E B S ﬂ AMC & GM to Part-CAT

Issue 2, Amendment 21

Annex IV to ED Decision 2022/012/R

‘AMC & GM to Annex IV (Part-CAT) to Commission Regulation (EU) No 965/2012 —
Issue 2, Amendment 21’

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

(a) deleted text is struckthrough;

(b)  new or amended text is highlighted in blue;

(c)  anellipsis ‘[...]" indicates that the rest of the text is unchanged.

Note to the reader

In amended, and in particular in existing (that is, unchanged) text, ‘Agency’ is used interchangeably
with ‘EASA’. The interchangeable use of these two terms is more apparent in the consolidated versions.
Therefore, please note that both terms refer to the ‘European Union Aviation Safety Agency (EASA)’.
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The Annex to Decision 2014/015/R of 24 April 2014 of the Executive Director of the Agency is amended
as follows:

The following paragraphs of ICAO Doc 8168 (PANS-OPS), Volume | provide recommended guidance on
how to develop the altimeter setting procedure:

ALTIMETER SETTING PROCEDURES

(a) 3.2 ‘Pre-flight operational test’;
(b) 3.3 ‘Take-off and climb’;

(c) 3.5 ‘Approach and landing’.

TAKE-OFF OPERATIONS — AEROPLANES
(a) General Take-off minima
{4} —Take-off minima should be expressed as visibility (VIS) or runway visual range (RVR) limits,

taking into account all relevant factors for each aeredreme runway planned to be used and
aircraft characteristics and equipment. Where there is a specific need to see and avoid obstacles

on departure and/or for a forced landing, additional conditions, e.g. ceiling, should be specified.

(b)  Visual reference

(1) The take-off minima should be selected to ensure sufficient guidance to control the
aircraft in the event of both a rejected take-off in adverse circumstances and a continued
take-off after failure of the critical engine.

(2)  For night operations, greund the prescribed runway lights should be available—te
Huminate in operation therunway-andany-obstacles,

(c)  Required RVRZ or VIS—aereplanes

(1)  For multi-engined aeroplanes, with performance such that) in the event of a critical
engine failure at any point during take-off, the aeroplane can either stop or continue the
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(2)

(3)

take-off to a height of 1 500 ft above the aerodrome while clearing obstacles by the
required margins, the take-off minima specified by the operator should be expressed as

RVR/EMN {converted—meteorologicalvisibiliy) or VIS values not lower than those
specified in Table 1-A.

For multi-engined aeroplanes without the performance to comply with the conditions in
(c)(1), in the event of a critical engine failure, there may be a need to re-land immediately
and to see and avoid obstacles in the take-off area. Such aeroplanes may be operated to
the following take-off minima provided that they are able to comply with the applicable
obstacle clearance criteria, assuming engine failure at the height specified. The take-off
minima specified by the operator should be based upon the height from which the one-
engine-inoperative (OEl) net take-off flight path can be constructed. The RVR minima
used should not be lower than either of the values specified in Table 1-A or Table 2-A.

For single-engined turbine aeroplane operations approved in accordance with Subpart L
(SET-IMC) of Annex V (Part-SPA)-to—Regulation{EU}-Ne-965/2012, the take-off minima
specified by the operator should be expressed as RVRZEMV values not lower than those
specified in Table 1-A below.

Unless the operator is making use of a risk period, whenever the surface in front of the
runway does not allow for a safe forced landing, the RVRZEMV values should not be lower
than 800 m. In this case, the proportion of the flight to be considered starts at the lift-off
position and ends when the aeroplane is able to turn back and land on the runway in the

opposite direction or glide to the next landing site in case of power loss.

Table 1.A

Take-off — aeroplanes (without an-apprevalforlow-visibility-take-off{LVTO approval})
RVR{ or VIS

Minimum RVR* or VIS* Facilities

500 m (day) Nil**

Centre line markings or
400 m (day)
Runway edge lights or
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Runway centre line lights

Runway end lights*** and
400 m (night)

Runway edge lights or runway centreline lights

*: The reported RVRZ or VIS value representative of the initial part of the take-off
run can be replaced by pilot assessment.

**.  The pilot is able to continuously identify the take-off surface and maintain
directional control.
**%. Runway end lights may be substituted by colour-coded runway edge lights or
colour-coded runway centre line lights.
Table 2-A

Take-off — aeroplanes (without LVTO approval)

Assumed engine failure height above the runway versus RVR/ or VIS

Assumed engine failure height above the take-off runway (ft) RVR{ or VIS (m)*x

<50 400 (200 At D T o assreua )
51-100 400 {200-with- LV TO-approval)
101-150 400

151-200 500

201-300 1000

>300 *or if no positive take-off flight path can be constructed 1500

**  The reported RVRZ or VIS value representative of the initial part of the take-off run can
be replaced by pilot assessment.

TAKE-OFF OPERATIONS — HELICOPTERS
(a) General

(1)  Take-off minima should be expressed as wvisibitity VIS or runway-visuatrange{RVR} limits,

taking into account all relevant factors for each aerodrome or operating site planned to
be used and aircraft characteristics and equipment. Where there is a specific need to see
and avoid obstacles on departure, andfer or for a forced landing, additional conditions,
e.g. ceiling, should be specified.

(2) The commander should not commence take-off unless the weather meteorological
conditions at the aerodrome or operating site of departure are equal to or better than
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(b)

(3)

(4)

the applicable minima for landing at that aerodrome or operating site unless a weather-
permissible take-off alternate aerodrome is available.

When the reported meteorologicalvisibility{VIS} is below that required for take-off and
the RVR is not reported, a take-off should only be commenced if the commander can
determine that the visibility or RVR along the take-off runway/area is equal to or better
than the required minimum.

When no reported meteerelogical-visibility VIS or RVR is available, a take-off should only
be commenced if the commander can determine that the visibility along the take-off
runway/area is equal to or better than the required minimum.

Visual reference

(1)

(2)

(3)

The take-off minima should be selected to ensure sufficient guidance to control the
aircraft in the event of both a rejected take-off in adverse circumstances and a continued
take-off after failure of the critical engine.

For night operations, ground lights should be available to illuminate the take-off
runway/final approach and take-off area (FATO) and any obstacles.

For point-in-space (PinS) departures to an initial departure fix (IDF), the take-off minima
should be selected to ensure sufficient guidance to see and avoid obstacles and return to
the heliport if the flight cannot be continued visually to the IDF. This should require a VIS
of 800 m. The ceiling should be 250 ft.

Required RVRZ or VIS —helicopters:

(1)

(2)

(3)

For performance class 1 operations, the operator should specify an RVRZ or a VIS as take-
off minima in accordance with Table 34H.

For performance class 2 operations onshore, the commander should operate to take-off
minima of 800 m RVRZ or VIS and remain clear of cloud during the take-off manoeuvre
until reaching performance class 1 capabilities.

For performance class 2 operations offshore, the commander should operate to minima
not less than that those for performance class 1 and remain clear of cloud during the

take-off manoeuvre until reaching performance class 1 capabilities.

Table 31.-H

Take-off — helicopters (without LVTO approval)

RVR or £VIS

Onshore aerodromes with instrument flight rules (IFR) departure RVR or £VIS (m) **
procedures

No light and no markings (day only)

whichever is the greater
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No markings (night) 800

Runway edge/FATO light and eentreline centre line marking 400

Runway edge/FATO light, eentreline centre line marking and relevant | 400
RVR information

Offshore helideck *

Two-pilot operations 400

Single-pilot operations 500

*  The take-off flight path to be free of obstacles.

** On PinS departures to IDF, VIS should not be less than 800 m and the ceiling should not be
less than 250 ft.

PPACAPV CAT L ORERATIONS
DETERMINATION OF DH/MDH FOR INSTRUMENT APPROACH OPERATIONS — AEROPLANES

(a)

(b)

The decision height (DH) to be used for a ren-precision-appreach{NPA} 3D approach operation
or a 2D approach operation flown using with the continuous descent final approach (CDFA)
technigue,—approach—procedure-with-vertical-guidance {APV)-or cate j

should not be lower than the highest of:

(12) the obstacle clearance height (OCH) for the category of aircraft;

(23) the published approach procedure DH or minimum descent height (MDH) where
applicable;

(34) the system minimaum specified in Table 43; er
(4)  the minimum DH permitted for the runway specified in Table 5; or

(5) the minimum DH specified in the aircraft flight manual (AFM) or equivalent document, if
stated.

The minimum—descent—height{MDH} for an—NPA—eperation 2D approach operation flown
witheut not using the CDFA technique should not be lower than the highest of:

(1) the OCH for the category of aircraft;
(2) the published approach procedure MDH where applicable;
(32) the system minimaum specified in Table 43; er

(4) the lowest MDH permitted for the runway specified in Table 5; or
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(53) the minimum lowest MDH specified in the AFM, if stated.

Table 43

System minima — aeroplanes
Facility Lowest DH/MDH (ft)
ILS/MLS/GLS 200
GNSS/SBAS (LPV) 200*
Precision approach radar (PAR) 200
GNSS/SBAS (LP) 250
GNSS (LNAV) 250
GNSS/Bare-VNAV Baro VNAV (LNAV/VNAV) 250
LOC with or without DME 250
SRA (terminating at ¥4 NM) 250
SRA (terminating at 1 NM) 300
SRA (terminating at 2 NM or more) 350
VOR 300
VOR/DME 250
NDB 350
NDB/DME 300
VDF 350

* For localiser performance with vertical guidance (LPV), a DH of 200 ft may be used only if the
published FAS datablock sets a vertical alert limit not exceeding 35 m. Otherwise, the DH
should not be lower than 250 ft.
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AMC4 CAT.OP.MPA.110 Aerodrome operating minima
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Facility Lowest DH/MDH (ft)
SRA (terminating at 1 NM) 300
SRA (terminating at 2 NM or more) 350
VOR 300
VOR/DME 250
NDB 350
NDB/DME 300
VDF 350

* For LPV, a DH of 200 ft may be used only if the published FAS datablock sets a vertical alert
limit not exceeding 35 m. Otherwise, the DH should not be lower than 250 ft.

** For PinS approaches with instructions to ‘proceed VFR’ to an undefined or virtual
destination, the DH or MDH should be with reference to the ground below the missed
approach point (MAPt).

Table 7

Type of runway/FATO versus lowest DH/MDH — helicopters

Type of runway/FATO Lowest DH/MDH (ft)

Precision approach (PA) runway, category | 200
Non-precision approach (NPA) runway

Non-instrument runway

Instrument FATO 200
FATO 250

Table 7 does not apply to helicopter PinS approaches with instructions to ‘proceed VFR’.

AME4
CRITERIA FOR-ESTABLISHING-RVR/CMV
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If the approach is flown with a level flight segment at or above the MDA/H, then 200 m should
be added to the RVR calculated in accordance with (a) and (b) for Category A and B aeroplanes
and 400 m for Category C and D aeroplanes.

The visual aids should comprise standard runway day markings, runway edge lights, threshold
lights, runway end lights and approach lights as defined in Table 11.

Table 8

Type of runway versus minimum RVR or VIS — aeroplanes

Type of runway

Minimum RVR or VIS (m)

PA runway Category |

RVR 550

NPA runway

RVR 750

Non-instrument runway

VIS according to Table 15 (circling minima)

Table 9
RVR versus DH/MDH — aeroplanes
DH or MDH Class of lighting facility
(ft) FALS IALS | BALS NALS
RVR (m)

200 - 210 550 750 1 000 1200
211 - 240 550 800 1 000 1200
241 - 250 550 800 1 000 1300
251 - 260 600 800 1100 1300
261 - 280 600 900 1100 1300
281 - 300 650 900 1200 1 400
301 - 320 700 1 000 1200 1 400
321 - 340 800 1100 1300 1500
341 - 360 900 1200 1 400 1 600
361 - 380 1000 1300 1500 1700
381 - 400 1100 1400 1600 1 800
401 - 420 1200 1500 1700 1900
421 - 440 1300 1600 1 800 2 000
441 - 460 1400 1700 1900 2100
461 - 480 1500 1 800 2 000 2200
481 500 1500 1 800 2100 2 300
501 - 520 1600 1900 2100 2400
521 - 540 1700 2 000 2 200 2 400
541 - 560 1 800 2 100 2 300 2 400
561 - 580 1900 2200 2 400 2 400
581 - 600 2 000 2 300 2 400 2 400
601 - 620 2100 2 400 2 400 2 400
621 - 640 2 200 2 400 2 400 2 400
641 660 2 300 2 400 2 400 2 400
661 and above 2 400 2 400 2 400 2 400
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Table 10

Visual and non-visual aids and/or on-board equipment versus minimum RVR — aeroplanes

Lowest RVR
Type of o
approach Eaelliges Multi-pilot Single-pilot
operations operations
3D runway touchdown zone lights (RTZL) and runway T
operations centre line lights (RCLL) hiellimiragen
without RTZL and RCLL but using HUDLS or equivalent T
. . . No |
system; coupled autopilot or flight director to the DH olimitation | 600'm
No RTZL and RCLL, not using HUDLS or equivalent
system or autopilot to the DH I 800'm
: v
2D ‘ Final approach track offset <15° for category A and B 750 m 300 m
operations aeroplanes or <5° for Category C and D aeroplanes
H o
Final approach track offset > 15° for Category A and B 1000 m 1000 m
aeroplanes
H o
Final approach track offset > 5° for Category C and D 1200 m 1200 m
aeroplanes
Table 11
Approach lighting systems — aeroplanes
Class of lighting facility | Length, configuration and intensity of approach lights
FALS CAT | lighting system (HIALS 2720 m) distance coded centre line, barrette centre line
IALS Simple approach lighting system (HIALS 420—-719 m) single source, barrette
BALS Any other approach lighting system (HIALS, MALS or ALS 210-419 m)
NALS Any other approach lighting system (HIALS, MALS or ALS <210 m) or no approach lights

(e)  For night operations or for any operation where credit for visual aids is required, the lights
should be on and serviceable except as provided for in Table 17.

(f)  Where any visual or non-visual aid specified for the approach and assumed to be available in
the determination of operating minima is unavailable, revised operating minima will need to be
determined.
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DETERMINATION OF RVRACMVLOR VIS MINIMA FOR NRA-CATH INSTRUMENT APPROACH OPERATIONS —
HELICOPTERS
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Table 14
Approach lighting systems — helicopters
Class of lighting facility | Length, configuration and intensity of approach lights
FALS CAT | lighting system (HIALS > 720 m) distance coded centre line, barrette centre line
IALS Simple approach lighting system (HIALS 420-719 m) single source, barrette
BALS Any other approach lighting system (HIALS, MALS or ALS 210-419 m)
NALS Any other approach lighting system (HIALS, MALS or ALS < 210 m) or no approach lights

CIRCLING OPERATIONS — AEROPLANES
(a)  Circling minima

The following standards should apply for establishing circling minima for operations with
aeroplanes:

(1) the MDH for circling operation should not be lower than the highest of:
(i) the published circling OCH for the aeroplane category;
(ii)  the minimum circling height derived from Table 15%; or
(iii)  the DH/MDH of the preceding instrument approach procedure (IAP);

(2) the MDA for circling should be calculated by adding the published aerodrome elevation
to the MDH, as determined by (a)(1); and

(3) the minimum VIS wisibility for circling should be the higherst of:
(i) the circling VISwisibility for the aeroplane category, if published; or
(i)  the minimum VIS wisibility derived from Table 157.;-o¢

Table 157
Circling — aeroplanes

MDH and minimum VIS visibility versus aeroplane category

Aeroplane category

(b)

Annex IV to ED Decision 2022/012/R

A B C D
MDH (ft) 400 500 600 700
Minimum meteorelogicalvisibility VIS (m) 1500 1600 2 400 3600

Conduct of flight — general:
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(1)
(2)
(3)
(4)

the MDH and OCH included in the procedure are referenced to aerodrome elevation;

the MDA is referenced to mean sea level;

for these procedures, the applicable visibility is the meteerologicalvisibility VIS; and

operators should provide tabular guidance of the relationship between height above
threshold and the in-flight visibility required to obtain and sustain visual contact during
the circling manoeuvre.

(c)  Instrument approach followed by visual manoeuvring (circling) without prescribed tracks

(1)

(2)

(3)

(4)

(5)

(6)

When the aeroplane is on the initial instrument approach, before visual reference is
stabilised—established, but not below the MDA/H, the aeroplane should follow the

corresponding instrument—approach—procedure IAP until the appropriate instrument
MAPt is reached.

At the beginning of the level flight phase at or above the MDA/H, the instrument
approach track determined-byradionavigationaids RNAVRNP LS MLS-orGLS should
be maintained until the pilot:

(i) estimates that, in all probability, visual contact with the runway of intended
landing or the runway environment will be maintained during the entire circling
procedure;

(ii)  estimates that the aeroplane is within the circling area before commencing circling;
and

(iii)  is able to determine the aeroplane’s position in relation to the runway of intended

landing with the aid of the appropriate external visual references.

established-bythepiet, then a missed approach should be earried—outexecuted in
accordance with thatthe instrumentapproachprocedure IAP.

After the aeroplane has left the track of the initial instrument approach, the flight phase
outbound from the runway should be limited to an appropriate distance, which is
required to align the aeroplane onto the final approach. Such manoeuvres should be
conducted to enable the aeroplane to:

(i) te attain a controlled and stable descent path to the intended landing runway; and

(i)  te remain within the circling area and in such way that visual contact with the
runway of intended landing or runway environment is maintained at all times.

Flight manoeuvres should be carried out at an altitude/height that is not less than the
circling MDA/H.

Descent below the MDA/H should not be initiated until the threshold of the runway to
be used has been appropriately identified. The aeroplane should be in a position to
continue with a normal rate of descent and land within the touchdown zone (TDZ).
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(d)

(e)

Instrument approach followed by a visual manoeuvring (circling) with prescribed track

(1)

(2)

(...)
(8)

The aeroplane should remain on the initial instrumentapproachprocedure |AP until one

of the following is reached:
(i) the prescribed divergence point to commence circling on the prescribed track; or
(i)  the MAPt.

The aeroplane should be established on the instrument approach track determined-by
theradic-navigationaids, RNAV,RNP LS MLS orGLS in level flight at or above the MDA/H

at or by the circling manoeuvre divergence point.

Unless otherwise specified in the procedure, final descent should not be commenced
from the MDA/H until the threshold of the intended landing runway has been identified
and the aeroplane is in a position to continue with a normal rate of descent to land within
the teuchdownzene TDZ.

Missed approach

(1)

Missed approach during the instrument procedure prior to circling:

(i) i If the missed approach(...)

(ii)  HIf the instrumentappreach-procedure |AP is carried out with the aid of an ILS, an
MLS or an stabilised approach (SAp), the MAPt associated with an ILS; or an MLS

procedure without glide path (GP-out procedure) or the SAp, where applicable,
should be used.

()

ONSHORE CIRCLING OPERATIONS — HELICOPTERS

For circling, the specified MDH should not be less than 250 ft, and the meteerologicalvisibility VIS not
less than 800 m.

CONVERSION OF REPORFED-METEQOROLOGICAL VISIBILITY TO CMVRVR — AEROPLANES
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The following conditions apply to the use of converted meteorological visibility (CMV) instead of RVR:

(a)

(b)

If the reported RVR is not available, a CMV may be substituted for the RVR, except:
(1) to satisfy the take-off minima; or
(2) for the purpose of continuation of an approach in LVOs.

If the minimum RVR for an approach is more than the maximum value assessed by the
aerodrome operator, then CMV should be used.

In order to determine CMV from visibility:
(1) for flight planning purposes, a factor of 1.0 should be used;

(2) for purposes other than flight planning, the conversion factors specified in Table 16
should be used.

Table 168
Conversion of reported-meteorological-visibility VIS to RVR/CMV
RVR/CMV = reported VIS x
) ) ) logical visibil
Light elements in operation
Day Night

HI approach and runway lights 1.5 2.0

Any type of light installation other than above 1.0 1.5

No lights 1.0 not applicable

EFFECT ON LANDING MINIMA OF TEMPORARILY FAILED OR DOWNGRADED GROUND EQUIPMENT

(a)

(b)

General

These instructions are intended for use both before pre-flight and during in-flight. It is, however,
not expected that the commander would consult such instructions after passing 1 000 ft above
the aerodrome. If failures of ground aids are announced at such a late stage, the approach could
be continued at the commander’s discretion. If failures are announced before such a late stage
in the approach, their effect on the approach should be considered as described in Table 179,
and the approach may have to be abandoned.

Conditions applicable to Table 179:

(1)  multiple failures of runway/FATO lights other than those indicated in Table 179 should
not be acceptable;

Annex IV to ED Decision 2022/012/R Page 19 of 55


http://easa.europa.eu/

BAEEASA

(2)

AMC & GM to Part-CAT

Issue 2, Amendment 21

deficiencies of approach and runway/FATO lights are acceptable at the same time, and

the most demanding consequence should be applied treated-separately; and

(3)
Table 179

failures other than ILS, GLS, MLS affect the RVR only and not the DH.

Failed or downgraded equipment — effect on landing minima

Operations without alew-visibility-eperations {LVO}-approval

Failed or downgraded equipment

Effect on landing minima

CAT+Type B

ARVL-NPA Type A

Navaid stand-by transmitter

No effect

Outer Mmarker (ILS only)

Not allowed except if replaced
Brheighiteheclal 000 the

required height versus glide

path can be checked using
other means, e.g. DME fix

APV —not applicable

NPA with final approach fix
(FAF): no effect unless used
as FAF

If the FAF cannot be
identified (e.g. no method
available for timing of
descent), NPA appreach
operations usirg-NPA
precedures cannot be

conducted

Middle marker (ILS only)

No effect

No effect unless used as
MAPt

RVR assessment systems

No effect

Approach lights

Minima as for NALS

Approach lights except the last 210 m

Minima as for BALS

Approach lights except the last 420 m

Minima as for IALS

Standby power for approach lights

No effect

Edge lights, threshold lights and
runway end lights

Day: no effect;

Night: not allowed

Aeroplanes: No effect if flight

director (F/D), HUDLS or
autoland;

Centreline Centre line lights otherwise RVR 750 m No effect
Helicopters: No effect on CAT |
and HELI SA CAT | approach
operations

Centreline Centre line lights spacing No effect

increased to 30 m
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Failed or downgraded equipment

Effect on landing minima

CAT1-Type B ARVL-NPA Type A

Feuchdownzene TDZ lights

Aeroplanes: No effect if F/D,
HUDLS or autoland;
otherwise RVR 750 m No effect

Helicopters: No effect

Taxiway lighting system No effect

GM2 CAT.OP.MPA.110 Aerodrome operating minima

APPROACH LIGHTING SYSTEMS — ICAO, FAA

The following table provides a comparison of ICAO and FAA specifications.

Table19 1
Approach lighting systems — ICAO and FAA specifications
Class of lighting facility | Length, configuration and intensity of approach lights
FALS ICAO: CAT | lighting system {HHALS=>900-m} (HIALS = 720 m) distance coded eentreline centre
line, barrette eentreline centre line
FAA: ALSF1, ALSF2, SSALR, MALSR, high or medium intensity and/or flashing lights, 720 m or
more
IALS ICAO: simple approach lighting system (HIALS 420-719 m) single source, barrette
FAA: MALSF, MALS, SALS/SALSF, SSALF, SSALS, high or medium intensity and/or flashing
lights, 420719 m
BALS Any other approach lighting system (HIALS, MALS or ALS 210-419 m)
FAA: ODALS, high or medium intensity or flashing lights 210419 m
NALS Any other approach lighting system (HIALS, MALS or ALS <210 m) or no approach lights
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SBAS OPERATIONS
(a) SBAS -GALL operations with a DH of 200 ft depend on an SBAS system approved for
operations down to a DH of 200 ft.

(..)

GM4 CAT.OP.MPA.110 Aerodrome operating minima

GMS5 CAT.OP.MPA.110 Aerodrome operating minima
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GM6 CAT.OP.MPA.110 Aerodrome operating minima

INCREMENTS SPECIFIED BY THE COMPETENT AUTHORITY

Additional increments to the published minima may be specified by the competent authority to take
into account certain operations, such as downwind approachesl and single-pilot operations .

GM7 CAT.OP.MPA.110 Aerodrome operating minima

GMS8 CAT.OP.MPA.110 Aerodrome operating minima
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GM9 CAT.OP.MPA.110 Aerodrome operating minima

GM1 CAT.OP.MPA.110(b)(6) Aerodrome operating minima
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CONTINUOUS DESCENT FINAL APPROACH (CDFA)
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APPROACH OPERATIONS USING NPA PROCEDURES FLOWN WITH A FLIGHT TECHNIQUE OTHER THAN THE

CDFA

()
(d)

(e)

(f)

In case the CDFA technique is not used and when the MDA/H is high, it may be appropriate to
make an early descent to the MDA/H with appropriate safeguards such as the application of a
significantly higher RVRZ or VIS.

The procedures that are flown with level flight at/ or above the MDA/H should be listed in the
OM.

Operators should categorise aerodromes where there are approaches that require level flight
at/ or above the MDA/H as B and or C. Such aerodrome categorisation will depend upon the
operator’s experience, operational exposure, training programme(s) and flight crew
qualification(s).

OPERATIONAL PROCEDURES AND INSTRUCTIONS AND TRAINING

(a)

The operator should establish procedures and instructions for flying approaches using the CDFA
technique and not using it. These procedures should be included in the operations manual oM
and should include the duties of the flight crew during the conduct of such operations. The
operator should ensure that the initial and recurrent flight crew training required by ORO.FC
includes the use of the CDFA technique.

Operators holding an approval to use another technique for NPAs on certain runways should

establish procedures for the application of such techniques.
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GM1 CAT.OP.MPA.115(a) Approach flight techniques — aeroplanes

(a)  The requirement for the aircraft to be tracking within an acceptable tolerance of the required
lateral path does not imply that the aircraft has to be aligned with the runway centre line by
any particular height.
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(b)

(c)

(d)

The target rate of descent for the final approach segment (FAS) of a stabilised approach
normally does not exceed 1 000 fpm. Where a rate of descent of more than 1 000 fpm will be
required (e.g. due to high ground speed or a steeper-than-normal approach path), this should
be briefed in advance.

Operational reasons for specifying a higher-than-normal approach speed below 1 000 ft may
include compliance with air traffic control (ATC) speed restrictions.

For operations where a level flight segment is required during the approach (e.g. circling
approaches or approaches flown as non-CDFA), the criteria in point (b) of AMC1
CAT.OP.MPA.115(a) should apply from the predetermined point until the start of the level flight
segment and again from the point at which the aircraft begins descent from the level flight
segment down to a point of 50 ft above the threshold or the point where the flare manoeuvre
is initiated, if higher.

GM1 CAT.OP.MPA.115(b) Approach flight technique — aeroplanes

CONTINUOUS DESCENT FINAL APPROACH (CDFA)

(a)

Introduction

(1) Controlled flight into terrain (CFIT) is a major hazard in aviation. Most CFIT accidents

occur in the finaloppreach——segment FAS of nen-precision—approaches;—approach

operations flown using NPA procedures. Tthe use of stabilised-approach criteria on a
continuous descent with a constant, predetermined vertical path is seen as a major

improvement in safety during the conduct of such approaches. Operatorssheuld-ensure

(2) The elimination of level flight segments at MDA close to the ground during approaches,
and the avoidance of major changes in attitude and power/thrust close to the runway
that can destabilise approaches, are seen as ways to reduce operational risks significantly.

(3) The term CDFA has been selected to cover a flight technique for any-type-efinstrument
approach operations using NPA procedures eperation.

(4) The advantages of CDFA are as follows:

(i) the technique enhances safe approach operations by the utilisation of standard
operating practices;

(ii)  the technique is similar to that used when flying an ILS approach, including when
executing the missed approach and the associated missed approach procedure
manoeuvre;

(iii)  the aeroplane attitude may enable better acquisition of visual cues;
(iv)  the technique may reduce pilot workload;
(v)  the approach profile is fuel-efficient;

(vi) the approach profile affords reduced noise levels;
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(vii)

(viii)

the technique affords procedural integration with ARV 3D approach operations;
and

when used and the approach is flown in a stabilised manner, CDFA is the safest
approach technique for all NPA-eperations instrument approach operations using
NPA procedures.

{3}—Stabilised approach (SAp) is-defined-inAnnexttothis Regulation.
(i1)

(H2)

(#3)

(w4)

The control of the descent path is not the only consideration when using the CDFA
technique. Control of the aeroplane’s configuration and energy is also vital to the
safe conduct of an approach.

The control of the flight path, described above as one of the specifications for
conducting an SAp, should not be confused with the path specifications for using
the CDFA technique. The predetermined path specification for conducting an SAp
are established by the operator and published in the operations manual partB-

The appropriate descent path predetermined-approach-slope-specifications for
applying the CDFA technique is are established by the following:

(A) the published ‘nominal’ slope information when the approach has a nominal
vertical profile; and

(B)  the designated final-approach segment minimum of 3 NM, and maximum,
when using timing techniques, of 8 NM.

An-SAp Straight-in approach operations using CDFA willrever do not have any level
segment of flight at—-BA/H—-or MDA/H—as—applicable. This enhances safety by

mandating a prompt missed approach procedure manoeuvre at DA/H—e+the

St
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(¥5) An approach using the CDFA technique is wil-always be flown as an SAp, since this
is a specification for applying CDFA. However, an SAp does not have to be flown
using the CDFA technique, for example, a visual approach.

(c)  Circling approach operations using the CDFA technique

Circling approach operations using the CDFA technique require a continuous descent from an
altitude/height at or above the FAF altitude/height until MDA/H or visual flight manoeuvre
altitude/height. This does not preclude level flight at or above the MDA/H. This level flight may
be at MDA/H while following the IAP or after visual reference has been established as the
aircraft is aligned with the final approach track. The conditions for descent from level flight are
described in AMC7 CAT.OP.MPA.110.

MONITORING AND VERIFICATION
[...]
(d)  Altimetry settings for RNP APCH operations using Baro VNAV
[...]
(2) Temperature compensation
(i) For RNP APCH operations to LNAV/VNAV minima using Baro VNAV:
(A)  [.]

(B)  when the temperature is within promulgated limits, the flight crew should
not make compensation to the altitude at the FAF-ard-DA/H;

BASIC FUEL SCHEME WITH VARIATIONS — PLANNING MINIMA
()

Row | Type of approach operation Aerodrome ceiling | RVR/VIS
(cloud base or
vertical visibility)

1 Type B instrument approach operations DA/H + 200 ft RVR/VIS + 550 m

2 3D Type A instrument approach operations, | DA/H er—MBA/H* | RVR/VIS** + 800 m
based on a facility with a system minimum of | + 200 ft
200 ft or less
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3 Two or more usable type A instrument approach | DA/H or MDA/H* | RVR/VIS** + 1000 m
operations***, each based on a separate | +200 ft
navigation aid
4 Other type A instrument approach operations DA/H or MDA/H | RVR/VIS +1 500 m
+400 ft
5 Circling approach operations MDA/H + 400 ft VIS+1500m
Crosswind planning minima: see Table 1 of AMC3 CAT.OP.MPA.182
Wind limitations should be applied taking into account the runway condition (dry, wet, contaminated).

BASIC FUEL SCHEME WITH VARIATIONS — PLANNING MINIMA

(...)

operations to two separate runways***

Row | Type of approach Aerodrome ceiling (cloud | RVR/VIS
base or vertical VIS)
1 Two or more usable type B instrument approach | DA/H* + 100 ft RVR** + 300 m

2 One usable type B instrument approach operation | DA/H + 150 ft RVR + 450 m

3 3D Type A instrument approach operations, based | DA/H e=MBA/H® + 200 ft | RVR/VIS**
on a facility with a system minimum of 200 ft or +800m
less

4 Two or more usable type A instrument approach | DA/H or MDA/H* + 200 ft | RVR/VIS**
operations *** each based on a separate +1000m
navigation aid

5 One usable type A instrument approach operation | DA/H or MDA/H + 400 ft RVR/VIS

+1500m
6 Circling approach operations MDA/H + 400 ft VIS+1500m

Crosswind planning minima: see Table 1 of AMC3 CAT.OP.MPA.182

Wind limitations should be applied taking into account the runway condition (dry, wet, contaminated).

Annex IV to ED Decision 2022/012/R

Page 35 of 55



http://easa.europa.eu/

E S AMC & GM to Part-CAT
A ‘ \ ‘ \ Issue 2, Amendment 21

BASIC FUEL SCHEME — DESTINATION AERODROMES — PBN OPERATIONS
@ ()
BASIC FUEL SCHEME — DESTINATION AERODROMES — OPERATIONAL CREDITS

(b) To comply with point CAT.OP.MPA.182(f), when the operator intends to use ‘operational
credits’ (e.g. EFVS, SA CAT |, etc.), the operator should select an aerodrome as destination
alternate aerodrome only if an instrument approach procedure that does not rely on the same
‘operational credit’ is available either at that aerodrome or at the destination aerodrome.

PBN OPERATIONS

(a) To comply with CAT.OP.MPA.192(d), when the operator intends to use PBN, the operator
should either:

(1) demonstrate that the GNSS is robust against loss of capability; or

(2) selectanaerodrome as a destination alternate aerodrome only if an instrument approach
procedure that does not rely on a GNSS is available either at that aerodrome or at the
destination aerodrome.
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GM2 CAT.OP.MPA.192(d) Selection of aerodromes and operating
sites — helicopters

AMC1 CAT.OP.MPA.265(a) Take-off conditions

GM1 CAT.OP.MPA.305 Commencement and continuation of
approach
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AMC1 CAT.OP.MPA.305(a) Commencement and continuation of
approach

AMC1 CAT.OP.MPA.305(b) Commencement and continuation of
approach
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AMC1 CAT.OP.MPA.305(c ) Commencement and continuation of

VISUAL REFERENCES FOR INSTRUMENT APPROACH OPERATIONS

(I—l) elements of the approach lighting system;

(I%) the threshold;

(I%) the threshold markings;

(I4) the threshold lights;

(I5) the threshold identification lights;

(Ié) the visual glide - slepe indicator;

(Il) the-teuehdewn—zeneor-teuehdewn—zene markings;
(I8) the -teuehelewn—zene lights;

(|9) . FATO/runway edge lights; or
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GM1 CAT.OP.MPA.312 EFVS 200 operations

e
G CAT.OP. MPA312 EFVs 200 operatons
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AMC1 CAT.OP.MPA.312(a)(1) EFVS 200 operations

AMC1 CAT.OP.MPA.312(a)(2) EFVS 200 operations
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AMC2 CAT.OP.MPA.312(a)(2) EFVS 200 operations
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AMC1 CAT.OP.MPA.312(a)(3) EFVS 200 operations
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AMC2 CAT.OP.MPA.312(a)(3) EFVS 200 operations

AMC3 CAT.OP.MPA.312(a)(3) EFVS 200 operations

AMC4 CAT.OP.MPA.312(a)(3) EFVS 200 operations

Annex IV to ED Decision 2022/012/R Page 48 of 55


http://easa.europa.eu/

E S AMC & GM to Part-CAT
oty ‘ \ ‘ \ Issue 2, Amendment 21

AMC5 CAT.OP.MPA.312(a)(3) EFVS 200 operations

GM1 CAT.OP.MPA.312(a)(3) EFVS 200 operations

AMC1 CAT.OP.MPA.312(a)(4) EFVS 200 operations
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AMC1 CAT.OP.MPA.312(c) EFVS 200 operations

GM1 CAT.OP.MPA.312(c) EFVS 200 operations
The competent authority referred to in CAT.OP.MPA.312 point (c) is the competent authority for the
oversight of the operator, as established in ORO.GEN.105.
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AMC1 CAT.POL.A.230 Landing — dry runways

I those cases where the landing requires the use of an automatic landing system, and the distance

published in the AFM includes safety margins equivalent to those contained in CAT.POL.A.230(a)(1)

and CAT.POL.A.230(a)(2), the landing mass of the aeroplane should be the lesser of:

(a)  thelanding mass determined in accordance with CAT.POL.A.230(a)(1) and CAT.POL.A.230(a)(2);
or

(b)  the landing mass determined for the automatic landing distance for the appropriate surface
condition, as given in the AFM or equivalent document. Increments due to system features such
as beam location or elevations, or procedures such as use of overspeed, should also be included.

AMC2 CAT.POL.A.230 Landin

In those cases where the landing requires the use of a HUD or an equivalent display with flare cue,

and the landing distance published in the AFM includes safety factors, the landing mass of the

aeroplane should be the lesser of:

(a)  thelanding mass determined in accordance with CAT.POL.A.230(a)(1); or

(b)  the landing mass determined, when using a HUD or an equivalent display with flare cue for the
appropriate surface condition, as given in the AFM or equivalent document.

ing — dry runways
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AMC1 CAT.POL.A.235 Landing — dry runways

AMC2 CAT.POL.A.235 Landing — wet and contaminated runways

GM1 CAT.POL.H.400(c) General

THE TAKE-OFF AND LANDING PHASES (PERFORMANCE CLASS 3)

(2) during landing, below 200 ft above the landing surface.

(ICAO Annex 6 Part I, defines en-route phase as being ﬁIThat part of the flight from the end of
the take-off and initial climb phase to the commencement of the approach and landing phase.’
The use of take-off and landing phase in this text is used to distinguish the take-off from the
initial climb, and the landing from the approach: they are considered to be compllimentary and
not contradictory.)

AMC2 CAT.IDE.A.190 Flight data recorder

OPERATIONAL PERFORMANCE REQUIREMENTS FOR AEROPLANES FIRST ISSUED WITH AN INDIVIDUAL CofA
ON OR AFTER 1 APRIL 1998 AND BEFORE 1 JANUARY 2016

(...)
Table 2

FDR — Additional parameters for aeroplanes with an MCTOM of more than 27 000 kg
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No Parameter

18 Primary flight controls — control surface position and/or pilot input (pitch,
roll, yaw)

19 Pitch trim position

20 Radio altitude

21 Vertical beam deviation (ILS or GLS glide path or MLS elevation)

22 Horizontal beam deviation (ILS localiser or GLS lateral deviation or MLS
azimuth)

23 Marker beacon passage

24 Warnings

25 Reserved (navigation receiver frequency selection or GLS channel is
recommended)

26 Reserved (DME or GLS distance is recommended)

27 Landing gear squat switch status or air/ground status

28 Ground proximity warning system

29 Angle of attack

30 Low pressure warning (hydraulic and pneumatic power)

31 Groundspeed

32 Landing gear or gear selector position

PERFORMANCE SPECIFICATIONS FOR THE PARAMETERS TO BE RECORDED FOR AEROPLANES FIRST ISSUED
WITH AN INDIVIDUAL CofA ON OR AFTER 1 APRIL 1998 AND BEFORE 1 JANUARY 2016

Table 1: FDR

()

21

Vertical beam 1 As installed 0.3 % of full
deviation 139 range
recommended

Data from all of beth the ILS,
GLS and MLS systems need
not to be recorded at the
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. same time. The approach aid
+
21a | ILS or GLS glide path | +0.22 DDM or e should be recorded.
available For autoland/ category Il
sensor . .
range as operations,  each radio
instgalled altimeter should be
recorded, but arranged so
21b | MLS elevation 0.9° to 30° that at least one is recorded
each second.
22 Horizontal Signal range As installed 0.3 % of full | See parameter 21 remarks.
bearn ' +39% range
deviation
recommended
22a | ILS Hocaliserr +0.22 DDM or
available
sensor
range as
installed
22b | MLS azimuth +62°

GM1 CAT.IDE.H.125(b) Operations under VFR by day — flight and
navigational instruments and associated equipment

GM1 CAT.IDE.H.130(h) Operations under IFR or at night — flight and
navigational instruments and associated equipment
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