(6) action in the event of personal injury. 

(j) Communications 

(1) radio procedures and phraseologies to be used if applicable; 

(2) light signals used by ATC; 

(3) procedures to be used by vehicle drivers if lost or unsure of position; 

(4) local emergency telephone numbers; and 

(5) how to contact the local aerodrome safety unit. 

(k) Practical training (visual familiarisation 

(1) airside service roads, taxiway crossings, and any restrictions during low visibility; 

(2) aprons and stands; 

(3) surface paint markings for vehicles and aircraft; 

(4) surface paint markings that delineate the boundary between aprons and taxiways; 

(5) signs, markings and lighting used on the taxiway that indicate the runways ahead; 

(6) parking areas and restrictions; 

(7) speed limits and regulations; and 

(8) hazards during aircraft turnarounds and aircraft movements. 

MANOEUVRING AREA VEHICLE DRIVER 
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(a) All drivers expected to operate on the manoeuvring area of the aerodrome should obtain an 

ADP covering the programme above. Any driver expected to drive on the manoeuvring area 

should, also, obtain an agreed period of experience in general airside driving before training to 

operate on the manoeuvring area. 

(b) All drivers should be trained initially and be provided with refresher training regularly, with 

particular additional emphasis on the following areas: 

(1) Aerodrome regulations and requirements 

(i) air traffic control rules, right of way of aircraft; 

(ii) the definition of movement areas, manoeuvring areas, aprons, stands; and 

(iii) methods used to disseminate information regarding works in progress. 

(2) Air traffic control 

(i) the aerodrome control function and area of responsibility; 

(ii) the ground movement control function and area of responsibility; 

(iii) normal and emergency procedures used by ATC relating to aircraft; 

(iv) ATC frequencies used and normal handover/transfer points for vehicles; 

(v) ATC call signs, vehicle call signs, phonetic alphabet, and standard phraseology; 

and 

(vi) demarcation of responsibilities between ATC and apron control if applicable 

(3) Personal responsibilities 

(i) fitness to drive with particular emphasis on eyesight and colour perception; 

(ii) correct use of personal protective equipment; 

(iii) responsibilities with respect to foreign object debris; and 

(iv) responsibilities with respect to escorting other vehicles on the manoeuvring area. 

(4) Vehicle standards 

(i) responsibility for ensuring the vehicle used is fit for the purpose and task; 

(ii) requirements for daily inspection prior to operating on the manoeuvring area; 

(iii) particular attention to the display of obstruction and general lights; and 

(iv) serviceability of all essential communications systems with ATC and base 

operations. 

(5) Aerodrome layout 

(i) particular emphasis on signs, markings and lighting used on the manoeuvring 

area; 

(ii) special emphasis on signs, markings and lighting used to protect the runway; 

(iii) description of equipment essential to air navigation such as instrument landing 

systems (ILS); 



European Union Aviation Safety Agency NPA 2018-14 

3. Proposed amendments and rationale in detail 
 

TE.RPRO.00034-008 © European Union Aviation Safety Agency. All rights reserved. ISO 9001 certified. 
Proprietary document. Copies are not controlled. Confirm revision status through the EASA intranet/internet. Page 115 of 207 

An agency of the European Union 

(iv) description of protected zones related to ILS antenna; 

(v) description of ILS protected areas, and their relation to runway-holding points; 

(vi) description of runway instrument/visual strip, cleared and graded area; and 

(vii) description of lighting used on the manoeuvring area with particular emphasis on 

those related to low visibility operations. 

(6) Hazards of manoeuvring area driving 

(i) engine suction/ingestion and blast, vortex, propellers, and helicopter operations; 

(ii) requirements for driving at night; 

(iii) requirements for operations in low visibility and other adverse weather 

conditions; 

(iv) procedures in the event of a vehicle or radio becoming unserviceable while on 

the manoeuvring area; and 

(v) right of way of aircraft, towed aircraft, and rescue and fire fighting vehicles in an 

emergency. 

(7) Emergency procedures 

(i) actions to be taken in the event of a vehicle accident/incident; 

(ii) actions to be taken in the event of an aircraft accident/incident; 

(iii) actions to be taken if foreign object debris or other debris is found on runways 

and taxiways 

(iv) procedures to be used by vehicle drivers if lost or unsure of their position; and 

(v) local emergency telephone numbers. 

(8) Aircraft familiarisation 

(i) knowledge of aircraft types and ability to identify all types normally operating at 

the aerodrome; 

(ii) knowledge of airline call signs; and 

(iii) knowledge of aircraft terminology relating to engines, fuselage, control surfaces, 

undercarriage, lights, vents, etc. 

(9) Practical training (visual familiarisation) 

(i) all runways (including access and exit routes), holding areas, taxiways and aprons; 

(ii) all signs, surface markings and lighting associated with runways, holding 

positions, CAT I, II, and III operations; 

(iii) all signs, surface markings and lighting associated with taxiways; 

(iv) specific markings that demarcate the boundary between aprons and 

manoeuvring areas; 
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(v) navigation aids such as ILS, protected area, antenna, RVR equipment, and other 

meteorological equipment; 

(vi) hazards of operating around aircraft landing, taking off or taxiing; and 

(vii) any locally used naming convention for particular areas or routes. 

RADIOTELEPHONY 

All drivers of vehicles operating on the manoeuvring area should be expected to display a high 

degree of competence with respect to the use of RTF phraseology and ICAO language requirements 

for air ground radiotelephony communications. Emphasis should be placed on the following areas: 

(a) Hierarchy of message priority 

Message priorities, an understanding of distress, alerting, control and information messages. 

(b) Phonetic alphabet 

Correct pronunciation of letters, words, and numbers. 

(c) Standard phraseology 

(1) emphasis on the need for drivers to use standard phraseology; and 

(2) ǘƘŜ ƴŜŜŘ ŦƻǊ Ŏŀǳǘƛƻƴ ǿƛǘƘ ŎŜǊǘŀƛƴ ǇƘǊŀǎŜǎ ǎǳŎƘ ŀǎ ΨŎƭŜŀǊŜŘΩ ŀƴŘ ΨƎƻ ŀƘŜŀŘΩΦ 

(d) Call signs for aircraft, ATC, and vehicles 

(1) an understanding of terminology and acronyms used by ATC and pilots; 

(2) knowledge of the airline call signs used at the aerodrome; and 

(3) knowledge of vehicle call signs, and that they should be appropriate to their function 

όŜΦƎΦ ΨhǇŜǊŀǘƛƻƴǎΩΣ ΨCƛǊŜΩΣ Ψ9ƴƎƛƴŜŜǊΩύ ŀƴŘ ƴǳƳōŜǊŜŘ ǿƘŜƴ ƳƻǊŜ ǘƘŀƴ ƻƴŜ ǾŜƘƛŎƭŜ ƛǎ ǳǎŜŘ 

όŜΦƎΦ ΨCƛǊŜ нΩύΦ 

(e) Read back procedures 

The need for vehicle drivers to use standard readback, in the same manner as pilots, for instructions 

ǎǳŎƘ ŀǎ ΨŜƴǘŜǊκŎǊƻǎǎ ǘƘŜ ǊǳƴǿŀȅΩΣ ŀƴŘ ƛŦ ŎƻƴŘƛǘƛƻƴŀƭ ŎƭŜŀǊŀƴŎŜǎ ŀǊŜ ǳǎŜŘΦ 

(f) Readability scale 

Understanding and use of the readability scale from 1 to 5. 

(g) Lost or uncertain of position 

Understanding of local procedures for vehicle drivers lost or uncertain of their position on the 

manoeuvring area. 

(h) Vehicle breakdown 

(1) local procedure for vehicle breakdown on runways and taxiways; and 

(2) procedure for notifying ATC of vehicle failure. 

(i) Radio failure 

(1) understanding of the local procedure if radio failure occurs while on the runway or 

taxiway; and 
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(2) understanding of the light signals that can be used by ATC to pass instructions to 

vehicles. 

(j) Transmitting techniques and use of RTF 

(1) understanding the reasons for listening out prior to transmitting; 

(2) use of standard phraseology and ICAO air-ground radiotelephony communications 

procedures; 

(3) words and sounds to be avoided; 

(4) correct positioning of microphones to avoid voice distortion; 

(5) ŀǾƻƛŘŀƴŎŜ ƻŦ ΨŎƭƛǇǇŜŘΩ transmissions; 

(6) awareness of regional accents and variations of speech; and 

(7) speed of delivery of RTF phraseology. 

(k) Portable radios 

(1) correct use of radios; 

(2) effective range and battery life; 

(3) screening/shielding effects on the aerodrome; and 

(4) use of correct call signs, either related to a vehicle or a person. 

(l) Safety while using radios 

(1) local instructions regarding the use of portable radios and hand-held microphones while 

driving a vehicle; and 

(2) local instructions on the use of mobile telephones while operating airside. 

GENERAL CONSIDERATIONS 

(a) All three training programmes should consist of two main parts, the first being the theoretical 

part which should include the use of prepared presentations, maps, diagrams, videos, 

booklets and checklists as appropriate. The second part should involve practical training and 

visual familiarisation on the aerodrome with a suitably trained person. This practical tuition 

will take time depending upon the complexity of the aerodrome. 

(b) Where the responsibility for vehicle driver training (apron and manoeuvring area) and RTF 

training is delegated to a third-party provider, the aerodrome management should institute a 

programme of audits, as part of its safety management system, to ensure that agreed 

standards are being maintained. 

(c) The framework for a vehicle driver training programme outlined above is intended only as a 

ƎǳƛŘŜΣ ŀƴŘ ƛǎ ōŀǎŜŘ ƻƴ ŎǳǊǊŜƴǘ ΨƎƻƻŘ ǇǊŀŎǘƛŎŜΩΦ Lǘ ƛǎ ƛƴŎǳƳōŜƴǘ ƻƴ ŀŜǊƻŘǊƻƳŜ ƻǇŜǊŀǘƻǊǎ ǘƻ 

regularly review their vehicle driver training programmes against programmes and 

documentation available across the industry. 
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Rationale 

ADR.OPS.B.025 (Operation of vehicles) has been replaced by ADR.OPS.B.025 (Authorisation of 

vehicle drivers), so the related AMC & GM are deleted and new ones are introduced below. 

GM1 ADR.OPS.B.025(a)(1)   Authorisation of vehicle drivers (RMT.0703) 

GENERAL 

Driving authorisations are meant to be issued only to persons whose functions and tasks require the 

driving of a vehicle on the movement area or other operational areas of the aerodrome.  

Driving authorisations cover all types of activities that involve driving in these areas, including but 

not limited to, aerodrome operations and maintenance, ground handling, security, aircraft 

maintenance, etc. The identity of the organisation with which a driver is associated (e.g. private 

entity, State entity) is not considered relevant.  

The number of persons authorised to drive on the manoeuvring area, and particularly on runways, 

should be limited to the minimum required in order to minimise the risk of runway incursions and 

should be reviewed periodically.  

Rationale 

This GM explains the intent of the relevant requirement and the activities it concerns, taking into 

account ICAO Doc 9870 and the content of the EAPPRI. 

AMC1 ADR.OPS.B.025(b)   Authorisation of vehicle drivers (RMT.0703) 

TRAINING OF DRIVERS τ GENERAL 

(a) The training programme that drivers need to follow should depend on the areas where they 

need to be operating. The following two training programmes should be developed: 

(1) General driving training programme 

This training should cover the needs of all drivers operating on the apron area and other 

operational areas of the aerodrome. The successful completion of this training grants a 

driver the right to operate unescorted a vehicle on aprons and other operational areas 

of the aerodrome, except on the manoeuvring area. 

(2) Manoeuvring area training programme  

This training should cover the additional, specific needs of the drivers who will be 

operating on the manoeuvring area. A driver is granted the right to operate unescorted 

on the manoeuvring area subject to the: 

(a) provisions of AMC3 ADR.OPS.B.025(b) and ADR.OPS.B.025(c);  

(b) the successful completion of the general driving training programme; and  

(c) the successful completion of the manoeuvring area training programme.  

(b) Each of the above-mentioned training programmes (general driving training programme and 

manoeuvring area training programme) should consist of the following parts: 

(1) Theoretical training 


















































































































































































