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Disclaimer

Disclaimer

This consolidated document includes the initial issue of and all subse@meendments to the
AMC&GM associated with this Annex.

It is an unofficiadocument, intended for the easy use of stakeholders, and is meant purely as a
documentation tool. The Agency does not assume any liability for its contents.

The official douments can be found ahttp://www.easa.europa.eu/documentibrary/official
publication
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Summary of amendments

Summary of amendments

Chapter Action Issue no/ | Amended by ED Decisiqistand-alone
Amdt. no or following publication of a certain
amending regulation)

GM1 ORO.GEN.130(b) Changed 2/14 EDD 2019/008/R (rel. to R.(EU)
2018/1975(EFB)

AMC3 ORO.MLR.100 Changed APPLICABLE FROM 9 JULY 2019

AMC1 ORO.FC.120&130 New 2/13 EDD 2019/005/R (rel. to R.(EU)
2018/1974)(LOG, UPRT)

AMC1 ORO.FC.220&230 Changed APPLICABLE FROM 20 DEC. 2019

GM1 ORO.FC.220&230 Changed

GM2 ORO.FC.220&230 Changed

GM3 ORO.FC.220&230 Changed

GM4 ORO.FC.220&230 Deleted

GM5 ORO.FC.220&230 Changed

GM1 ORO.GEN.110(c) Changed 2/12 EDD 2017/023/R (ULD, a/c tracking)
(rel. to Reg. (EU) No 2015/2338)

AMC1 ORO.GEN.110(e) Changed 2/11 EDD 2017/007/RUpdate of OPS rules)

AMC1 ORO.GEN.130 Changed

GM1 ORO.GEN.130(a) Changed

AMC1 ORO.GEN.130(b) New

GM3 ORO.GEN.130@)D a m X Changed

AMC1 ORO.GEN.200(a)(2);(2);(3);(5) | Changed

GM2 ORO.GEN.200(a)(1) Changed

GM3 ORO.GEN.200(a)(1) New

GM10ORO.GEN.200(a)(3) Changed

GM2 ORO.GEN.200(a)(3) Changed
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ORO.GEN
GM3 ORO.GEN.200(a)(3) New
GM1 ORO.GEN.200(a)(5) Changed
AMC1 ORO.GEN.210(a) New
GM1 ORO.GEN.210(a) New
GM1 ORO.AOC.100(c) New
AMC2 ORO.MLR.100 Changed
AMC3 ORO.MLR.100 Changed
AMC1 ORO.MLR.105(d)(3) Changed
AMC1 ORO.MLR.105(g) Changed
GM1 ORO.MLR.105(g) Changed
GM1 ORO.MLR.115(c) New
GM1 ORO.MLR.115(d) New
GM1 ORO.FTL.105(1) Changed
GM1 ORO.FTL.120 New 2/11 EDD 2017/007/R (Update of OPS rules
GM1 ORO.FTL.120(b)(3) New 2/11 EDD2017/007/R (Update of OPS rules
GM3 ORO.GEN.130(b) Changed 2/10 Reg. (EU) No 2017/363 and
AMC1 ORO.GEN.200(b) Changed EDD 2017/004/R (SEWC)
AMC1 ORO.MLR.100 Changed
AMC1 ORO.FC.105(b)(2);(c) Changed 2/9 EDD 2016/022/R (HOFO):

Applicable from1/07/2018
AMC2 ORO.GEN.160 New 2/8 Reg. (EU) No 2016/1199 (PBN); and
AMC1 ORO FC.230 Changed EDD 2016/019/R (PBN for OPS)
GM1 ORO.FC.220 New Issue 2, | Reg. (EU) No 2016/539: aircrew
amdt. 7 | requirements for PBN; and
ED Decision 2016/008/R (OCCNt?L)

AMC1 ORO.CC.125 (d) Changed| Issue 2, | ED Decision 2016/004/R (SCP)
AMC1 ORO.CC.140 Changed| 2Mdt-©
AMC2 ORO.MLR.100 Changed| Issue 2, | Reg. (EU) 2018338
AMC3 ORO.MLR.100 Changed amdt. 5 ED Decision 2015/030/R (Flt recording
AMC4 ORO.MLR.100 Changed
GM1 ORO.FC.230(a)(b)(f) New Issue 2, | ED Decision 2015/027/R (EBT training
GM2 ORO.FC.A.245 New | amdt4
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AMC1 ORO.FC.115&215 Deleted Issue 2, | ED Decision 2015/022/R (CRM trainin
AMCL1.1 ORO.FC.115&215 Deleted | amdt-3
AMC1 ORO.FC.115 New

AMC2 ORO.FC.115 New

AMC3 ORO.FC.115 New

GM1 ORO.FC.115&215 Deleted

GM1 ORO.FC.115 New

GM2 ORO.FC.115 New

GM3 ORO.FC.115 New

GM4 ORO.FC.115 New

GM5 ORO.FC.115 New

GM6 ORO.FC.115 New

GM7 ORO.FC.115 New

AMC1 ORO.FC.215 New

AMC1 ORO.FC.220 Changed

AMC1 ORO.FC.230 Changed

AMC1 ORO.CC.115(e) Changed

AMC2 ORO.CC.115(e) New

AMC3 ORO.CC.115(e) New

GM1 ORO.CC.115(e) Changed

GM2 ORO.CC.115(e) New

GM3 ORO.CC.115(e) New

GM4 ORO.CC.115(e) New
GM50RO0.CC.115(€) New

AMC1 ORO.CC.125(d) Changed

AMC1 ORO.CC.140 Changed

AMC1 ORO.TC.110(a) New

AMC1 ORO.TC.115 Changed

GM1 ORO.FC.105(b)(2) New Issue 2, | ED Decision 2015/012/R (UPRT)
AMC 10RO.FC.2208&230 New | amdt2
AMC2 ORO.FC.220&230 New

GM1 ORO.FC.220&230 New

GM2 ORO.FC.220&230 New

GM3 ORO.FC.220&230 New

GM4 ORO.FC.220&230 New

GM5 ORO.FC.220&230 New

AMC1 ORO.GEN.110(a) New
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Summary of amendments

AMC2 ORO.GEN.110(a) New Issue 2, | Reg. (EU) 2015/140 (Sterile flight deck
GM1 ORO.GEN.110(a) New | amdt1 | procedures)
ED Decision 2015/005/R
AMC2 ORO.GEN.110(e) New
GM1 ORO.GEN.110(e) New
AMC1 ORO.GEN.110(f) New
GM1 ORO.GEN.110(f) New
AMC1 ORO.AOC.100(a) New
AMC1 ORO.CC.200(e) New
AMC2 ORO.CC.200(e) New
GM1 ORO.CC.200(e) New
GM2 ORO.CC.200(e) New
GM1 ORO.CC.205(b)(2) New
AMC1 ORO.DEC.100(d) Editorial
AMC3 ORO.MLR.100 Editorial
AMC1 ORO.MLR.105(h) Editorial
AMC2 ORO.FC.240 Editorial
AMC1 ORO.FC.A.245 Editorial
AMC1 ORO.FTL.120(b)(1) Editorial
AMC10RO.FTL.120(b)(4) Editorial
AMC1 ORO.FTL.120(b)(8) Editorial
AMC1 ORO.FTL.120(b)(9) Editorial
GM1 ORO.GEN.105 Changed| Issue 2 | Reg.(EU) 379/2014 (SPO, CAT sailple
AMC1 ORO.GEN.110(e) New & balloons, CAT-A);
ED Decision 2014/017/R
GM10ORO.GEN.110(e) New
AMC1 ORO.GEN.125 Changed
AMC1 ORO.GEN.130 Changed
GM1 ORO.GEN.130(a) Changed
GM2 ORO.GEN.130(a) Changed
GM3 ORO.GEN.130(b) Changed
GM3 ORO.GEN.200(a)(3) Changed
GM4 ORO.GEN.200(a)(3) Changed
AMC1 ORO.GEN.200(b) Changed
GM1 ORO.GEN.205 Changed
GM2 ORO.GEN.205 Changed
AMC1 ORO.AOC.110(c) Changed
GM1 ORO.AOC.140(b);(c) New
Subpart SPQ Commercial SPO New
AMC1 ORO.SPO0.100(a) New
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Summary of amendments

AMC2 ORO.SP0.100(a) New
GM1 ORO.SP0.100(a) New
GM20RO0.SP0.100(a) New
AMC1 ORO.SP0.100(c) New
GM1 ORO.SP0.100(c) New
AMC1 ORO.SP0.100(c)(1) New
AMC2 ORO.SP0.100(c)(1) New
GM1 ORO.SP0.100(c)(1) New
GM1 ORO.SPO.110(a) New
GM2 ORO.SP0.110(a) New
GM1 ORO.SPO.115(a) New
AMC20R0O.MLR.100 Changed
AMC3 ORO.MLR.100 Changed
AMC4 ORO.MLR.100 Changed
GM1 ORO.MLR.100 Deleted
GM1 ORO.MLR.100(h) Changed
GM1 ORO.MLR.105(a) Changed
AMC1 ORO.MLR.105(c) Changed
AMC1 ORO.MLR.105(d) New

a new AMC1 ORO.MLR.105(d)(1) New
AMC1 ORO.MLR.105(d)(3) New
GM1 ORO.MLR.105(d)(3) New
GM2 ORO.MLR.105(d)(3) New
AMC1 ORO.MLR.105(g) Changed
GM1 ORO.MLR.105(qg) Changed
AMC1 ORO.MLR.105(h) Changed
AMC1 ORO.FC.105(b)(2);(c) Changed
AMC2 ORO.FC.105(c) Changed
AMC10RO.FC.145(b) Changed
AMC1 ORO.FC.200(a) Changed
AMC1 ORO.FC.220 Changed
AMC1 ORO.FC.230 Changed
AMC1 ORO.FC.240 Changed
AMC1 ORO.CC.125(b) & ORO.CC.130 Changed
AMC1 ORO.CC.250(b) Changed
AMC1 ORO.FC.240 Changed| Amdt4 | ED Decisio2014/009/R (CECD)
AMC2 ORO.FC.240 New
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Summary of amendments

Subpart FTL New Amdt 3 | Reg. (EU) 83/2014 (FTL);
ED Decision 2014/003/R

GM1 ORO.GEN.105 New Amdt 2 | Reg. (EU) 800/2013 (NCC, NCO);

AMC1 ORO.GEN.160 Changed ED Decision 2013/019/R

GM3 ORO.GEN.200(a)¢ghe table Changed

Subpart DEC Declaration New

AMC1 ORO.MLR.100 Changed

AMC2 ORO.MLR.100 Changed

AMC3.0R0O.MLR.100 Changed

GM1 ORO.OPS.MLR 105(f) Changed

Subpart CC, Section ¥ Common New

requirements

Subpart CC, Section 2 Additional New

requirements for air transport operation

Subpart CC, SectiongISection title Changed

AMC1 ORO.CC.115(e) Changed

GM1 ORO.CC.115(e) Changed

AMC1 ORO.CC.120(a)(1) Changed

AMC1 ORO.CC.135 Changed

Subpart CC, SectiorglBection title Changed

GM3 ORO.GEN.200(a)(3) New Amdt. 1 | ED Decision 2013/009/R (volcanic ash

GM4 ORO.GEN.200(a)(3) New
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Summary of amendments

SUBPART GEN
GENERAL REQUIREMENTS

SECTION |
General

NONCOMMERCIAL OPERAHON

@ C2NJ GKS RSGSNXYAYIFGA2Y 2F GKS LINAYOALIf LI I OS
those activities to which Pa®RO, ParNCC or PatSPO apply. For organisations that also
exercise activities that are ngubject to PaHORO, ParNCC or Pai8PO, the determination of
the principal place of business should consider that part of the organisation that is responsible
for the operation of aircraft subject to Pa@RO, PatNCC or Pat§PO. For nenommercial
operations, this is usually the home base of the aircraft concerned, or the location of the flight
department.

(b) For organisations that also exercise activities not subject to®RI®, PasNCC or ParSPO, the
reference to the accountable manager isantled to mean the manager who has the authority
to ensure that all activities subject to PaDRO, ParNCC or PatEPO can be financed and
carried out in accordance with the applicable requirements.

(c) If the accountable manager is not located in tpatt of the organisation that is responsible for
the operation of aircraft, but the majority of other management personnel are located there,
the location of the accountable manager may not need to be considered for the determination
of the principal placef business.
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Summary of amendments

AMC1ORO.GEN.110(apperator responsibilities

SECURITY TRAININGEBRAMME FOR CREW NBEIRS CAT OPERATIONS

Without prejudice to Regulation (EC) No 300/2008, the CAT operator should establish and maintain a
security training programméor crew members, including theoretical and practical elements. This
training should be provided at the time of operator conversion training and thereafter at intervals not
exceeding three years. The content and duration of the training should be adaptdg: tsecurity
threats of the individual operator and should ensure that crew members act in the most appropriate

manner to minimise the consequences of acts of unlawful interference. This programme should
include the following elements:

(@) determinationof the seriousness of the occurrence;
(b) crew communication and coordination;
(c) appropriate seHdefence responses;

(d) use of nonlethal protective devices assigned to crew members whose use is authorised by the
Member State;

(e) understanding of behasur of terrorists so as to facilitate the ability of crew members to cope
with hijacker behaviour and passenger responses;

(f)  in case where cabin crew are required, live situational training exercises regarding various threat
conditions;

(g) flight crewcompartment procedures to protect the aircraft;

(h) aircraft search procedures, in accordance with Regulation (EC) No 300/2008, including
identification of prohibited articles; and

(i)  guidance on the least risk bomb locations.

AMC20RO.GEN.110(apperéor responsibilities

SECURITY TRAININGEBRAMME FOR GROUNMIRBONNEL CAT OPERATIONS

In accordance with Regulation (EC) No 300/2008, the CAT operator should establish and maintain a
security training programme for ground personnel to acquaint appropeateloyees with preventive
measures and techniques in relation to passengers, baggage, cargo, mail, equipment, stores and

supplies intended for carriage so that they contribute to the prevention of acts of sabotage or other
forms of unlawful interference.

GM1ORO.GEN.110(aPperator responsibilities
SECURITY TRAININGEGRAMME FOR CREW NBERS

ICAO Security Manual Doc 9811 (restricted access) contains guidance on the development of training
programmes.

AMC1 ORO.GEN.110(€®)perator responsibilities
OPERTIONAL CONTROL
The organisation and methods established to exercise operational control should be included in the

operations manual and should cover at least a description of responsibilities concerning the initiation,
continuation and termination or divsion of each flight.
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Summary of amendments

OPERATIONAL CONTROL

(@) ORO.GEN.110(c) does not imply a requirement for licensed flight dispatchers.

(b) If the operator employs flight operations officers in conjunction with a methodpafrational
control, training for these personnel should be based on relevant parts of ICAO Doc 7192
Training Manual, Part-B. This training should be described in the operations manual.

AMC1 ORO.GEN.110(e&)perator responsibilities
MEL TRAININEROGRAMME
(@) The operator should develop a training programme for ground personnel dealing with the use

of the MEL and detail such training in the continuing airworthiness maintenance exposition
CAME and OM as appropriate. Such training programme shuliciie:

(1) the scope, extent and use of the MEL;

(2) placarding of inoperative equipment;

(3) deferral procedures;

(4) dispatching; and

) Fye 20GKSNJ 2LISNI G2NR&a a9 NBfIFGSR LINROSRdANEB:

(b) The operator should develop a training programme for crew memhbedsdetail such training
in the Operations Manual. Such training programme should include:

(1) the scope, extent and use of the MEL;
2 GKS 2LISNFG2NDRa a9 LINPOSRIz2NBAT

(3) elementary maintenance procedures in accordance with Commisggul&tion (EYNo
1321/2014 and

(4) pilot-in-command/commander responsibilities.

AMC20RO.GEN.110(ePperator responsibilities

GROUND OPERATIONSMWRASSENGERS ONREDIN THE ABSENCEOEHT CREW

For ground operations, whenever passengers are embarking, on boaiskonlgarking in the absence
of flight crew members, the operator should:

(a) establish procedures to alert the aerodrome services in the event of ground emergency or
urgent need; and

(b) ensure that at least one person on board the aircraft is qualifiegijoly these procedures and
ensure proper coordination between the aircraft and the aerodrome services.

GROUND PERSONNEL

For the purpose of the MEL training programme referred to in AMC1 ORO.GEN.110(e) ground
personnel include maintenance personnel, flight dispatchers and operations officers.
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AERODROME SERVICES

Aerodrome services refer to units available at an aerodrome that could be of assistance in responding
to an urgent need or an emergency, such as rescue and firefighting services, medical and ambulance
services, air traffic services, security services, police, aerodrome operations, air operators.

AMC10RO.GEN.110(fOperator responsibilities
STERILE FLIGHRE®Y COMPARTMENT

(a) Sterile flight crew compartment procedures should ensure that:
(1) flight crew activities are restricted to essential operational activities; and

(2) cabin crew and technical crew communications to flight crew or entry into the flighw
compartment are restricted to safety or security matters.

(b) The sterile flight crew compartment procedures should be applied:
(1) during critical phases of flight;
(2) during taxiing (aeroplanes);

(3) below 10000feet above the aerodrome of depante after takeoff and the aerodrome
of destination before landing, except for cruise flight; and

(4) during any other phases of flight as determined by the gitetommand or commander.

(c) All crew members should be trained on sterile flight crew cortipant procedures established
by the operator, as appropriate to their duties.

STERILE FLIGHT CREEMPARTMENT

(a) Establishment of procedures

The operator should establish procedures for flight, cabin, andrieal crew that emphasise

the objectives and importance of the sterile flight crew compartment. These procedures should
also emphasise that, during periods of time when the sterile flight deck compartment
procedures are applied, cabin crew and technicalxcmembers should call the flight crew or
enter the flight crew compartment only in cases related to safety or security matters. In such
cases, information should be timely and accurate.

(b)  Flight crew activities

When sterile flight crew compartment predures are applied, flight crew members are focused
on their essential operational activities without being disturbed by-safety related matters.
Examples of activities that should not be performed are:

(1) radio calls concerning passenger connectidusl loads, catering, etc.;
(2) non-critical paperwork; and

(3) mass and balance corrections and performance calculations, unless required for safety
reasons.

(c) Communication to the flight crew
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Cabin crew and technical crew use their own discretiondtexnine whether the situation is
related to safety or security matters and whether to call the flight crew. Situations requiring
information to the flight crew may include:

(1) any outbreak of fire inside the cabin or in an engine;

(2) aburning smell ithe cabin or presence of smoke inside or outside;
(3) fuel or fluid leakage;

(4) exitdoor unable to be armed or disarmed;

(5) localised extreme cabin temperature changes;

(6) evidence of airframe icing;

(7) cabin/galley equipment or furniture malfunctiobfeakage posing a hazard to the
occupants;

(8) suspicious object;

(9) disruptive passenger;

(10) security threat;

(11) abnormal vibration or noise;

(12) medical emergency;

(13) general dropdown of the oxygen masks in the cabin; and

(14) any othercondition deemed relevant by a cabin crew or technical crew member.

AMC1 ORO.GEN.110(f)(Mpperator responsibilities
ESTABLISHMENT OF BRQURES

(@) An operator should establish procedures to be followed by cabin crew covering at least:
(1) arming and diarming of slides;
(2) operation of cabin lights, including emergency lighting;
(3) prevention and detection of cabin, oven and toilet fires;
(4) actions to be taken when turbulence is encountered; and
(5) actions to be taken in the event of an emergenog/ar an evacuation.

(b)  When establishing procedures and a checklist system for cabin crew with respect to the aircraft
cabin, the operator should take into account at least the following duties:

Post

Duties Pretake off In-flight Prelanding landing

(1) Briefing of cabin crew by the seniof
cabin crew member prior to
commencement of a flight or series
of flights

(2) Check of safety and emergency
equipment in accordance with X
operator's policies and procedures
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(3) Security checks as applicable X X

(4) Passenger embarkation and
disembarkation

(5) Securing of passenger cabin (e.qg.
seat belts, cabin cargo/baggage)

(6) Securing of galleys and stowage of

equipment X if required X

(7) Armingof door/exit slides X

(8) Safety briefing/information to
passengers

9 Q/ oAy aSOdz2NBEQ N
(10) Operation of cabin lights

X X X X

if required

if required

(11) Cabin crew at assigned crew statio| if required

X | X | X | X
X | X | X | X
x

(12) Surveillance of passenger cabin X

(13) Prevention and detection of fire in
the cabin (including the comigiargo
area, crew rest areas, galleys,
lavatories and any other cabin
remote areas) and instructions for
actions to be taken

(14) Actions to be taken when
turbulence is encountered

(15) Actions to be taken in case offilight
incidents (e.g. medical emergency

(16) Actions to be taken in the event ¢
emergency situations

(17) Disarming of door/exit slides X

(18) Reporting of any deficiency and/or
un-serviceability of equipment X X X X
and/or any incident

(c) The operator should specify the contents of safety briefings for all cabin crew members prior to
the commencemenbf a flight or series of flights.

AMC1 ORO.GEN.120(&)leans of compliance
DEMONSTRATION OF GQMINCE

In order to demonstrate that the Implementing Rules are met, a risk assessment should be completed
and documented. The result of this risk assessnsfituld demonstrate that an equivalent level of
safety to that established by the Acceptable Means of Compliance (AMC) adopted by the Agency is
reached.
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AMC1 ORO.GEN.12%erms of approval and privileges of an AOC holder
MANAGEMENT SYSTEMCDOIENTATION
The management system documentation should contain the privileges and detailed scope of activities

for which the operator is certified, as relevant to the applicable requirements. The scope of activities
defined in the management system documentation shdawdcconsistent with the terms of approval.

AMC1 ORO.GEN.13Changes related to an AOC holder

APPLICATION TIME NES

(@) The application for the amendment of an air operator certificate (AOC) should be submitted at
least 30 days before the date of theemded changes.

(b) In the case of a planned change of a nominated person, the operator should inform the
competent authority at leas20 days before the date of the proposed change.

(c) Unforeseen changes should be notified at the earliest opportunitypriaer to enable the
competent authority to determine continued compliance with the applicable requirements and
to amend, if necessary, the AOC and related terms of approval.

GENERAL
(@) Typigal exa[npte of changes that may afffact t,he AOC or,trle operations spegifications or tvhe
2LISNIF 02NRa YIFylF3aSYSyu aeausSyYZ |a NBIAdANBR AY
(1) the name of the operator;
(2) achange of legal entity;
8) G KS 2 LIS NIpal pladdndbudidNss;y O A
(4 GKS 2LISNI G2ND&a 4021 2F I OGADGAGASAT
(5) additional locations of the operator;
(6) the accountable manageeferred to in ORO.GEN/210(a)
(7) reporting lines between the accountable manager and the nominated person
(8) theopera2 NDad R2O0dzySydl iA2ys | a NBldANBR o6& GKA:
(9) the facilities.

) t NA2NJ | LILINR @I f 08 GKS O2YLISOSYyd FdziK2NAGE A3
procedure describing how changes not requiring prior approvabeithanaged and notified to
the competent authority.

(c) Changes requiring prior approval may only be implemented upon receipt of formal approval by
the competent authority.

CHANGE OF NAME

A change of ame requires the operator to submit a new application as a matter of urgency.
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Where this is the only change to report, the new application can be accompanied by a copy of the
documentation previously submitted to the competent authority under the previtarse, as a means
of demonstrating how the operator complies with the applicable requirements.

AMC1 ORO.GEN.130(b) Changes related to an AOC holder
MANAGEMENT OF CHASGEQUIRING PRIORRBVAL

For changes requiring prior approval, the operators shaddduct a safety risk assessment and
provide it to the competent authority upon request.

CHANGES REQUIRIN®RRAPPROVAL

The following GM is a neexhaustive checklist of items that require prior appab from the
competent authority as specified in the applicable Implementing Rules:

(a) alternative means of compliance;

(b) procedures regarding items to be notified to the competent authority;

(c) cabin crew:

(1) conduct of the training, examination anchecking required by Annex V (Ra&C) to
Commission Regulation (EU) No 1178/Z0drid issue of cabin crew attestations;

(2) procedures for cabin crew to operate on four aircraft types;
(3) training programmes, including syllabi;
(d) leasing agreements;
(e) non-commercial operations by AOC holders;
(f)  specific approvals in accordance with Annex V (BRw);
(g) dangerous goods training programmes;
(h) flight crew:
(1) alternative training and qualification programmes (ATQPS);
(2) procedures for flightrew to operate on more than one type or variant;

(3) training and checking programmes, including syllabi and use of flight simulation training
devices (FSTDs);

(i)  fuel policy;
()  helicopter operations:

(1) over a hostile environment located outside angested area, unless the operator holds
an approval to operate according to Subpart J of Annex V (SPA.HEMS);

(2) to/from a public interest site;

3 Commission Regulation (EU) No 1178/2011 of 3elNter 2011 laying down technical requirements and administrative

procedures related to civil aviation aircrew pursuant to Regulation (EC) No 216/2008 of the European Parliament and of
the Council (OJ L 311, 25.11.2011, p. 1).
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(k)

U

(m)

(n)

(0)

P

(@)

(1)

()

(3) without an assured safe forced landing capability;

mass and balancetandard masses for load items eththan standard masses for passengers
and checked baggage;

minimum equipment list (MEL):
(1) MEL,;

(2) operating other than in accordance with the MEL, but within the constraints of the master
minimum equipment list (MMEL);

(3) rectification intervalextension (RIE) procedures;

minimum flight altitudes:

(1) the method for establishing minimum flight altitudes;

(2) descent procedures to fly below specified minimum altitudes;
performance:

(1) increased bank angles at takéf (for performance clss A aeroplanes);

(2) short landing operations (for performance class A and B aeroplanes);
(3) steep approach operations (for performance class A and B aeroplanes);

isolated aerodrome: using an isolated aerodrome as destination aerodrome for operatfithns
aeroplanes;

approach flight technique:

(1) all approaches not flown as stabilised approaches for a particular approach to a particular
runway;

(2) non-precision approaches not flown with the continuous descent final approach (CDFA)
technique for each particular approach/runway combination;

maximum distance from an adequate aerodrome for temgined aeroplanes without an
extended range operationsith two-engined aeroplanes (ETOPS) approval:

(1) air operations with tweengined performance class A aeroplanes with a maximum
operational passenger seating configuration (MOPSC) of 19 or less and a maximum take
off mass less than 4360 kg, over a routthat contains a point further than 12@inutes
from an adequate aerodrome, under standard conditions in still air;

aircraft categories:

(1) Applying a lower landing mass than the maximum certified landing mass for determining
the indicated airspeed ahreshold (VAT).

commercial air transport operations with singdagined turbine aeroplanes in instrument
meteorological conditions or at night (CAT $SHT).

AMC1 ORO.GEN.150(tindings
GENERAL

The corrective action plan defined by the operastiould address the effects of the naompliance,
as well as its root cause.
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GENERAL

(@) Preventive action is the action to eliminate the cause of a potentiatemnpliance or other
undesirable potential situation.

(b) Correctie action is the action to eliminate or mitigate the root cause(s) and prevent recurrence
of an existing detected neoompliance or other undesirable condition or situation. Proper
determination of the root cause is crucial for defining effective correcistons to prevent
reoccurrence.

(c) Correction is the action to eliminate a detected roompliance.

AMC1 ORO.GEN.160ccurrence reporting

GENERAL

(&) The operator should report all occurrences defined in AM@,2aGnd as required by the

(b)

applicable nabnal rules implementing Directive 2003/42/&6h occurrence reporting in civil
aviation.

In addition to the reports required by AMC-80and Directive 2003/42/EC, the operator should
report volcanic ash clouds encountered during flight.

AMC2 ORO.GEN5O Occurrence reporting
REPORTABLE EVENTBBBFOPERATIONS

@)

(b)

(©)

A reportable event should be an event that adversely affects the safety of the operation and
may be caused by actions or events external to the functioning of the aircraft navigation system

Technical defects and the exceedance of technical limitations, including:
(1) significant navigation errors attributed to incorrect data or a database coding error;

(2) unexpected deviations in lateral/vertical flight path not caused by flight drewt or
erroneous operation of equipment;

(3) significant misleading information without a failure warning;
(4) total loss or multiple navigation equipment failure; and

(5) loss of integrity, e.g. RAIM function, whereas integrity was predicted to beabiail
during preflight planning,

should be considered a reportable event.

The operator should have in place a system for investigating a reportable event to determine if
it is due to an improperly coded procedure or a navigation database error. Thatopshould
initiate corrective actions for such an event.

4

Directive 2003/42/EC dhe European Parliament and of the Council of 13 June 2003 on occurrence reporting in civil
aviation (OJ L 167, 4.7.2003, pc28).
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SECTION 2
Management

AMC1 ORO.GEN.200(a)(1);(2);(3);®)knagement system

NONCOMPLEX OPERATORSENERAL

(a) Safety risk management may be performed using hazard checklists or similar nagemeaent
tools or processes, which are integrated into the activities of the operator.

(b) The operator should manage safety risks related to a change. The management of change should
be a documented process to identify external and internal changerttet have an adverse
STF¥FSOG 2y alr¥Steod LG &aK2dZ R YI1S daAasS 2F (GKS
assessment and mitigation processes.

(c) The operator should identify a person who fulfils the role of safety manager and who is
responsible forcoordinating the safegmanagementrelated processes and taskKhis person
may be the accountable manager or a person with an operational role within the operator.

(d) Within the operator, responsibilities should be identified for hazard identificatiosk
assessment and mitigation.

(e) The safety policy should include a commitment to improve towards the highest safety standards,
comply with all applicable legal requirements, meet all applicable standards, consider best
practices and provide appropriatesources.

(f)  The operator should, in cooperation with other stakeholders, develop, coordinate and maintain
an emergency response plan (ERP) that ensures orderly and safe transition from normal to
emergency operations and return to normal operations. BRP should provide the actions to
be taken by the operator or specified individuals in an emergency and reflect the size, nature
and complexity of the activities performed by the operator.

AMC1 ORO.GEN.200(a)(Management system

COMPLEX OPERATOR3RANISATION AND ACCOURILITIES

The management system of an operator should encompass safety by including a safety manager and
a safety review board in the organisational structure.

(a) Safety manager

(1) The safety manager should act as the focal pointl@desponsible for the development,
administration and maintenance of an effective safety management system.

(2) The functions of the safety manager should be to:
(i) facilitate hazard identification, risk analysis and management;

(i) monitor the implementation o&ctions taken to mitigate risks, as listedhe safety
action plan;

(iif)  provide periodic reports on safety performance;
(iv) ensure maintenance of safety management documentation;

(v) ensure that there is safety managemetraining available and that it meets
acceptable standards;
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(vi) provide advice on safety matters; and
(vii) ensure initiation and followp of internal occurrence/accident investigations.
(b) Safety review board

(1) The safety review board should be athipvel committee that considers matters of
A0NY 0S3IA0 al FSGe Ay &adzZll2 NI 2F GKS | O02dzy il

(2) The board should be chaired by the accountable manager and be composed of heads of
functional areas.

(3) The safety review boarshould monitor:
() safety performance against the safety policy and objectives;
(i)  that any safety action is taken in a timely manner; and
i) 6KS STFSOUAGSYySaa 2F GKS 2LISNI G2NRa al ¥S
(c) The safety review board should ensubhat appropriate resources are allocated to achieve the
established safety performance.

(d) The safety manager or any other relevant person may attend, as appropriate, safety review
board meetings. He/she may communicate to the accountable manager almafion, as
necessary, to allow decision making based on safety data.

SAFETY MANAGER

(a) Depending on the size of the operator and the nature and complexity of its activities, the safety
manager may be assisted lagditional safety personnel for the performance of all safety
management related tasks.

(b) Regardless of the organisational st it is important that the safety manager remains the
unigue focal point as regards the development, administration and maartee of the
2LISNI 02NRa al FSdeée YIylF3aSySyid aeadaSyo

COMPLEX OPERATORSAFETY ACTION GROUP
(a) A safety action group may be established as a standing group or astent ggloup to assist or
act on behalf of the saty review board.

(b)  More than one safety action group may be established depending on the scope of the task and
specific expertise required.

(c) The safety action group should report to and take strategic direction from the safety review
board and shoulthe comprised of managers, supervisors and personnel from operational areas.

(d) The safety action group should:
(1) monitor operational safety;
(2) define actions to mitigate the identified safety risks
(3) assess the impact on safety of operatioolhhnges; and

(4) ensure that safety actions are implemented within agreed timescales.
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(e) The safety action group should review the effectiveness of previous safety recommendations
and safety promotion.

MEANINGOE| 9 ¢ 9wa{ WI![/L/Ch!'Qbd!b5L [Ww®{® hb{L

In the English language, the notion of accountability is different from the notion of responsibility.
2 KSNBFa WIHOO02dzylilloAtAleqQ NBFSNAR G2 |y 206fA3FGAZ2)
anobligation that can be delegated.

AMC1 ORO.GEN.200(a)(2Janagement system
COMPLEX OPERATORSAFETY POLICY

(@) The safety policy should:
(1) be endorsed by the accountable manager;

(2) reflect organisational commitments regarding safety and its preactind systematic
management;

(3) be communicated, with visible endorsement, throughout the operator; and
(4) include safety reporting principles.

(b) The safety policy should include a commitment:
(1) toimprove towards the highest safety standards;

(2) to comply with all applicable legislation, meet all applicable standards and consider best
practices;

(3) to provide appropriate resources;
(4) to enforce safety as one primary responsibility of all managers; and

(5) not to blame someone for reporting sonteéhg which would not have been otherwise
detected.

(c) Senior management should:

(1) continually promote the safety policy to all personnel and demonstrate their commitment
to it;

(2) provide necessary human and financial resources for its implementatiuh;

(3) establish safety objectives and performance standards.

SAFETY POLICY

The safety policy is the means whereby the operator states its intention to maintain and, where
practicable, improve safety levels in igdl activities and to minimise its contribution to the risk of an
aircraft accident as far as is reasonably practicable.

The safety policy should state that the purpose of safety reporting and internal investigations is to
improve safety, not to apportioblame to individuals.
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AMC1 ORO.GEN.200(a)(3janagement system
COMPLEX OPERATORSAFETY RISK MANAGEME

(a) Hazard identification processes

(1) Reactive and proactive schemes for hazard identification should be the formal means of
collecting, recordig, analysing, acting on and generating feedback about hazards and the
associated risks that affect the safety of the operational activities of the operator.

(2) All reporting systems, including confidential reporting schemes, should include an
effective feedback process.

(b) Risk assessment and mitigation processes

(1) A formal risk management process should be developed and maintained that ensures
analysis (in terms of likelihood and severity of occurrence), assessment (in terms of
tolerability) andcontrol (in terms of mitigation) of risks to an acceptable level.

(2) The levels of management who have the authority to make decisions regarding the
tolerability of safety risks, in accordance with (b)(1), should be specified.

(c) Internal safety investition

(1) The scope of internal safety investigations should extend beyond the scope of occurrences
required to be reported to the competent authority.

(d) Safety performance monitoring and measurement

(1) Safety performance monitoring and measurement dkobe the process by which the
safety performance of the operator is verified in comparison to the safety policy and
objectives.

(2) This process should include:

() safety reporting, addressing also the status of compliance with the applicable
requiremens;

(i) safety studies, that is, rather large analyses encompassing broad safety concerns;

(i) safety reviews including trends reviews, which would be conducted during
introduction and deployment of new technologies, change or implementation of
procedures, or in situations of structural change in operations;

(iv) al ¥Sdeée FdzRAGA F20dzaairy3a 2y GKS AyuaS3aINmnGe
periodically assessing the status of safety risk controls; and

(v) safety surveys, examining particular elemestt@rocedures of a specific operation,

such as problem areas or bottlenecks in daily operations, perceptions and opinions
of operational personnel and areas of dissent or confusion.

(e) The management of change

The operator should manage safety risélated to a change. The management of change should
be a documented process to identify external and internal change that may have an adverse
SFFSOG 2y alr¥Sideod LG akKz2dzZR YI1S dasS 27F (GKS
assessment and miti¢jan processes.

()  Continuous improvement

The operator should continuously seek to improve its safety performance. Continuous
improvement should be achieved through:
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(1) proactive and reactive evaluations of facilities, equipment, documentation and
procedures through safety audits and surveys;

(2 LINRIFOGADS S@Ltdz GA2Yy 2F AYRAODARIZ £ 4Q LISNF?2
responsibilities; and

(3) reactive evaluations in order to verify the effectiveness of the system for control and
mitigation of risk.

(g) The emergency response plan (ERP)

(1) An ERP should be established that provides the actions to be taken by the operator or
specified individuals in an emergency. The ERP should reflect the size, nature and
complexity of the activities pésrmed by the operator.

(2) The ERP should ensure:
() an orderly and safe transition from normal to emergency operations;

(i) safe continuation of operations or return to normal operations as soon as
practicable; and

(i) coordination with the emergencyesponse plans of other organisations, where
appropriate.

INTERNABAFETREPORTING SCHEME

(&) The overall purpose of thimternal safety reportingscheme is to use reported information to
improve the level ofhe safety performance of the operator and not to attribute blame.

(b) The objectives of the scheme are to:

(1) enable an assessment to be made of the safety implications of each relevant incident and
accident, including previous similar occurrences, so Hrmat necessary action can be
initiated; and

(2) ensure that knowledge of relevant incidents and accidents is disseminated, so that other
persons and operators may learn from them.

(c) The scheme is an essential part of the overall monitoring function aisccamplementary to
the normal dayto-RIF @ LINP OSRdzNBa FyR WO2yiGNRfQ adeadsSvya
supersede any of them. The scheme is a tool to identify those instances where routine
procedures have failed.

(d)  All occurrence reports judge@portable by the person submitting the report should be retained
as the significance of such reports may only become obvious at a later date.

RISK MANAGEMENT OEGHT OPERATIONS MVIKNOWN OR FORECAZILCANIC AS
CONTAMINATION

(@) Responsibilities

The operator is responsible for the safety of its operations, including within an area with known
or forecast volcanic ash contamination.
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The operator should complete this assessment of safety risks related to koovgrecast
volcanic ash contamination as part of its management system before initiating operations into
airspace forecast to be or aerodromes/operating sites known to be contaminated with volcanic
ash.

This process is intended to ensure the operatoretkccount of the likely accuracy and quality
of the information sources it uses in its management system and to demonstrate its own
competence and capability to interpret data from different sources in order to achieve the
necessary level of data integyiteliably and correctly resolve any conflicts among data sources
that may arise.

In order to decide whether or not to operate into airspace forecast to be or
aerodromes/operating sites known to be contaminated with volcanic ash, the operator should
make use of the safety risk assessment within its management system, as required by
ORO.GEN.200.

¢CKS 2LISNIG2NRa al FSGe Nral lFaaSaayvySyd akzdzZ R
from the type certificate holders (TCHSs) regarding the susceptibilithe aircraft they operate

to volcanic cloudelated airworthiness effects, the nature and severity of these effects and the
related preflight, inflight and postflight precautions to be observed by the operator.

The operator should ensure that pgmnel required to be familiar with the details of the safety
risk assessments receives all relevant information (bothfigat and inflight) in order to be in
a position to apply appropriate mitigation measures as specified by the safety risk assesssmen

(b) Procedures

The operator should have documented procedures for the management of operations into
airspace forecast to be or aerodromes/operating sites known to be contaminated with volcanic
ash.

These procedures should ensure that, at all timkght operations remain within the accepted
safety boundaries as established through the management system allowing for any variations in
information sources, equipment, operational experience or organisation. Procedures should
include those for flight cne, flight planners, dispatchers, operations, continuing airworthiness
personnel such that they are in a position to evaluate correctly the risk of flights into airspace
forecast to be contaminated by volcanic ash and to plan accordingly.

Continuing airwathiness personnel should be provided with procedures allowing them to
correctly assess the need for and to execute relevant continuing airworthiness interventions.

The operator should retain sufficient qualified and competent staff to generate well stqupor
operational risk management decisions and ensure that its staff are appropriately trained and
current. It is recommended that the operator make the necessary arrangements for its relevant
staff to take up opportunities to be involved in volcanic asereises conducted in their areas

of operation.

© +2fO0LYyAO OGAGAGE AYTF2NXNIGAZ2Y yR 2LISNI (2NDA

Before and during operations, information valuable to the operator is generated by various

@2t Oly2 I 3SyOASa ¢ 2 NbsBssmeRt St mitigitig a2tiods Nledit@takd® & NI -
account of, and respond appropriately to, the information likely to be available during each

phase of the eruptive sequence from peeuption through to end of eruptive activity. It is
nevertheless noted thatreiptions rarely follow a deterministic pattern of behaviour. A typical

2LISNF 62NR&a NBalLRyaS vYire O2yaraid 2F GKS F2it24

(1) Preeruption
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The operator should have in place a robust mechanism for ensuring that it is constantly
vigilant for any alerts of greruption volcanic activity relevant to its operations. The staff
involved need to understand the threat to safe operations that such alerts represent.

An operator whose routes traverse large, active volcanic areas for which immediate
International Airwgs Volcano Watch (IAVW) alerts may not be available, should define
its strategy for capturing information about increased volcanic activity before pre
eruption alerts are generated. For example, an operator may combine elevated activity
information with irformation concerning the profile and history of the volcano to
determine an operating policy, which could includeroaiting or restrictions at night. This
would be useful when dealing with the 60% of volcanoes which are unmonitored.

Such an operator shaédialso ensure that its crews are aware that they may be the first to
observe an eruption and so need to be vigilant and ready to ensure that this information
is made available for wider dissemination as quickly as possible.

(2) Start of an eruption

Giventhe likely uncertainty regarding the status of the eruption during the early stages of

'y S@Syid IyR NBIFINRAYI (GKS aaz20AFiSR @2t Ol
include a requirement for crews to initiatereutes to avoid the affected airsge.

The operator should ensure that flights are planned to remain clear of the affected areas

and that consideration is given to available aerodromes/operating sites and fuel
requirements.

It is expected that the following initial actions will be tak®nthe operator:

(i) determine if any aircraft in flight could be affected, alert the crew and provide
advice on rerouting and available aerodromes/operating sites as required;

(i)  alert management;

(ii)  for flight departures, brief flight crew and resé flight and fuel planning in
accordance with the safety risk assessment;

(iv) alert flight crew and operations staff to the need for increased monitoring of
information (e.g. special air report (AIREP), volcanic activity report (VAR), significant
weatherinformation (SIGMET), NOTAMs and company messages);

(v) initiate the gathering of all data relevant to determining the risk; and
(vi) apply mitigations identified in the safety risk assessment.
(3) Ongoing eruption

As the eruptive event develops, the eqator can expect the responsible Volcanic Ash
Advisory Centre (VAAC) to provide volcanic ash advisory messages (VAA/VAGS) defining,
as accurately as possible, the vertical and horizontal extent of areas and layers of volcanic
clouds. As a minimum, the omsor should monitor, and take account of, this VAAC
information as well as of relevant SIGMETs and NOTAMs.

Other sources of information are likely to be available such as VAR/AIREPSs, satellite
imagery and a range of other information from State aaethmercial organisations. The
operator should plan its operations in accordance with its safety risk assessment taking
into account the information that it considers accurate and relevant from these additional
sources.
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The operator should carefully considand resolve differences or conflicts among the
information sources, notably between published information and observations (pilot
reports, airborne measurements, etc.).

Given the dynamic nature of the volcanic hazards, the operator should ensurehthat t
situation is monitored closely and operations adjusted to suit changing conditions.

The operator should be aware that the affected or danger areas may be established and
presented in a different way than the one currently used in Europe, as descnli&dR
Doc 019NAT Doc 006.

The operator should require reports from its crews concerning any encounters with
volcanic emissions. These reports should be passed immediately to the appropriate air
GNF FTFAO aSNBAOSa o! ¢{ 0 dmuhdityl yR (2 G§KS 2LISNH
For the purpose of flight planning, the operator should treat the horizontal and vertical
limits of the temporary danger area (TDA) or airspace forecast to be contaminated by
volcanic ash as applicable, to be overflown as it would mountaineainh, modified in
accordance with its safety risk assessment. The operator should take account of the risk
of cabin depressurisation or engine failure resulting in the inability to maintain level flight
above a volcanic cloud, especially when conduct¥OPS operations. Additionally,
minimum equipment list (MEL) provisions should be considered in consultation with the
TCHs.

Flying below volcanic ash contaminated airspace should be considered onayezese

basis. It should only be planned to reachi@ave an aerodrome/operating site close to

the boundary of this airspace or where the ash contamination is very high and stable. The
establishment of Minimum Sector Altitude (MSA) and the availability of
aerodromes/operating sites should be considered.

(d)y Safety risk assessment

When directed specifically at the issue of intended flight into airspace forecast to be or
aerodromes/operating sites known to be contaminated with volcanic ash, the process should
involve the following:

(1) Identifying the hazarsl

The generic hazard, in the context of this document, is airspace forecast to be or
aerodromes/operating sites known to be contaminated with volcanic ash, and whose
characteristics are harmful to the airworthiness and operation of the aircratft.

This GMs referring to volcanic ash contamination since it is the most significant hazard
for flight operations in the context of a volcanic eruption. Nevertheless, it might not be
the only hazard and therefore the operator should consider additional hazardfhhwhic
could have an adverse effect on aircraft structure or passengers safety such as gases.

Within this generic hazard, the operator should develop its own list of specific hazards
taking into account its specific aircraft, experience, knowledge and typpeshtion, and
any other relevant data stemming from previous eruptions.

(2) Considering the severity and consequences of the hazard occurring (i.e. the nature and
actual level of damage expected to be inflicted on the particular aircraft from exposure to
that volcanic ash cloud).

(3) Evaluating the likelihood of encountering volcanic ash clouds with characteristics harmful
to the safe operation of the aircraft.
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(e)

(4)

()

For each specific hazard within the generic hazard, the likelihood of adverse
consequences shud be assessed, either qualitatively or quantitatively.
5SGSNXYAYAYI 6KSGKSNI GKS O2yaSljdsSyid Nmxal A
performance criteria.

QX

At this stage of the process, the safety risks should be classified as acceptable or
unacceptable. The assessment of tolerability will be subjective, based on qualitative data
and expert judgement, until specific quantitative data are available in respect of a range
of parameters.

Taking action to reduce the safety risk to a level thad | OOSLIil 6f S G2 GK
management.

Appropriate mitigation for each unacceptable risk identified should then be considered in
2NRSNJ 12 NBRdzOS GGKS Nmxnal d2 | fS@St I OOSLI}

Procedures to be considered when idéyithg possible mitigations actions

When conducting a volcanic ash safety risk assessment, the operator should consider the
following nonexhaustive list of procedures and processes as mitigation:

(1)

)

Type certificate holders

Obtaining advice from the TGHnd other engineering sources concerning operations in
potentially contaminated airspace and/or aerodromes/operating sites contaminated by
volcanic ash.

This advice should set out:

() the features of the aircraft that are susceptible to airworthineffeas related to
volcanic ash;

(i)  the nature and severity of these effects;

(i) the effect of volcanic ash on operations to/from contaminated
aerodromes/operating sites, including the effect on tadé and landing aircraft
performance;

(iv) the related preflight, inflight and postflight precautions to be observed by the
operator including any necessary amendments to aircraft operating manuals,
aircraft maintenance manuals, master minimum equipment list/dispatch deviation
or equivalents; and

(v the recommended inspections associated with operations in volcanic ash
potentially contaminated airspace and operations to/from volcanic ash
contaminated aerodromes/operating sites; this may take the form of instructions
for continuing airworthiness ortber advice.

hLISNIF §2NKkO2yGNF OGSR 2NHIFIYAalIGA2YaQ LISNR2YYS
Definition of procedures for flight planning, operations, engineering and maintenance
ensuring that:

(i)  personnel responsible for flight planning are in a position to evaluate correctly the
risk of encountering volcanic ash contaminated airspace, or aerodromes/operating
sites, and can plan accordingly;

(i)  flight planning and operational procedures enable crews to avoid areas and
aerodromes/operating sites with unacceptable volcanic ash comation;
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(i)  flight crew are aware of the possible signs of entry into a volcanic ash cloud and
execute the associated procedures;

(iv) continuing airworthiness personnel are able to assess the need for and to execute
any necessary maintenance or othequired interventions; and

(v) crews are provided with appropriate aircraft performance data when operating
to/from aerodromes/operating sites contaminated with volcanic ash.

(3) Provision of enhanced flight watch
This should ensure:

0] close and continous monitoring of VAA, VAR/AIREP, SIGMET, NOTAM, ASHTAM
and other relevant information, and information from crews, concerning the
volcanic ash cloud hazard,;

(i)  access to plots of the affected areas from SIGMETs, NOTAMs and relevant company
information for crews and personnel responsible for the management and the
supervision of the flight operations; and

(i) communication of the latest information to crews and personnel responsible for
the management and the supervision of the flight operations imeely fashion.

(4) Flight planning
Flexibility of the process to allow4q#anning at short notice should conditions change.
(5) Departure, destination and alternate aerodromes

For the airspace to be traversed, or the aerodromes/operating sites in usanpéers to
evaluate and take account of:

(i)  the probability of contamination;
(i)  any additional aircraft performance requirements;
(i)  required maintenance considerations;
(iv) fuel requirements for reouteing and extended holding.
(6) Routing polig
Parameters to evaluate and take account of:
(i)  the shortest period in and over the forecast contaminated area;
(i)  the hazards associated with flying over the contaminated area;
(i)  drift down and emergency descent considerations;
(iv) the policy fo flying below the contaminated airspace and the associated hazards.
(7) Diversion policy
Parameters to evaluate and take account of:
(i)  maximum allowed distance from a suitable aerodrome/operating site;
(i)  availability of aerodromes/operating sitesitside the forecast contaminated area;
(i)  diversion policy after an volcanic ash encounter.
(8) Minimum equipment list (MEL)

Additional provisions in the MEL for dispatching aircraft with unserviceabilities that might
affect the following norexhaustve list of systems:
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(i)  air conditioning packs;
(i)  engine bleeds;
(iii)  pressurisation system;
(iv) electrical power distribution system;
(v) air data system;
(vi) standby instruments;
(vii) navigation systems;
(viii) de-icing systems;
(ix) enginedrivengenerators;
(x) auxiliary power unit (APU);
(xi) airborne collision avoidance system (ACAS);
(xii) terrain awareness warning system (TAWS);
(xiii) autoland systems;
(xiv) provision of crew oxygen;
(xv) supplemental oxygen for passengers.
(9) Standard opgating procedures

Crew training to ensure they are familiar with normal and abnormal operating procedures
and particularly any changes regarding but not limited to:

(i)  pre-flight planning;

(i) in-flight monitoring of volcanic ash cloud affected aread amoidance procedures;
(i)  diversion;

(iv) communications with ATC;

(v) in-flight monitoring of engine and systems potentially affected by volcanic ash
cloud contamination;

(vi) recognition and detection of volcanic ash clouds and reporting procedures;
(vii) in-flight indications of a volcanic ash cloud encounter;

(viii) procedures to be followed if a volcanic ash cloud is encountered;

(ix) unreliable or erroneous airspeed;

(X) non-normal procedures for engines and systems potentially affected by vaolcani
ash cloud contamination;

(xi) engineout and engine relight;

(xii) escape routes; and

(xiii) operations to/from aerodromes/operating sites contaminated with volcanic ash.
(10) Provision for aircraft technical log

This should ensure:

(i)  systematic entryin the aircraft technical log related to any actual or suspected
volcanic ash encounter whether-flight or at an aerodrome/operating site; and
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(i)  checking, prior to flight, of the completion of maintenance actions related to an
entry in the aircraft €chnical log for a volcanic ash cloud encounter on a previous
flight.

(11) Incident reporting

Crew requirements for:

(i)  reporting an airborne volcanic ash cloud encounter (VAR);

(i)  postflight volcanic ash cloud reporting (VAR);

(i) reporting norenaunters in airspace forecast to be contaminated; and

(iv) filing a mandatory occurrence report in accordance with ORO.GEN.160.
(12) Continuing airworthiness procedures

Procedures when operating in or near areas of volcanic ash cloud contamination:

() enhancement of vigilance during inspections and regular maintenance and
appropriate adjustments to maintenance practices;

(i)  definition of a followup procedure when a volcanic ash cloud encounter has been
reported or suspected;

(i)  thorough investigatiorior any sign of unusual or accelerated abrasions or corrosion
or of volcanic ash accumulation;

(iv) reporting to TCHs and the relevant authorities observations and experiences from
operations in areas of volcanic ash cloud contamination;

(v) completion ofany additional maintenance recommended by the TCH or by the
Competent Authority.

()  Reporting

The operator should ensure that reports are immediately submitted to the nearest ATS unit
using the VAR/AIREP procedures followed up by a more detailed VI ARdoTg together with,

as applicable, a report, as defined in Commission Regulation (EU) No 996/2010 and Regulation
(EVU) No 376/2014, and an aircraft technical log entry for:

(1) any incident related to volcanic clouds;

(2) any observation of volcanic aslativity; and

(3) any time that volcanic ash is not encountered in an area where it was forecast to be.
(g) References

Further guidance on volcanic ash safety risk assessment is given in ICAO Doc. 9974 (Flight safety
and volcanic ash Risk management dfight operations with known or forecast volcanic ash
contamination).

SAFETY RISK ASSENSMRISK REGISTER

The results of the assessment of the potential adverse consequences or outcome of each hazard may
be recaded by the operator in a risk register, an example of which is provided below.
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Hazard Outcome Outcome
(PreMitigation) (PostMitigation)
Incident Existin Additional Actions Monitoring
Sequence 9 > E Mitigation > = and and Review
o Controls E o) X~ . = s} X :
o Description 5} = 7 required ) = 7 Owners | Requirements
No. Description 2 = r 3 = r
X 4
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COMPLER®RGANISATIONSSAFETY RISK MANAGEME INTERFACES BETWERGANISATIONS

@)

(b)

Hazard identification and risk assessment start with an identification of all parties involved in
the arrangement, including independent experts and +agproved organisationst éxtends to

the overall control structure, assessing, in particular, the following elements across all
subcontract levels and all parties within such arrangements:

(1) coordination and interfaces between the different parties;

(2) applicable procedures;

(3) communication between all parties involved, including reporting and feedback channels;
(4) task allocation responsibilities and authorities; and

(5) qualifications and competency of key personnel.

Safety risk management focuses on the followasgects:

(1) clear assignment of accountability and allocation of responsibilities;

(2) only one party is responsible for a specific aspect of the arrangemem overlapping
or conflicting responsibilities, in order to eliminate coordination errors;

(3) existence of clear reporting lines, both for occurrence reporting and progress reporting;

(4) possibility for staff to directly notify the operator of any hazard suggesting an obviously
unacceptable safety risk as a result of the potential consequerfddgschazard.

AMC1 ORO.GEN.200(a)(Management system
TRAINING AND COMMIGRITION ON SAFETY

@)

(b)

Training

(1) All personnel should receive safety training as appropriate for their safety responsibilities.
(2) Adequate records of all safety training prded should be kept.

Communication

(1) The operator should establish communication about safety matters that:

() ensures that all personnel are aware of the safety management activities as
appropriate for their safety responsibilities;

(i) conveys safty critical information, especially relating to assessed risks and
analysed hazards;

(i)  explains why particular actions are taken; and
(iv) explains why safety procedures are introduced or changed.

(2) Regular meetings with personnel where informatioactions and procedures are
discussed may be used to communicate safety matters.
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TRAINING AND COMMIGWITION ON SAFETY

The safety training programme may consist of-gedfruction via the media (newsletters, fligkafety
magazines), classroom traininglearning or similar training provided by training service providers.

AMC1 ORO.GEN.200(a)(3anagement system

MANAGEMENT SYSTEMCD®MENTATION GENERAL

@ ¢KS 2LISNIi2NRa YIylFr3aSySyil deast indude thie XodbawvdS y G I G A
information:

(1) a statement signed by the accountable manager to confirm that the operator will
O2ylAydzzdzate 62N)} Ay I OO0O2NRIyOS 46AGK GKS |
documentation, as required by this Annex;

(2) the operator's scope of activities;
(3) the titles and names of persons referred to in ORO.GEN.210 (a) and (b);

(4) an operator chart showing the lines of responsibility between the persons referred to in
ORO.GEN.210;

(5) ageneral description and locatiarf the facilities referred to in ORO.GEN.215;

(6) procedures specifying how the operator ensures compliance with the applicable
requirements;

(7) GKS F'YSYRYSy(d LINRPOSRdAZNBE F2NJ 6KS 2LISNIF G2NDa

by ¢ KS 2 LISNI (i 2 NdpstemMdcyfrierdlaori By ibe included in a separate manual or in
(one of) the manual(s), as required by the applicable subpart(s). A-@fessence should be
included.

AMC2 ORO.GEN.200(a)(3anagement system

COMPLEX OPERATORSAFETY MANAGEMENTNUWAL

(@) The safety management manual (SMM) should be the key instrument for communicating the
approach to safety for the whole of the operator. The SMM should document all aspects of

safety management, including the safety policy, objectives, procedures aiddimal safety
responsibilities.

(b) The contents of the safety management manual should include all of the following:
(1) scope of the safety management system;
(2) safety policy and objectives;
(3) safety accountability of the accountable manager;
(4) safety responsibilities of key safety personnel;
(5) documentation control procedures;
(6) hazard identification and risk management schemes;
(7) safety action planning;

(8) safety performance monitoring;
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(9) incident investigation and reporting;
(10) emergency response planning;

(11) management of change (including organisational changes with regard to safety
responsibilities);

(12) safety promotion.

(c) The SMM may be contained in (one of) the manual(s) of the operator.

MANAGEMENT SYSTEMCD®IENTATION GENERAL

(@) Itis not required to duplicate information in several manuals. The information may be contained
in any of the operator manuals (e.g. operations manual), which may also be combined.

(b) The operator maglso choose to document some of the information required to be documented
in separate documents (e.g. procedures). In this case, it should ensure that manuals contain
adequate references to any document kept separately. Any such documents are then to be
coy aARSNBR |y AyidSaNX¥ft LINI 2F GKS 2LISNI (2NRA&

AMC1 ORO.GEN.200(a)(8janagement system
COMPLIANCE MONITORIN GENERAL

(@) Compliance monitoring

The implementation and use of a compliance monitoring function should enbeleperator
to monitor compliance with the relevant requirements of this Annex and other applicable
Annexes.

(1) The operator should specify the basic structure of the compliance monitoring function
applicable to the activities conducted.

(2) The compliane monitoring function should be structured according to the size of the
operator and the complexity of the activities to be monitored.

(b) Organisations should monitor compliance with the procedures they have designed to ensure
safe activities. In doingos they should as a minimum, and where appropriate, monitor
compliance with:

(1) privileges of the operator;

(2) manuals, logs, and records;

(3) training standards;

(4) management system procedures and manuals.
(c) Organisational set up

(1) To ensure thathe operator continues to meet the requirements of this Part and other
applicable Parts, the accountable manager should designate a compliance monitoring
manager. The role of the compliance monitoring manager is to ensure that the activities
of the operatd are monitored for compliance with the applicable regulatory
requirements, and any additional requirements as established by the operator, and that
these activities are carried out properly under the supervision of the relevant head of
functional area.
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(20 The compliance monitoring manager should be responsible for ensuring that the
compliance monitoring programme is properly implemented, maintained and continually
reviewed and improved.

(3) The compliance monitoring manager should:
()  have direct acced® the accountable manager;
(i) not be one of the other persons referred to in ORO.GEN.210 (b);

(i) be able to demonstrate relevant knowledge, background and appropriate
experience related to the activities of the operator, including knowledge and
experience in compliance monitoring; and

(iv) have access to all parts of the operator, and as necessary, any contracted operator.

(4) In the case of a nenomplex operator, this task may be exercised by the accountable
manager provided he/she hakemonstrated having the related competence as defined

in (c)(3)(iii).

(5) In the case the same person acts as compliance monitoring manager and as safety
manager, the accountable manager, with regards to his/her direct accountability for
safety, should ensure that sufficient resources are allocated to both functions, taking into
account the size of the operator and the nature and complexity of its activities.

(6) The independence of the compliance monitoring function should be established by
ensuring that audits and inspections are carried out by personnel not responsiblesfor th
function, procedure or products being audited.

(d) Compliance monitoring documentation

1 wStSglyi R2O0dzySy il GAz2zy akKz2dZ R AyOf dzRS
management system documentation.

(2) In addition, relevant documentation should alselude the following:
(i) terminology;
(i)  specified activity standards;
(i)  a description of the operator;
(iv) the allocation of duties and responsibilities;
(v) procedures to ensure regulatory compliance;
(vi) the compliance monitoring programme, te€ting:
(A) schedule of the monitoring programme;
(B) audit procedures;
(C) reporting procedures;
(D) follow-up and corrective action procedures; and
(E) recording system.
(vii) the training syllabus referred to in (e)(2);
(viii) document control.

(e) Training
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(1) Correct and thorough training is essential to optimise compliance in every operator. In
order to achieve significant outcome of such training, the operator should ensure that all
LISNE2Yy Yy St dzyRSNRGF YR GKS 20 anfuthjenénSsiisteina € | A F
documentation.

(2) Those responsible for managing the compliance monitoring function should receive
training on this task. Such training should cover the requirements of compliance
monitoring, manuals and procedures related to the tamldlit techniques, reporting and
recording.

(3) Time should be provided to train all personnel involved in compliance management and
for briefing the remainder of the personnel.

(4) The allocation of time and resources should be governed by the volumecamolexity
of the activities concerned.

COMPLIANCE MONITORIN GENERAL

(@) The organisational satp of the compliance monitoring function should reflect the size of the
operator and the nature and complexity of its activities. The compliance monitoring manager
may perform all audits and inspections himself/herself or appoint onenore auditors by
choosing personnel having the related competence as defined in AMC1 ORO.GEN.200(a)(6)
point (c)(3)(iii), either from, within or outside the operator.

(b) Regardless of the option chosen it must be ensured that the independence afitlitsfunction
is not affected, in particular in cases where those performing the audit or inspection are also
responsible for other functions for the operator.

(c) In case external personnel are used to perform compliance audits or inspections:

(1) any skh audits or inspections are performed under the responsibility of the compliance
monitoring manager; and

(2) the operator remains responsible to ensure that the external personnel has relevant
knowledge, background and experience as appropriate to thigites being audited or
inspected; including knowledge and experience in compliance monitoring.

(d) The operator retains the ultimate responsibility for the effectiveness of the compliance
monitoring function, in particular for the effective implementati and followup of all
corrective actions.

COMPLEX OPERATOR30OMPLIANCE MONITORIRROGRAMME
(a) Typical subject areas for compliance monitoring audits and inspections for operators should be,
as applicable:
(1) actual flight operations;
(2) ground deicing/antticing;
(3) flight support services;
(4) load control;

(5) technical standards.
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(b)

Operators should monitor compliance with the operational procedures they have designed to

ensure safe operations, airwihy aircraft and the serviceability of both operational and safety
equipment. In doing so, they should, where appropriate, additionally monitor the following:

(1) operational procedures;

(2) flight safety procedures;

(3) operational control and supenit;

(4) aircraft performance;

(5) all weather operations;

(6) communications and navigational equipment and practices;
(7) mass, balance and aircraft loading;

(8) instruments and safety equipment;

(9) ground operations;

(10) flight and duty time limitations, rest requirements, and scheduling;
(11) aircraft maintenance/operations interface;

(12) use of the MEL;

(13) flight crew;

(14) cabin crew;

(15) dangerous goods;

(16) security.

NONCOMPLEX OPERATORSOMPLIANCE MONITORIN

@ [/ 2YLIXALFYOS Y2yAG2NAYy3 FdzZRAGA FYR AyaLSOGa
aZyAU2NRYy3 [/ KSO1tAAGQY I YORYLY& I ¥OBRMWSELER NHNR
documents may be used for thisigpose.

COMPLIANCE MONITORING CHECKLIST

Year:

Subject Date Checked |Comments/Norcompliance Report No

checked |by

Flight Operations

Aircraft checklists checked for accurd
and validity

Minimum five flight plans checked a
verified for proper and correct
information

Flight planning facilities checked f
updated manuals, documents and acc
to relevant flight information
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Incident reports evaluated and reporte
to the appropriate competent authority
Ground Handling
Contracts with ground handling
organisations established and valid,
applicable
Instructions regarding fuelling and 4
icing issued, if applicable
Instructions regarding dangerous gog
issued and known by all releva
personnel, if applicable
Mass &Balance
Min. five load sheets checked a
verified for proper and corred
information, if applicable
Aircraft fleet checked for valid weig
check, if applicable
Minimum one check per aircraft
correct loading and distribution,
applicable
Training
Training records updated and accurate
All pilot licenses checked for curren
correct ratings and valid medical chec
All pilots received recurrent training
Training facilities & Instructors approvs
All pilots received dailynspection (DI
training
Documentation
All issues of operations manual (O
checked for correct amendment status
AOC checked for validity and appropri
operations specifications, if applicable
Aviation requirements applicable ar
updated
Crew flight and duty time recor
updated, if applicable
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Flight documents record checked a
updated

Compliance monitoring records check
and updated

T NONCOMPLIANCE REP®@RNo:

To Compliance Monitorin| Reported by:
Manager

Date:

Category
Flight Operations []
Training []

Ground Handling
Documentation

[] Mass & Balance []
[]  Other []

Description:

Reference:

Level of finding:

Rootcause of norcompliance:

Suggested correction:

Compliance Monitoring Manager:

[] Corrective action required

[ ] Corrective action not required

Responsible Person:

Time limitation:

Corrective action:

Reference:

Signature Responsible Person:

Date:

Compliance Monitoring Manager

[ ] Correction and corrective action verified

[ ] Report Closed

Signature Complianddonitoring Manager:

Date:
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AUDIT AND INSPECTION

@ W'dzZRAGQ YSIya | aeadSYlFLadAdr AYyRSLISYRSyid |yR R
evaluating it objectively to determine the extent to which requiremeauts complied with.

by WLYaLISOGA2YyQ YSIya |y AYRSLISYRSydG R2O0dz¥SyidSR
judgement accompanied as appropriate by measurement, testing or gauging, in order to verify
compliance with applicable requirements.

AMC1ORO.GEN.200(bManagement system
SIZE, NATURE AND GQEXITY OF THE AOMV
(@) An operator should be considered as complex when it has a workforce of more than 20 full time

equivalents (FTEs) involved in the activity subject to Regulation (EZ)6KBO08 and its
Implementing Rules.

(b) Operators with up to 20 FTEs involved in the activity subject to Regulation (1p/2008
and its Implementing Rules may also be considered complex based on an assessment of the
following factors:

(1) in terms of complexity, the extent and scope of contracted activities subject to the
approval;

(2) interms of risk criteriathe extent of the following
()  operations requiringa specific approval;
(i)  highriskcommercial specialised operations;
(i)  operationswith different types of aircraft usedgnd

(iv) operations in challengingnvironment (offshore, mountainous area, etc.).

AMC1 ORO.GEN.20&ontracted activities
RESPONSIBILITY WEBENTRACTING ACTBRSTI

(@) The operator may decide to contract certairtiaities to external organisations.

(b) A written agreement should exist between the operator and the contracted organisation clearly
defining the contracted activities and the applicable requirements.

(c) The contracted safetyelated activities relevanto the agreement should be included in the
operator's safety management and compliance monitoring programmes.

(d) The operator should ensure that the contracted organisation has the necessary authorisation or
approval when required, and commands the restes and competence to undertake the task.

5 Regulation (EC) No 216/2008 of the European Parliament and of the Council of 20 February 2008 on common rules in the
field of civil aviation and establishing a European Aviation Safety Agency, and repealing Council Directive 91/670/EEC,
Regulation (EC) No 1592/2002 and Directive 2004/3675Q79, 19.3.2008, p. 1.

6 Regulation (EC) No 216/2008 of the European Parliammeshof the Council of 20 February 2008 on common rules in the
field of civil aviation and establishing a European Aviation Safety Agency, and repealing Council Directive 91/670/EEC,
Regulation (EC) No 1592/2002 and Directive 2004/3675Q79, 19.3.2008p. 1.
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CONTRACTINGGENERAL

(a) Operators may decide to contract certain activities to external organisations for the provision of
services related to areas such as:

(1) ground deicing/antticing;
(2) ground handling;

(3) flight support (including performance calculations, flight planning, navigation database
and dispatch);

(4) training; and
(5) manual preparation.

(b) Contracted activities include all activities within the opetdidd a 02 LIS 2 F | LILINR @
performed by another organisation either itself certified or authorised to carry out such activity
2N AF y20 OSNIATFTASR 2N [ dZiK2NARASRI ¢g2NJAy3 dzy

(c) The ultimate responsibility for the product eervice provided by external organisations should
always remain with the operator.

RESPONSIBILITY WEENTRACTING ACTESTI

(@) Regardless of the approval statakthe contracted organisation, the contracting op#ur is
responsible for ensuring that all contracted activities are subject to hazard identification and risk
management, as required by ORO.GEN.200 (a)(3), and to compliance monitoring, as required by
ORO.GEN.200 (a)(6).

(b)  When the contracted organisain is itself certified or authorised to carry out the contracted
FOGABAGASEAYT (GKS 2LISNIi2NDa O2YLIX AlFyOS Y2yAGz
effectively covers the contracted activities and that it is still valid.

AMC1 ORO.GEN.210(a) Application for an air operator certificate

INFORMATION ON THEGOUNTABLE MANAGER

As part of being granted an air operator certificate (AOC), the operator should provide the competent
authority with the following detailed informatin regarding the accountable manager:

(@) name of the accountable manager;

(b) position within the organisation;

(c) information on means to ensure that all activities can be financed and carried out;

(d) qualification relevant to the position; and

(e) work experience relevant to the position.

FUNCTION OF THE AGRTABLE MANAGER

(&) The accountable manager should have the overall responsibility for running the organisation.
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(b) When the accountable manager istnthe chief executive officer, the competent authority
should be assured that the accountable manager has direct access to the chief executive officer
and has the necessary air operations funding allocation.

AMC1 ORO.GEN.220(lrecordkeeping
GENERAL

(@) The recorekeeping system should ensure that all records are accessible whenever needed
within a reasonable time. These records should be organised in a way that ensures traceability
and retrievability throughout the required retention period.

(b) Recads should be kept in paper form or in electronic format or a combination of both. Records
stored on microfilm or optical disc format are also acceptable. The records should remain legible
throughout the required retention period. The retention period $tawhen the record has been
created or last amended.

(c) Paper systems should use robust material which can withstand normal handling and filing.
Computer systems should have at least one backup system which should be updated within 24
hours of any new emy. Computer systems should include safeguards against the ability of
unauthorised personnel to alter the data.

(d)  All computer hardware used to ensure data backup should be stored in a different location from
that containing the working data and in anwéronment that ensures they remain in good
condition. When hardware or software changes take place, special care should be taken that all
necessary data continues to be accessible at least through the full period specified in the
relevant subpart. In thel@sence of such indication, all records should be kept for a minimum
period of 5 years.

RECORDS

Microfilming or optical storage of records may be carried out at any time. The records should be as
legible as the originakcord and remain so for the required retention period.
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SUBPART AOC
AIR OPERATOR CERJAHION

AMC1 ORO.AOC.108pplication for an AOC
APPLICATION TIME MES
The application for the initial issue of an AOC should be submitted at least 90 days before the intended

start date of operation. The operations manual may be submitted later, but icasg not later than
60 days before the intended start date of operation.

AMC10ORO.AOC.100(aApplication for an air operator certificate

OPERATOR SECURIDGRRAMME

In accordance with Regulation (EC) No 300/2008, as part of granting the AOC, the @£F sheuld

LINE JARS (KS O2YLISGSYy(d ldziK2NARGe $gAGK GKS 2LISNI G2
The security programme should be adapted to the type and area of operation, as well as to the aircraft
operated.

MEANING OF CERTIHIE®F AIRWORTHINESS

A certificate of airworthiness means either a certificate of airworthiness issued in accordance with
Part21.B.326 or a restricted certificate of airworthiness issueacicordance with Pai21.B.327.

AMC1 ORO.AOC.110easing agreement

GENERAL

The operator intending to leade an aircraft should provide the competent authority with the
following information:

(a) the aircraft type, registration markings and serial number

(b) the name and address of the registered owner;

(c) acopy of the valid certificate of airworthiness;

(d) a copy of the lease agreement or description of the lease provisions, except financial
arrangements;

(e) duration of the lease; and

(f)  in case ofwet leasein, a copy of the AOC of the third country operator and the areas of
operation.

The information mentioned above should be accompanied by a statement signed by the lessee that
the parties to the lease agreement fully understand their respectegponsibilities under the
applicable regulations.
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AMC1 ORO.AOC.110(d)easing agreement

WET LEASKE

If the operator is not intending to apply EU safety requirements for air operations and continuing
airworthiness when wet leasiAg an aircraft registexd in a third country, it should demonstrate to

the competent authority that the standards complied with are equivalent to the following
requirements:

(& Annex IV (ParCAT);

(b) PartORO:
(1) ORO.GEN.110 and Section 2 of Subpart GEN;
(2) ORO.MLRexcluding ORO.MLR.105;

(3) ORO.FC;

(4) ORO.CC, excluding ORO.CC.200 and ORO.CC.210(a);
(5) ORO.TC;

(6) ORO.FTL, including relatediER.; and

(7) ORO.SEC;

(c) AnnexV (ParBPA), if applicable;

(d) for continuing airworthiness management of the third canynoperator, PartM’ SubpartB,
SubpartC and Subpai©, excluding M.A.707, and M.A.710;

(e) for the maintenance organisation used by the third country operator during the lease period:
Part14%% and

(f)  the operator should provide the competent authority wighfull description of the flight time
limitation scheme(s), operating procedures and safety assessment demonstrating compliance
with the safety objectives set oin points (b) (1(6).

AMC2 ORO.AOL10(c) Leasing agreement
WET LEASHE

The lessee should maintain a record of occasions when lessors are used, for inspection by the State
that issued its AOC.

Commission Regulation (EC) No 2042/2003 of 20 November 2003 on the continuing airworthiness of aircraft and
aeronautical products, parts and appliances, and on the approval of organisations and personnel involved in these tasks
(OJ L 315, 28.11023, p. 1). Regulation as last amended by Commission Regulation (EU) No 1149/2011 of 21 October
2011 (OJ L 298, 16.11.2011, p. 1).

Commission Regulation (EC) No 2042/2003 of 20 November 2003 on the continuing airworthiness of aircraft and
aeronautical poducts, parts and appliances, and on the approval of organisations and personnel involved in these tasks
(OJ L 315, 28.11.2003, p. 1). Regulation as last amended by Commission Regulation (EU) No 1149/2011 of 21 October
2011 (OJ L 298, 16.11.2011, p. 1).
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SHORTERM WET LEABE

In anticipation of an operatioriaeed the operator may enter into a framework agreement with more
than one third country operator provided that these operators comply with ORO.AOC.110 (c). These
third country operators should be placed in a list maintained by the lessee.

AMC1 ORO.AOC.aff) Leasing agreement

WET LEASBUT

When notifying the competent authority, the operator intending to wet leasg an aircraft should
provide the competent authority with the following information:

(a) the aircraft type, registration markings and sériamber;

(b) the name and address of the lessee;

(c) a copy of the lease agreement or description of the lease provisions, except financial
arrangements; and

(d) the duration of the lease agreement.

AMC1 ORO.AOC.115(a)(hode share agreements

INITIAL ERIFICATION OF COMRICE

@ Ly 2NRSNJ G2 GOSNATe GKS GKANR O2dzyGNEB 2LISNI G2N
in particular ICAO Annexes 1, 2, 6, Part | and lll, as applicable, 8 and 18, the EU operator should

conduct an audit of the thirdcountry operator, including interviews of personnel and
AyaLlLlSOiAaz2ya OFNNASR 2dzi G GKS GKANR O2dzyiaNE

(b) The audit should focus on the operational, management and control systems of the operator.

AMC1 ORO.AOC.115(yodeshare arrangements
CODESHARE AUDIT PROGRAMM
(@) Operators should establish a codbhare audit programme for monitoring continuous

compliance of the third country operator with the applicable ICAO standards. Such-sltamde
audit programme should include:

(1) the audit methodology (audit report + compliance statements);
(2) details of the specific operational areas to audit;

(3) criteria for defining satisfactory audit results;

(4) asystem for reporting and correcting findings;

(5) a continuous monitoring system;

(6) auditor qualification and authorisation; and

(7) the frequency of audits.

(b) The third country codeshare operator should be audited at periods not exceedingh@aaths.
The beginning of the first 2dhonth oversight planning cycle is determined by ttede of the
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(©)

(d)

(e)

first audit and should then determine the start and end dates of the recurrenin@dth
planning cycle. The interval between two audits should not exceed 24 months.

The EU operator should ensure a renewal audit of each third country-gwte operator prior

to the audit expiry date of the previous audit. The audit expiry date for the previous audit
becomes the audit effective date for the renewal audit provided the closing meeting for the
renewal audit is within 150 days prior to the auditpiry date for the previous audit. If the
closing meeting for the renewal audit is more than Hags prior to the audit expiry date from
the previous audit, then the audit effective date for the renewal audit is the day of the closing
meeting of the reewal audit. Renewal audits are valid for 24 consecutive months beginning
with the audit effective date and ending with the audit expiry date.

A codeshare audit could be shared by several operators. In case of a shared audit, the report
should be madevailable for review by all duly identified sharing operators by any means.

After closure of all findings identified during the audit, the EU operator should submit an audit
compliance statement to the competent authority demonstrating that the thi@urmtry
operator meets all the applicable safety standards.

AMC2 ORO.AOC.115(yodeshare agreements
THIRD PARTY PROVIDER

@)

(b)

The initial audit and/or the continuous monitoring may be performed by a third party provider
on behalf of the EU operator whehis demonstrated that:

(1) adocumented arrangement has been established with the third party provider;

(2) the audit standards applied by the third party provider addresses the scope of the
regulation in sufficient detalil,

(3) the third party provideruses an evaluation system, designed to assess the operational,
management and control systems of the third country cetlare operator;

(4) independence of the third party provider, its evaluation system as well as the impartiality
of the auditors is ensed;

(5) the auditors are appropriately qualified and have sufficient knowledge, experience and
training, including orthe-job training, to perform their allocated tasks;

(6) audits are performed oisite;

(7) access to the relevant data and facilities arged to the level of detail necessary to verify
compliance with the applicable requirements;

(8) access to the full audit report is granted to the EU operator;

(9) procedures have been established for monitoring continued compliance of the third
country codesshare operator with the applicable requirements, taking into account the
timelines in AMC1 ORO.AOC.115(b)(b) and (c);

(10) procedures have been established to notify the third country ecsldare operator of any
non-compliance with the applicable reqements, the corrective actions to be taken, the
follow up of these corrective actions and closure of findings.

The use of a third party provider for the initial audit or the monitoring of continuous compliance
of the third country codeshare operatodoes not exempt the EU operator from its responsibility
under ORO.AOC.115.
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(©)

The EU operator should maintain a list of the third country esldare operators monitored by
the third party provider. This list and the full audit report prepared by the tpady provider
should be made available to the competent authority upon request.

AMC1 ORO.AOC.136light data monitoringt aeroplanes
FLIGHT DATA MONITR&I(FDM) PROGRAMME

@)

(b)

(©)

(d)

(e)

(f)

@

The safety manager, as defined under AMOGRO.GEN.200(a)(1), should be raesiale for the
identification and assessment of issues and their transmission to the manager(s) responsible for
the process(es) concerned. The latter should be responsible for taking appropriate and
practicable safety action within a reasonable periodimig that reflects the severity of the issue.

An FDM programme should allow an operator to:
(1) identify areas of operational risk and quantify current safety margins;

(2) identify and quantify operational risks by highlighting occurrences of-standad,
unusual or unsafe circumstances;

(3) use the FDM information on the frequency of such occurrences, combined with an
estimation of the level of severity, to assess the safety risks and to determine which may
become unacceptable if the discovered trerahtinues;

(4) putin place appropriate procedures for remedial action once an unacceptable risk, either
actually present or predicted by trending, has been identified; and

(5) confirm the effectiveness of any remedial action by continued monitoring.
FDOM analysis techniques should comprise the following:

(1) Exceedance detection: searching for deviations from aircraft flight manual limits and
standard operating procedures. A set of core events should be selected to cover the main
areas of interest to theoperator. A sample list is provided in Appendix 1 to AMC1
ORO.AOC.130. The event detection limits should be continuously reviewed to reflect the
2LISNF 6§2NR&a OdzNNByYy(d 2LISNIGAYy3I LINRPOSRAz2NBa®

(2) All flights measurement: a system defining what is normedctice. This may be
accomplished by retaining various snapshots of information from each flight.

(3) Statisticst a series of data collected to support the analysis process: this technique
should include the number of flights flown per aircraft and seatetails sufficient to
generate rate and trend information.

FDM analysis, assessment and process control tools: the effective assessment of information
obtained from digital flight data should be dependent on the provision of appropriate
information technology tool sets.

Education and publication: sharing safety information should be a fundamental principle of
aviation safety in helping to reduce accident rates. The operator should pass on the lessons
learnt to all relevant personnel and, where appriate, industry.

Accident and incident data requirements specified in CAT.GEN.MPA.195 take precedence over
the requirements of an FDM programme. In these cases the FDR data should be retained as part
of the investigation data and may fall outsideete-identification agreements.

Every crew member should be responsible for reporting events. Significabiaskg incidents
detected by FDM should therefore normally be the subject of mandatory occurrence reporting
by the crew. If this is not thease, then they should submit a retrospective report that should
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(h)

(i)

)

(k)

U

be included under the normal process for reporting and analysing hazards, incidents and
accidents.

The data recovery strategy should ensure a sufficiently representative capture of flight
information to maintain an overview of operations. Data analysis should be performed
sufficiently frequently to enable action to be taken on significant safety issues.

The data retention strategy should aim at providing the greatest safety beneditsigable from

the available data. A full dataset should be retained until the action and review processes are
complete; thereafter, a reduced dataset relating to closed issues should be maintained for
longerterm trend analysis. Programme managers mayhvtisretain samples of dalentified
full-flight data for various safety purposes (detailed analysis, training, benchmarking, etc.).

The data access and security policy should restrict information access to authorised persons.
When data access is reged for airworthiness and maintenance purposes, a procedure should
be in place to prevent disclosure of crew identity.

The procedure to prevent disclosure of crew identity should be written in a document, which
should be signed by all parties (airlimanagement, flight crew member representatives
nominated either by the union or the flight crew themselves). This procedure should, as a
minimum, define:

(1) the aim of the FDM programme;

(2) adata access and security policy that should restrict acces$atonation to specifically
authorised persons identified by their position;

(3) the method to obtain dddentified crew feedback on those occasions that require specific
flight follow-up for contextual information; where such crew contact is required the
authorised person(s) need not necessarily be the programme manager or safety manager,
but could be a third party (broker) mutually acceptable to unions or staff and
management;

(4) the data retention policy and accountability, including the measures taemsure the
security of the data;

(5) the conditions under which advisory briefing or remedial training should take place; this
should always be carried out in a constructive and-panitive manner;

(6) the conditions under which the confidentiality mde withdrawn for reasons of gross
negligence or significant continuing safety concern;

(7) the participation of flight crew member representative(s) in the assessment of the data,
the action and review process and the consideration of recommendatiors; an

(8) the poalicy for publishing the findings resulting from FDM.

Airborne systems and equipment used to obtain FDM data should range from an already
installed full quick access recorder (QAR), in a modern aircraft with digital systems, to a basic
crashprotected recorder in an older or less sophisticated aircraft. The analysis potential of the
reduced data set available in the latter case may reduce the safety benefits obtainable. The
operator should ensure that FDM use does not adversely affect thacsability of equipment
required for accident investigation.
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DEFINITION OF AN FBROGRAMME

For the purposes of this Guidance Material, an FDM programme may be defined as a proactive and
non-punitive pogramme for gathering and analysing data recorded during routine flights to improve
aviation safety.

(a) FDM analysis techniques

(1)

)

®3)

Exceedance detection

() FDM programmes are used for detecting exceedances, such as deviations from
flight manual limits,standard operating procedures (SOPs), or good airmanship.
Typically, a set of core events establishes the main areas of interest to operators.

Exampleshigh lift-off rotation rate, stall warning, ground proximity warning system
(GPWS) warning, flap limigpeed exceedance, fast approach, high/low on
glideslope, and heavy landing.

(i)  Trigger logic expressions may be simple exceedances such as redline values. The
majority, however, are composites that define a certain flight mode, aircraft
configuration or payloadrelated condition. Analysis software can also assign
different sets of rules dependent on airport or geography. For example, noise
sensitive airports may use higher than normal glideslopes on approach paths over
populated areas. In addition, it giit be valuable to define several levels of
exceedance severity (such as low, medium and high).

(i) Exceedance detection provides useful information, which can complement that
provided in crew reports.

Examplesreduced flap landing, emergency desceamgine failure, rejected take
off, go-around, airborne collision avoidance system (ACAS) or GPWS warning, and
system malfunctions.

(iv) The operator may also modify the standard set of core events to account for unique
situations they regularly experiencay, the SOPs they use.

Exampleto avoid nuisance exceedance reports from a 4stendard instrument
departure.

(v) The operator may also define new events to address specific problem areas.
Examplerestrictions on the use of certain flap settings to increase component life.
All-flights measurements

FDM data are retained from all flights, not just the ones producing significant events. A
selection of parameters is retained that is sufficienttmracterise each flight and allow

a comparative analysis of a wide range of operational variability. Emerging trends and
tendencies may be identified and monitored before the trigger levels associated with

exceedances are reached.

Examples of parametersonitored: takeoff weight, flap setting, temperature, rotation
and liftoff speeds versus scheduled speeds, maximum pitch rate and attitude during
rotation, and gear retraction speeds, heights and times.

Examplesof comparative analyses: pitch rates framgh versus low takeff weights,
good versus bad weather approaches, and touchdowns on short versus long runways.

Statistics
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(b)

(4)

®)

Series of data are collected to support the analysis process: these usually include the
numbers of flights flown per aircrand sector details sufficient to generate rate and
trend information.

Investigation of incidents flight data

Recorded flight data provide valuable information for folaw to incidents and other
technical reports. They are useful in adding to timpliessions and information recalled

by the flight crew. They also provide an accurate indication of system status and
performance, which may help in determining cause and effect relationships.

Examples of incidents where recorded data could be useful:

i high cockpit workload conditions as corroborated by such indicators as late
descent, late localizer and/or glideslope interception, late landing configuration;

| unstabilised and rushed approaches, glide path excursions, etc.;

T exceedances of prescribed operaitimitations (such as flap limit speeds, engine
overtemperatures); and

T wake vortex encounters, turbulence encounters or other vertical accelerations.

It should be noted that recorded flight data have limitations, e.g. not all the information
displayed tahe flight crew is recorded, the source of recorded data may be different from
the source used by a flight instrument, the sampling rate or the recording resolution of a
parameter may be insufficient to capture accurate information.

Continuing airworiness

Data of aliflight measurements and exceedance detections can be utilised to assist the
continuing airworthiness function. For example, enginenitoring programmes look at
measures of engine performance to determine operating efficiency and predic
impending failures.

Examples of continuing airworthiness uses: engine thrust level and airframe drag
measurements, avionics and other system performance monitoring, flying control
performance, and brake and landing gear usage.

FDM equipment

(1)

Geneal

FDM programmes generally involve systems that capture flight data, transform the data
into an appropriate format for analysis, and generate reports and visualisation to assist in
assessing the data. Typically, the following equipment capabilitiesnaesled for
effective FDM programmes:

() an onboard device to capture and record data on a wide range dfight
parameters;

(i) a means to transfer the data recorded on board the aircraft to a greueskd
processing station;

(i) a groundbased compter system to analyse the data, identify deviations from
expected performance, generate reports to assist in interpreting the ‘@ad,
etc.; and

(iv) optional software for a flight animation capability to integrate all data, presenting
them as a simulan of inflight conditions, thereby facilitating visualisation of
actual events.

Updated: March 2019 Pages0



EASA Decision

ConsolidatedAMC & GM to Anexlll (PartORQ
OROAOC

(2) Airborne equipment

(i)

(ii)

The flight parameters and recording capacity required for flight data recorders
(FDR) to support accident investigations may be insufficient tpatian effective
FDM programme. Other technical solutions are available, including the following:

(A) Quick access recorders (QARSs). QARs are installed in the aircraft and record
flight data onto a lowcost removable medium.

(B) Some systems automaticalfpwnload the recorded information via secure
wireless systems when the aircraft is in the vicinity of the gate. There are also
systems that enable the recorded data to be analysed on board while the
aircraft is airborne.

Fleet composition, route stiiure and cost considerations will determine the most
costeffective method of removing the data from the aircraft.

(3) Ground replay and analysis equipment

(i)

(ii)

(iii)
(iv)

Data are downloaded from the aircraft recording device into a greased
processing stationwhere the data are held securely to protect this sensitive
information.

FDM programmes generate large amounts of data requiring specialised analysis
software.

The analysis software checks the downloaded flight data for abnormalities.

The amlysis software may include: annotated data trace displays, engineering unit
listings, visualisation for the most significant incidents, access to interpretative
material, links to other safety information and statistical presentations.

(c) FDM in practice
(1) FDM process

Typically, operators follow a closéabp process in applying an FDM programme, for
example:

(i)

(ii)

(iii)

(iv)

Establish a baseline: initially, operators establish a baseline of operational
parameters against which changes can be detected and measured.

Examples: rate of unstable approaches or hard landings.

Highlight unusual or unsafe circumstances: the user determines when non
standard, unusual or basically unsafe circumstances occur; by comparing them to
the baseline margins of safety, the chasgcan be quantified.

Example: increases in unstable approaches (or other unsafe events) at particular
locations.

Identify unsafe trends: based on the frequency and severity of occurrence, trends
are identified. Combined with an estimation of thevéd of severity, the risks are
assessed to determine which may become unacceptable if the trend continues.

Example: a new procedure has resulted in high rates of descent that are nearly
triggering GPWS warnings.

Mitigate risks: once an unacceptabliesk has been identified, appropriate risk
mitigation actions are decided on and implemented.
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Example: having found high rates of descent, the SOPs are changed to improve
aircraft control for optimum/maximum rates of descent.

(v) Monitor effectiveness: ore a remedial action has been put in place, its
effectiveness is monitored, confirming that it has reduced the identified risk and
that the risk has not been transferred elsewhere.

Example: confirm that other safety measures at the aerodrome with higts rate
descent do not change for the worse after changes in approach procedures.

(2) Analysis and followp

() FDM data are typically compiled every month or at shorter intervals. The data are
then reviewed to identify specific exceedances and emerging sirmlge trends
and to disseminate the information to flight crews.

(i)  If deficiencies in pilot handling technique are evident, the information is usually de
identified in order to protect the identity of the flight crew. The information on
specific excedances is passed to a person (safety manager, agreed flight crew
representative, honest broker) assigned by the operator for confidential discussion
with the pilot. The person assigned by the operator provides the necessary contact
with the pilot in orderto clarify the circumstances, obtain feedback and give advice
and recommendations for appropriate action. Such appropriate action could
include retraining for the pilot (carried out in a constructive and Rounitive way),
revisions to manuals, changesAd C and airport operating procedures.

(i)  Followrup monitoring enables the effectiveness of any corrective actions to be
assessed. Flight crew feedback is essential for the identification and resolution of
safety problems and could be collected througterviews, for example by asking
the following:

(A) Are the desired results being achieved soon enough?

(B) Have the problems really been corrected, or just relocated to another part of
the system?

(C) Have new problems been introduced?

(iv) All events are usually archived in a database. The database is used to sort, validate
and display the data in eagg-understand management reports. Over time, this
archived data can provide a picture of emerging trends and hazards that would
otherwise gounnoticed.

vy [Saazya tSIFENyid FTNRBY GKS C5a LINPINIYYS
safety promotion programmes. Safety promotion media may include newsletters,
flight safety magazines, highlighting examples in training and simulator exercises,
periodic reports to industry and the competent authority. Care is required,
however, to ensure that any information acquired through FDM idddeatified
before using it in any training or promotional initiative.

(vi) All successes and failures are recorgesmparing planned programme objectives
with expected results. This provides a basis for review of the FDM programme and
the foundation for future programme development.

(d) Preconditions for an effective FDM programme

(1) Protection of FDM data
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The intggrity of FDM programmes rests upon protection of the FDM data. Any disclosure
for purposes other than safety management can compromise the voluntary provision of
safety data, thereby compromising flight safety.

(2) Essential trust

The trust established Itween management and flight crew is the foundation for a
successful FDM programme. This trust can be facilitated by:

(i)

(ii)

(iii)

early participation of the flight crew representatives in the design, implementation
and operation of the FDM programme;

a formal agreement between management and flight crew, identifying the
procedures for the use and protection of data; and

data security, optimised by:

(A) adhering to the agreement;

(B) the operator strictly limiting data access to selected individuals;

(C) maintaining tight control to ensure that identifying data is kept securely; and

(D) ensuring that operational problems are promptly addressed by
management.

(3) Requisite safety culture

Indicators of an effective safety culture typically include:

(i)

(i)
(iii)

(iv)

(v)

(vi)
(vii)

topmt Yyl 3SYSyiQa RSY2yadNIGSR O2YYAUYSyi
culture;

a nonpunitive operator policy that covers the FDM programme;

FDM programme management by dedicated staff under the authority of the safety
manager, with a high degres specialisation and logistical support;

involvement of persons with appropriate expertise when identifying and assessing
the risks (for example, pilots experienced on the aircraft type being analysed);

monitoring fleet trends aggregated from n@rous operations, not focusing only
on specific events;

a wellstructured system to protect the confidentiality of the data; and

an efficient communication system for disseminating hazard information (and
subsequent risk assessments) internaltygl to other organisations to permit timely
safety action.

(e) Implementing an FDM programme

(1) General considerations

(i)

Typically, the following steps are necessary to implement an FDM programme:

(A) implementation of a formal agreement betweeananagement and flight
crew;

(B) establishment and verification of operational and security procedures;
(C) installation of equipment;

(D) selection and training of dedicated and experienced staff to operate the
programme; and
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(E) commencement of data anadis and validation.

(i)  An operator with no FDM experience may need a year to achieve an operational
FDM programme. Another year may be necessary before any safety and cost
benefits appear. Improvements in the analysis software, or the use of outside
spedaalist service providers, may shorten these time frames.

(2) Aims and objectives of an FDM programme

(i)  As with any project there is a need to define the direction and objectives of the
work. A phased approach is recommended so that the foundations goiade for
possible subsequent expansion into other areas. Using a building block approach
will allow expansion, diversification and evolution through experience.

Example: with a modular system, begin by looking at basic sedktied issues
only. Add egine health monitoring, etc. in the second phase. Ensure compatibility
with other systems.

(i) ' adr3ISR aSi 2F 202S0GA@GSa aidlNIAy3d FNRY
early production reports into regular routine analysis will contribute ®ease of
achievement as milestones are met.

Examples of shoiterm, mediumterm and longterm goals:
(A) Shortterm goals:

T establish data download procedures, test replay software and identify
aircraft defects;

T validate and investigate exceedancedatsand

T establish a useacceptable routine report format to highlight
individual exceedances and facilitate the acquisition of relevant
statistics.

(B) Mediumterm goals:
T produce an annual repont include key performance indicators;
T add other malules to the analysis (e.g. continuing airworthiness); and
T plan for the next fleet to be added to programme.
(C) Longterm goals:
T ySig2N] C5a AYVF2NXYEFGAZ2Y | ONR & A I €
information systems;
T ensure FDM provision for any proposedternative training and
gualification programme (ATQP); and
T use utilisation and condition monitoring to reduce spares holdings.
iy LYAGAlLIfteT F20dzaAy3a 2y | FSg (y26y | NBI
effectiveness. In contrast to an BA & OA L AABSH QWa OhLINR ERK = |
approach is more likely to gain early success.

Examples: rushed approaches, or rough runways at particular aerodromes. Analysis
of such known problem areas may generate useful information for the analysis of
other areas.

(3) The FDM team

Updated: March 2019 Page54



EASA Decision

ConsolidatedAMC & GM to Anexlll (PartORQ
OROAOC

() 9ELISNASYOS KlIa &aKz2gy GKIFIG GKS WwiSIFyQ ySC
vary in size from one person for a small fleet, to a dedicated section for large fleets.
The descriptions below identify various functions to be fulfilled, not all of which
need adedicated position.

(A)

(B)

(©

(D)

(E)

(F)

Team leader: it is essential that the team leader earns the trust and full
support of both management and flight crew. The team leader acts
independently of others in line management to make recommendations that
will be seen by &lto have a high level of integrity and impartiality. The
individual requires good analytical, presentation and management skills.

Flight operations interpreter: this person is usually a current pilot (or perhaps

a recently retired senior captain ordni NHzOG 2 N X gK2 (y26a
NRdziS ySig2N] | yR | ANDMpthFkinovledgeKst & G S|
SOPs, aircraft handling characteristics, aerodromes and routes is used to

place the FDM data in a credible context.

Technical interpreter: this pepn interprets FDM data with respect to the

technical aspects of the aircraft operation and is familiar with the power

LX FyGs adGNHzOGdzZNBa |yR aedaidsSya RSLI NLY
and any other engineering monitoring programmes in use by theaipe

Gatekeeper: this person provides the link between the fleet or training
managers and flight crew involved in events highlighted by FDM. The position
requires good people skills and a positive attitude towards safety education.

The person is tyipally a representative of the flight crew association or an
WK2ySad oNR]TSNR FYyR A& (KS 2yfeé& LISNHE?2
data with the event. It is essential that this person earns the trust of both
management and flight crew.

Engineemg technical support: this person is usually an avionics specialist,
involved in the supervision of mandatory serviceability requirements for FDR
systems. This team member is knowledgeable about FDM and the associated
systems needed to run the programme.

Replay operative and administrator: this person is responsible for théaday
day running of the system, producing reports and analysis.

(i)  AllFDM team members need appropriate training or experience for their respective
area of data analysis. Eadatm member is allocated a realistic amount of time to
regularly spend on FDM tasks.
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Appendix 1 to AMC1 ORO.AOC.130 Flight data monitoringeroplanes

TABLE OF FDM EVENTS

The following table provides examples of FDM events that may be further develiegl operator
and aeroplane specific limits. The table is considered illustrative and not exhaustive.

Event Group

Description

Rejected takeoff

High speed rejected takeff

Takeoff pitch

Pitch rate high on takeff

Pitch attitude high duringake-off

Unstick speeds

Unstick speed high

Unstick speed low

Height loss in climiout

Initial climb height loss 20 ft above ground level (AGL) to 400 ft al
aerodrome level (AAL)

Initial climb height loss 400 ft to 1 500 ft AAL

Slow climbout

Excessive time to 1 000 ft AAL after také

Climbout speeds

Climbout speed high below 400 ft AAL

Climbout speed high 400 ft AAL to 1 000 ft AAL

Climbout speed low 35 ft AGL to 400 ft AAL

Climbout speed low 400 ft AAL to 1 500 ft AAL

High rate of descent

High rate of descent below 2 000 ft AGL

Missed approach

Missed approach below 1 000 ft AAL

Missed approach above 1 000 ft AAL

Low approach

Low on approach

Glideslope

Deviation under glideslope

Deviation above glideslog®elow 600 ft AGL)

Approach power

Low power on approach

Approach speeds

Approach speed high within 90 seconds of touchdown

Approach speed high below 500 ft AAL

Approach speed high below 50 ft AGL
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Event Group

Description

Approach speed low within 2 minutes of touchdown

Landing flap

Late land flap (not in position below 500 ft AAL)

Reduced flap landing

Flap load relief system operation

Landing pitch

Pitch attitude high on landing

Pitch attitude low on landing

Bank angles

Excessive bank below 100 ft AGL

Excessive bank 100 ft AGL to 500 ft AAL

Excessive bank above 500 ft AGL

Excessive bank near ground (below 20 ft AGL)

Normal acceleration

High normal acceleration on ground

High normal acceleration in flight flaps up-(ifncrement)

High normakcceleration in flight flaps down(+hcrement)

High normal acceleration at landing

Abnormal configuration

Takeoff configuration warning

Early configuration change after takdéf (flap)

Speed brake with flap

Speed brake on approach below 80G\A&L

Speed brake not armed below 800 ft AAL

Ground proximity warning

Ground proximity warning system (GPWS) operatibard warning

GPWS operation soft warning

GPWS operation windshear warning

GPWS operation false warning

Airborne collision avoidanc
system (ACAS Il) warning

ACAS operation Resolution Advisory

Margin to stall/buffet

Stick shake
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Event Group Description

False stick shake

Reduced lift margin except near ground

Reduced lift margin at takeff

Low buffet margin (above 2000 ft)

Aircraft flight manual Maximum operating speed limit () exceedance
limitations

Maximum operating speed limit (i) exceedance

Flap placard speed exceedance

Gear down speed exceedance

Gear selection up/down speed exceedance

Flap/slataltitude exceedance

Maximum operating altitude exceedance

FLIGHT DATA MONITR&I

Additional guidance material for the establishment of flight data monitoring can be found in UK Civil
AviationAuthority CAP 739 (Flight Data Monitoring).

AMC1 ORO.AOC.135(d&)ersonnel requirements

NOMINATED PERSONS

(@) The person may hold more than one of the nominated posts if such an arrangement is
considered suitable and properly matched to the scale andesodphe operation.

(b) A description of the functions and the responsibilities of the nominated persons, including their
names, should be contained in the operations manual.

(c) The holder of an AOC should make arrangements to ensure continuity of siperin the
absence of nominated persons.

(d) The person nominated by the holder of an AOC should not be nominated by another holder of
an AOC, unless agreed with the competent authorities concerned.

(e) Persons nominated should be contracted to work sidfit hours to fulfil the management
functions associated with the scale and scope of the operation.
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AMC2 ORO.AOC.135(dBersonnel requirements
COMBINATION OF NOMINED PERSONS RESHBINBES

@)

(b)

(©)

(d)

The acceptability of a single person holding severatggmssibly in combination with being

the accountable manager, should depend upon the nature and scale of the operation. The two
YIEAY FTNBlFa 2F O2yOSNYy akKkz2dZR 0SS 02YLISGiSyOS
responsibilities.

As regards compgence in different areas of responsibility, there should not be any difference
from the requirements applicable to persons holding only one post.

The capacity of an individual to meet his/her responsibilities should primarily be dependent
upon thescale of the operation. However, the complexity of the organisation or of the operation
may prevent, or limit, combinations of posts which may be acceptable in other circumstances.

In most circumstances, the responsibilities of a nominated person gdhast with a single
individual. However, in the area of ground operations, it may be acceptable for responsibilities
to be split, provided that the responsibilities of each individual concerned are clearly defined.

NOMINATED PERSONS

The smallest organisation that can be considered is the-roamr organisation where all of the
nominated posts are filled by the accountable manager, and audits are conducted by an independent
person.

COMPETENCE OF NOMIBIA PERSONS

@)

(b)

Nominated persons in accordance with ORO.AOC.135 should be expected to possess the
experience and meet the licensing provisions that are listed in (b) to (f). Exceptionally, in
particular cases, the competenuthority may accept a nomination that does not meet these
provisions in full. In that circumstance, the nominee should have comparable experience and
also the ability to perform effectively the functions associated with the post and with the scale
of the gperation.

Nominated persons should have:

(1) practical experience and expertise in the application of aviation safety standards and safe
operating practices;

(2) comprehensive knowledge of:

(i) the applicable EU safety regulations and any associaggplirements and
procedures;

(i)  the AOC holder's operations specifications; and

(iif)  the need for, and content of, the relevant parts of the AOC holder's operations
manual;

(3) familiarity with management systems preferably in the area of aviation;

(4) appropriate management experience, preferably in a comparable organisation; and
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(5) 5 years of relevant work experience of which at least 2 years should be from the
aeronautical industry in an appropriate position.

(c) Flight operations. The nominated persshould hold or have held a valid flight crew licence and
the associated ratings appropriate to a type of operation conducted under the AOC. In case the
Y2YAYFGSR LISNA2YyQa fAO0SYyOS IyR NIXGAy3Ia | NB y2i
crew licence and the associated ratings.

(d) Crew training. The nominated person or his/her deputy should be a current type rating
instructor on a type/class operated under the AOC. The nominated person should have a
GK2NRdzZAK 1y2¢f SR3IS & FainiigkcBneept Har flight 2 ctabith Sahdwhen O NB
relevant other crew.

(e) Ground operations. The nominated person should have a thorough knowledge of the AOC
K2f RSNNA& 3INRdzyR 2LISNI GAz2ya 02y OSLI o

()  Continuing airworthiness. The nominated person should hawe ridevant knowledge and
appropriate experience requirements related to aircraft continuing airworthiness as detailed in
PartM®.

VFR DAY OPERATIONBHMEROPLANES WATMOPSC OF LESS THAND HELICOPTERSH A
MOPSC OF LESS THARKING OFF AND LANGIAT THE SAME AEROME OR OPERATINKESI

Taking into account the size of the operator and the type of operations, appropriate facilities may
consist in arrangements for:
(a) suitable office accommodation féhe nominated person(s), as requested by ORO.AOC.135, and

(b) adequate working space for the flight preparation to be performed by the flight crew.

9 Commission Regulation (EC) No 2042/2003 of 20 November @0QBe continuing airworthiness of aircraft and
aeronautical products, parts and appliances, and on the approval of organisations and personnel involved in these tasks
(OJ L 315, 28.11.2003, D- Regulation as last amended by Commission Regulation (EU) No 1149/2011 of 21 October
2011 (OJ L 298, 16.11.2011, p. 1).
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SUBPARDEC
DECLARATION

AMC1 ORO.DEC.100(declaration
CHANGES

The new declaration should be submitted before the change becomes effective indicating the date as
of which the change would apply.

GENERAL

The intent of the declait#on is to:

(@) have the operator acknowledge its responsibilities under the applicable safety regulations and
that it holds all necessary approvals;

(b) inform the competent authority of the existence of an operator; and

(c) enable the competent authorityto fulfil its oversight responsibilities in accordance with
ARO.GEN.300 and 305.

MANAGED OPERATIONS

When the norcommercial operation of a complex motpowered aircraft is managed by a third party

on behalf of the owner, that party may be the operatottle sense of Articl&(h) of Regulation (EC)

No 216/2008, and therefore has to declare its capability and means to discharge the responsibilities
associated with the operation of the aircraft to the competent authority.

In such a case, it should also ss@ssed whether the third party operator undertakes a commercial
operation in the sense of Article 3(i) of Regulation (EC) 216/2008.
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SUBPART SPO
COMMERCIASPECIALISED OPERNBO

AMC1 ORO.SPO.100(®ersonnel requirements
NOMINATED PERSONS

(@) The person may hold more than one of the nominated posts if such an arrangement is
considered suitable and properly matched to the scale and scope of the comnspeiiélised
operation.

(b) A description of the functions and the responsibilities of the nominated persons, including their
names, should be contained in the operations manual.

() A commercial specialised operator should make arrangements to ensurengiytiof
supervision in the absence of nominated persons.

(d) The person nominated by a commercial specialised operator should normally not be nominated
by another commercial specialised operator.

(e) Persons nominated should be contracted to work sudfitihours to fulfil the management
functions associated with the scale and scope of the commercial specialised operation.

AMC2 ORO.SPO.100(®ersonnel requirements
COMBINATION OF NOMINED PERSONS RESHBINBES

(@) The acceptability of a single persholding several posts, possibly in combination with being
the accountable manager, should depend upon the nature and scale of the commercial
ALISOAIIfAASR 2LISNI A2y ¢KS (G662 YIAY FFNBlLaA 27F
capacity to meet l#/her responsibilities.

(b) As regards competence in different areas of responsibility, there should not be any difference
from the requirements applicable to persons holding only one post.

(c) The capacity of an individual to meet his/her responsibilisesuld primarily be dependent
upon the scale of the commercial specialised operation. However, the complexity of the
organisation or of the operation may prevent, or limit, combinations of posts which may be
acceptable in other circumstances.

(d) In mostcircumstances, the responsibilities of a hominated person should rest with a single
individual. However, in the area of ground operations, it may be acceptable for responsibilities
to be split, provided that the responsibilities of each individual concgare clearly defined.

NOMINATED PERSONS

The smallest organisation that can be considered is the-roar organisation where all of the
nominated posts are filled by the accountable manager, and audits are catlbgtan independent
person.
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COMPETENCE OF NOMIBIA PERSONS

@)

(b)

(©)

(d)

(e)

(f)

Nominated persons in accordance with ORO.AOC.135 should normally be expected to possess
the experience and meet the licensing provisions that leseed in (b) to (f). There may be
exceptional cases where not all of the provisions can be met. In that circumstance, the nominee
should have comparable experience and also the ability to perform effectively the functions
associated with the post and withe scale of the specialised operation.

Nominated persons should have:

(1) practical experience and expertise in the application of aviation safety standards and safe
operating practices;

(2) comprehensive knowledge of:

() the applicable EU safetyegulations and any associated requirements and
procedures;

(i) G KS 2 LIS N¥isk gpaclalied Kperdatisn authorisation, if applicable; and
(i) the nAeed fo,r, and content of,A the re,Ievant parts of the commercial specialised
2LISNYI 02NRa @SN oAz2ya Ylry
(3) familiarity with management systems preferably in the area of aviation;
(4) appropriate management experience, preferably in a comparable organisation; and

(5) 5 years of relevant work experience of which at least 2 years should be from the
aeronautical industry in an appropriate position.

Flight operations. The nominated person should hold or have held a valid flight crew licence and

the associated ratings approprlate to the type of commercial speuahsed operations conducted

by the operatorLy OF &S GKS y2YAYylIGSR LISNE2yQa fA0SyO!
deputy should hold a valid flight crew licence and the associated ratings.

Crew training. The nominated person or his/her deputy should be a current type rating
instructor on atype/class operated by the commercial specialised operator. The nominated
LISNE2Y &aKz2dzZ R KIF@S | (K2NRdAK (y2¢ftSR3IAS 2F
crew and when relevant other crew.

Ground operations. The nominated person should havehorough knowledge of the
O2YYSNOAFEf ALISOAFfAASR 2LISNIG2NNRA& INRBdzy R 2 LISN

Continuing airworthiness. The nominated person should have the relevant knowledge and
appropriate experience requirements related to aircraft continuing airwokks as detailed in
PartM0,

10 commission Regulation (EC) No 2042/2003 of 20 November @0QBe continuing airworthiness of aircraft and

aeronautical productsparts and appliances, and on the approval of organisations and personnel involved in these tasks
(OJ L 315, 28.11.2003, p. 1). Regulation as last amended by Commission Regulation (EU) No 1149/2011 of 21 October
2011 (OJ L 298, 16.11.2011, p. 1).
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AMC1 ORO.SPO.100(€)ommon requirements for commercial specialised operators

LEASING OF THIRD NORY OPERATOR OFCRAET INFORMATION TO BEORRDED TO THE
COMPETENT AUTHORITY

The operator intending to leasie an aircrafior operator should provide the competent authority with
the following information:

(a) the aircraft type, registration markings and serial number;

(b) the name and address of the registered owner;

(c) acopy of the valid certificate of airworthiness;

(d) a copy of the lease agreement or description of the lease provisions, except financial
arrangements;

(e) duration of the lease.

The information mentioned above should be accompanied by a statement signed by the lessee that
the parties to the lease agreemerully understand their respective responsibilities under the
applicable regulations.

LEASE AGREEMENTSMHEN OPERATORS REERED IN AN EU MEMRBETATE

No approval is requiretbr any lease agreements between operators having their principle place of
business in an EU Member State.

AMC1 ORO.SP0.100(c)(Dommon requirements for commercial specialised operators

WET LEASE OF AN AIRCRAFGRHERED IN A THERRIUNTRY

If the operator is not intending to apply EU safety requirements for air operations and continuing
airworthiness when wet leasiAg an aircraft registered in a third country, it should demonstrate to

the competent authority that the standards complied with arguévalent to the following
requirements:

(& Annex VIl (PagPO);

(b) PartORO:
(1) ORO.GEN.110 and Section 2 of Subpart GEN;
(2) ORO.MLR, excluding ORO.MLR.105;
(3) ORO.FC;

(c) AnnexV (ParBPA), if applicable;

(d) for continuing airworthiness managemeof the third country operator, Pait1*! SubpartB,
SubpartC and Subpai®, excluding M.A.707, and M.A.710;

1 Commssion Regulation (EC) No 2042/2003 of 20 November 2003 on the continuing airworthiness of aircraft and

aeronautical products, parts and appliances, and on the approval of organisations and personnel involved in these tasks
(OJ L 315, 28.11.2003, p. 1). Hation as last amended by Commission Regulation (EU) No 1149/2011 of 21 October
2011 (OJ L 298, 16.11.2011, p. 1).
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(e) for the maintenance organisation used by the third country operator during the lease period:
Part145'% and

(f)  the operator should provide the competent authority wighfull description of the operating
procedures and safety assessment demonstrating compliance witlreyeirementssafety
objectives set ouin points (b) (1:(3).

AMC2 ORO.SP0.100(c)(Dommon rguirements for commercial specialised operators
WET LEASE

The lessee should maintain a record of occasions when lessors are used, for inspection by the
competent authority.

SHORTERM WET LEABE

In anticipation of an operational need the operator may enter into a framework agreement with more
than one third country operator provided that these operators comply with ORO.SP0O.110(c). These
third country operators should begted in a list maintained by the lessee.

DECLARATION/AUTH@RISN

Any commercial specialised operator should declare its activity to its competent authority, as required
by ORO.DEC.100.

VALIDITY OF THE AORISATION

The operator may submit an application to its competent authority for a single event, a defined series
of flights or for an unlimiéd duration, depending on the type of operations foreseen.

GENERAL

Any change to information contained in the authorisation, but not leading to an amendment of the
{hta 2NJ GKS 2LISNI (2NDa N thd corneisd dpdciasetippetatiiraodzf R 0 ¢
its competent authority which should amend the authorisation.

12" cCommission Regulation (EC) No 2042/2003 of 20 November 2003 on the continuing airworthiness of aircraft and

aeronautical products, partgnd appliances, and on the approval of organisations and personnel involved in these tasks
(OJ L 315, 28.11.2003, p. 1). Regulation as last amended by Commission Regulation (EU) No 1149/2011 of 21 October
2011 (OJ L 298, 16.11.2011, p. 1).
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SUBPART MLR
MANUALS, LOGS ANDARIRDS

AMC10ORO.MLR.1000perations manuat general
GENERAL

(@) The operations manual (OM) may vary in detail according to the complexity of the operation
and of the type and number of aircraft operated.

(b) The OM or parts thereof may be presented in any formuiticlg electronic form. In all cases,
the accessibility, usability and reliability should be assured.

(c) The OM should be such that:
(1) all parts of the manual are consistent and compatible in form and content;
(2) the manual can be readily amended; and
(3) the content and amendment status of the manual is controlled and clearly indicated.
(d) The OM should include a description of its amendment and revision process specifying:
(1) the person(s) who may approve amendments or revisions;

(2) the conditions 6r temporary revisions and/or immediate amendments or revision
required in the interest of safety; and

(3) the methods by which operator personnel are advised of the changes.
(e) The OM content may be based on, or may refer to, industry codes of practice.

(H  When compiling an OM, the operator may take advantage of the contents of other relevant
documents. Material produced by the operator for the typeated part of the OM may be
supplemented with, or substituted by, applicable parts of the aircraft fliganual (AFM) or,
where such a document exists, by an aircraft operating manual produced by the manufacturer
of the aircraft.

(9) Inthe case of commercial operations with otitean-complex motofpowered aircraft or non
O2YYSNDOAFE 2LISSINGANAYyAS KIFyRbIR22® BLhl 0 2N Sljc
used as the typeelated part of the OM, provided that the POH covers the normal and
abnormal/emergency operating procedures.

(h) For the route and aerodrome part of the OM, material produced by tperator may be
supplemented with or substituted by applicable route guide material produced by a specialist
company.

(i) If the operator chooses to use material from another source in the OM, either the applicable
material should be copied and includdulectly in the relevant part of the OM, or the OM should
contain a reference to the appropriate section of that applicable material.

()  If the operator chooses to make use of material from another source (e.g. a route manual
producer, an aircraft manuféerer or a training organisation), this does not absolve the
operator from the responsibility of verifying the applicability and suitability of this material. Any
material received from an external source should be given its status by a statement in the OM
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AMC2 ORO.MLR.10@perations manuat General

CONTENTSF THE OPERATIONSNMAL FOR CERTAINEYB®F OPERATIONS

For nonrcommercial operations with complex motpowered aircraft, or CAT operations with either
singleengined propelledriven aeroplanesvith an MOPSC of 5 or less, or singhgined norcomplex

helicopters with an MOPSC of 5 or less, taking off and landing at the same aerodrome or operating
site, under VFR by day, the OM should contain at least the following information, where applicable:

(a) Table of contents;

(b) Amendment control status and list of effective pages or paragraphs, unless the entire manual is
re-issued and the manual has an effective date on it;

(c) Duties, responsibilities and succession of management and operating pefsonn
(d) Description of the management system;
(e) Operational control system;

() Flight time limitations;

(g) Standard operating procedures (SOPs);
(h)  Weather limitations;

(i)  Emergency procedures;

()  Accidents/incidents considerations;

(k)  Security proedures;

()  Minimum equipment list (MEL);

(m) Personnel qualifications and training;
(n) Recordkeeping;

(o) Normal flight operations;

(p) Performance operating limitations;

() Procedures for the preservation of recordings of the flight recordersriter to prevent
inadvertent reactivation, repair or reinstallation of the flight recorders following an accident or
a serious incident or when this preservation is directed by the investigating authority;

(n  Handling of dangerous goods.

AMC3 ORO.MLR.10@perations manuat general
CONTENTSS CAT OPERATIONS
(@) The OM should contain at least the following information, where applicable, as relevant for the
area and type of operation:
A GENERAL/BASIC
0 ADMINISTRATION AND CONTROL OF OPERATIONS MANUAL
0.1 Introduction:

(a) A statement that the manual complies with all applicable regulations and
with the terms and conditions of the applicable AOC.
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(b) A statement that the manual contains operational instructions that are to be
complied with by the relevant psonnel.

(c) Alist and brief description of the various parts, their contents, applicability
and use.

(d) Explanations and definitions of terms and words needed for the use of the
manual.

0.2 System of amendment and revision:

(@) Details of the person(s)esponsible for the issuance and insertion of
amendments and revisions.

(b) A record of amendments and revisions with insertion dates and effective
dates.

(c) A statement that handwritten amendments and revisions are not permitted,
except in situationsrequiring immediate amendment or revision in the
interest of safety.

(d) A description of the system for the annotation of pages or paragraphs and
their effective dates.

(e) Alist of effective pages or paragraphs.

()  Annotation of changes (in the text dnas far as practicable, on charts and
diagrams).

() Temporary revisions.

(h) A description of the distribution system for the manuals, amendments and
revisions.

1 ORGANISATION AND RESPONSIBILITIES

1.1 Organisational structure. A description of the orgtional structure, including
GKS 23Sy SNI ¢ 2NBFY23INIY YR 2LISNIiAz2ya
organogram should depict the relationship between the operations departments
and the other departments of the operator. In particular, the subordination and
reporting lines of all divisions, departments, etc., which pertain to the safety of
flight operations, should be shown.

1.2 Nominated persons. The name of each nominated person responsible for flight
operations, crew training and ground operations, as priged in ORO.AO0C.135. A
description of their function and responsibilities should be included.

1.3 Responsibilities and duties of operations management personnel. A description of
the duties, responsibilities and authority of operations managemgertsonnel
pertaining to the safety of flight operations and the compliance with the applicable
regulations.

1.4 Authority, duties and responsibilities of the piimtcommand/commander. A
statement defining the authority, duties and responsibilities of tp#ot-in-
command/commander.

1.5 Duties and responsibiliies of crew members other than the pilet
command/commander.

2 OPERATIONAL CONTROL AND SUPERVISION
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2.1

2.2

2.3

2.4

Supervision of the operation by the operator. A description of the system for

supervision of he operation by the operator (see ORO.GEN.110(c)). This should
show how the safety of flight operations and the qualifications of personnel are

supervised. In particular, the procedures related to the following items should be
described:

(@) licence and galification validity,
(b) competence of operations personnel,
(c) control, analysis and storage of the required records.

System and responsibility for promulgation of additional operational instructions
and information. A description of any system foomulgating information which
may be of an operational nature, but which is supplementary to that in the OM.
The applicability of this information and the responsibilities for its promulgation
should be included.

Operational control. A description tiie procedures and responsibilities necessary
to exercise operational control with respect to flight safety.

Powers of the authority. A description of the powers of the competent authority
and guidance to staff on how to facilitate inspections by adtigpersonnel.

3 MANAGEMENT SYSTEM

A description of the management system, including at least the following:

@)
(b)

(©)
(d)
(e)

safety policy;

the process for identifying safety hazards and for evaluating and managing the
associated risks;

compliance monitoringystem;
allocation of duties and responsibilities;

documentation of all key management system processes.

4 CREW COMPOSITION

4.1

Crew composition. An explanation of the method for determining crew
compositions, taking account of the following:

(@ the type of aircraft being used;

(b) the area and type of operation being undertaken;

(c) the phase of the flight;

(d) the minimum crew requirement and flight duty period planned;

(e) experience (total and on type), recency and qualification of the crew
members;

(H  the designation of the pilein-command/commander and, if necessitated by
the duration of the flight, the procedures for the relief of the pilat
command/commander or other members of the flight crew (see
ORO.FC.105);

(g) the designation ofhe senior cabin crew member and, if necessitated by the
duration of the flight, the procedures for the relief of the senior cabin crew
member and any other member of the cabin crew.
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4.2 Designation of the pilein-command/commander. The rules applicalile the
designation of the piletn-command/commander.

4.3 Flight crew incapacitation. Instructions on the succession of command in the event
of flight crew incapacitation.

4.4 Operation on more than one type. A statement indicating which aircraft are
consdered as one type for the purpose of:

(&) flight crew scheduling; and
(b)  cabin crew scheduling.
5 QUALIFICATION REQUIREMENTS

5.1 A description of the required licence, rating(s), qualification/competency (e.g. for
routes and aerodromes), experience, triag, checking and recency for operations
personnel to conduct their duties. Consideration should be given to the aircraft
type, kind of operation and composition of the crew.

5.2 Flight crew:

(@) pilot-in-command/commander,

(b) pilot relieving thepilot-in-command/commander,

(c) copilot,

(d) pilot relieving the cepilot,

(e) pilot under supervision,

()  system panel operator,

(g) operation on more than one type or variant.
5.3 Cabin crew:

(@) senior cabin crew member,

(b) cabin crew member:

(i)  required cabin crew member,

(i)  additional cabin crew member and cabin crew member during familiarisation
flights,

(c) operation on more than one type or variant.
5.4 Training, checking and supervision personnel:

(@) for flight crew; and

(b) for cabin crew.

5.5 Other operations personnel (including technical crew and crew members other
than flight, cabin and technical crew).

6 CREW HEALTH PRECAUTIONS

6.1 Crew health precautions. The relevant regulations and guidance to crew members
concerning healthincluding the following:

(@) alcohol and other intoxicating liquids,

(b) narcotics,
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(c)
(d)
(e)
(f)
(9)
(h)
(i)
()
(k)
()

drugs,

sleeping tablets,

anti-depressants,

pharmaceutical preparations,
immunisation,

deepsea diving,

blood/bone marrow donation,

meal pre@utions prior to and during flight,
sleep and rest,

surgical operations.

7 FLIGHT TIME LIMITATIONS

7.1 Flight and duty time limitations and rest requirements.

7.2 Exceedance of flight and duty time limitations and/or reductions of rest periods.
Corditions under which flight and duty time may be exceeded or rest periods may
be reduced, and the procedures used to report these modifications.

7.3 A description of the fatigue risk management, including at least the following:

@)
(b)
()
(d)
(e)
(f)
(9)

the philosophy and prinples;

documentation of processes;

scientific principles and knowledge;

hazard identification and risk assessment processes;
risk mitigation process;

FRM safety assurance processes; and

FRM promotion processes.

8 OPERATINEBROCEDURES

8.1 Flight preparation instructions. As applicable to the operation:

8.1.1 Minimum flight altitudes. A description of the method of determination and

application of minimum altitudes including:

(@) aprocedure to establish the minimuattitudes/flight levels for visual
flight rules (VFR) flights; and

(b) a procedure to establish the minimum altitudes/flight levels for
instrument flight rules (IFR) flights.

8.1.2 Criteria and responsibilities for determining the adequacy of aerodromes to

be used.

8.1.3 Methods and responsibilities for establishing aerodrome operating minima.

Reference should be made to procedures for the determination of the
visibility and/or runway visual range (RVR) and for the applicability of the
actual visibility obsrved by the pilots, the reported visibility and the
reported RVR.
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8.1.4 Enroute operating minima for VFR flights or VFR portions of a flight and,
where singleengined aircraft are used, instructions for route selection with
respect to the availability afurfaces that permit a safe forced landing.

8.1.5 Presentation and application of aerodrome andrente operating minima.

8.1.6 Interpretation of meteorological information. Explanatory material on the
decoding of meteorological (MET) forecasts and Mipbnts relevant to the
area of operations, including the interpretation of conditional expressions.

8.1.7 Determination of the quantities of fuel, oil and water methanol carried. The
methods by which the quantities of fuel, oil and water methanol to beiedr
are determined and monitored #flight. This section should also include
instructions on the measurement and distribution of the fluid carried on
board. Such instructions should take account of all circumstances likely to be
encountered on the flightincluding the possibility of #iight re-planning
FYR 2F FlLAfdz2NBE 2F 2yS 2NJ Y2NB 2F GKS
maintaining fuel and oil records should also be described.

8.1.8 Mass and centre of gravity. The general principles of masscantie of
gravity including the following:

(@) definitions;

(b) methods, procedures and responsibilities for preparation and
acceptance of mass and centre of gravity calculations;

(c) the policy for using standard and/or actual masses;

(d) the method fordetermining the applicable passenger, baggage and
cargo mass;

(e) the applicable passenger and baggage masses for various types of
operations and aircraft type;

(H  general instructions and information necessary for verification of the
various types of masand balance documentation in use;

(g) lastminute changes procedures;

(h)  specific gravity of fuel, oil and water methanol;
()  seating policy/procedures;

(i)  for helicopter operations, standard load plans.

8.1.9 Air traffic services (ATS) flight plamo&dures and responsibilities for the
preparation and submission of the ATS flight plan. Factors to be considered
include the means of submission for both individual and repetitive flight
plans.

8.1.100perational flight plan. Procedures and responsib8itfor the preparation
and acceptance of the operational flight plan. The use of the operational
flight plan should be described, including samples of the operational flight
plan formats in use.

811 LISNI G 2NR& | ANDONI Fi ( &GRdytheQibef of the2 3 d ¢ K
2LISNF G2NDa FANDONI FiG GSOKYyAOIf 23 &aK2d
format used.

8.1.14.ist of documents, forms and additional information to be carried.
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8.1.1For commercial air transport operations with singliegined turbine
aeroplanes in instrument meteorological conditions or at night (CAT SET
IMC) approved in accordance with Subpart L {$&J) of Annex V (PaBPA)
to Regulation (EU) No 965/2012:

(@)

(b)

(€)

the procedure for route selection with respect to the availapilif
surfaces, which permits a safe forced landing;

the instructions for the assessment of landing sites (elevation, landing
direction, and obstacles in the area); and

the instructions for the assessment of the weather conditions at those
landing #es.

8.2 Ground handling instructions. As applicable to the operation:

8.2.1 Fuelling procedures. A description of fuelling procedures, including:

(@)

(b)

(c)

safety precautions during refuelling and defueling including when an
auxiliary power unit is in operatioor when rotors are running or when
an engine is or engines are running and the pbogakes are on;

refuelling and defuelling when passengers are embarking, on board or
disembarking; and

precautions to be taken to avoid mixing fuels.

8.2.2 Aircrat, passengers and cargo handling procedures related to safety. A
description of the handling procedures to be used when allocating seats,
embarking and disembarking passengers and when loading and unloading
the aircraft. Further procedures, aimed at achigysafety whilst the aircraft
is on the ramp, should also be given. Handling procedures should include:

(@)

(b)
(c)
(d)
(e)
(f)

(@)
(h)
(i)
@)
(k)

special categories of passengers, including children/infants, persons
with reduced mobility, inadmissible passengers, deportees and
persons in custdy;

permissible size and weight of hand baggage;
loading and securing of items in the aircraft;
positioning of ground equipment;

operation of aircraft doors;

safety on the aerodrome/operating site, including fire prevention and
safetyin blast and suction areas;

start-up, ramp departure and arrival procedures, including, for
aeroplanes, pusiback and towing operations;

servicing of aircraft;
documents and forms for aircraft handling;
special loads and classificationlodd compartments; and

multiple occupancy of aircraft seats.

8.2.3 Procedures for the refusal of embarkation. Procedures to ensure that
persons who appear to be intoxicated, or who demonstrate by manner or
physical indications that they are under thdluence of drugs, are refused
embarkation. This does not apply to medical patients under proper care.
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8.3

8.2.4 De-icing and anticing on the ground. A description of the-t@ng and anti
icing policy and procedures for aircraft on the ground. These shoaldde
descriptions of the types and effects of icing and other contaminants on
aircraft whilst stationary, during ground movements and during takeIn
addition, a description of the fluid types used should be given, including the
following:

(@) proprietary or commercial names,
(b) characteristics,
(c) effects on aircraft performance,
(d) hold-over times,
(e) precautions during usage.

Flight Procedures:

8.3.1 VFR/IFR Policy. A description of the policy for allowing flights to be made
under VFR, dor requiring flights to be made under IFR, or for changing from
one to the other.

8.3.2 Navigation Procedures. A description of all navigation procedures, relevant
to the type(s) and area(s) of operation. Special consideration should be given
to:

(@) standard navigational procedures, including policy for carrying out
independent crosghecks of keyboard entries where these affect the
flight path to be followed by the aircraft; and

(b) required navigation performance (RNP), minimum navigation
performance pecification (MNPS) and polar navigation and navigation
in other designated areas;

(c) in-flight re-planning;

(d) procedures in the event of system degradation; and

(e) reduced vertical separation minima (RVSM), for aeroplanes.
8.3.3 Altimeter setting proedures, including, where appropriate, use of:

(@) metric altimetry and conversion tables; and

(b) QFE operating procedures.

8.3.4 Altitude alerting system procedures for aeroplanes or audio voice alerting
devices for helicopters.

8.3.5 Ground proximity wening system (GPWS)/terrain avoidance warning system
(TAWS), for aeroplanes. Procedures and instructions required for the
avoidance of controlled flight into terrain, including limitations on high rate
of descent near the surface (the related training reegments are covered
in OMD 2.1).

8.3.6 Policy and procedures for the use of traffic collision avoidance system
(TCAS)/airborne collision avoidance system (ACAS) for aeroplanes and, when
applicable, for helicopters.

8.3.7 Policy and procedures for-itight fuel management.
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8.3.8 Adverse and potentially hazardous atmospheric conditions. Procedures for
operating in, and/or avoiding, adverse and potentially hazardous
atmospheric conditions, including the following:

(@) thunderstorms,

(b) icing conditions,

(0 turbulence,

(d) windshear,

(e) jet stream,

()  volcanic ash clouds,

(@) heavy precipitation,

(h) sand storms,

()  mountain waves,

()  significant temperature inversions.

8.3.9 Wake turbulence. Wake turbulence separation criteria, taking into account
aircraft types, wind conditions and runway/final approach and taKearea
(FATO) location. For helicopters, consideration should also be given to rotor
downwash.

8.3.10Crew members at their stations. The requirements for crew members to
occupy their aggned stations or seats during the different phases of flight
or whenever deemed necessary in the interest of safety and, for aeroplane
operations, including procedures for controlled rest in the flight crew
compartment.

8.3.11Use of restraint devices farew and passengers. The requirements for crew
members and passengers to use safety belts and/or restraint systems during
the different phases of flight or whenever deemed necessary in the interest
of safety.

8.3.12Admission to flight crew compartmenth& conditions for the admission to
the flight crew compartment of persons other than the flight crew. The policy
regarding the admission of inspectors from an authority should also be
included.

8.3.13Use of vacant crew seats. The conditions and procedfoeshe use of
vacant crew seats.

8.3.14ncapacitation of crew members. Procedures to be followed in the event of
incapacitation of crew members -tight. Examples of the types of
incapacitation and the means for recognising them should be included.

8.3.15Cabin safety requirements. Procedures:

(@) covering cabin preparation for flight, -flight requirements and
preparation for landing, including procedures for securing the cabin
and galleys;

(b) to ensure that passengers are seated where, in the etbat an
emergency evacuation is required, they may best assist and not hinder
evacuation from the aircraft;
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8.5

8.6
8.7

8.8

8.9

(c) to be followed during passenger embarkation and disembarkation;

(d) when refuelling/defuelling with passengers embarking, on board or
disembarking;

(e) covering the carriage of special categories of passengers;
(H  covering smoking on board,;
(g) covering the handling of suspected infectious diseases.

8.3.18Passenger briefing procedures. The contents, means and timing of passenger
briefing in accordance with Annex IV (RGAT).

8.3.17Procedures for aircraft operated whenever required cosmic or solar radiation
detection equipment is carried.

8.3.18olicy on the use of autopilot and autothrottle for aircraft fitted with these
systems.

Low visibility operations (LVO). A description of the operational procedures
associated with LVO.

Extendedrange operations with tweengined aeroplanes (ETOPS). A description of
the ETOPS operational procedures. (Refer to EASA AT 20

Use of tle minimum equipment and configuration deviation list(s).
Nonrevenue flights. Procedures and limitations, for example, for the following:

(@) non-commercial operations by AOC holders, a description of the differences
to commercial operations,

(b) training flights,

(c) testflights,

(d) delivery flights,

(e) ferry flights,

(H  demonstration flights,

(g) positioning flights, including the kind of persons who may be carried on such
flights.

Oxygen requirements:

8.8.1 An explanation of the conditionshder which oxygen should be provided and
used.

8.8.2 The oxygen requirements specified for the following persons:
(&) flight crew;
(b) cabin crew;
(c) passengers.

Procedures related to the use of type B EFB applications:

9 DANGEROUS GOODS AND WEAPONS

9.1

Information, instructions and general guidance on the transport of dangerous
goods, in accordance with Subpart G of Annex V (SPA.DG), including:
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(@)
(b)

(c)

(d)

(€)
(f)

2SN 62NDRa LltAOe 2y (KS GNIyaLRNI 27

guidance on the requirements for acceptandabelling, handling, stowage
and segregation of dangerous goods;

special notification requirements in the event of an accident or occurrence
when dangerous goods are being carried;

procedures for responding to emergency situations involving denge
goods;

duties of all personnel involved; and

AYyaaNdzOGA2ya 2y GKS OFNNRF3IS 2F (KS
when dangerous goods are being carried.

9.2 The conditions under which weapons, munitions of war and sporting weapons may
be carried.

10 SECURITY

Security instructions, guidance, procedures, training and responsibilities, taking into
account Regulation (EC) No 300/2808ome parts of the security instructions and
guidance may be kept confidential.

11 HANDLING, NOTIFYING AREEPORTING ACCIDENTS, INCIDENTS AND OCCURRENCES
AND USING THE CVR RECORDING

Procedures for handling, notifying and reporting accidents, incidents and occurrences.
This section should include the following:

(a) definition of accident, incident andccurrence and of the relevant responsibilities
of all persons involved;

(b) illustrations of forms to be used for reporting all types of accident, incident and
occurrence (or copies of the forms themselves), instructions on how they are to be
completed, he addresses to which they should be sent and the time allowed for
this to be done;

(c) in the event of an accident, descriptions of which departments, authorities and

other

organisations have to be notified, how this will be done and in what

sequence;

(d) procedures for verbal notification to air traffic service units of incidents involving
ACAS resolution advisories (RAs), bird hazards, dangerous goods and hazardous
conditions;

(e) procedures for submitting written reports on air traffic incidents, ACAS, Rird
strikes, dangerous goods incidents or accidents, and unlawful interference;

(f)  reporting procedures. These procedures should include internal sadéyed
reporting procedures to be followed by crew members, designed to ensure that the
pilot-in-command/commander is informed immediately of any incident that has
endangered, or may have endangered, safety during the flight, and that the pilot
in-command/commander is provided with all relevant information.

13 0JL97,132.2008, p. 72.
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(9)

(h)

Procedures for the preservation of reciingsof the flight recorderdollowing an
accident or a serious incident or when so directed by the investigating authority
These procedures should include:

(1) a full quotation of CAT.GEN.MPA.195(a); and

(2) instructions and means to prevent inadventereactivation, repair or
reinstallation of the flight recorders by personnel of the operator or of third
parties, and to ensure that flight recorder recordings are preserved for the
needs of the investigating authority.

Procedures required by CAT.GHEIRA.195 for using the CVR recording or its
transcript without prejudice to Regulation (EU) No 996/210, when applicable.

12 RULES OF THE AIR

@
(b)
(©)
(d)
(e)
®

9)
(h)
@)

)

(k)

U

Visual and instrument flight rules,

Territorial application of the rules of the air,

Communication proedures, including communicatiefailure procedures,
Information and instructions relating to the interception of civil aircraft,
The circumstances in which a radio listening watch is to be maintained,
Signals,

Time system used in operation,

ATC clearances, adherence to flight plan and position reports,

Visual signals used to warn an unauthorised aircraft flying in or about to enter a
restricted, prohibited or danger area,

Procedures for flight crew observing an accident or rdngiva distress
transmission,

The ground/air visual codes for use by survivors, and description and use of signal
aids,

Distress and urgency signals.

13 LEASING/COEHHARE

A description of the operational arrangements for leasing and «¥dee, asociated
procedures and management responsibilities.

B AIRCRAFT OPERATING MATTTEHR®E RELATED

Taking account of the differences between types/classes, and variants of types, under the
following headings:

0 GENERAL INFORMATION AND UNITS OF MEASUREMENT

0.1 General information (e.g. aircraft dimensions), including a description of the units

of measurement used for the operation of the aircraft type concerned and
conversion tables.

1 LIMITATIONS

1.1 A description of the certified limitations and the amalble operational limitations

should include the following:
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(a) certification status (e.g. EASA (supplemental) type certificate, environmental
certification, etc.);

(b) passenger seating configuration for each aircraft type, including a pictorial
presentation;

(c) types of operation that are approved (e.g. VFR/IFR, CAT II/lll, RNP, flights in
known icing conditions, etc.);

(d) crew composition;
(e) mass and centre of gravity;
()  speed limitations;
(g) flight envelope(s);
(h) wind limits, includingpperations on contaminated runways;
()  performance limitations for applicable configurations;
(runway) slope;
(k) for aeroplanes, limitations on wet or contaminated runways;
()  airframe contamination;
(m) system limitations.
2 NORMAL PROCEDURES

Thenormal procedures and duties assigned to the crew, the appropriate checklists, the
system for their use and a statement covering the necessary coordination procedures
between flight and cabin/other crew members. The normal procedures and duties should
indude the following:

(&) preflight,

(b) pre-departure,

(c) altimeter setting and checking,

(d) taxi, takeoff and climb,

(e) noise abatement,

(f)  cruise and descent,

(g) approach, landing preparation and briefing,

(h) VFR approach,

() IFR approach,

(H  visual approach and circling,

(k) missed approach,

(h  normal landing,

(m) postlanding,

(n) for aeroplanes, operations on wet and contaminated runways.
3 ABNORMAL AND/OR EMERGENCY PROCEDURES

The abnormal and/or emergency procedures and duties assigoethd crew, the
appropriate checklists, the system for their use and a statement covering the necessary
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coordination procedures between flight and cabin/other crew members. The abnormal
and/or emergency procedures and duties should include the following:

@)
(b)
(©)
(d)
(e)
®

(9)
(h)
@)

)]

(k)

M
(m)
(n)

crew incapacitation,

fire and smoke drills,

for aeroplanes, uspressurised and partially pressurised flight,

for aeroplanes, exceeding structural limits such as overweight landing,
lightning strikes,

distress communications and aleny ATC to emergencies,
engine/burner failure,

system failures,

guidance for diversion in case of serious technical failure,

ground proximity warning, including for helicopters audio voice alerting device
(AVAD) warning,

ACAS/TCAS wangi for aeroplanes/audio voice alerting device (AVAD) warning for
helicopters,

windshear,
emergency landing/ditching,

for aeroplanes, departure contingency procedures.

4 PERFORMANCE

4.0
4.1

Performance data should be provided in a form that camsed without difficulty.

Performance data. Performance material that provides the necessary data for
compliance with the performance requirements prescribed in Annex IV-E¥sr).

For aeroplanes, this performance data should be included to allow the
determination of the following:

(@) take-off climb limitst mass, altitude, temperature;

(b) takeoff field length (for dry, wet and contaminated runway
conditions);

(c) net flight path data for obstacle clearance calculation or, where
applicable, takeoff flight path;

(d) the gradient losses for banked cliraloits;
(e) enroute climb limits;

(H  approach climb limits;

(g) landing climb limits;

(h) landing field length (for dry, wet and contaminated runway conditions)
including the effects of an iflight failure of a system or device, if it
affects the landing distance;

(i)  brake energy limits;

() speeds applicable for the various flight stages (also considering dry,
wet and contaminated runway conditions).
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4.2

4.1.1 Supplementary data covering flights in icimgnditions. Any certified
performance related to an allowable configuration, or configuration
deviation, such as ansikid inoperative.

4.1.2 If performance data, as required for the appropriate performance class, are
not available in the AFM, then otheath should be included. The OM may
contain crosgeference to the data contained in the AFM where such data
are not likely to be used often or in an emergency.

Additional performance data for aeroplanes. Additional performance data, where
applicable, mcluding the following:

(@) all engine climb gradients,

(b) drift-down data,

(c) effect of deicing/antkicing fluids,

(d) flight with landing gear down,

(e) for aircraft with 3 or more engines, orengineinoperative ferry flights,

()  flights conductedunder the provisions of the configuration deviation list
(CDL).

5 FLIGHT PLANNING

5.1

5.2
5.3

Data and instructions necessary for glight and inflight planning including, for
aeroplanes, factors such as speed schedules and power settings. Where applicable,
procedures for engine(x)ut operations, ETOPS (particularly the @amgine
inoperative cruise speed and maximum distance to an adequate aerodrome
determined in accordance with Annex IV (P@AT)) and flights to isolated
aerodromes should be included.

The method for calculating fuel needed for the various stages of flight.

When applicable, for aeroplanes, performance data for ETOPS critical fuel reserve
and area of operation, including sufficient data to support the critical fuel reserve
and area of peration calculation based on approved aircraft performance data.
The following data should be included:

(@) detailed engine(sinoperative performance data, including fuel flow for
standard and nosstandard atmospheric conditions and as a function of
airgpeed and power setting, where appropriate, covering:

()  drift down (includes net performance), where applicable;
(i)  cruise altitude coverage including 000ft;

(i)  holding;

(iv) altitude capability (includes net performance); and

(v) missedapproach;

(b) detailed allengineoperating performance data, including nominal fuel flow
data, for standard and noestandard atmospheric conditions and as a
function of airspeed and power setting, where appropriate, covering:

(i)  cruise (altitude coveragacluding 10000ft); and
(i)  holding;
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(c) details of any other conditions relevant to ETOPS operations which can cause
significant deterioration of performance, such as ice accumulation on the
unprotected surfaces of the aircraft, ram air turbine (RA€ployment,
thrust-reverser deployment, etc.; and

(d) the altitudes, airspeeds, thrust settings, and fuel flow used in establishing the
ETOPS area of operations for each airfraangine combination should be
used in showing the corresponding terrain andstrbction clearances in
accordance with Annex IV (P&AT).

6 MASS AND BALANCE
Instructions and data for the calculation of the mass and balance, including the following:
(8) calculation system (e.g. index system);

(b) information and instructions for gapletion of mass and balance documentation,
including manual and computer generated types;

(c) limiting masses and centre of gravity for the types, variants or individual aircraft
used by the operator;

(d) dry operating mass and corresponding centre ofvgyaor index.
7 LOADING

Procedures and provisions for loading and unloading and securing the load in the aircraft.
8 CONFIGURATION DEVIATION LIST

The CDL(s), if provided by the manufacturer, taking account of the aircraft types and
variants operated, iduding procedures to be followed when an aircraft is being
dispatched under the terms of its CDL.

9 MINIMUM EQUIPMENT LIST (MEL)

The MEL for each aircraft type or variant operated and the type(s)/area(s) of operation.
The MEL should also include the disgh conditions associated with operations required

for a specific approval (e.g. RNAV, RNP, RVSM, ETOPS). Consideration should be given to
using the ATA number system when allocating chapters and numbers.

10 SURVIVAL AND EMERGENCY EQUIPMENT INCXODHEGE

10.1 A list of the survival equipment to be carried for the routes to be flown and the
procedures for checking the serviceability of this equipment prior to afke
Instructions regarding the location, accessibility and use of survival and enogrgen
equipment and its associated checklist(s) should also be included.

10.2 The procedure for determining the amount of oxygen required and the quantity
that is available. The flight profile, number of occupants and possible cabin
decompression should be gsidered.

11 EMERGENCY EVACUATION PROCEDURES

11.1 Instructions for preparation for emergency evacuation, including crew coordination
and emergency station assignment.

11.2 Emergency evacuation procedures. A description of the duties of all members of
the crew for the rapid evacuation of an aircraft and the handling of the passengers
in the event of a forced landing, ditching or other emergency.

12 AIRCRAFT SYSTEMS
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A description of the aircraft systems, related controls and indications and operating
instructions. Consideration should be given to use the ATA number system when
allocating chapters and numbers.

C ROUTE/ROLE/AREA AND AERODROME/OPERATING SITE INSTRUCTIONS AND INFORMATION

1 Instructions and information relating to communications, navigation and
aerodromes/operating sites, including minimum flight levels and altitudes for each route
to be flown and operating minima for each aerodrome/operating site planned to be used,
including the following:

(& minimum flight level/altitude;
(b) operating minimdor departure, destination and alternate aerodromes;
(c) communication facilities and navigation aids;

(d) runway/final approach and takeff area (FATO) data and aerodrome/operating
site facilities;

(e) approach, missed approach and departure procedumefuding noise abatement
procedures;

(f)  communicationfailure procedures;
(g) search and rescue facilities in the area over which the aircraft is to be flown;

(h) a description of the aeronautical charts that should be carried on board in relation
to the type of flight and the route to be flown, including the method to check their
validity;

(i) availability of aeronautical information and MET services;
()  enroute communication/navigation procedures;
(k) aerodrome/operating site categorisation for flightew competence qualification;

()  special aerodrome/operating site limitations (performance limitations and
operating procedures, etc.).

(2) Information related to landing sites available for operations approved in accordance with
Subpart L (SEHMC)of Annex V (ParEPA) to Regulation (EU) No 965/2012, including:

(a) adescription of the landing site (position, surface, slope, elevation, etc.);
(b) the preferred landing direction; and

(c) obstacles in the area.

D TRAINING

1 Description of scopeTraining syllabi and checking programmes for all operations
personnel assigned to operational duties in connection with the preparation and/or
conduct of a flight.

2 Content: Training syllabi and checking programmes should include the following:

2.1 for flight crew, all relevant items prescribed in Annex IV @€#&T), Annex V (Part
SPA) and ORO.FC;
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2.2 for cabin crew, all relevant items prescribed in Annex IV {€AfT), Annex V (Part
CC) of Commission Regulation (EU) 1178/2011 and ORO.CC;

2.3 for technica crew, all relevant items prescribed in Annex IV (&), Annex V
(PartSPA) and ORO.TC;

2.4 for operations personnel concerned, including crew members:
(@) all relevant items prescribed in SPA.DG Subpart G of Annex IV (SPA.DG); and
(b) all relevanttiems prescribed in Annex IV (P&AT) and ORO.SEC; and

2.5 for operations personnel other than crew members (e.g. dispatcher, handling
personnel, etc.), all other relevant items prescribed in Annex IVAPAR) and in
this Annex pertaining to their dutse

3 Procedures:
3.1 Procedures for training and checking.

3.2 Procedures to be applied in the event that personnel do not achieve or maintain
the required standards.

3.3 Procedures to ensure that abnormal or emergency situations requiring the
applicationof part or all of the abnormal or emergency procedures, and simulation
of instrument meteorological conditions (IMC) by artificial means are not simulated
during CAT operations.

4 Description of documentation to be stored and storage periods.

(b) Notwithganding (a), an OM that is compiled in accordance withQRB 3 amendment 5 may
be considered to be compliant.

(c) If there are sections that, because of the nature of the operation, do not apply, it is
recommended that operators maintain the numberings®m described in ORO.MLR.101 and
F62@0S YR AYaSNI Wb2dG LI AOFIo6fSQ 2N WLYGSy (A

AMC4 ORO.MLR.10@perations manuat General
CONTENTE NONCOMMERCIAL SPECIBRISOPERATIONS WITBMELEX MOTEROWERED
AIRCRAFT AND COMMBRGPECIALISED OAERAS
(@) The OM should contain at least the following information, where applicable, as relevant to the
area and type of operation:
A GENERAL/BASIC
For chapters & refer to AMC3 ORO.MLR.100.
In addition:

6.2 The relevant regulationand guidance to crew members concerning dangerous
goods used for specialised tasks (pesticides and chemicals, etc.).

8 OPERATING PROCEDURES
8.1 Flight preparation instructions. As applicable to the operation:

8.1.1 General procedures;
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8.1.2 Minimum flightaltitudes. A description of the method of determination and
application of minimum altitudes, including a procedure to establish the
minimum altitudes/flight levels;

8.1.3 Criteria  and responsibilities for determining the adequacy of
aerodromes/operatingites to be used;

8.1.4 Interpretation of meteorological information. Explanatory material on the
decoding of MET forecasts and MET reports relevant to the area of
operations, including the interpretation of conditional expressions;

8.1.5 Determination ofthe quantities of fuel, oil and water methanol carried. The
methods by which the quantities of fuel, oil and water methanol to be carried
are determined and monitored #light. The system for maintaining fuel and
oil records should also be described;

8.16 Procedure for the determination of the mass of loads, the calculation of
performance margins and the centre of gravity;

8.1.7 Emergency procedures, e.g. load, fuel or chemical jettison (to include the
actions of all personnel);

8.1.8 System for supply oNOTAMS, meteorological and other safetijtical
information both at base and in field locations;

8.1.9 Mandatory equipment for specific tasks (mirror, cargo sling, load cell, special
radio equipment, radar altimeters, etc.);

8.1.10Guidance on the CDL&MEL;

8111t 2f A0e 2y O2YLX SGA2Y YR OFNNAII3IS 2F F
technical log and journey log, or equivalent;

8.1.12Any taskspecific standard operating procedures not covered above.
8.2 Ground handling instructions. As applitabo the operation:

8.2.1 Briefing requirements for Hflight and ground task specialists;

8.2.2 Decontamination procedures;

8.2.3 Fuelling procedures, including safety precautions during refuelling and
defuelling including quality checks required in fiedd location, precautions
against spillage and environmental damage;

8.2.4.De-icing and anticing on the ground. A description of the-@#ng and anti
icing policy and procedures for aircraft on the ground.

8.3 Flight procedures. As applicable to theeration:
8.3.1 Procedures relevant to the aircraft type, specific task and area;
8.3.2 Altimeter setting procedures;
8.3.3 Actions following alerts from audio warning devices;

8.3.4 GPWS/TAWS for aeroplanes. Procedures and instructions required for the
avoidance of controlled flight into terrain, including limitations on high rate
of descent near the surface (the related training requirements are covered
in OMD 2.1);

8.3.5 Policy and procedures for the use of TCAS/ACAS for aeroplanes and, when
applicabg, for helicopters;
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11

8.3.6 Policy and procedures for-itight fuel management;

8.3.7 Procedures for operating in adverse and potentially hazardous atmospheric
conditions;

8.3.8 Wake turbulence and rotor downwash for helicopters;
8.3.9 Use of restraint deees;
8.3.1(Policy on use of vacant seats;
8.3.11Cabin safety requirements including smoking.
8.4 Taskspecific weather limitations.
8.5 Use of the minimum equipment and configuration deviation list(s).

8.6 Oxygen requirements. An explanation of the cdiotis under which oxygen should
be provided and used (altitude, exposure times, night etc.).

DANGEROUS GOODS AND WEAPONS

9.1 Information, instruction and general guidance on the transport of dangerous goods
as internal or external loads, including:

9.1.1 The operator's policy on the transport of dangerous goods;

9.1.2 Guidance on the requirements for acceptance, labelling, handling, stowage,
and segregation of dangerous goods;

9.1.3 Procedures for responding to emergency situations involving dangerous
goads;

9.1.4 Duties of all personnel involved; and

9.15LyaiGNHzOGAZ2ya 2y OFNNRFIAS 2F (GKS 2LISNI

dangerous goods are being carried.

9.2 The conditions under which weapons, munitions of war and sporting weapons may
be carrial.

SECURITY

Security instructions, guidance, procedures, training and responsibilities, taking into
account Regulation (EC) No 300/2008. Some parts of the security instructions and
guidance may be kept confidential.

HANDLING, NOTIFYING AND REPORONIBENTS, INCIDENTS @NBDURRENCES,
AND USING THE CVR RECORDINGS

Procedures for handling, notifying and reporting accideimsidentsand occurrences.
This section should include:

11.1 Definitions of accidents and occurrences and responsibilitiesalbfpersons
involved:;

11.2 Reporting procedures (including any mandatory forms);
11.3 Special notification when dangerous goods are cayraedi

11.4 Procedures for the preservation of recordings of the flight recorders in order to
prevent inadvertentreactivation, repair or reinstallation of the flight recorders
following an accident or a serious incident or when this preservation is directed by
the investigating authority.
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12

13

RULES OF THE AIR

In addition to the items referred to in AMC3 ORO.MLR.1&@itorial procedures for
obtaining permissions and exemptions, e.g. for underslung loads and lowflying clearances.

LEASING
Refer to AMC3 ORO.MLR.100.

B AIRCRAFT OPERATING MATITHR®E RELATED
For chapters 4 refer to AMC3 ORO.MLR.100.

2

10

NORMAL RBRCEDURES

The normal procedures and duties assigned to the crew, the appropriate checklists and
the system for their use, including any task or specific role equipment procedures not
contained in the AFM.

ABNORMAL AND/OR EMERGENCY PROCEDURES

The abnormb and/or emergency procedures and duties assigned to the crew, the
appropriate checklists and the system for their use, including any task or specific role
equipment emergency procedures not contained in the AFM.

PERFORMANCE
4.1 Performance data shouldebprovided in a form in which it can be used without
difficulty.

4.2 Performance data. Performance material which provides the necessary data for
compliance with the performance requirements prescribed in {&R0.

FLIGHT PLANNING

5.1 Data and instructins necessary for prlight and inflight planning.

5.2 Procedures for specialised tasks.

MASS AND BALANCE

Instructions and data for the calculation of the mass and balance, including:
6.1 Calculation system (e.g. index system);

6.2 Information and instuctions for completion of mass and balance documentation;
and

6.3 Limitations.

LOADING

Refer to AMC3 ORO.MLR.100.
CONFIGURATION DEVIATION LIST (CDL)
Refer to AMC3 ORO.MLR.100.

MINIMUM EQUIPMENT LIST (MEL)

The MEL for each aircraft type or variaperated and the type(s)/area(s) of operation. It
should also contain procedures to be followed when an aircraft is being dispatched with
one or more inoperative items, in accordance with the MEL.

SURVIVAL AND EMERGENCY EQUIPMENT INCLUDING OXYGEN
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10.1 A list of the survival equipment to be carried, taking into account the nature of the
area of operation, such as a hostile or a Awstile environment.

10.2 A checklist for assessing the serviceability of the equipment and instructions for its
use prior b takeoff.

10.3 The procedure for determining the amount of oxygen required and the quantity
that is available.

11 EMERGENCY EVACUATION PROCEDURES

11.1 Emergency evacuation procedures, crew coordination and occupant handling in the
event of a forced landig, ditching or other emergency.

12 AIRCRAFT SYSTEMS

A description of the aircraft systems and all equipment specific to the tasks. Additional
equipment, systems or fitting, related special procedures including any supplements to
the AFM.

C TASKS AND CRAETING AREAS INSTRUCTIONS AND INFORMATION

Specific instructions related to the specialised tasks and operating areas in accordance with
AMC3 ORO.MLR.100.

D TRAINING

1 Training syllabi and checking programmes for all operations personnel assigned to
operational duties in connection with the preparation and/or conduct of a flight.

2 Training syllabi and checking programmes should include:
2.1 For flight crew, all relevant items prescribed in PARO, Par8PA and this Part;

2.2 For other crew members, attlevant items prescribed in Pa®8PO and this Part, as
applicable;

2.3 For inflight and ground task specialists concerned, including crew members:
a. All relevant items prescribed in SPA.DG; and
b.  Allrelevant items prescribed in Pé8PO and ORO.SEad

2.4 For operations personnel other than crew members, all other relevant items
pertaining to their duties prescribed in P&8PO and this Part.

3 Procedures:
3.1 Procedures for training and checking.

3.2 Procedures to be applied in the event that pamsel do not achieve or maintain
the required standards.

3.3 A system for tracking expiry dates for qualifications, checks, tests, recency and
licences.

4 Description of documentation to be stored and storage periods.

(b) If there are sections that, becausef the nature of the operation, do not apply, it is
recommended that operators maintain the numbering system described in ORO.MLR.101 and
F620S YR AYaSNI Wb2dG LI AOFo6fSQ 2N WLYGSyda
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HUMAN FACTORS PRRIEB

Guidance material on the application of human factors principles can be found in the ICAO Human
Factors Training Manual (Doc 9683).

GENERAL

@)

(b)

The Minimum Equipment List (MEls) a document that lists the equipment that may be
temporarily inoperative, subject to certain conditions, at the commencement of flight. This
document is prepared by the operator for their own particular aircraft taking account of their
aircraft configuréion and all those individual variables that cannot be addressed at MMEL level,
such as operating environment, route structure, geographic location, aerodromes where spare
parts and maintenance capabilities are available, etc., in accordance with a pre@gproved

by the competent authority.

The MMEL, as defined in the mandatory part of the operational suitability data established in
accordance with Commission Regulation (EU) No 748/2012, is developed in compliance with CS
MMEL or C&ENMMEL. TheseCertification Specifications contain, among other, guidance
intended to standardise the level of relief granted in MMELSs, in particular for items that are
subject to operational requirements. If a MMEL established as part of the operational suitability
data is not available and items subject to operational requirements are listed in the available
MMEL without specific relief or dispatch conditions but only with a reference to the operational
requirements, the operator may refer to G8VEL or C&ENMMEL gulance material, as
applicable, to develop the relevant MEL content for such items.

NONSAFETRELATED EQUIPMENT

@)

(b)

(©)

Most aircraft are designed and certified with a significant amount of equipment redundancy,
such that the airworthiness requirements are iséied by a substantial margin. In addition,
aircraft are generally fitted with equipment that is not required for safe operation under all
operating conditions, e.g. instrument lighting in day VMC.

All items related to the airworthiness, or requireat the safe operation, of the aircraft and not
included in the list are automatically required to be operative.

Equipment, such as entertainment systems or galley equipment, may be installed for passenger
convenience. If this noeafetyrelated equipmat does not affect the airworthiness or
operation of the aircraft when inoperative, it does not require a rectification interval, and need
not be listed in the operator's MEL, if it is not addressed in the MMEL. The exceptions to this are
as follows:

(1) Where nonsafetyrelated equipment serves a second function, such as movie equipment
being used for cabin safety briefings, operators should develop and include operational
contingency procedures in the MEL in case of an equipment malfunction.

(2) Where nonsafetyrelated equipment is part of another aircraft system, for example the
electrical system, procedures should be developed and included in the MEL for
deactivating and securing in case of malfunction. In these cases, the item should be listed
in the MEL, with compensating provisions and deactivation instructions if applicable. The
rectification interval will be dependent on the secondary function of the item and the
extent of its effect on other systems.
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(d) If the operator chooses to list nesafetyrelated equipment in the MEL, not listed in the MMEL,
GKS&8 &aK2dzZ R AyOfdzRS I NBOGATFAOLFIGAZ2Y AYyGSNDI f
rectification interval provided any applicable (M) procedure (in the case of electrically supplied
items) isapplied.

(e) Operators should establish an effective decision making process for failures that are not listed
to determine if they are related to airworthiness and required for safe operation. In order for
inoperative installed equipment to be consideren-safetyrelated, the following criteria
should be considered:

(1) the operation of the aircraft is not adversely affected such that standard operating
procedures related to ground personnel, and crew members are impeded,;

(2) the condition of theaircraft is not adversely affected such that the safety of passengers
and/or personnel is jeopardised;

(3) the condition of the aircraft is configured to minimise the probability of a subsequent
failure that may cause injury to passengers/personnel andlause damage to the
aircraft;

(4) the condition does not include the use of required emergency equipment and does not
impact emergency procedures such that personnel could not perform them.

AMC1 ORO.MLR.105(dylinimum equipment list

AMENDMENTS TO THELNHOLLOWING CHANGESTHE MMEL APPLICABLE CHANGHED A

ACCEPTABLE TIMESSALE

(@) The following are applicable changes to the MMEL that require amendment of the MEL.:
(1) areduction of the rectification interval;

(2) change of an item, only when the charigepplicable to the aircraft or type of operations
and is more restrictive.

(b)  An acceptable timescale for submitting the amended MEL to the competent authority is 90 days
from the effective date specified in the approved change to the MMEL.

(¢) Reducedimescales for the implementation of safetglated amendments may be required if
the Agency and/or the competent authority consider it necessary.

AMC1 ORO.MLR.105(dVlinimum equipment list

MEL FORMAT

(@) The MEL format and the presentation of items afispatch conditions should reflect those of
the MMEL.

(b) The ATA 100/2200 Specification numbering system for MEL items is preferred.

(c) Other formats and item numbering systems may be used provided they are clear and
unambiguous.

AMC1 ORO.MLR.105(d)(IMinimum equipment list
MEL PREAMBLE

The MEL preamble should:
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(&) reflect the content of the MMEL preamble as applicable to the MEL scope and extent;
(b)  contain terms and definitions used in the MEL,;

(c) contain any other relevant specific informatiorr fine MEL scope and use that is not originally
provided in the MMEL;

(d) provide guidance on how to identify the origin of a failure or malfunction to the extent necessary
for appropriate application of the MEL;

(e) contain guidance on the management of ipie unserviceabilities, based on the guidance
given in the MMEL; and

(f)  contain guidance on placarding of inoperative items to inform crew members of equipment
condition, as appropriate. In particular, when such items are accessible to the crew fligtitg
the control(s) and indicator(s) related to inoperative unit(s) should be clearly placarded.

AMC1 ORO.MLR.105(d)(3Ylinimum equipment list
SCOPE OF THE MEL

The MEL should include:

(@) The dispatch conditions associated with flights conducteatoordance with spefic approvals
held by the operator in accordance with P&PA.

(b) Specific provision for particular types of operations carried out by the operator in accordance
with ORO.AOC.125.

AMC2 ORO.MLR.105(d)(3Ylinimum equipment list
EXTEN OF THE MEL

The operator should include guidance in the MEL on how to deal with any failures that occur between
the commencement of the flight and the start of the tak#. If a failure occurs between the
commencement of the flight and the start of thakie-off, any decision to continue the flight should be
subject to pilot judgement and good airmanship. The giletommand/commander may refer to the
MEL before any decision to continue the flight is taken.

SCOPE OF THE MEL

(a) Examples of special approvals in accordance with-$R&& may be:

(1) RVSM,
(2) ETOPS,
(3) LvO.

(b) Examples of operations carried out by the operator in accordance with ORO.AOC.125 may be:
(1) crew training,
(2) positioning flights,
(3) demonstration flights.

(c) When an aircraft has installed equipment which is not required for the operations conducted,
the operator may wish to delay rectification of such items for an indefinite period. Such cases
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are considered to be out of the scemf the MEL, therefore modification of the aircraft is
appropriate and deactivation, inhibition or removal of the item should be accomplished by an
appropriate approved modification procedure.

PURPOSE OF THMIEL

The MEL is an alleviating document having the purpose to identify the minimum equipment and
conditions to operate safely an aircraft having inoperative equipment. Its purpose is not, however, to
encourage the operation of aircraft with inoperative eguoient. It is undesirable for aircraft to be
dispatched with inoperative equipment and such operations are permitted only as a result of careful
analysis of each item to ensure that the acceptable level of safety, as intended in the applicable
airworthinessand operational requirements is maintained. The continued operation of an aircraft in
this condition should be minimised.

RECTIFICATION INTARRI)

The definitions and categories of rectification intervals provided in GMIMEL.

AMC1 ORO.MLR.105(fMinimum equipment list

RECTIFICATION INTAREXTENSION (RIEDPERATOR PROCEDUWRISTHE APPROVAITBE
COMPETENT AUTHORIND NOTIFICATION TE COMPETENT AUTHOR

(@ ¢KS 2LISNI G2 NDaddresdNiRe eSidhsinIdfirectification intervals and ongoing
surveillance to ensure compliance should provide the competent authority with details of the
YIEYS YR LRaAGAZ2Y 2F GKS y2YAYyFr(iSR LISNER2YyYySt
rectification interval extension (RIE) procedures and details of the specific duties and
responsibilities established to control the use of RIEs.

(b) Personnel authorising RIEs should be adequately trained in technical and/or operational
disciplines to accomplish tireduties. They should have necessary operational knowledge in
terms of operational use of the MEL as alleviating documents by flight crew and maintenance
personnel and engineering competence. The authorising personnel should be listed by
appointment and ame.

(c) The operator should notify the competent authority within 1 month of the extension of the
applicable rectification interval or within the appropriated timescales specified by the approved
procedure for the RIE.

(d) The notification should be mada a form determined by the competent authority and should
specify the original defect, all such uses, the reason for the RIE and the reasons why rectification
was not carried out within the original rectification interval.

RECTIFICATION INTAREXTENSION (RIE)

Procedures for the extension of rectification intervals should only be applied under certain conditions,
such as a shortage of parts from manufacturers or other unforeseen situations (e.g. inabilitaito ob
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equipment necessary for proper troubleshooting and repair), in which case the operator may be
unable to comply with the specified rectification intervals.

AMC1 ORO.MLR.105(gylinimum equipment list
OPERATIONAL AND MMENIANCE PROCEDURES

(a) The opeational and maintenance procedures referenced in the MEL should be based on the
operational and maintenance procedures referenced in the MMEL. Modified procedures may,
however, be developed by the operator when they provide the same level of safety,asecq
by the MMEL. Modified maintenance procedures should be developed in accordance with
Commission RegulationEN01321/2014

(b) Providing appropriate operational and maintenance procedures referenced in the MEL,
regardless of who developed them tiiee responsibility of the operator.

(c) Anyiteminthe MEL requiring an operational or maintenance procedure to ensure an acceptable
t S@St 2F alrFShe aKz2dZd R 0S a2 ARSYGATASR Ay (F
the MEL. Thiswillnormall 6 S WohoQ F2NJ Iy 2LISNI A2yl f LINEP
LINE OSRAzZNBEP® WO6hvooavQ YSIya 020K 2LISNFGAZ2Y T |
(d) The satisfactory accomplishment of all procedures, regardless of who performs them, is the
responsilility of the operator.

0
y

GM1 ORO.MLR.105(gMinimum equipment list
OPERATIONAL AND MMENIANCE PROCEDURES

(@) Operational and maintenance procedures are an integral part of the compensating conditions
needed to maintain an acceptable level of safety, eimgolhe competent authority to approve
the MEL. The competent authority may request presentation of fully developed (O) and/or (M)
procedures in the course of the MEL approval process.

(b) Normally, operational procedures are accomplished by the flighivcreowever, other
personnel may be qualified and authorised to perform certain functions.

(c) Normally, maintenance procedures are accomplished by the maintenance personnel; however,
other personnel may be qualified and authorised to perform certain fonstiin accordance
with Commission Regulationl{EN01321/2014

(d) Operator's manuals may include the OM, the continued airworthiness management
organisation manual (CAME) or other documents. Operational and maintenance procedures,
regardless of thelocument where they are contained, should be readily available for use when
needed for the application of the MEL.

(e) Unless specifically permitted by a maintenance procedure, an inoperative item may not be
removed from the aircraft.

AMC1 ORO.MLR.105(hylinimum equipment list
OPERATIONAL AND MMENIANCE PROCEDURB®PLICABLE CHANGES
(@) Changes to the operational and maintenance procedures referenced in the MMEL are

considered applicable and require the amendment of the maintenance and operating
procedures referenced in the MEL when:

(1) GKS Y2RAFTASR LINPOSRINNB Aa FLLIEAOFOES G2 G(GKS
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(2) the purpose of this change is to improve compliance with the intent of the associated
MMEL dispatch condition.

(b) An acceptable timescale for tr@mendments of maintenance and operating procedures, as
defined in (a), should be 90 days from the date when the amended procedures referenced in
the MMEL are made available. Reduced timescales for the implementation of safety related
amendments may be redued if the competent authority considers it necessary.

AMC1 ORO.MLR.105(jMinimum equipment list
OPERATION OF AN RRET WITHIN THE CORSINTS OF THEMMEh t 9 w! ¢ hwQ{ St wh/ 95
FOR THE APPROVAIBY COMPETENT AUTHOR

(@ ¢KS 2 LISNI GesxddresIthB ap&ariaizldd an aircraft outside the constraints of the
MEL but within the constraints of the MMEL and ongoing surveillance to ensure compliance
should provide the competent authority with details of the name and position of the nominated
personnel responsible for the control of the operations under such conditions and details of the
specific duties and responsibilities established to control the use of the approval.

(b) Personnel authorising operations under such approval should be atielgtiined in technical
and operational disciplines to accomplish their duties. They should have the necessary
operational knowledge in terms of operational use of the MEL as alleviating documents by flight
crew and maintenance personnel and engineeraampetence. The authorising personnel
should be listed by appointment and name.

OPERATION OF AN RRET WITHIN THE CORSINTS OF THEMMEh t 9 w! ¢ hwQ{ St wh/ 95
FOR THE APPROVAIBE COMPETENT AUTHOR

Proedures for the operation of an aircraft outside the constraints of the MEL but within the
constraints of the MMEL should only be applied under certain conditions, such as a shortage of parts
from manufacturers or other unforeseen situations (e.g. inabttitypbtain equipment necessary for
proper troubleshooting and repair), in which case the operator may be unable to comply with the
constraints specified in the MEL.

AMC1 ORO.MLR.11Qourney log
GENERAL

(@) The aircraft journey log, or equivalent, shoindlude the following items, where applicable:
(1) aircraft nationality and registration,
(2) date,
(3) name(s) of crew member(s),
(4) duty assignments of crew member(s),
(5) place of departure,
(6) place of arrival,
(7) time of departure,

(8) time ofarrival,
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(9) hours of flight,

(10) nature of flight (scheduled or nescheduled),
(11) incidents, observations, if any,

(12) signature of person in charge.

(b) The information, or parts thereof, may be recorded in a form other than on printed paper.
Acceshmbility, usability and reliability should be assured.

() Www2dz2NySe €233z 2N SljdAglrfSydiQ YSliya GKFEG GKS
documentation other than a log book, such as the operational flight plan or the aircraft technical
log.

(d W{SNASa 2F FftAIKGaQ YSIya 0O02yaSoOdzia@dS FftA3IKGaA
(1) within a 24hour period;

(2) at the same aerodrome or operating site or remain within a local area specified in the
operations manual; and

(3) with the same pilotin-command/commandeof the aircraft.

SERIES OF FLIGHTS

¢CKS GSNY WASNASE 2F FfAIKGAQ Aa dzaSR G2 FTIFOAfAGH
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AMC1 ORO.MLR.11Recordkeeping
TRAINING RECORDS

A summary of training should be maintained by the opelatoli 2 a K2 ¢ SOSNE ONBg YSY
of each stage of training and checking.

PERSONNEL RECORDS

¢
o

Wt SNER2Y Yy St NBEO2NRaAaQ AY hwhoa[wdmmpoOO YSIya
qualification records. These remts include detailed examination records.

TRAINING, CHECKINMWMAQUALIFICATION RRDS

Training, checking and qualification records include records of all training, checking and qualifications
of each crew member, as meribed in ParORO.
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SUBPART SEC
SECURITY

Intentionallyleft blank.

Updated: March 2019 Paged7



EASA Decision Consolidated AMC & GM t#annexlll (PartORQ
OROFC

SUBPART EC
FLIGHT CREW

SECTION 1
Common requirements

AMC1 ORO.FC.100(€}omposition of flight crew
OPERATIONAL MUPTLOT LIMITATION (OM
The operator should ensure that pilots with an OML on their medical certificate only oparataft

in multi-pilot operations when the other pilot is fully qualified on the relevant type of aircraft, is not
subject to an OML and has not attained the age of 60 years.

AMC1 ORO.FC.105(b)(2);(&esignation as pilein-command/commander
ROUTE/AREAND AERODROME KNORGEE FOR COMMERCIRERATIONS
For commercial operations, the experience of the route or area to be flown and of the aerodrome
facilities and procedures to be used should include the following:
(a) Area and route knowledge
(1) Area andoute training should include knowledge of:
() terrain and minimum safe altitudes;
(i)  seasonal meteorological conditions;
(i)  meteorological, communication and air traffic facilities, services and procedures;
(iv) search and rescue procedures whenailable; and

(v) navigational facilities associated with the area or route along which the flight is to
take place.

(2) Depending on the complexity of the area or route, as assessed by the operator, the
following methods of familiarisation should be used

()  for the less complex areas or routes, familiarisation by-lmedfing with route
documentation, or by means of programmed instruction; and

(i)  inaddition, for the more complex areas or routesflight familiarisation as a pilet
in-command/commauder or cepilot under supervision, observer, or familiarisation
in a flight simulation training device (FSTD) using a database appropriate to the
route concerned.

(b) Aerodrome knowledge

(1) Aerodrome training should include knowledge of obstructions, jgaydayout, lighting,
approach aids and arrival, departure, holding and instrument approach procedures,
applicable operating minima and ground movement considerations.

(2) The operations manual should describe the method of categorisation of aerodrordes an
in the case of CAT operations, provide a list of those aerodrome categorised as B or C.

(3) Allaerodromes to which an operator operates should be categorised in one of these three
categories:
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(i) category A an aerodrome that meets all of the followgnmequirements:
(A) an approved instrument approach procedure;

(B) at least one runway with no performance limited procedure for talte
and/or landing;

(C) published circling minima not higher tharDQ0 ft above aerodrome level;
and

(D) night operationscapability.

(i) category Bt an aerodrome that does not meet the category A requirements or
which requires extra considerations such as:

(A) non-standard approach aids and/or approach patterns;
(B) unusual local weather conditions;
(C) unusual charactestics or performance limitations; or

(D) any other relevant considerations, including obstructions, physical layout,

lighting, etc.
(i) category @ an aerodrome that requires additional considerations to a category B
aerodrome;
Applicableuntil (iv) offshore installations may be categorised as category B or C aerodromes, taking
01/07/2018, then replaced into account the limitations determined in accordance with AMC2

with the paragraph below.

/1 ¢dht dat! dmnp W' asS 2F FSNRPRNRBYSaA | yR

Applicable from (iv) offshore installations may be categorised as category B or C aerodromes, taking
01/07/2018. Will replace into account the limitations determined in accordance with AMC1 SPA.HOFO.115
the paragraph above. Wi as 2F 2FTTK2NB 201 dA2ya

(c) Prior to operating to a:

(1) category B aerodrome, the pilih-command/commander should be briefed, or self
briefed by means of programmed instruction, on the category B aerodrome(s) concerned.
The completion of the briefing should be recordedisTitecording may be accomplished
after completion or confirmed by the piléh-command/commander before departure on
a flight involving category B aerodrome(s) as destination or alternate aerodromes.

(2) category C aerodrome, the pilat-command/commandeshould be briefed and visit the
aerodrome as an observer and/or undertake instruction in a suitable FSTD. The
completion of the briefing, visit and/or instruction should be recorded.

ENVIRONMENTAL KNCBWGE RELATED TOPREEVENTION OF AERODIBLUPSETS

The knowledge should include understanding of:
(@) the relevant environmental hazards, such as:
T Clear Air Turbulence (CAT),
T Intertropical Convergence Zone (ITCZ),
T thunderstorms,

T microbursts,
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i wind shear,
T icing,
T mountain waves,
T wake turbulence, and
T temperature changes at high altitude;
(b) the evaluation and management of the associated risks of the relevant hazards in (a); and

(c) the available mitigating procedures for the relevant hazards in (a) retatéioe speciic route,
route area, or aerodrome used by the operator.

AMC1 ORO.FC.105(®)esignation as pilein-command/commander
ROUTE/AREA AND AERODIE RECENCY

(@) The 12month period should be counted from the last day of the month:
(1) when the imiliarisation training was undertaken; or

(2) of the latest operation on the route or area to be flown and of the aerodromes, facilities
and procedures to be used.

(b)  When the operation is undertaken within the last 3 calendar months of that periodhehel2
month period should be counted from the original expiry date.

AMC2 ORO.FC.105(®)esignation as piloin-command/commander
ROUTE/AREA AND AEROME RECENCYERFORMANCE CLASERBOPLANES OPERATNHIDER
VFR BY NIGHT ORINRAT OPERATION®ANMMERCIAL OPERATIQNSER THAN CAT

In the case of CAT operations with performance class B aeroplanes operating under visual flight rules
(VFR) by night or instrument flight rules (IFR), or commercial operations other than CAT, the knowledge
should be maitained as follows:

(a) except for operations to the most demanding aerodromes, by completion of at least 10 flight
sectors within the area of operation during the preceding 12 months in addition to any required
seltbriefing;

(b) operations to the most dernding aerodromes may be performed only if:

(1) the pilotin-command/commander has been qualified at the aerodrome within the
preceding 36 months by a visit as an operating flight crew member or as an observer;

(2) the approach is performed in visual mete@gical conditions (VMC) from the applicable
minimum sector altitude; and

(3) an adequate selbriefing has been made prior to the flight.

PERFORMANCE CLASBEABOPLANES OPERATHHDER VFR BAY IN CAT OPERATSON

For CAT operations under VFR by day with performance class B aeroplanes, the operator should take
account of any requirement that might be stipulated in specific cases by the State of the aerodrome.
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AMC1 ORO.FC.11&rew resource maagement (CRM) training
CRM TRAINING MULTYPILOT OPERATIONS

(a) General

(1)

)

®3)

(4)

(5)

(6)

()

Training environment

CRM training should be conducted in the roperational environment (classroom and
computerbased) and in the operational environment (flight simulationrtinagy device
(FSTD) and aircraft). Tools such as group discussions, team task analysis, team task
simulation and feedback should be used.

Classroom training

Whenever possible, classroom training should be conducted in a group session away from
the pressures of the usual working environment, so that the opportunity is provided for
flight crew members to interact and communicate in an environment conducive to
learning.

Computerbased training

Computerbased training should not be conducted as andtalone training method, but
may be conducted as a complementary training method.

Flight simulation training devices (FSTDs)

Whenever practicable, parts of the CRM training should be conducted in FSTDs that
reproduce a realistic operational environmteand permit interaction. This includes but is
not limited to lineoriented flight training (LOFT) scenarios.

Integration into flight crew training

CRM principles should be integrated into relevant parts of flight crew training and
operations includig checklists, briefings, abnormal and emergency procedures.

Combined CRM training for flight crew, cabin crew and technical crew

(i)  Operators should provide combined training for flight crew, cabin crew and
technical crew during recurrent CRM training.

(i)  The combined training should address at least:

(A) effective communication, coordination of tasks and functions of flight crew,
cabin crew and technical crew; and

(B) mixed multinational and crossultural flight crew, cabin crew and technical
crew, and their interaction, if applicable.

(i) The combined training should be expanded to include medical passengers, if
applicable tahe operation.

(iv) Combined CRM training should be conducted by flight crew CRM trainer or cabin
crew CRM trainer.

(v) There should be an effective liaison between flight crew, cabin crew and technical
crew training departments. Provision should be reafdr transfer of relevant
knowledge and skills between flight crew, cabin crew and technical crew CRM
trainers.

Management system
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(b)

(©)

(d)

(e)

(f)

/ wa UGN} AYyAy3a &aKz2dzZ R I RRNBaa KITFNRA FyR N&:
system described in ORO.GEN.200.

(8) Competencybased CRM training

(i)  Whenever practicable, the compliantased approach concerning CRM training
may be substituted by a competenbpsed approach such as eviderxmsed
training. In this context, CRM training should be characterised jpgrfmrmance
orientation, with emphasis on standards of performance and their measurement,
and the development of training to the specified performance standards.

(i)  CRM training should be an essential element of the alternative training and
gualification programme (ATQP) described in ORO.FC.A.245, when the operator
applies ATQP.

(9) Contracted CRM training

If the operator chooses not to establish its own CRM training, another operator, a third
party or a training organisation may be contracted to pdavihe training in accordance

with ORO.GEN.205. In case of contracted CRM training, the operator should ensure that
the content of the course covers the specific culture, the type of operations and the
associated procedures of the operator. When crew merslieom different operators
attend the same course, the CRM training should be specific to the relevant flight
operations and to the trainees concerned.

LYAGALFE 2LISNI G2NDR& / wa GNFAYAYST

(1) ¢KS FfAIKGE ONBg YSY0o SN &K2aRM Rainb@oridelfWhénS § KS
the type of operation of a new operator is not different, the new operator should not be
NBIljdzA NER (2 LINPGARS GKS AyAGALFf 2LISNI G§2NDRa
time.

(2) The initial training should cover alkeahents specified in Table 1 of (g).
Operator conversion course CRM training

When the flight crew member undertakes a conversion course with a change of aircraft type or
change of operator, elements of CRM training should be integrated into all ppate phases
2F (KS 2LISNIG2NNRa O2y JSNBIA@Y O2dz2NAS> a4 &ALISOA

Annual recurrent CRM training

(1) Annual recurrent CRM training should be provided in such a way that all CRM training
elements specified for the annual recurrent traigiin Table 1 of (g) are covered over a
period not exceeding gears.

(2) Operators should update their CRM recurrent training programme over a period not
exceeding Jears. The revision of the programme should take into account information
fromtheoperal 2 NRa YI yIF3SYSyid adeaidSYy AyOf dZRRAYy3I (K¢

Command course CRM training

The operator should ensure that elements of CRM training are integrated into the command
course, as specified in Table 1(gy.

Training elements

The CRM training elements to be covered are specified in Tabldd).ofhe operator should
ensure that the following aspects are addressed:

(1) Automation and philosophy on the use of automation
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(i)  The CRM training should include training in the uselaravledge of automation,
and in the recognition of systems and human limitations associated with the use of
automation. The operator should, therefore, ensure that the flight crew member
receives training on:

(A) the application of the operations policy meerning the use of automation as
stated in the operations manual; and

(B) system and human limitations associated with the use of automation, giving
special attention to issues of mode awareness, automation surprises and
overreliance including false sem®f security and complacency.

(i)  The objective of this training should be to provide appropriate knowledge, skills and
attitudes for managing and operating automated systems. Special attention should
be given to how automation increases the need forwseto have a common
understanding of the way in which the system performs, and any features of
automation that make this understanding difficult.

(i) If conducted in an FSTD, the training should include automation surprises of
different origin (systemand pilotinduced).

(2) Monitoring and intervention

Flight crew should be trained in CRMated aspects of operation monitoring before,
during and after flight, together with any associated priorities. This CRM training should
include guidance to the pitanonitoring on when it would be appropriate to intervene, if

felt necessary, and how this should be done in a timely manner. Reference should be
made to the operator procedures for structured intervention as specified in the
operations manual.

(3) Resilience development

CRM training should address the main aspects of resilience development. The training
should cover:

(H  Mental flexibility
Flight crew should be trained to:
(A) understand that mental flexibility is necessary to recognise criticahges;
(B) reflect on their judgement and adjust it to the unique situation;
(C) avoid fixed prejudices and oveeliance on standard solutions; and
(D) remain open to changing assumptions and perceptions.

(i)  Performance adaptation
Flight crew shouldbe trained to:
(A) mitigate frozen behaviours, overreactions and inappropriate hesitation; and
(B) adjust actions to current conditions.

(4) Surprise and startle effect

CRM training should address unexpected, unusual and stressful situations. The training
should cover:

(i)  surprises and startle effects; and

(i)  management of abnormal and emergency situations, including:
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()]

()

(6)

/| wa

()

(A) the development and maintenance of the capacity to manage crew
resources;

(B) the acquisition and maintenance of adequate automabehavioural
responses; and

(C) recognising the loss and-triilding situation awareness and control.
Cultural differences

CRM training should cover cultural differences of multinational and arol¢sral crews.
This includes recognising that:

() different cultures may have different communication specifics, ways of
understanding and approaches to the same situation or problem;

(i)  difficulties may arise when crew members with different mother tongue
communicate in a common language which is notrthedther tongue; and

(iif)  cultural differences may lead to different methods for identifying a situation and
solving a problem.

hLISNIF §2NRa& al FSde Odz GdzNB FyR O2YLIl yeée Odz c

GNF AYyAy3 akKz2dzZ R O02@SNJ (KS culurdS tié typ2 N a
operations and the associated procedures of the operator. This should include areas of
operations that may lead to particular difficulties or involve unusual hazards.

Case studies

() CRM training should cover aircraft typpecifc case studies, based on the

AYF2NXYIEOGA2Y FOFAEFO0ES 6AGKAY GKS 2LISNI {2

(A) accident and serious incident reviews to analyse and identify any associated
non-technical causal and contributory factors, and instances or exanoples
lack of CRM; and

(B) analysis of occurrences that were well managed.

(i)  If relevant aircraft typespecific or operatospecific case studies are not available,
the operator should consider other case studies relevant to the scale and scope of
its operations.

CRM training syllabus

Table 1 below specifies which CRM training elements should be covered in each type of training.
The levels of training in Table 1 can be described as follows:

(1)

)

WwSIljdZANBRQ YSIya NI AY A ynEradivelinistyléitraedtithR 0 S A

objectives specified in the CRM training programme or to refresh and strengthen
knowledge gained in a previous training.

WIRSLIGKQ YStya GONXAYyAy3dI GGKFG akKz2dzZ R 0SS Ayal

advantge of group discussions, team task analysis, team task simulation, etc., for the
acquisition or consolidation of knowledge, skills and attitudes. The CRM training elements
should be tailored to the specific needs of the training phase being undertaken.

Table 1: Flight crew CRM training
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CRM training elements

Initial
2 LIS NI
CRM
training

Operator
conversion
course when
changing
aircraft type

Operator
conversion
course when
changing
operator

Annual
recurrent
training

Command
course

General principles

Human factors in aviation;

General instructions on
CRM principles and
objectives;

Human performance and
limitations;

Threat and error
management.

In-depth

Required

Required

Required

Required

Relevant to the individual flight crew member

Personalityawareness,
human error and reliability
attitudes and behaviours,
selfassessment and self
critique;

Stress and stress
management;
Fatigue and vigilance;

Assertiveness, situation
awareness, information
acquisition and processing

In-depth

Not required

Not required

Required

In-depth

Relevant to the flight crew

Automation and philosophy
on the use of automation

Required

In-depth

In-depth

In-depth

In-depth

Specific typeelated
differences

Required

In-depth

Not required

Required

Required

Monitoring and
intervention

Required

In-depth

In-depth

Required

Required

Relevant to the entire aircr

aft crew

Shared situation
awareness, shared
information acquisition ang

In-depth

processing;

Required

Required

Required

In-depth
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CRM training elements

Initial
2 LIS NI
CRM
training

Operator
conversion
course when
changing
aircraft type

Operator
conversion
course when
changing
operator

Annual
recurrent
training

Command
course

Workload management;

Effective communication
and coordination inside an
outside theflight crew
compartment;

Leadership, cooperation,
synergy, delegation,
decisionmaking, actions;

Resilience development;
Surprise and startle effect;

Cultural differences.

Relevant to the operator and therganisation

hLISNJ G 2NRa a
and company culture,
standard operating
procedures (SOPs),
organisational factors,
factors linked to the type o
operations;

Effective communication
and coordination with
other operational
personnel and ground
servies.

In-depth

Required

In-depth

Required

In-depth

Case studies

In-depth

In-depth

In-depth

In-depth

In-depth

(h) Assessment of CRM skills

(1) Assessment of CRM skills is the process of observing, recording, interpreting and
RSONASTAYI ONBga YR ONBg YSYOSNDA LISNF2NXYI
context of the overall performance.

(2 ¢KS FtAIKG ONBg YSYo SbsEdan the wperatidriallefiviroamedt,K 2 dzf R
but not during CRM training in the naperational environment. Nevertheless, during
training in the noroperational environment, feedback from the flight crew CRM trainer
or from trainees on individual and crew perfoance may be given to the crew members
concerned.

(83) The assessment of CRM skills should:

()  include debriefing the crew and the individual crew member;
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(i)  serve to identify additional training, where needed, for the crew or the individual
crew member;and

(iii)  be used to improve the CRM training system by evaluatinigleletified summaries
of all CRM assessments.

(4) Prior to the introduction of CRM skills assessment, a detailed description of the CRM
methodology, including the required CRM standaatiel the terminology used for the
assessment, should be published in the operations manual.

(5) Methodology of CRM skills assessment
The assessment should be based on the following principles:
(i)  only observable behaviours are assessed,

(i)  the assessmdnshould positively reflect any CRM skills that result in enhanced
safety; and

(i) assessments should include behaviour that results in an unacceptable reduction in
safety margin.

(6) Operators should establish procedures, including additional traiminge applied in the
event that flight crew members do not achieve or maintain the required CRM standards.

AMC2 ORO.FC.11&rew resource management (CRM) training
CRM TRAINING SINGLPILOT OPERATIONS

(@) For singlepilot helicopter operations wittechnical crew, AMCORO.FC.115 should be applied.

(b) For singlepilot operations other than those specified in (a), AMQRO.FC.115 should be
applied with the following differences:

(1) Relevant training

Training should cover the relevant CRM trainiigbS ® A YA GAL T 2 LISNI (21
operator conversion course and recurrent training.

(2) Relevant training elements

CRM training should focus on the elements specified in Tabfég) of AMCIORO.FC.115
which are relevant to singlpilot operations.Therefore, singlgilot CRM training should
include, among others:

()  situation awareness;

(i)  workload management;

(iif)  decisionmaking;

(iv) resilience development;

(v) surprise and startle effect; and

(vi) effective communication and coordinationitv other operational personnel and
ground services.

(3) Computerbased training

Notwithstanding (a)(3) of AMG2RO.FC.115, computbased training may be conducted
as a stanehlone training method.

(4) Operation with ELA2 aircraft
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Notwithstanding (1) and2), for operations with ELA2 aircraft the relevant CRM training
and its duration should be determined by the operator, based on the aircraft type and the
complexity of the operation.

AMC3 ORO.FC.11&rew resource management (CRM) training
FLIGHT CREWIZ TRAINER

(@)

(b)

Applicability

The provisions described herein:

(1)

)

should be fulfilled by flight crew CRM trainers responsible for classroom CRM training;
and

are not applicable to:

() instructors, holding a certificate in accordance with Commis#legulation (EU)
No01178/2011, who conduct CRM training in the operational environment; and

(i)  trainers or instructors conducting training other than CRM training, but integrating
CRM elements into this training.

Qualification of flight crew CRM train

(1)

)

®3)

A training and standardisation programme for flight crew CRM trainers should be
established.

A flight crew CRM trainer, in order to be suitably qualified, should:
()  have adequate knowledge of the relevant flight operations;
(i)  have adequat&knowledge of human performance and limitations (HPL), whilst:

(A) having obtained a commercial pilot licence in accordance with Commission
Regulation (EU) No 1178/2011; or

(B) having followed a theoretical HPL course covering the whole syllabus of the
HPLexamination;

i)y KFr@gS O02YLX SGSR FftA3IKG ONBg AyAGALFE 2 LISNI

(iv) have received training in group facilitation skills;

(v) have received additional training in the fields of group management, group
dynamics and personal awareness; and

(vi) have demonstrated the knowledge, skills and credibility required to train the CRM
training elements in the nooperational environment, as specified in Table 1 of
AMC1 ORO.FC.115.

The following qualifications and experiences are also acceptabla fight crew CRM
trainer in order to be suitably qualified:

(i) A flight crew member holding a recent qualification as a flight crew CRM trainer
may continue to be a flight crew CRM trainer after the cessation of active flying
duties if he/she maintainadequate knowledge of the relevant flight operations.

(i) A former flight crew member may become a flight crew CRM trainer if he/she
maintains adequate knowledge of the relevant flight operations and fulfils the
provisions of (2)(ii) to (2)(vi).
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(i) An experienced CRM trainer may become a flight crew CRM trainer if he/she
demonstrates adequate knowledge of the relevant flight operations and fulfils the
provisions of (2)(ii) to (2)(vi).

(c) Training of flight crew CRM trainer

(1) Training of flight crew RM trainers should be both theoretical and practical. Practical
elements should include the development of specific trainer skills, particularly the
integration of CRM into line operations.

(2) The basic training of flight crew CRM trainers should incthéetraining elements for
flight crew, as specified in Table 1 of AMC1 ORO.FC.115. In addition, the basic training
should include the following:

(i)  introduction to CRM training;
(i) 2LISNI G2NR& YIyl3SySyid aeaasSyT
(i)  characteristics, as applicable:
(A) of the different types of CRM trainings (initial, recurrent, etc.);
(B) of combined training; and
(C) related to the type of aircraft or operation; and
(iv) assessment.

(3) The refresher training of flight crew CRM trainers should include methodologies,
procedures and lessons learned.

(4) Instructors, holding a certificate in accordance with Commission Regulation (EU)
No1178/2011, who are also CRM trainers, may combine the CRM trainer refresher
training with instructor refresher training.

(5) Instructors for othetthan complex motoipowered aircraft should be qualified as flight
crew CRM trainers for this aircraft category with no additional training, as specified in (2)
and (3) when:

() holding a certificate in accordance with CommissidRegulation (EU)
No1178/2011; and

(i)  fulfilling the provisions of (b)(2) or (b)(3).

(6) The training of flight crew CRM trainers should be conducted by flight crew CRM trainers
withaminimumof & S NEQ SELISNASYyOSo ! aaAaiborgedS YI &
to address specific areas.

(d) Assessment of flight crew CRM trainer

(1) Aflight crew CRM trainer should be assessed by the operator when conducting the first
CRM training course. This first assessment should be valid for a perigeafs3

(20 The operator should ensure that the process for the assessment is included in the
operations manual describing methods for observing, recording, interpreting and
debriefing the flight crew CRM trainer. All personnel involved in the assessment must be
credible and competent in their role.

(e) Recency and renewal of qualification as flight crew CRM trainer
(1) Forrecency of the-§ear validity period, the flight crew CRM trainer should:

(i)  conduct at least ZRM training events in any-t2onth period;
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(i)  be assessed within the last 12 months of thge@ir validity period by the operator;
and

(i) complete CRM trainer refresher training within they&ar validity period.
(2) The next 3year validity period should start at the end of the previous qeri

(3) Forrenewal, i.e. when a flight crew CRM trainer does not fulfil the provisions of (1), he/she
should, before resuming as flight crew CRM trainer:

(i)  comply with the qualification provisions of (b) and (d); and

(i) complete CRM trainer refreshénaining.

GENERAL
(@) CRM is the effective utilisation of all available resources (e.g. crew members, aircraft systems,
supporting facilities and persons) to achieve safe and efficient operation.

(b) The objective of CRM is to enhance the communication and management skills of the flight crew
member concerned. Emphasis is placed on the-temhnical knowledge, skills and attitudes of
flight crew performance.

TRAINING ENVIRONMERNRAINERS AND INSTRORS

(@) Flight crew CRM training can be separated as follows:
(1) training in the noroperational environment:
() classroom; and
(i) computerbased;
(2) training in the operational environment:
(i)  flight simulation training device (FSTD); and
(i)  aircraft.
(b) In general, CRM training is provided as follows:
(1) classroom training by a flight crew CRM trainer;

(2) training in the operational environment by an instructor holding a certificate in
accordance with Commission Regulation (EU) No 1178/2011;

(3) computerbased training as a sedfudy training method. If needed, directions concerning
CRMrelated issues are provided by a flight crew CRM trainer or by an instructor holding
a certificate m accordance with Commission Regulation (EU) No 1178/2011.

MINIMUM TRAINING TEBS

(@) The following minimum training times are appropriate:

(1) multi-pilot operations:
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(i) combined CRM training: 6aming hours over a period of 3 years; and

(i) AYAGALC 2 LIS NJ (0 ar&ldhg holrsvwith ai ridimugh ofy1A trainingy
hours in classroom training;

(2 AYAGALFE 2LISNI G2 NIpiot aperations] Ntraikingholi3; afd2 NJ a Ay 3f S
(3) flightcrew CRM trainer:
()  basic training:

(A) 18 training hours for trainees holding an instructor certificate for complex
motor-powered aircraft, as specified in Commission Regulation (EU)
No01178/2011, which includes 2%our training in teaching and learmnor

(B) 30 training hours for trainees who do not hold an instructor certificate as
specified in (A); and
(i)  refresher training: 6 training hours.

b) WENIAYAYy3ad K2dzNBEQ YSIya | Oddzrf GNIXAyAy3a GAYS S

DESIGN, IMPLEMENTAYIAND EVALUATION@HM TRAINING

The checklist in Table 1 provides guidance on the design, implementation and evaluation of CRM
ONFAYAY3IAS FYR 2y (GKSANI AYyO2NILBNIGREFYy Ry (12F (KBS 2
management systems and the competerised approach are incorporated in the checklist.

Table 1t Checklist for design, implementation, evaluation and incorporation of CRM training

Step No| Description Element

1 Needs analysis Determine the necessary CRM competencies

Develop CRM training goals

Ensure the organisation is ready for CRM training

2 Design Develop CRM training objectives

Determine what to measure and how to measure it

3 Development Describe the CRMarning environment

Develop fullscale prototype of training

Validate and modify CRM training

4 Implementation Prepare trainees and environment

Set a climate for learning (e.g. practice and feedback)

Implement the CRM training programme

5 Evaluation Determine training effectiveness

Evaluate CRM training at multiple levels

Revise the CRM training programme to improve effectiveness

6 Incorporation Establish an environment where CRM training is positi
recognised
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Step No| Description Element

Reinforce CRMehaviours in daily work

Provide recurrent CRM training

RESILIENCE DEVELOPME
(@) The main aspects of resilience development can be described as the ability to:
1) tSINY oW Yy26RgASRROT KI & KI LJ
2 Y2YAGl2NI oW ly26Ay3a 6KIG G2 €221 F2NROT

@B FYGAOALI S OWFAYRAYI 2dzil YR {y26Ay3 6KI

l.j

(4 NBALRYR o0Wly26Aiy3 6KIG (G2 R2 FyR 68SAy3 OF LI

(b) Operational safety is a continuous process of evaluation of and adiutim existing and future
conditions. In this context, and following the description in (a), resilience development involves
an ongoing and adaptable process including situation assessmentggellv, decision and
action. Training in resilience developnt enables crew members to draw the right conclusions
from both positive and negative experiences. Based on those experiences, crew members are
better prepared to maintain or create safety margins by adapting to dynamic complex situations.

(c) The training topics in (f)(3) #MC10ORO.FC.11&e to be understood as follows:
(1) Mental flexibility

() ¢KS LIKNIasS WwWdzyRSNEGI YR

N

OKIFIy3asSaqQ YStya GKIFG O
which there is no set procedure.

(i) ¢KS LIKNI}IasS WNBTESOG 2y GKSAN)I 2dzRASYSy i
that crew members learn to review their judgement based on the unique
characteristics of the given circumstances.

i
B YSYodfdwdforl NB

iKIG YSydlt FtSE
LIN

(i) TheLJKNJ} &S WI @g2AR TAASRALNDSIZRYO S | YRR NRJ &

that crew members learn to update solutions and standard response sets, which
have been formed on prior knowledge.

(iv) ¢KS LIKNIasS WNBYFIAY 2Ly (2 0RYVARAYWS| yaa

crew members constantly monitor the situation, and are prepared to adjust their
understanding of the evolving conditions.

(2) Performance adaptation

() ¢KS LIKntigadeS froz8h behaviours, overreactions and inappropriate
K S a A (irheéns that &ew members correct improper actions with a balanced
response.

i) ¢KS LIKWRAAGWE OGA2ya G2 OdNNEHE YORWRSNEG

responses are in accordance with the actual situation.
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NONTECHNICAL SKILLEASMENT

(@) NOTECHS®dgn-technicalskills) is a validated method for assessing flight crew CRM skKills.
The NOTECHS framework consists of four main categories:

(1) Cooperation: Goperation is the ability to work effestely in a crew.

(2) Leadership and managerial skills: Effective leadership and managerial skills help to

achieve joint task completion within a motivated, fully functioning team through

coordination and persuasiveness.

(3) Situation awareness: Situatiomd NBy S & &

gKI G G0KS FfA3IKI

Aa

%

their status in thenear future.

(4) Decisionmaking: Decisioimaking is the process of reaching a judgement or choosing an

option.

NBfFdSa G2

ONE ¢

2ySQa
O2YLJ NI YSyi
comprehend the meaning of different elements in the environment and the projection of

6 A
Iy R

(b) Each of the four categories is subdivided into elements and behavioural markers. The elements

are specified in Table 1 with examples of babaral markers (effective behaviour). The

behavioural markers are assessed by a rating scale to be established by the operator.

Table 11 Categories, elements and behavioural markers of NOTECHS

Category

Element

Behavioural marker (examples)

Cooperation

Team building and maintainin

Establishes atmosphere for
communication and participation

op¢

Considering others

Takes condition of other crew members in
account

Supporting others

Helps other crew members in demandi
situations

Conflict solving

Concentrates on what is right rather than wi
is right

Leadership an¢ Use of authority ang Takes initiative to ensure crew involveme
managerial assertiveness and task completion
skills Maintaining standards Intervenes if task completion deviates fro
standards
Planning and coordination Clearly states intentions and goals
Workload management Allocates adequate time to complete tasks
Situation Awareness of aircraft systeml a2 YA G2 NE | YR NB LR NI
awareness states
Awareness of external| Collects information about environmer
environment (position, weather and traffic)
Anticipation Identifies possible future problems
Decision Problem definiton  and Reviews causal factors with other crg
making diagnosis members

Option generation

States alternative courses of action
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Category Element Behavioural marker (examples)

Asks other crew members for options

Risk assessment and opti¢ Considers and shares estimated risk
selection alternative courses of action

Outcome review Checks outcome against plan

FLIGHT CREW CRM NER ASSESSMENT

@)

(b)

(©)

For assessing flight crew CRM trainers, the operator may nominate experienced flight crew CRM
trainers who have demonstrated continued compliance with the provssiona flight crew CRM
trainer and capability in that role for at least 3 years.

An operator that does not have the resources to conduct the assessment may employ a
contractor. The standard as regards the assessment is confirmed oyear dasis byhe
operator.

The checklist in Table 1 provides guidance on the assessment of a flight crew CRM trainer. If a
flight crew CRM trainer is competent in his/her role, the response to the questions in Table 1
AaK2dZ R 0SS weSaQo 2 K Syrablelyjastfiahidhsy/amd eXaf@es tpldaidol A 2 v &
the responses given should be provided.

Table 1t Flight crew CRM trainer assessment checklist

Questions to assess a flight crew CRM trainer

Response
yes/no

Did the CRM traineramondrate the knowledgerequired for he role?

Did the CRM trainesupport CRMconcepts?

Did the CRM trainerreourage trainees toparticipate, $are their expeencesand
selfanalyse?

Did the CRM trainetidentify and tespond to the (i NJ A y 8dS &@tiveyt®
expertise/exerience?

Did the CRM trainer show how CRM is integrated in techirtrainingand line
operations?

Did the CRM trainencorporate company CRM standalswhen apprgriate?

Did the CRM trainerdentify and disass the non-technical reasons involved ir
accicents, incidentsand events ncludedin case stuiks?

Did the CRM traineregularly tieckfor undestanding and esolve ambguities?

Did the CRM traineramondrate effectiveinstruction andfacilitation skils?
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AMC1 ORO.FC.120&130perator conversion training and checking & recurrent training and
checking

FLIGHT PATH MANAGEBWEMANUAL OR AUTOME&, AS APPROPRIADJERING UNRELIABLE
AIRSPEED INDICATAND OTHER FAILURE$AGH ALTITUDE IERROPLANES WITH A NMAXM
CRUISING ALTITUDBXBFL300

For the operation of aeroplanes with a maximum cruising altitude above FL300, training elements from
the following table should be integrated into:
(a) operator conversion training; and

(b) recurrent training at least every 12 calendar months, silnet all elements are covered over a
period not exceeding 3 years:

Theoretical| Practical

Element Knowledge| training

Basic flight physics principles concerning flight at high altitude, w
particular emphasis on the relative proximity of the critiddach
number and the stall, pitch behaviour, and an understanding of
reduced stall angle of attack when compared with Jalitude flight.

Interaction of the automation (autopilot, flight director, aut
throttle/auto-thrust) and the consequences dhilures inducing W W
disconnection of the automation.

Consequences of an unreliable airspeed indication and other fai
at high altitude and the need for the flight crew to promptly ident
the failure and react with appropriate (minimal) contropins to keep
the aircraft in a safe envelope.

Degradation of flyby-wire (FBW) flight control laws/modes and
consequence on aircraft stability and flight envelope protectid () ()
including stall warnings.

Practical training, using appropriasgnulators, on manual handling
high altitude in normal and nenormal flight control laws/modes, witl
particular emphasis on prstall buffet, the reduced stall angle of atta ()
when compared with lovaltitude flight and the effect of pitch input
on theaircraft trajectory and energy state.

The requirement to promptly and accurately apply the stall recoy
procedure, as provided by the aircraft manufacturer, at the f

o . . . : W W
indication of an impending stall. Differences between kadffitude and

low-altitude stalls must be addressed.

Procedures for taking over and transferring manual control of © ©

aircraft, especially for FBW aeroplanes with independent-staks.

Task sharing and crew coordination in high workload/stress condit
with appropriate calout and acknowledgement to confirm changes W W
the aircraft flight control law/mode.
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AMC1 ORO.FC.12bifferences training and familiarisation training

GENERAL

(a) Differences training requires additional knowledge and training oratt@aft or an appropriate
training device. It should be carried out:

(1) when introducing a significant change of equipment and/or procedures on types or
variants currently operated; and

(2) inthe case of aeroplanes, when operating another variant ohenoplane of the same
type or another type of the same class currently operated; or

(3) inthe case of helicopters, when operating a variant of a helicopter currently operated.

(b) Familiarisation training requires only the acquisition of additional kndgée It should be
carried out when:

(1) operating another helicopter or aeroplane of the same type; or

(2) when introducing a significant change of equipment and/or procedures on types or
variants currently operated.

AMC1 ORO.FC.145(dyrovision of trainng
NONMANDATORY (RECOMMENEDN) ELEMENTS GHERATIONAL SUITABILDATA
When developing the training programmes and syllabi, the operator should consider the non

mandatory (recommendation) elements for the relevant type that are provided in the opeiati
suitability data established in accordance with Commission Regulation (EU) No 748/2012

AMC1 ORO.FC.145(dyrovision of training
FULL FLIGHT SIMULRBQFFS)
The operator should classify any differences between the aircraft and FFS in accordhnibe \Wir
Transport Association (ATA) chapters as follows:
Compliance Levels
(@) Level A differences:
(1) no influence on flight characteristics;
(2) no influence on procedures (normal and/or abnormal);
(3) differences in presentation; and
(4) differencesin operation.
Method: selfinstruction via the operations manual or flight crew information.
(b) Level B differences:
(1) no influence on flight characteristics;
(2) influence on procedures (normal and/or abnormal); and

(3) possible differences ipresentation and operation.

14 0OJ L 243, 27.9.2003, p. 6.
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Method: flight crew information, computebased training, system device training or special
instruction by instructor.

(c) Level C differences:
(1) influence on flight characteristics;
(2) influence on procedures (normal and/abnormal); and
(3) eventually differences in presentation and operation.

Method: special instruction by instructor, a selected partial training on another FSTD or aircraft
or a waiver because of previous experience, special instruction or training prowga

(d) Level D differences:
(1) influence on flight characteristics; and/or
(2) influence on procedures (normal and/or abnormal); and/or
(3) differences in presentation and/or operation; and
(4) FSTD s level D qualified and is used for zero figiettraining (ZFTT).

Method: a specified partial training on another FSTD or aircraft or a waiver because of previous
experience, special instruction or training programme.
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SECTION 2
Additional requirements for commercial air transport operations

AMC1 OR@®.C.200(a) Composition of flight crew
CREWING OF INEXPHERHED FLIGHT CREW BERS

The operator should establish procedures in the operations manual taking into account the following
elements:

Aeroplanes

@)

The operator should consider that a flight crevember is inexperienced, following completion
of a type rating or command course, and the associated line flying under supervision, until
he/she has achieved on the type either:

(1) 100 flight hours and flown 10 sectors within a consolidation period 6f déhsecutive
days; or

(2) 150 flight hours and flown 20 sectors (no time limit).

(b) A lesser number of flight hours or sectors, subject to any other conditions that the competent
authority may impose, may be acceptable to the competent authority wherobiiee following
applies:

(1) anew operator is commencing operations;

(2) an operator introduces a new aeroplane type;

(3) flight crew members have previously completed a type conversion course with the same
operator;

(4) credits are defined in the opetianal suitability data established in accordance with
Commission Regulation (EU) ®R&B/2012; or

(5) the aeroplane has a maximum tak& mass of less than 10 tonnes or a maximum
operational passenger seating configuration (MOPSC) of less than 20.

Helicopters

(c) The operator should consider that, when two flight crew members are required, a flight crew
member, following completion of a type rating or command course, and the associated line
flying under supervision, is inexperienced until either:

() he/she has achieved 50 flight hours on the type and/or in the role within a period of 60
days; or
(2) hel/she has achieved 100 flight hours on the type and/or in the role (no time limit).
(d) A lesser number of flight hours, on the type and/or in the rad@d subject to any other

conditions which the competent authority may impose, may be acceptable to the competent
authority when one of the following applies:

(1) anew operator is commencing operations;
(2) an operator introduces a new helicopter type;

(3) flight crew members have previously completed a type conversion course with the same
operator (reconversion); or
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(4) credits are defined in the operational suitability data established in accordance with
Commission Regulation (EU) R&B/2012.

AMC1 OR@C.205 Command course
COMBINED UPGRADINMW}MACONVERSION COURSELICOPTER

If a pilot is converting from one helicopter type or variant to another when upgrading to commander:

(a) the command course should also include a conversion course in accordahc®RO.FC.220;
and

(b) additional flight sectors should be required for a pilot transitioning onto a new type of
helicopter.

AMC1ORO.FC2IB YA G Al f 2LISNI (2NRa ONXB
TRAINING ELEMENT®ANRAINER QUALIFIONT

NBaz2dz2NOS YIyl3as

(SN

LYAGAFE 2LISNIGI2NRaE /wa GGNXAYyAy3d akKz2dzZ RY

(@) cover the applicable provisions of AMORO.FC.115, including the training elements as
specified in Table 1 thereof; and

(b) be conducted by a flight crew CRM trainer who is qualified as specified in AR03E.115.

AMC1 ORO.FC.22@perator conversion training and checking
OPERATOR CONVERSIRAINING SYLLABUS

(a) General
(1) The operator conversion training should include, in the following order:

(i)  ground training and checking, including aircraft systeams, normal, abnormal and
emergency procedures;

(i) emergency and safety equipment training and checking, (completed before any
flight training in an aircraft commences);

(ii)  flight training and checking (aircraft and/or FSTD); and
(iv) line flying undesupervision and line check.

2 2KSy GKS FtA3IKG ONBS YSYOSNI KFa y20i LINSOA?2
course, he/she should undergo general fiastl training and, if applicable, ditching
procedures training using the equipment in water.

(3) Where the emergency drills require action by the Awgndling pilot, the check should
additionally cover knowledge of these drills.

4 ¢KS 2LISNIiG2NRa O2y@SNRAAZ2Y YI& 0S O2YO0AYSR
required by Commission Regulation jEN® 1178/2011.

(5) The operator should ensure that:

(i)  applicable elements of CRM training, as specified in Table 1 of &ROLFC.115,
are integrated into all appropriate phases of the conversion training; and

(i)  the personnel integrating elements @RM into conversion training are suitably
qualified, as specified in AMCRO.FC.115.
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(b)  Ground training

(1) Ground training should comprise a properly organised programme of ground instruction
supervised by training staff with adequate facilities, inahgdany necessary audio,
mechanical and visual aids. S&lfidy using appropriate electronic learning aids,
computerbased training (CBT), etc., may be used with adequate supervision of the
standards achieved. However, if the aircraft concerned is relgtsienple, unsupervised
private study may be adequate if the operator provides suitable manuals and/or study
notes.

(2) The course of ground instruction should incorporate formal tests on such matters as
aircraft systems, performance and flight plannindnere applicable.

(c) Emergency and safety equipment training and checking

(1) Emergency and safety equipment training should take place in conjunction with
cabin/technical crew undergoing similar training with emphasis on coordinated
procedures and twavay communication between the flight crew compartment and the
cabin.

(2) On the initial conversion course and on subsequent conversion courses as applicable, the
following should be addressed:

() Instruction on firstaid in general (initial conversion coursely); instruction on
first-aid as relevant to the aircraft type of operation and crew complement,
including those situations where no cabin crew is required to be carried (initial and
subsequent).

(i)  Aero-medical topics, including:
(A) hypoxia;
(B) hyperventilation;
(C) contamination of the skin/eyes by aviation fuel or hydraulic or other fluids;
(D) hygiene and food poisoning; and
(E) malaria.

(i) The effect of smoke in an enclosed area and actual use of all relevant equipment in
a simulated smokdilled environment.

(iv) Actual fire fighting, using equipment representative of that carried in the aircraft
on an actual or simulated fire except that, with Halon extinguishers, an alternative
extinguisher may be used.

(v) The operational procedures eécurity, rescue and emergency services.

(vi) Survival information appropriate to their areas of operation (e.g. polar, desert,
jungle or sea) and training in the use of any survival equipment required to be
carried.

(vii) A comprehensive drill to coverlalitching procedures where flotation equipment
is carried. This should include practice of the actual donning and inflation of a life
jacket, together with a demonstration or audigsual presentation of the inflation
of life-rafts and/or sliderafts andassociated equipment. This practice should, on
an initial conversion course, be conducted using the equipment in water, although
previous certified training with another operator or the use of similar equipment
will be accepted in lieu of further watrill training.
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(d)

(€)

(f)

(viii) Instruction on the location of emergency and safety equipment, correct use of all
appropriate drills, and procedures that could be required of flight crew in different
emergency situations. Evacuation of the aircraft (or a representdiigming
device) by use of a slide where fitted should be included when the operations
manual procedure requires the early evacuation of flight crew to assist on the
ground.

Flight training

(1)

)

®3)

(4)

Flight training should be conducted to familiarise thegHt crew member thoroughly with

all aspects of limitations and normal, abnormal and emergency procedures associated
with the aircraft and should be carried out by suitably qualified class and type rating
instructors and/or examiners. For specific operagpsuch as steep approaches, ETOPS,
or operations based on QFE, additional training should be carried out, based on any
additional elements of training defined for the aircraft type in the operational suitability
data in accordance with Commission Regala{EU) No 748/2012, where they exist.

In planning flight training on aircraft with a flight crew of two or more, particular emphasis
should be placed on the practice of LOFT with emphasis on CRM, and the use of crew
coordination procedures, includira@pping with incapacitation.

Normally, the same training and practice in the flying of the aircraft should be given to co
LAt2Ga | a o¢Sftf Fa O2YYIYRSNE® ¢KS WFfAIK
commanders and cpilots alike should include alhe requirements of the operator

proficiency check required by ORO.FC.230.

Unless the type rating training programme has been carried out in an FSTD usable for
ZFTT, the training should include at least three taie and landings in the aircratft.

Line flying under supervision (LIFUS)

(1)

)

®3)

C2tt26Ay3 O2YLIX StiAz2zy 2F FEtAIKG GNFYAYAY3I |y
course, each flight crew member should operate a minimum number of sectors and/or
flight hours under the supervision offiight crew member nominated by the operator.

The minimum flight sectors/hours should be specified in the operations manual and
should be determined by the following:

(i)  previous experience of the flight crew member;
(i)  complexity of the aircraft; ad
(iif)  the type and area of operation.

For performance class B aeroplanes, the amount of LIFUS required is dependent on the
complexity of the operations to be performed.

Passenger handling for operations where no cabin crew is required

Other than general training on dealing with people, emphasis should be placed on the following:

(1)

()

®3)

advice on the recognition and management of passengers who appear or are intoxicated
with alcohol, under the influence of drugs or aggressive;

methods used tamotivate passengers and the crowd control necessary to expedite an
aircraft evacuation; and

the importance of correct seat allocation with reference to aircraft mass and balance.
Particular emphasis should also be given on the seating of special categd
passengers.
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(9)

(h)

Discipline and responsibilities, for operations where no cabin crew is required
Emphasis should be placed on discipline and an individual's responsibilities in relation to:

(1) his/her ongoing competence and fitness to operate aseav member with special regard
to flight and duty time limitation (FTL) requirements; and

(2) security procedures.
Passenger briefing/safety demonstrations, for operations where no cabin crew is required

Training should be given in the preparationpassengers for normal and emergency situations.

AMCL ORO.FC.220&230 Operator conversion training and checking & recurrent training and
checking

UPSET PREVENTION REDOVERY TRAININGRD FOR COMPLEX MRFOWERED AEROPLANES
WITH A MAXIMUM OPERAML PASSENGER SEATQABSFIGURATION (MOPSE MORE THAN

19

@)

Upset prevention training should:
(1) consist of ground training and flight training in an FSTD or an aeroplane;
(2) include upset prevention elements from Tabléot the conversion trainingourse; and

(3) include upset prevention elements in Table 1 for the recurrent training programme at
least every 12 calendar months, such that all the elements are covered over a period not
exceeding 3 years.

Table 1: Elements and respective componentupket prevention training

FSTD/
Aeroplane
training

Ground

Elements and components .
training

Aerodynamics

General aerodynamic characteristics

Aeroplane certification and limitations

Aerodynamics (high and low altitudes)

Aeroplane performance (high and low altitudes)

Angle of attack (AOA) and stall awareness

oA WINIFIE

Stick shaker or other staNarning device activation (as
applicable)

Stick pusher (as applicable)

Mach effects (if applicable to theeroplane type)

Aeroplane stability

Control surface fundamentals

Use of trims

Icing and contamination effects

eE|le|lele|e|ele] € |egje|e|e|e
eg|elelelel|e|le| € |gjeg|e

Propeller slipstream (as applicable)

Causes of and contributing factors to upsets

Environmental

€

Pilot-induced

€

€

Mechanical (aeroplane systems)

Safety review of accidents and incidents relating to
aeroplane upsets
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1.

Safety review of accidents and incidents relating to aeropl
upsets

Positive/negative/increasing/decreasingapds

w

Lateral g awareness (sideslip)

g-load management

Flight control defects

1. Relationship between pitch, power and performance w ()
2. Performance and effects of differing power plants (if w w
applicable)
3. Manual and automation inputs for guidance and control w ()
4. | Typespecific characteristics w W
5. Management ofjo-arounds from various stages during the © ©
approach
6. | Automation management () ()
7. Proper use of rudder w W
1. | Typespecific examples of physiological, visual and instrun
clues during developing and developed upsets @ ®
2. Pitch/power/roll/lyaw w W
3. Effective scanning (effective monitoring) w W
4. | Typespecific stall protection systems and cues W (&)
5. | Criteria for identifying stalls and upsets w W

Engine failure (partial or full)

Instrument failures

Loss of reliable airspeed

Automation failures

Fly-by-wire protection degradations

NIo g~ wiN e

Stall protection system failures including icing alerting
systems

Flight at different speeds, including slow flight, and altitude
within the full normal flight envelope

€ |elele|ele|e

€ |e|Ee|E|E|E|E

Procedural instrument flying and manoeuvring including
instrument departure and arrival

w

Visual approach

Goarounds from varioustages during the approadhefer to
point (d) of GM1 to Appendix 9 to P&CL for further

guidance o garound training)

15 Please refer t&ED Decision 2011/016/R
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| 5. | Steep turns

(b)  Upset recovery training should:

(1) consist of ground training and flight training in an FFS qualified for the training task;

2 0S O2YLX SGSR FNRBY SI OK

(3) include the recovery exercises in Table 2 for the recurrent trainingramme, such that

asSlrad Ay 6KAOK

all the exercises are covered over a period not exceeding 3 years.

Table 2: Exercises for upset recovery training

. Ground FFS
Exercises o -
training training

A. | Recovery from developed upsets
1. | Timely and appropriate intervention w ()
2. Recovery from stall events, in the following configurations;

T takeoff configuration,

T clean configuration low altitude, w w

T clean configuration near maximum operating altitude, ang

T landing configuration during the approach phase.
3. Recovery froomose high at various bank angles w W
4. | Recovery from nose low at various bank angles () ()
5. Consolidated summary of aeroplane recovery techniques w W

LAt z

(c) The operator should ensure that personnel providing FSTD UPRT are competent and current to

deliverthe training, and understand the capabilities and limitations of the device used.

(d) The FFS qualification requirements in (b)(1) are further clarified in the Guidance Material (GM).

AMC2 ORO.FC.22perator conversion training and checking

OPERATOR NRERSION TRAININGLRBUS FLIGHT ENGINEERS

(a) Operator conversion training for flight engineers should approximate to that of pilots.

(b) Ifthe flight crew includes a pilot with the duties of a flight engineer, he/she should, after training
and theinitial check in these duties, operate a minimum number of flight sectors under the
supervision of a nominated additional flight crew member. The minimum figures should be
specified in the operations manual and should be selected after due note has besndhthe

complexity of the aircraft and the experience of the flight crew member.

AMC2 ORO.FC.220&230perator conversion training and checking & recurrent training and

checking

UPSET PREVENTION REDOVERY TRAININGRD FOR COMPLEX MRFOWERED REPLANES
WITH A MAXIMUM OPERAGNAL PASSENGERTSEA CONFIGURATIOMDPSC) OF IR LESS

(&) Upset prevention training should:

(1) consist of ground training and flight training in an FSTD or an aeroplane;

(2) include upset prevention elementn Table 1of AMCIORO.FC.220&230 for the

conversion training course; and
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(3) include upset prevention elements in Table 1 of AMBRIO.FC.220&230 for the recurrent
training programme at least every 12 calendar months, such that all the elements are
covered over a pod not exceeding 3 years.

(b)  Upset recovery training should:

(1) consist of ground training and flight training in an FFS qualified for the training task, if
available;

2 06S O2YLX SGSR FTNBY SIFOK &aSIFd Ay gtefaK I LA 2

(3) include the recovery exercises in Table 2 of AMRD.FC.220&230 for the recurrent
training programme, such that all the exercises are covered over a period not exceeding
3 years.

(c) The operator should ensure that personnel providing FSTO @dRRcompetent and current to
deliver the training, and understand the capabilities and limitations of the device used.

(d) The FFS qualification requirements in (b)(1) are further specified in the Guidance Material (GM).

OPERATOR CONVERSIONRSE (OCC) FORMUOREW PILOT LICENHA_j HOLDERS

When defining the amount of training for MPL holders, who undertake their first conversion course on
a new type or at an operator other than the oneathwas involved in their training for the MPL, the
operator should put a process in place to ensure that corrective action can be takenipadicence
training evaluation indicates the need to do so.

oy SRR ComESn TG B Shecng & e v o
UPSET PREVENTION REDOVERY TRAININGRD FOR COMPLEX WRFOWERED AEROPLANES

The objective of the UPRT is to help flight crew acquire the required competencies in order to prevent
or recover from aleveloping or developed aeroplane upset. Prevention training prepares flight crew
to avoid incidents whereas recovery training prepares flight crew to prevent an accident once an upset
condition has developed.

HUMAN FACTORS

Threat and Error Management (TEM) and Crew Resource Management (CRM) principles should be
integrated into the UPRT. In particular, the surprise and startle effect, and the importance of resilience
development should be emphasised.

Training should also empsise that an actual upset condition may expose flight crew to significant
physiological and psychological challenges, such as visual illusions, spatial disorientation and unusual
g-forces, with the objective to develop strategies to deal with such chgds.

USE OF FSTD FOR UPRT

The use of an FSTD provides valuable training without the risks associated with aeroplane training. The
training envelope (envelope within which all training exercises will be carried out) should be specified
by the operator interms of the range of attitudes, speed andogds that can be used for training,
taking into account:

(1) the training environment;
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(2) the capabilities of the instructors; and

(3) inthe case of training in FSTDs, the limitations of the FSTD (as pert@Aitex | (Definitions)
to Commission Regulation (EU) No 965/2012 for the FSTD training envelope); and

(4) in the case of training in aeroplanes, the capabilities and certification of the aeroplane, while
considering a margin of safety in order to enstirat unintentional deviations from the training
envelope will not exceed aeroplane limitations. Different training envelopes may be specified
for different aeroplane types even within a single training course.

ADDITIONAL GUIDANCE

Specific guidance to tH8PRT elements and exercises contained in the AMC is available from the latest
NBEOA&AAZ2Y 2F GKS L/!'h 520dzYSyid mnnanmm oWalydzt 2y

Further guidance is available in:

T Revision 2 (as regards training scenarios for UPRT) and Revision 3 of the Aergslene U
Recovery Training Aid (AURTA (Revision 2) / AUPRTA (Revision 3)); and

T GKS CctAaIKG {IFFShGe cC2dzyRIFiGA2Yy tdzofAOFGAZ2Y o6V
aZYAU2NRAY3IQUE b2OSYOSNI HAMD D

UPSET PREVENTIONNR&S FOR COMPLEXTMBRPOWERED AEROPLANES

The recurrent training should prioritise the upset prevention elements and respective components
FOO0O2NRAY3I G2 (GKS 2LISNFG2NDa al FSae Nmral aasSaayvys
Upset pevention training should use a combination of manoeubased and scenaribased training.
Scenariebased training may be used to introduce flight crew to situations which, if not correctly
managed, could lead to an upset condition. Relevant TEM and Cpadtashould be included in
scenariebased training and the flight crew should understand the limitations of the FSTD in replicating

the physiological and psychological aspects of exposure to upset prevention scenarios.

In order to avoid negative trainirend negative transfer of training, operators should ensure that the
selected upset prevention scenarios and exercises take into consideration the limitations of the FSTD
and the extent to which it represents the handling characteristics of the actual ke@plf it is
determined that the FSTD is not suitable, the operator should ensure that the required training
outcome can be achieved by other means.

GGAROUNDS FROM VARIGUAGES DURING THER(PACH

Guidance on garound training is provided in poind) of GM1 to Appendix 9 to PaRCL.

g 5Pt CeTVEO YA e g & Resrent venng e
UPSET RECOVERY TR&IROR COMPLEX MBFROWERED AEROPLANES
The upset recovery training exercises should be manoebased, which enables flight crew to apply

their handling skills and recovery strategy whilst leveraging CRM principles to return the aeroplane
from an upset condition to a stabilised flight path.
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The flight crew should understand the limitations of the FFS in replicating the physiological and
psychological aspects of upset recovery exercises.

In order to avoid negative training and negative transfer of training, operators should ensure that the
selected upset recovery exercises take into consideration the limitations of the FFS.

STALL EVENT RECOVERWING

It is of utmost importance that stall event recovery training takes into account the capabilities of the

FFS used. To deliver stall event gy training, the FFS should be qualified against the relevant UPRT
elements of C&STD Issue 2. Stall event recovery training should include training up to the stall
(approachto-stall). Poststall training may be delivered provided the device has baealified against

the relevant optional elements of FSTD Issue 2 and the operator demonstrates that negative
ONFAYAY3I 2N ySAFGAGBS GNIYATFSNI 2F GNIAYAYy3I Aa | @2
the aeroplane experiences one or mom@nditions associated with an approatdrstall or a stall.

Stall event recovery training should emphasise the requirement to reduce the angle of attack (AOA)
whilst accepting the resulting altitude loss. Higjtitude stall event training should be incled so that

flight crew appreciate the aeroplane control response, the significant altitude loss during the recovery,
and the increased time required. The training should also emphasise the risk of triggering a secondary
stall event during the recovery.

Reovery from a stall event should always be in accordance with the stall event recovery procedures
of the OEMs. If an OE&pproved recovery procedure does not exist, operators should develop and
train the aeroplanespecific stall recovery procedure basedtha template in Table 1 below.

Refer to Revision 3 of the Airplane Upset Prevention and Recovery Training Aid (AUPRTA) for a detailed
explanation and rationale on the stall event recovery template as recommended by the OEMs.

Table 1: Recommended Stall ExdRecovery Template

Stall Event Recovery Template

Pilot Flying- Immediately do the following at first indication of a stall (aerodynamic buffet
reduced roll stability and aileron effectiveness, visual or aural cues and warnings, reduced €
(pitch) authority, inability to maintain altitude or arrest rate of descent, stick shaker activati
installed).)¢ during any flight phasesxcept at liftoff.

Pilot
Pilot Flying (PF) Monitoring
(PM)
1. | AUTOPILOC DISCONNECT
(A large ouof-trim condition could be encountered when the autopilot is disconnected
MONITOR
2. | AUTOTHRUST/AUTOTHROT{QEF airspeed and
attitude
3. | a) NOSE DOWN PITCH CONTER@N until stall warning isliminated throughout the
b) NOSE DOWN PITCH TkasIneeded) recovery and
Red h le of k (AOA) whil ing th Iti Ititude | ANNOUNCE
(Reduce the angle of attack ( ) whilst accepting the resulting altitude loss.) any continued
4. | BANKc WINGS LEVEL divergence
5. | THRUST ADJUSTas needed)
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(Thrust reduction for aeroplanes with underwing mounted engines may be needed)

6. | SPEEDBRAKES/SPOIL-EFETRACT

7. | When airspeed is sufficiently increashi@ECOVER level flight

(Avoid the secondary stall due premature recovery or excessivading.)

NOSE HIGH AND NOSMMRECOVERY TRAINING

Nosehigh and nosdow recovery training should be in accordance with the strategies recommended

by the OEMs contained in the Tables 2 and 3 below. As the OEM procedures always take precedence
over the recommendations, operators should consult their OEMmbiether any approved type
specific recovery procedures are available prior to using the templates.

Refer to revision 3 of the Airplane Upset Prevention and Recovery Training Aid (AtdlPR Tajailed
explanation and rationale on the nose high and nose low recovery strategies as recommended by the
OEMs.

Table 2: Recommended Nose High Recovery Strategy Template

Nose HIGH Recovery Strategy

Either pilot- Recognise and confirm the develogisituation by announcingb 2 8 S | A 3

PF PM

1. | AUTOPILOE DISCONNECT

(A large out of trim condition could be encountered when the AP is disconnected.)

2. | AUTOTHRUSAUTOHROTTLEOFF

MONITOR
3. | APPLYs much noselown control input as required to obtain a nedewn | ajrspeed and
pitch rate attitude
_ throughout the
4. | THRUST ADJUSTif required) recovery and

(Thrust reduction for aeroplanes with underwing mounted engines may be needed.) | ANNOUNCE
any continued
5. | ROLIg ADJUSTif required) divergence

(Avoid exceeding 60 degrees bank.)

6. | When airspeed is sufficiently increasiiECOVER level flight

(Avoid the secondary stall due premature recovery or excessivading.)

NOTE:

1) Recovery to level flight may require usepitch trim.

2) If necessary, consider reducing thrust in aeroplanes with underwiagnted engines to aid in achieving
nosedown pitch rate.

3) WARNINGExcessive use of pitch trim or rudder may aggravate the upset situation or may result in hig
structural load.

Table 3: Recommended Nose Low Recovery Strategy Template

Nose LOW Recovery Strategy Template
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Either pilot- Recognise and confirm the developing situation by annountitty2 &S [ 2 &

(If the autopilot or autothrust/autothrottle is responding correctiy,may not be appropriate tc
decrease the level of automation while assessing if the divergence is being stopped.)

PF PM

1. | AUTOPILOE DISCONNECT

(A large out of trim condition could be encountered when the AP is disconnected.)

2. | AUTOTHRUSAUTOHROTTLEOFF MONITOR

airspeed and
attitude
throughout the

recovery and
(It may be necessary to reduce thelogding byapplying forward control pressure tf ANNOUNCE
improve roll effectiveness) any continued

divergence

3. | RECOVERMM stall if required

4. | ROLLn the shortest direction to wings level.

5. | THRUS&Nd DRAG; ADJUSTf required)

6. | RECOVER level flight.

(Avoid the secondary stall due premature recovery or excesslivading.)

NOTE:

1) Recovery to level flight magquire use of pitch trim.

2) WARNINGExcessive use of pitch trim or rudder may aggravate the upset situation or may result in hig
structural loads.

ey SSBPE CNERn ST NS NG & feent v <

FFQUALIFIED FOR THISEPRECOVERY TRANIASK

[deleted with EDD 2018/005/R]

oy SSBpE CMESon LT NS NG & reen v <

PERSONNEL PROVIASGD UPSET PREVENAND RECOVERY TRWENUPRT)

It is of paramount importance that personnel providing UPRT in FSTDs have the specific competence
to deliver such training, which may not have been demonstrated during previous instructor
qualification training. Operators should, therefore, have a compnshes training and standardisation
programme in place, and may need to provide FSTD instructors with additional training to ensure such
instructors have and maintain complete knowledge and understanding of the UPRT operating
environment, and skill sets.

Sandardisation and training should ensure that personnel providing FSTD UPRT:
(1) are able to demonstrate the correct upset recovery techniques for the specific aeroplane type;

(2) understand the importance of applying tyyspecific Original Equipment Mafacturers (OEMS)
procedures for recovery manoeuvres;
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®3)

(4)

®)

(6)
()

(8)

9)

are able to distinguish between the applicable SOPs and the OEMs recommendations (if
available);

understand the capabilities and limitations of the FSTD used for Uf2ZR&d on the applicable
FSTD training envelope

are aware of the potential of negative transfer of training that may exist when training outside
the capabilities of the FSTD;

understand and are able to use the 10S of the FSTD in the context of effective UPRT delivery;

understand and are able to use the FSTD instructor tools available for providing accurate
feedback on flight crew performance;

understand the importance of adhering to the FSTD UPRT scenarios that have been validated by
the training programme deveper; and

understand the missing critical human factor aspects due to the limitations of the FSTD and
convey this to the flight crew receiving the training.

COMPLETION OF AN @PE¢ h w Q { RSION C@QURSE

@)

(b)

(©)

The operator conversion course is deemed to have started when the flight training has begun.
The theoretical element of the course may be undertaken ahead of the practical element.

Under certain circumstances the course may have sthdad reached a stage where, for
unforeseen reasons, it is not possible to complete it without a delay. In these circumstances, the
operator may allow the pilot to revert to the original type.

Before the resumption of the operator conversion courde operator should evaluate how
much of the course needs to be repeated before continuing with the remainder of the course.

LINE FLYING UNDERBERVISION

@)

(b)

(©)

Line flying under supervision proeis the opportunity for a flight crew member to carry into
practice the procedures and techniques he/she has been made familiar with during the ground
and flight training of an operator conversion course. This is accomplished under the supervision
of a flight crew member specifically nominated and trained for the task. At the end of line flying
under supervision the respective crew member should be able to perform a safe and efficient
flight conducted within the tasks of his/her crew member station.

Aariety of reasonable combinations may exist with respect to:
(1) aflight crew member's previous experience;

(2) the complexity of the aircraft concerned; and

(3) the type of route/role/area operations.

Aeroplanes

The following minimum figures fadetails to be flown under supervision are guidelines for
operators to use when establishing their individual requirements:

(1) turbo-jet aircraft

(i)  co-pilot undertaking first operator conversion course:
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(ii)

(A) total accumulated 100 hours or minimum 40 fliglectors;
co-pilot upgrading to commander:
(A) minimum 20 flight sectors when converting to a new type;

(B) minimum 10 flight sectors when already qualified on the aeroplane type.

AMC1 ORO.FC.23Recurrent training and checking
RECURRENT TRAININGA.8BUS

(@) Recurrent training

Recurrent training should comprise the following:

(1) Ground training

(i)

(ii)

(iii)

The ground training programme should include:
(A) aircraft systems;

(B) operational procedures and requirements, including groundiaileg/anti
icingand pilot incapacitation; and

(C) accident/incident and occurrence review.

Knowledge of the ground training should be verified by a questionnaire or other

suitable methods.

When the ground training is conducted within 3 calendar months pritineaexpiry

of the 12 calendar months period, the next ground and refresher training should be
completed within 12 calendar months of the original expiry date of the previous

training.

(2) Emergency and safety equipment training

(i)

(ii)

(iii)

Emergency and safety egument training may be combined with emergency and

safety equipment checking and should be conducted in an aircraft or a suitable

alternative training device.

Every year the emergency and safety equipment training programme should

include the followiny:

(A) actual donning of a lifgacket, where fitted;

(B) actual donning of protective breathing equipment, where fitted;
(C) actual handling of fire extinguishers of the type used;

(D) instruction on the location and use of all emergency and safety egeripm
carried on the aircratft;

(E) instruction on the location and use of all types of exits;

(F) security procedures.

Every 3 years the programme of training should include the following:
(A) actual operation of all types of exits;

(B) demonstration d the method used to operate a slide where fitted,;
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(C) actual firefighting using equipment representative of that carried in the
aircraft on an actual or simulated fire except that, with Halon extinguishers,
an alternative extinguisher may be used;

(D) the effects of smoke in an enclosed area and actual use of all relevant
equipment in a simulated smokédled environment;

(E) actual handling of pyrotechnics, real or simulated, where applicable;

(F) demonstration in the use of the lifmfts where fitted.In the case of
helicopters involved in extended over water operations, demonstration and
use of the liferafts.

Helicopter water survival training

Where liferafts are fitted for helicopter extended overwater operations
(such as sea pilot transfer, offsfe operations, regular, or scheduled, coast
to-coast overwater operations), a comprehensive wet drill to cover all
ditching procedures should be practised by aircraft crew. This wet drill should
include, as appropriate, practice of the actual donning aufldtion of a life
jacket, together with a demonstration or audidsual presentation of the
inflation of liferafts. Crews should board the same (or similar}ifts from

the water whilst wearing a lifg@acket. Training should include the use of all
survival equipment carried on board l#afts and any additional survival
equipment carried separately on board the aircraft;

T consideration should be given to the provision of further specialist
training such as underwater escape training. Where openstiare
predominately conducted offshore, operators should condugearly
helicopter underwater escape training at an appropriate facility;

T wet practice drill should always be given in initial training unless the
crew member concerned has received sanitraining provided by
another operator;

(G) particularly in the case where no cabin crew is required,-&rdf appropriate
to the aircraft type, the kind of operation and crew complement.

(iv) The successful resolution of aircraft emergencies requimésraction between
flight crew and cabin/technical crew and emphasis should be placed on the
importance of effective coordination and twway communication between all
crew members in various emergency situations.

(v) Emergency and safety equipment traigishould include joint practice in aircraft
evacuations so that all who are involved are aware of the duties other crew
members should perform. When such practice is not possible, combined flight crew
and cabin/technical crew training should include jodiscussion of emergency
scenarios.

(vi) Emergency and safety equipment training should, as far as practicable, take place
in conjunction with cabin/technical crew undergoing similar training with emphasis
on coordinated procedures and twway communication between the flight crew
compartment and the cabin.

(3) CRM

Elements of CRMraining, as specified in Table 1 of AMC1 ORO.FCshbhid be
integrated into all appropriate phases of recurrent training.
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(4) Aircraft/FSTD training

(i)

(ii)

General

(A)

(B)

(©)
(D)

The aircraft/FSTD training programme should be established in a way that all
major failures of aircraft systems and associated procedures will have been
covered in the precedingygear period.

When engineout manoeuvres are carried out in an airdrathe engine
failure should be simulated.

Aircraft/FSTD training may be combined with the operator proficiency check.

When the aircraft/FSTD training is conducted withiteBndar months prior
to the expiry of the 12Zalendar months period, the ext aircraft/tFSTD
training should be completed within k&lendar months of the original
expiry date of the previous training.

Helicopters

(A)

(B)

Where a suitable FSTD is available, it should be used for the aircraft/FSTD
training programme. If the opetar is able to demonstrate, on the basis of a
compliance and risk assessment, that using an aircraft for this training
provides equivalent standards of training with safety levels similar to those
achieved using an FSTD, the aircraft may be used for riisrng to the
extent necessary.

The recurrent training should include the following additional items, which
should be completed in an FSTD:

- settling with power and vortex ring;

- loss of tail rotor effectiveness.

(5) For operations with othethan-complex motorpowered aeroplanes, all training and
checking should be relevant to the type of operation and class of aeroplane on which the
flight crew member operates with due account taken of any specialised equipment used.

(b) Recurrent checking

Recurrenit checking should comprise the following:

(1) Operator proficiency checks

(i)

Aeroplanes

Where applicable, operator proficiency checks should include the following
manoeuvres as pilot flying:

(A)

(B)

(©)

(D)
(E)

rejected takeoff when an FSTD is available to represemattspecific
aeroplane, otherwise touch drills only;

take-off with engine failure between Mand \ (take-off safety speed) or, if
carried out in an aeroplane, at a safe speed aboye V

3D approach operation to minima with, in the case of muléngne
aeroplanes, onengineinoperative;

2Dapproachoperationto minima;

at least one of the 3D or 2D approach operations should be an RNP APCH or
RNP AR APCH operation;
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(ii)

(A missed approach on instruments from minima with, in the case of multi
engined aeroplanes, orengineinoperative;

(G landing with oneengineinoperative. For singlengine aeroplanes a practice
forced landing is required.

Helicopters

(A) Whereapplicable, operator proficiency checks should include the following
abnormal/emergency procedures:

- engine fire;

- fuselage fire;

- emergency operation of under carriage;

- fuel dumping;

- engine failure and relight;

- hydraulic failure;

- electrical falure;

- engine failure during takeff before decision point;

- engine failure during takeff after decision point;

- engine failure during landing before decision point;
- engine failure during landing after decision point;

- flight and engine control sgem malfunctions;

- recovery from unusual attitudes;

- landing with one or more engine(s) inoperative;

- instrument meteorological conditions (IMC) autorotation techniques;
- autorotation to a designated area;

- pilot incapacitation;

- directional contrd failures and malfunctions.

(B) For pilots required to engage in IFR operations, proficiency checks include
the following additional abnormal/emergency procedures:

- 3Dapproachoperationto minima;

- go-around on instruments from minima with, in the casé multi-
engined helicopters, a simulated failure of one engine;

- 2Dapproachoperationto minima;

- at least one of the 3D or 2D approach operations should be an RNP
APCH or RNP AR APCH operation;

- in the case of multengined helicopters, a simulated failure of one
engine to be included in either theD or 2Dapproachoperationto
minima;

- landing with a simulated failure of one or more engines;
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- where appropriate to the helicopter type, approasiith flight control
system/flight director system malfunctions, flight instrument and
navigation equipment failures.

(C) Before a flight crew member without a valid instrument rating is allowed to
operate in VMC at night, he/she should be required to ugdea proficiency
check at night. Thereafter, each second proficiency check should be
conducted at night.

(iif)  Once every 12 months the checks prescribed in (b)(1)(ii)(A) may be combined with
the proficiency check for revalidation or renewal of the aifctgpe rating.

(iv) Operator proficiency checks should be conducted by a type rating examiner (TRE)
or a synthetic flight examiner (SFE), as applicable.

(2) Emergency and safety equipment checks

The items to be checked should be those for which trairiag been carried out in
accordance with (a)(2).

(3) Line checks

(i)  Line checks should establish the ability to perform satisfactorily a complete line
operation, including prdlight and postflight procedures and use of the equipment
provided, as speciftbin the operations manual. The route chosen should be such
a4 G2 3IAGS FRSIdZ GS NBLNBaASYdlGAZYy 2F
When weather conditions preclude a manual landing, an automatic landing is
acceptable. The commander, or any pilohavmay be required to relieve the
O2YYlIYRSNE &dK2dzZ R Ff a2 RSY2yailiNlraGS KA&akK
take appropriate command decisions.

(i)  The flight crew should be assessed on their CRM skills in accordancéh&ith
methodology describein AMC1 ORO.FC.115 and as specifiethenoperations
manual.

(i) CRM assessment should not be used as a reason for a failure of the line check
unless the observed behaviour could lead to an unacceptable reduction in safety
margin.

(iv)  When pilots areassigned duties as pilot flying and pilot monitoring, they should be
checked in both functions.

(v) Line checks should be conducted by a commander nhominated by the operator. The
operator should inform the competent authority about the persons nominatée. T
LISNA2Y O2yRdzOGAYy3 (GKS fAyS OKSOl akKz2dzZ R
His/her CRM assessments should solely be based on observations made during the
initial briefing, cabin briefing, flight crew compartment briefing and those phases
wherelSk 8 KS 200dzLJASa G(KS 20aSNBSNRa aShkdo
(A) For aeroplanes, in the case of long haul operations where additional

operating flight crew are carried, the person may fulfil the function of a cruise
NEftAST LAE20 |yR &aK2dAZ R y2i edfO0dzLe
departure, initial cruise, descent, approach and landing.

(vi) Where a pilot is required to operate as pilot flying and pilot monitoring, he/she
should be checked on one flight sector as pilot flying and on another flight sector
as pilot monitoringl 2 6 SASNE 6 KSNBE (GKS 2LISNI G§2ND&a LN
flight preparation, integrated cockpit initialisation and that each pilot performs
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(©)

(d)

(e)

(4)

®)

both flying and monitoring duties on the same sector, then the line check may be
performed on a single flight seor.

When the operator proficiency check, line check or emergency and safety equipment
check are undertaken within the finalcdlendar months of validity of a previous check,
the period of validity of the subsequent check should be counted from xip&ye date of

the previous check.

In the case of singlpilot operations with helicopters, the recurrent checks referred to in
(b)(1), (2) and (3) should be performed in the sifglet role on a particular helicopter
type in an environment representiae of the operation.

Flight crew incapacitation training, except sinrglit operations

(1)

)

Procedures should be established to train flight crew to recognise and handle flight crew
incapacitation. This training should be conducted every year andaran part of other
recurrent training. It should take the form of classroom instruction, discussion, audio
visual presentation or other similar means.

If an FSTD is available for the type of aircraft operated, practical training on flight crew
incapaitation should be carried out at intervals not exceedingears.

Personnel providing training and checking

Training and checking should be provided by the following personnel:

(1)
)

ground and refresher training by suitably qualified personnel;

flight training by a flight instructor (FI), type rating instructor (TRI) or class rating instructor
(CRI) or, in the case of the FSTD content, a synthetic flight instructor (SFl), providing that
the FI, TRI, CRI or SFI satisfies the operator's expergmt&nowledge requirements
sufficient to instruct on the items specified in paragraphs (a)(1)(i)(A) and (B);

(3) emergency and safety equipment training by suitably qualified personnel;
(4) CRM:

(i) integration of CRM elements into all the phases of theurrent training by all the
personnel conducting recurrent training. The operator should ensure that all
personnel conducting recurrent training are suitably qualified to integrate elements
of CRM into this training;

(i)  classroomCRM training by at leasne CRM trainemualified as specified in AMC3
ORO.FC.11who may be assisted by experts in order to address specific areas.

(5) recurrent checking by the following personnel:

()  operator proficiency check by a type rating examiner (TRE), class eaangner
(CRE) or, if the check is conducted in an FSTD, a TRE, CRE or a synthetic flight
examiner (SFE), trained in CRM concepts and the assessment of CRM skills.

(i)  emergency and safety equipment checking by suitably qualified personnel.

Use of FED
(1) Training and checking provide an opportunity to practice abnormal/emergency

procedures that rarely arise in normal operations and should be part of a structured
programme of recurrent training. This should be carried out in an FSTD whenever
possible
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(2) The line check should be performed in the aircraft. All other training and checking should
be performed in an FSTD, or, if it is not reasonably practicable to gain access to such
devices, in an aircraft of the same type or in the case of emergentgataty equipment
training, in a representative training device. The type of equipment used for training and
checking should be representative of the instrumentation, equipment and layout of the
aircraft type operated by the flight crew member.

(3) Becaus of the unacceptable risk when simulating emergencies such as engine failure,
icing problems, certain types of engine(s) (e.g. during continued-déker goaround,
total hydraulic failure), or because of environmental considerations associated witl som
emergencies (e.g. fuel dumping) these emergencies should preferably be covered in an
FSTD. If no FSTD is available, these emergencies may be covered in the aircraft using a
safe airborne simulation, bearing in mind the effect of any subsequent failacdk tre
exercise must be preceded by a comprehensive briefing.

AMC2 ORO.FC.23®Recurrent training and checking
FLIGHT ENGINEERS

(@) The recurrent training and checking for flight engineers should meet the requirements for pilots
and any additional spedifiduties, omitting those items that do not apply to flight engineers.

(b) Recurrent training and checking for flight engineers should, whenever possible, take place
concurrently with a pilot undergoing recurrent training and checking.

(c) The line check shuld be conducted by a commander or by a flight engineer nominated by the
operator, in accordance with national rules, if applicable.

LINE CHECK AND PRERNCY TRAINING ADHECKING

(@) Line checks, routand aerodrome knowledge and recent experience requirements are intended
12 SyadiNBE GKS ONBg YSYOSNRa FoAfAdGe G2 2LISNI
other checks and emergency and safety equipment training are primarily intended to prepare
the crew member for abnormal/emergency procedures.

(b) The line check is considered a particularly important factor in the development, maintenance
and refinement of high operating standards, and can provide the operator with a valuable
indication of the uefulness of his/her training policy and methods. Line checks are a test of a
FEAIKG ONBS YSYOSNRA FoAfAdGe G2 LigNEEPpM | O2 Y|
flight procedures and use of the equipment provided, and an opportunity for amative
assessment of his/her ability to perform the duties required as specified in the operations
manual. The line check is not intended to determine knowledge on any particular route.

(c) Proficiency training and checking

When an FSTD is used, the oppity should be taken, where possible, to use LOFT.

EVIDENGBASED RECURRENT NIRG& AND CHECKING FDFSHT CREW CONDWCINE FLIGHT
SIMULATION TRAINIRGVICES (FSTDS)

L/!'h RS@St2LISR 520 dbdEE RYENY delyihA yARII GKREOKOI a Ay
to civil aviation authorities, operators and approved training organisations in the recurrent assessment
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and training of pilots by establishing a new methtmlyy for the development and conduct of a
recurrent training and assessment programme, titled evidelnased training (EBT).

YOPAREWEBR (GNIFAYAY3I 09.¢0Q YSIya GNIAYAYy3 |yR
characterised by developing andsassing the overall capability of a trainee across a range of core
competencies rather than by measuring the performance during individual events or manoeuvres.

ICAO Doc 9995 is the reference document for operators seeking to implement EBT. The putpsse of
guidance material (GM) is to enable the implementation of EBT according to the principles established
in ICAO Doc 9995 taking into account the European regulatory framework.

In the current regulatory framework it is possible to achieve a mixed im@teation of EBT.
Implementation of a mixed EBT programme means that some portion of the recurrent assessment and
training is dedicated to the application of EBT. This includes the Licence Proficiency Check (LPC) and
the Operator Proficiency Check (OPC).

As it is possible to combine LPC and OPC in ORO.FC, this GM is applicable to both checks. Therefore,
the EBT training programme described in this GM refers to the recurrent training and checking of flight
crew, including LPCs and OPCs.

The EBT training pgramme takes into account the differences between aircraft of different
generations and the effect of these differences on training. The operator should acquire a thorough
knowledge of ICAO Doc 9995 before implementing this GM. For applicability, seeDteAID95
Chapter 3.

EBT programme

Within the current regulatory framework the operator may undertake a mixed implementation of the
baseline EBT programme according to this GM. The baseline EBT programme is defined in ICAO Doc
9995 Chapter 4.3.1 and in pendices 2 to 7.

The baseline EBT programme provides the flexibility to adapt programmes according to specific
operator risks. Elements of the enhanced EBT programme may be implemented according to the
definition and process described in ICAO Doc 999ptEna.

The operator should contact the competent authority in order for them to assess the application of
the process described in ICAO Doc 9995 including, where applicable, the results from data analyses to
support the enhanced EBT programme.

Personnelproviding training and checking in EBT (Refers to AMC1 ORO.FC.230(d))

ICAO Doc 9995 Chapter 6, which is additional to EU regulations, contains the guidance for the training
and assessment of personnel involved in the conduct of EBT.

Equivalency of malfoctions/Malfunction clustering (Refers to ICAO Doc 9995 Paragraph 3.8.3)

According to the concept of ICAO Doc 9995 Chapter 3.8.3, major failures reduce the capability of the
aircraft or the ability of the crew to cope with operating conditions to the exthat there would be

a significant reduction in functional capabilities, significant increase in crew workload or in conditions
impairing crew efficiency.

Clusters of major failures of aircraft systems are determined by reference to malfunction
characteistics and the underlying elements of crew performance required to manage them.
Malfunction clustering may be used to guide the operator towards the implementation of an EBT
programme according to AMC1 ORO.FC.230(a)(4)(i)(A) and ORO.FC.145(d).

Conduct ofLicence and Operator Proficiency Checks

The EBT programme described in ICAO Doc 9995 contains modules with three phases: the evaluation
phase, the manoeuvres training phase, and the scerzaged training phase. In order to comply with
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the existing reglatory framework, LPC and OPC requirements are fulfilled by a combination of the
evaluation phase and the manoeuvres validation phase, which replaces the manoeuvres training phase
described in ICAO Doc 9995. The manoeuvres validation phase is definetidn Sdelow. This is a

form of mixed implementation, which is described as follows:

1. Evaluation phaseThis includes check scenarios referred to in &L Appendix 9 within an
accepted EBT programme.

In order to facilitate the provision of simpled realistic scenarios in accordance with ICAO Doc 9995
Chapters 3.8 and 7.4, the evaluation phase is not intended to be a comprehensive assessment of all
PartFCL Appendix 9 items; nevertheless, the list below includes the items that should be included in
the evaluation phase only.

Part-FCL or Past Description
ORO reference

PartFCL Appendix | The examiner may choose between different skill test or proficiency c
Paragraph 6 scenarios containing simulated relevant operations developed

approved bythe competent authority. Fulflight simulators and othe
training devices, when available, shall be used, as established in this R

PartFCL Appendix | The test/check should be accomplished under instrument flight rules (I
Paragraph 16 if instrument rating (IR) is included, and as far as possible be accompl
in a simulated commercial air transport environment. An essential elern
to be checked is the ability to plan and conduct the flight from rouf
briefing material.

PartFCL Appendix | Use of checklist prior to starting engines, starting procedures, radio
Item 1.4 navigation equipment check, selection and setting of navigation
communication frequencies.

PartFCL Appendix | Before takeoff checks.
Iteml1.6

PartFCL Appendix | Adherence to departure and arrival routes and ATC instructions.

*
ltem 3.9.1 The starred item (*) shall be flown solely by reference to instruments. If

condition is not met during the skill test or proficiency check, the type rg
will be restricted toVFR only.

2. Manoeuvres validation phasefhe purpose of the manoeuvres validation phase is to check the
handling skills necessary to fly critical flight manoeuvres so that they are maintained to a defined level
of proficiency. This replaces the manoeuwvteaining phase described in ICAO Doc 9995 Chapter 7.5.
Manoeuvres in this context are not part of lheeiented flight scenario; they are a sequence of
deliberate actions to achieve a prescribed flight path or to perform a prescribed event to a préescribe
outcome. All remaining items listed in P&CL Appendix 9, and not included in the evaluation phase,
should be included here.

3. Scenariebased training phaseThe purpose of the scenarlmased training phase is to further
develop pilot core competenes in a learning environment. This does not form part of any LPC or OPC
requirement.
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It should be noted that if the operator is following an alternative means of compliance to
ORO.FC.230(b) Operator Proficiency Check, the equivalence of using EBToevahabthanoeuvres
validation phases may no longer exist.

AMC1ORO.FC235(d) A f 2 G ljdzZt f AFAOF A2y G2 2LISNIGS Ay SAGK
SINGLEENGINE HELICOPTERSJTOROTATIVE LANDING

In the case of singlengined helicopters, the autorotative landing shobklcarried out from leftand
right-hand seats on alternate proficiency checks.

GM1ORO.FC235(Ni(@) At 2 ljdzt t ATAOLGAZ2Y (2 2LISNFGS Ay SAlr

DIFFERENCES BETWHEY AND RIGHAND SEATS

The differences between lefand righthand seats ray not be significant in cases where, for example,
the autopilot is used.

AMC1 ORO.FC.24@peration on more than one type or variant
GENERAL

(@) Aeroplanes

(1) When a flight crew member operates more than one aeroplane class, type or variant, as
determined by the operational suitability data established in accordance with
Commission Regulation (EU) No 748/2012 for elagge pilot or typesingle pilot, but
not within a single licence endorsement, the operator should ensure that the flight crew
member does not operate more than:

(i)  three reciprocating engine aeroplane types or variants;
(i)  three turbo-propeller aeroplane types or variants;

(i) one turbopropeller aeroplane type or variant and one reciprocating engine
aeroplane type or varignor

(iv) one turbopropeller aeroplane type or variant and any aeroplane within a particular
class.

(2) When a flight crew member operates more than one aeroplane type or variant within one
or more licence endorsement, as determined by the operationdtability data
established in accordance with Commission Regulation (EU) No 748/2012, the operator
should ensure that:

(i)  the minimum flight crew complement specified in the operations manual is the
same for each type or variant to be operated,;

(i) the flight crew member does not operate more than two aeroplane types or
variants for which a separate licence endorsement is required, unless credits
related to the training, checking, and recent experience requirements are defined
in operational suitability dta established in accordance with Commission
Regulation (EU) No 748/2012 for the relevant types or variants; and

(i)  only aeroplanes within one licence endorsement are flown in any one flight duty
period, unless the operator has established proceduresrisure adequate time
for preparation.
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(3) When a flight crew member operates more than one aeroplane type or variant as
determined by the operational suitability data established in accordance with
CommissiorRegulation (EU) No 748/2012 for typmgle fplot and typemulti pilot, but
not within asingle licence endorsement, the operator should comply with points (a)(2)
and (4).

(4) When a flight crew member operates more than one aeroplane type or variant as
determined by the operational suitability dat@stablished in accordance with
Commission Regulation (EU) No 748/2012 for type npilttt, but not within a single
licence endorsement, or combinations of aeroplane types or variants as determined by
the operational suitability data established in accarda with Commission Regulation
(EU) No 748/2012 for class singléot and type multipilot, the operator should comply
with the following:

(i)  point (a)(2);
(i)  before exercising the privileges of more than one licence endorsement:

(A) flight crew membes should have completed two consecutive operator
proficiency checks and should have:

T 500 hours in the relevant crew position in CAT operations with the
same operator; or

T for IFR and VFR night operations with performance class B aeroplanes,
100 hoursor flight sectors in the relevant crew position in CAT
operations with the same operator, if at least one licence
endorsement is related to a class. A check flight should be completed
before the pilot is released for duties as commander;

(B) in the case oh pilot having experience with an operator and exercising the
privileges of more than one licence endorsement, and then being promoted
to command with the same operator on one of those types, the required
minimum experience as commander iménths and 30 hours, and the pilot
should have completed two consecutive operator proficiency checks before
again being eligible to exercise more than one licence endorsement;

(i) before commencing training for and operation of another type or variant, flight
crew members should have completedn®onths and 150 hours flying on the base
aeroplane, which should include at least one proficiency check, unless credits
related to the training, checking and recent experience requirements are defined
in operational suitabily data established in accordance with Commission
Regulation (EU) No 748/2012 for the relevant types or variants;

(iv) after completion of the initial line check on the new type, 50 hours flying or 20
sectors should be achieved solely on aeroplanes of #& type rating, unless
credits related to the training, checking and recent experience requirements are
defined in operational suitability data established in accordance with Commission
Regulation (EU) No 748/2012 for the relevant types or variants;

(v) recent experience requirements established in Commission Regulation (EU)
No1178/2011 for each type operated;

(vi) the period within which line flying experience is required on each type should be
specified in the operations manual,
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(vii)

(b) Helicopters

when credits are dined in operational suitability data established in accordance
with Commission Regulation (EU) No 748/2012 for the relevant type or variant, this
should be reflected in the training required in ORO.FC.230 and:

(A) ORO.FC.230 (b) requires two operator mieihcy checks every year. When
credits are defined in operational suitability data established in accordance
with Commission Regulation (EU) No 748/2012 for operator proficiency
checks to alternate between the types, each operator proficiency check
shouldrevalidate the operator proficiency check for the other type(s). The
operator proficiency check may be combined with the proficiency checks for
revalidation or renewal of the aeroplane type rating or the instrument rating
in accordance with Commission Région (EU) No 1178/2011.

(B) ORO.FC.230 (c) requires one line check every year. When credits are defined
in operational suitability data established in accordance with Commission
Regulation (EU) N648/2012 for line checks to alternate between types or
variants, each line check should revalidate the line check for the other type
or variant.

(C) Annual emergency and safety equipment training and checking should cover
all requirements for each type.

(1) If a flight crew member operates motkan one type or variant, the following provisions
should be met:

(i)

(i)
(iii)

(iv)

The recency requirements and the requirements for recurrent training and
checking should be met and confirmed prior to CAT operations on any type, and
the minimum number of flights onaeh type within a 3nonth period specified in

the operations manual.

ORO.FC.230 requirements with regard to recurrent training.

When credits related to the training, checking and recent experience requirements
are defined in operational suitaiiiy data established in accordance with
Commission Regulation (EU) No 748/2012 for the relevant types or variants, the
requirements of ORO.FC.230 with regard to proficiency checks may be met by a 6
monthly check on any one type or variant operated. Howeaeproficiency check

on each type or variant operated should be completed every 12 months.

For helicopters with a maximum certified takéf mass (MCTOM) of more than
5700kg, or with a maximum operational passenger seating configuration (MOPSC)
of more than 19:

(A) the flight crew member should not fly more than two helicopter types, unless
credits related to the training, checking and recent experience requirements
are defined in operational suitability data established in accordance with
Commissia Regulation (EU) N&18/2012 for the relevant types or variants;

(B) a minimum of 3 months and 150 hours experience on the type or variant
should be achieved before the flight crew member should commence the
conversion course onto the new type or variamb]ess credits related to the
training, checking and recent experience requirements are defined in
operational suitability data established in accordance with Commission
Regulation (EU) No 748/2012 for the relevant types or variants;
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(©)

(C) 28 days and/or 5hours flying should then be achieved exclusively on the
new type or variant, unless credits related to the training, checking and
recent experience requirements are defined in operational suitability data
established in accordance with Commission ReguigEU) No 748/2012 for
the relevant types or variants; and

(D) a flight crew member should not be rostered to fly more than one type or
significantly different variant of a type during a single duty period.

(v) Inthe case of all other helicopters, thggfit crew member should not operate more
than three helicopter types or significantly different variants, unless credits related
to the training, checking and recent experience requirements are defined in
operational suitability data established in accanda with Commission Regulation
(EU) No 748/2012 for the relevant types or variants.

Combination of helicopter and aeroplane

(1) The flight crew member may fly one helicopter type or variant and one aeroplane type
irrespective of their MCTOM or MOPSC.

(2) If the helicopter type is covered by paragraph (b)(1)(iv) then (b)(1)(iv)(B), (C) and (D)
should also apply in this case.

AMC2 ORO.FC.24peration on more than one type or variant
GENERAL

@)

(b)

Terminology

The terms used in the context of thaperation of more than one type or variant have the
following meaning:

(1) Base aircraft means an aircraft used as a reference to compare differences with another
aircraft.

(2) Variant means an aircraft or a group of aircraft within the same pilot tgtiag that has
differences to the base aircraft requiring difference training or familiarisation training.

(3) Credit means the recognition of training, checking or recent experience based on
commonalities between aircraft. For substantiation of the ¢®®DR tables or other
appropriate documentation for comparison of the relevant aircraft characteristics may be
provided.

(4) Operator difference requirements (ODRs) mean a formal description of differences
between types or variants flown by a particutgrerator.

Philosophy

The concept of operating more than one type or variant depends upon the experience,
knowledge and ability of the operator and the flight crew concerned.

The first consideration is whether or not aircraft types or variants afiecgently similar to allow
the safe operation of both.

The second consideration is whether or not the types or variants are sufficiently similar for the
training, checking and recent experience. Unless credits have been established by the
operational sitability data in accordance with Commission Regulation (EUj4862012 all
training, checking and recent experience requirements should be completed independently for
each type or variant.
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(c) Methodologycg Use of Operator Difference Requirement (OD&)les

(1) Before assigning flight crew members to operate more than one type or variant of aircratft,
the operator should conduct a detailed evaluation of the differences or similarities of the
aircraft concerned in order to establish appropriate procexuror operational
restrictions. This evaluation should be based on the data established in accordance with
Commission Regulation (EU) No 748/2012 for the relevant types or variants, and should
0S FRIFLIWSR G2 GKS 2LISNI (2R avaldatlids houl fake | A NDI
into account of the following:

(i) the level of technology;
(i)  operational procedures; and
(i) handling characteristics.

The methodology described below should be used as a means of evaluating aeroplane
differences and sirtarities to justify the operation of more than one type or variant, and
when credit is sought.

(2) ODR tables

Before requiring flight crew members to operate more than one type or variant, operators
should first nominate one aircraft as the base airchiafin which to show differences with

GKS &dSO2yR IANDNI TG GeLS 2N SFENARFyGsT GKS
(systems), procedures, pilot handling and aircraft management. These differences, known

as operator difference requirements (ODR)gferably presented in tabular format,
constitute part of the justification for operating more than one type or variant and also

the basis for the associated differences/familiarisation or reduced type rating training for

the flight crew.

(3) The ODR tabk should be presented as follows:

GENERAL OPERATOR DIFFERENCES REQUIREMENTS TABLE

COMPLIANCE METHOD
DIFFERENCE AIRCRAFT: SR
BASE AIRCRAFT:

TRAINING CURR

. Flt FLT |REC
General Differences char ProcchdA [B |C|D|(E CHK |EXP
Range

GENERAL ETOPSertified No Yes CB1
DIMENSIONS |Configuration per AFM, FCQ Yes [No CB1

SYSTEM OPERATOR DIFFERENCES REQUIREMENTS TABLE
COMPLIANCE METHOD

DIFFERENCE AIRCRAFT:

_ CHKG/
BASE AIRCRAFT:
TRAINING CURR
, FIt  [Proc FLT [REC
System Differences char |chg A [B |C|DIE CHK |EXP

21 q AIRCONTROLS AND INDICAT

CONDITIONIN{ - Panel layout No fves |HO
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21 q AIR - Automatically
CONDITIONIN( controlled

PACKS:
- Switch type

No Yes CBT

- Reset switch for both
packs

MANOEUVRBEPERATOR DIFFERENCES REQUIREMENTS TABLE

COMPLIANCE METHOD
DIFFERENCE AIRCRAFT: S
BASE AIRCRAFT: TRAINING SRR
. Flt Proc FLT |REC
Manoeuvre Differences char |chg A |B [C |D|E chK |Exp
Exterior Minor differences NO |NO HO
Preflight
Preflight Differences due to systen|NO [YES CBT|FTD
ECL
FBW handling \NO [YES CBT] FFS
Conventional; AFDS TAKE(
Normal takeoff| -  Autothrottle
engagement FMA
indications

(4) Compilation of ODR Tables
() ODR 1: General

Thegeneral characteristics of the candidate aircraft are compared with the base
aircraft with regard to:

(A)

(B)
(©
(D)
(E)

general dimensions and aircraft design (number and type of rotors, wing
span or category);

flight deck general design;
cabin layout;
engines (number, type and position);

limitations (flight envelope).

(i) ODR 2: Systems

Consideration is given to differences in design between the candidate aircraft and
the base aircraft. For this comparison the Air Transport Association (ATAXEXO

is used. This index establishes a system and subsystem classification and then an
analysis performed for each index item with respect to the main architectural,
functional and operations elements, including controls and indications on the
systems cotrol panel.

(i)  ODR 3: Manoeuvres
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Operational differences encompass normal, abnormal and emergency situations
and include any change in aircraft handling and flight management. It is necessary
to establish a list of operational items for consideratiom which an analysis of
differences can be made.

The operational analysis should take the following into account:
(A) flight deck dimensions (size, eaff angle and pilot eye height);
(B) differences in controls (design, shape, location and function)

(C) additional or altered function (flight controls) in normal or abnormal
conditions;

(D) handling qualities (including inertia) in normal and in abnormal
configurations;

(E) aircraft performance in specific manoeuvres;
(F) aircraft status followindailure;
(G) management (e.g. ECAM, EICAS, navaid selection, automatic checklists).

(iv) Once the differences for ODR 1, ODR 2 and ODR 3 have been established, the
consequences of differences evaluated in terms of flight characteristics (FLT CHAR)
and clange of procedures (PROC CHNG) should be entered into the appropriate
columns.

(v) Difference Levelg crew training, checking and currency

A ¢KS TFTAYyFf adrasS 2F Fy 2LISNFG2NDa LINE LI
variant is to establish crew tramg, checking and currency requirements.
This may be established by applying the coded difference levels from Table 4
to the compliance method column of the ODR Tables.

(B) Differences items identified in the ODR tables as impacting flight
characteristicspr procedures, should be analysed in the corresponding ATA
section of the ODR manoeuvres. Normal, abnormal and emergency
situations should be addressed accordingly.

(d) Difference Levels
(1) Difference levels General

Difference levels are used tdentify the extent of difference between a base and a
candidate aircraft with reference to the elements described in the ODR tables. These
levels are proportionate to the differences between a base and a candidate aircraft. A
range of five difference lel®in order of increasing requirements, identified as A through
E, are each specified for training, checking, and currency.

Difference levels apply when a difference with the potential to affect flight safety exists
between a base and a candidate aircrftfferences may also affect the knowledge, skills,

or abilities required from a pilot. If no differences exist, or if differences exist but do not
affect flight safety, or if differences exist but do not affect knowledge, skills, or abilities,
then difference levels are neither assigned nor applicable to pilot qualification. When
difference levels apply, each level is based on a scale of differences related to design
features, systems, or manoeuvres. In assessing the effects of differences, both flight
characteristics and procedures are considered since flight characteristics address handling
qualities and performance, while procedures include normal-normal and emergency
items.
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Levels for training, checking, and currency are assigned independeutlgrd linked
depending on the differences between a base and candidate aircraft. Training at level E
usually identifies that the candidate aircraft is a different type to the base aircraft.

(2) Difference levels are summarised in the table below regarttiaigping, checking, and
currency.
DIFFERENC| TRAINING CHECKING CURRENCY
LEVEL
A 1 Selfinstruction Not applicable  on Not applicable
integrated with next
proficiency check
B 9 Aided instruction Task or system check | Selfreview
C 1 System devices Partial proficiency| Designated system
check using qualifie
device
D Manoeuvre  Trainingd Partial proficiency Designated
Device$ or aircraft to| check using qualifie( manoeuvre(s)
accomplish specifi{ deviceé
manoeuvres
E FSTDor aircraft Proficiency checkising| As per regulation
FSTDor aircraft using FSTBs or
aircraft
Footnote (1):
T Aeroplane: FTD Level 2, or FFS, or aeroplane
T Helicopter: FTD Level 2 and 3, or FFS, or helicopter
Footnote (2):
| Aeroplane: FFS Level C or D, or aeroplane
| Hel i c opt maving dudldalicaton: FFS Level B and FTD Level 3, or FFS
Level C or D, or helicopter
Training Levels A and B require familiarisation training, levels C and D require differences
training. Training Level E means that differences are such that gtpertraining is
required.
(3) Difference levet Training

The training differences levels specified represent the minimum requirements. Devices
associated with a higher difference level may be used to satisfy a training differences
requirement.

()  Level Atraining

Level A differences training is applicable to aircraft with differences that can
adequately be addressed through switruction. Level A training represents a
knowledge requirement such that once appropriate information is provided,
understanding and compliance can be assumed to be demonstrated.

Training needs not covered by level A training may require level B training, or
higher, depending on the outcome of the evaluations described in the aircraft
evaluation process (CS FCD.420).
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(i)  Level B training

Level B differences training is applicable to aircraft with system or procedure
differences that can adequately be addressed through aided instruction.

At level B aided instruction it is appropriate to ensure pilot understanding,
emphasise issues, provide a standardised method of presentation of material, or to
aid retention of material following training.

(iif)  Level C training

Level C differences training can only be accomplished through the use of devices
capable of systems traimj).

[ S@St / RAFFSNBYyOSa GNIAYAy3I A& | LILIX AOI G
that affect skills or abilities as well as knowledge. Training objectives focus on
mastering individual systems, procedures, or tasks, as opposed to performing

highe Ay GS3aNI SR FtAIKG 2LISNFdA2ya YR YLy
require selfinstruction or aided instruction of a pilot, but cannot be adequately
addressed by a knowledge requirement alone. Training devices are required to
supplement instration to ensure attainment or retention of pilot skills and abilities

to accomplish the more complex tasks, usually related to operation of particular

aircraft systems.

The minimum acceptable training media for level C is interactive comybaised
training, cockpit systems simulators, cockpit procedure trainers, part task trainers
[such as Inertial Navigation System (INS), Flight Management System (FMS), or
Traffic Collision Avoidance System (TCAS) trainers], or similar devices.

(iv) Level D training

Level D differences training can only be accomplished with devices capable of
performing flight manoeuvres and addressing full task differences affecting
knowledge, skills, or abilities.

Devices capable of flight manoeuvres address full task performanaadynamic

WNBIFf GAYSQ SYy@ANRBYYSYid FyR SylrofS AyaS3
a simulated flight environment, involving combinations of operationally oriented

tasks and realistic task loading for each relevant phase of flight. At Rvel
knowledge and skills to complete necessary normal,-mormal and emergency

procedures are fully addressed for each variant.

Level D differences training requires mastery of interrelated skills that cannot be
adequately addressed by separate acquisitaf a series of knowledge areas or
skills that are interrelated. However, the differences are not so significant, that a
full type rating training course is required. If demonstration of interrelationships
between the systems was important, the use ofegiss of separate devices for
systems training would not suffice. Training for level D differences requires a
training device that has accurate, high fidelity integration of systems and controls
and realistic instrument indications. Level D training map aéquire manoeuvre
visual cues, motion cues, dynamics, control loading or specific environmental
conditions. Weather phenomena such as low visibility operations or wind shear
may or may not be incorporated. Where simplified or generic characteristias of
aircraft type are used in devices to satisfy level D difference training, significant
negative training cannot occur as a result of the simplification.
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Appropriate devices as described in CS FCD.420(a), satisfying level D differences
training range fran those where relevant elements of aircraft flight manoeuvring,
performance, and handling qualities are incorporated. The use of a Manoeuvre
Training Device or aircraft is limited for the conduct of specific manoeuvres or
handling differences, or for spéici equipment or procedures.

(v) Level E training

Level E differences training is applicable to candidate aircraft having such a
AAAYATFAOLI YOG WTdAt GFalQ RAFFSNByOSa (KL
rating training course with credit fgsrevious experience on similar aircraft types

is required to meet the training objectives.

¢CKS GNIAYAy3 NBldZANBAE | WKAIK FARStEAGEQ
skills, or abilities that can only be satisfied by the use of FSTDs or tradtadiself

as mentioned in CS FCD.415(a). Level E training, if done in an aircraft, should be
modified for safety reasons where manoeuvres can result in a high degree of risk.

When level E differences training is assigned, suitable credit or constnad@ytde
applied for knowledge, skills or abilities related to other pertinent aircraft types and
specifies the relevant subjects, procedures or manoeuvres.

(4) Difference levet Checking

Differences checking addresses any pertinent pilot testing or dahgcKnitial and
recurrent checking levels are the same unless otherwise specified.

It may be possible to satisfactorily accomplish recurrent checking objectives in devices not
meeting initial checking requirements. In such instances the applicantpmgose for
revalidation checks the use of certain devices not meeting the initial check requirements.

()  Level A checking

Level A differences checking indicates that no check related to differences is
required at the time of differences training. Hovezy a pilot is responsible for
knowledge of each variant flown.

(i)  Level B checking
[ S@St . RAFFSNBYyOSa OKSO(lAy3I AYyRAOFGSa
following initial and recurring training.

(i)  Level C checking

Level C differeres checking requires a partial check using a suitable qualified
device. A partial check is conducted relative to particular manoeuvres or systems.

(iv) Level D checking

Level D differences checking indicates that a partial proficiency check is required
following both initial and recurrent training. In conducting the partial proficiency

check, manoeuvres common to each variant may be credited and need not be
repeated. The partial proficiency check covers the specified particular manoeuvres,
systems, or deices. Level D checking is performed using scenarios representing a
WNBFE GAYSQ FtAIKG SYPGANRYYSYy(d |yR dzaSa
training or higher.

(v) Level E checking
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Level E differences checking requires that a full proficiencgkche conducted in
FSTDs or in an aircraft as mentioned in CS FCD.415(a), following both initial and
recurrent training. If appropriate, alternating Level E checking between relevant
aircraft is possible and credit may be defined for procedures or manesibased

on commonality.

Assignment of level E checking requirements alone, or in conjunction with level E
currency, does not necessarily result in assignment of a separate type rating.

(5) Difference levet Currency

Differences currency addresses anyrency and recurrency levels. Initial and recurrent
currency levels are the same unless otherwise specified.

(i)  Level A currency

Level A currency is common to each aircraft and does not require separate tracking.
Maintenance of currency in any airérauffices for any other variant within the
same type rating.

(i)  Level B currency
[ S@St . OdINNBENBEBI SR W| §ENNIBWRASEE (& LA O
review by individual pilots.

(i) Level C currency

(A) Level C currency is applicabto one or more designated systems or
procedures, and relates to both skill and knowledge requirements. When
level C currency applies, any pertinent lower level currency is also to be
addressed.

(B) Reestablishing level C currency

When currency is lasit may be reestablished by completing required items
using a device equal to or higher than that specified for level C training and
checking.

(iv) Level D currency

(A) Level D currency is related to designated manoeuvres and addresses
knowledge andskills required for performing aircraft control tasks in real
time with integrated use of associated systems and procedures. Level D
currency may also address certain differences in flight characteristics
including performance of any required manoeuvresd aglated normal, non
normal and emergency procedures. When level D is necessary, any pertinent
lower level currency is also to be addressed.

(B) Reestablishing level D currency

When currency is lost, currency may be-e®tablished by completing
pertinent manoeuvres using a device equal to or higher than that specified
for level D differences training and checking.

(v) Level E currency

(A) Level E currency requires that recent experience requirements ofFRrt
and operational requirements be compliedth in each aircraft separately.
Level E currency may also specify other system, procedure, or manoeuvre
currency item(s) necessary for safe operations, and requires procedures or
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(B)

manoeuvres to be accomplished in FSTDs or in an aircraft as mentioréd in C
FCD.415(a). Provisions are applied in a way which addresses the required
system or manoeuvre experience.

When level E is assigned between aircraft of common characteristics, credit
may be permitted. Assignment of level E currency requirements does not
automatically lead to a determination on same or separate type rating. Level
E currency is tracked by a means that is acceptable to the competent
authority.

When CTLC is permitted, any credit or constraints applicable to using FSTDs,
as mentioned in CS F@D5(a), are also to be determined.

Reestablishing level E currency

When currency is lost, currency may be-aestablished by completing
pertinent manoeuvres using a device specified for level E differences training
and checking.

(6) Competency rgarding noAormal and emergency procedures Currency

Competency for nomormal and emergency manoeuvres or procedures is generally
addressed by checking requirements. Particular-normal and emergency manoeuvres

or procedures may nhot be considered nakatory for checking or training. In this situation

it may be necessary to periodically practice or demonstrate those manoeuvres or
procedures specifying currency requirements for those manoeuvres or procedures.

AMC1 ORO.FC.A.24Blternative training andqualification programme
COMPONENTS AND IMRERITATION

(a) Alternative training and qualification programme (ATQP) components

The ATQP should comprise the following:

(1) Documentation that details the scope and requirements of the programme, including the

following:

()  The programme should demonstrate that the operator is able to improve the
training and qualification standards of flight crew to a level that exceeds the
standards prescribed in ORO.FC and Subpart E of Annex V (SPA.LVO).

iy ¢KS 2 LIgading rieétiand established operational and training objectives.

(i) !

RSAONALIGAZ2Y 2F (KS LINRPOS&aa F2NJ RSaAiAdaya

flight crew qualification programmes. This should include quantified operational

and training obj® (i A @S a

programmes. External sources may also be used.

(iv) A description of how the programme will:

(A)
(B)
(©)
(D)
(E)

enhance safety;

improve training and qualification standards of flight crew;
establishattainable training objectives;

integrate CRM in all aspects of training;

develop a support and feedback process to form a-@mifecting training
system;
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(F) institute a system of progressive evaluations of all training to enable
consistent and niform monitoring of the training undertaken by flight crew;

(G) enable the operator to be able to respond to new aeroplane technologies
and changes in the operational environment;

(H) foster the use of innovative training methods and technology for flaybtv
instruction and the evaluation of training systems; and

()  make efficient use of training resources, specifically to match the use of
training media to the training needs.

(2) Atask analysis to determine:
(i) knowledge;
(i)  required skills;
(i) associated skitbased training; and
(iv) validated behavioural markers, where appropriate.

For each aeroplane type/class to be included within the ATQP the operator should
establish a systematic review that determines and defines the various tasks to be
undertaken by the flight crew when operating that type/class. Data from other
types/classes may also be used. The analysis should determine and describe the
knowledge and skills required to complete the various tasks specific to the aeroplane
type/class ad/or type of operation. In addition, the analysis should identify the
appropriate behavioural markers that should be exhibited. The task analysis should be
suitably validated in accordance with (b)(3). The task analysis, in conjunction with the data
gatheling programme(s), permits the operator to establish a programme of targeted
training together with the associated training objectives.

(3) Curricula. The curriculum structure and content should be determined by task analysis,
and should include proficiencgbjectives, including when and how these objectives
should be met.

()  The training programme should have the following structure:
(A) Curriculum, specifying the following elements:

(@) Entry requirements: a list of topics and content, describing what
training level will be required before start or continuation of training.

(b) Topics: a description of what will be trained during the lesson.
(c) Targets/Objectives

(1) Specific target or set of targets that have to be reached and
fulfilled before the trainmg course can be continued.

(2) Each specified target should have an associated objective that is
identifiable both by the flight crew and the trainers.

(3) Each qualification event that is required by the programme
should specify the training that is reiged to be undertaken and
the required standard to be achieved.

(B) Daily lesson plan

Updated: March 2019 Pagel52



EASA Decision Consolidated AMC & GM t#annexlll (PartORQ
OROFC

(&) Each lesson/course/training or qualification event should have the
same basic structure. The topics related to the lesson should be listed
and the lesson targetshould be unambiguous.

(b) Each lesson/course or training event whether classroom, CBT or
simulator should specify the required topics with the relevant targets
to be achieved.

(4) A specific training programme for:
(i)  each aeroplane type/class within t#erQP;

(i) instructors (class rating instructor rating/synthetic flight instructor
authorisation/type rating instructor rating CRI/SFI/TRI), and other personnel
undertaking flight crew instruction; and

(i) examiners (class rating examiner/synthetight examiner/type rating examiner
CRE/SFE/TRE).

This should include a method for the standardisation of instructors and examiners.

t SNE2YY St 6K2 LISNF2NYXY (GNIAyAy3a FyR OKSO]
should receive the following additiontthining on:

(A) ATQP principles and goals;

(B) knowledge/skills/behaviour as learnt from task analysis;

(C) line-oriented evaluation (LOE)/ LOFT scenarios to include
triggers/markers/event sets/observable behaviour;

(D) qualification standards;
(E) harmaonisation of assessment standards;
(F) behavioural markers and the systemic assessment of CRM;

(G) event sets and the corresponding desired knowledge/skills and behaviour of
the flight crew;

(H) the processes that the operator has implemented to validaetthining and
gualification standards and the instructors part in the ATQP quality control;
and

() line-oriented quality evaluation (LOQE).

(5) Afeedback loop for the purpose of curriculum validation and refinement, and to ascertain
that the programme reets its proficiency objectives.

(i) The feedback should be used as a tool to validate that the curricula are
implemented as specified by the ATQP; this enables substantiation of the
curriculum, and that proficiency and training objectives have been mee T
feedback loop should include data from operations flight data monitoring, the
advanced flight data monitoring (FDM) programme and LOE/LOQE programmes. In
addition, the evaluation process should describe whether the overall
targets/objectives of trainingare being achieved and should prescribe any
corrective action that needs to be undertaken.

(i) ¢KS LINBINIYYSQa SadlofAaKSR ljdZ2 tAGe O2yl
the following:

(A) procedures for approval of recurrent training;
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(B) ATQP instrator training approvals;
(C) approval of event set(s) for LOE/LOFT;
(D) procedures for conducting LOE and LOQE.

(6) A method for the assessment of flight crew during conversion and recurrent training and
checking. The assessment process should includet-damed assessment as part of the
LOE. The assessment method should comply with ORO.FC.230.

(i)  The qualification and checking programmes should include at least the following
elements:

(A) aspecified structure;
(B) elements to be tested/examined;
(C) targets and/or standards to be attained,;

(D) the specified technical and procedural knowledge and skills, and behavioural
markers to be exhibited.

(i)  An LOE event should comprise tasks andtasks performed by the crew under a
specified set ofconditions. Each event has one or more specific training
targets/objectives, which require the performance of a specific manoeuvre, the
application of procedures, or the opportunity to practise cognitive, communication
or other complex skills. For each ewehe proficiency that is required to be
achieved should be established. Each event should include a range of circumstances
dzy RSN g KAOK GKS ONBgaQ LISNF2NXIyOS Aa
conditions pertaining to each event should also be esthblisand they may
include the prevailing meteorological conditions (ceiling, visibility, wind,
turbulence, etc.), the operational environment (navigation aid inoperable, etc.),
and the operational contingencies (nmormal operation, etc.).

(i) The markeh & LISOAFASR dzy RSNJ G KS 2LISNI G2NRa ! «
elements in determining the required qualification standard. A typical set of
markers is shown in the table below:

EVENT MARKER

1. Monitors and reports chayes in automation status

Awareness of 2. Applies closed loop principle in all relevant situations

aeroplane systems: | 3 yses all channels for updates

4. |s aware of remaining technical resources

(iv) The topics/targets integrated into the curriculum should be measurable and
progression on any training/course is only allowed if the targets are fulfilled.

(7) A data monitoring/analysis programme consisting of the following:

(i) A flight data monitoring (FDM) programme, as described in AMC1 ORO.AOC.130.
Data collection should exh a minimum of 6@6 of all relevant flights conducted by
the operator before ATQP approval is granted. This proportion may be increased as
determined by the competent authority.
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(i) An advanced FDM when an extension to the ATQP is requested: an ad¥ided
programme is determined by the level of integration with other safety initiatives
AYLX SYSYGiSR o6& (GKS 2LISNIG2NE &adzOK & GKS
The programme should include both systematic evaluations of data from an FDM
programme andlight crew training events for the relevant crews. Data collection
should reach a minimum of 8& of all relevant flights and training conducted by
the operator. This proportion may be varied as determined by the competent

authority.

The purpose of an MD or advanced FDM programme for ATQP is to enable the

operator to:

(A) LINPGARS RFEGEF (G2 &adzZlll2 NI GKS LINBANI YYS
changes to the ATQP;

(B) establish operational and training objectives based upon an analysis of the
operational evironment; and

(C) monitor the effectiveness of flight crew training and qualification.

(i) Data gathering: the data analysis should be made available to the person
responsible for ATQP within the organisation. The data gathered should:

(A) include alffleets that are planned to be operated under the ATQP;
(B) include all crews trained and qualified under the ATQP;

(C) be established during the implementation phase of ATQP; and
(D) continue throughout the life of the ATQP.

(iv) Data handling: the operatoshould establish a procedure to ensure the
confidentiality of individual flight crew members, as described by
AMC10ORO0.AOC.130.

(v) The operator that has a flight data monitoring programme prior to the proposed
introduction of ATQP may use relevant ddtam other fleets not part of the
proposed ATQP.

(b) Implementation. The operator should develop an evaluation and implementation process,
including the following stages:

(1) A safety case that demonstrates equivalency of:

(i)  the revised training and qudéitation standards compared to the standards of
ORO.FC and/or Subpart E of Annex V (SPA.LVO) prior to the introduction of ATQP;
and

(i)  any new training methods implemented as part of ATQP.

The safety case should encompass each phase of implementdtiba programme and
be applicable over the lifetime of the programme that is to be overseen. The safety case
should:

T demonstrate the required level of safety;

T ensure the required safety is maintained throughout the lifetime of the
programme; and

T mnivyAdS NA&] RdANAyYy3I Fft LKIFIaASa 2F GKS LINE:

The elements of a safety case include:
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T planning: integrated and planned with the operation (ATQP) that is to be justified;
T criteria,;

T safetyrelated documentation, including safety checklist;

T programme of implementation to include controls and validity checks; and

T oversight, including review and audits.

Criteria for the establishment of a safety case. The safety case should:

T be able to demonstrate that the required eguivalent level of safety is maintained
throughout all phases of the programme;

T be valid to the application and the proposed operation;

T be adequately safe and ensure the required regulatory safety standards or
approved equivalent safety standards aehieved;

T be applicable over the entire lifetime of the programme;
T demonstrate completeness and credibility of the programme;
T be fully documented,;

T ensure integrity of the operation and the maintenance of the operations and
training infrastructure;

T ensure robustness to system change;
T address the impact of technological advance, obsolescence and change; and
T address the impact of regulatory change.
2 ! Gral rylrfeairaz ad NBIdANBR o0& O0F0oOHOXT (2
training and the associated training objectives.

(3) A period of operation whilst data is collected and analysed to validate the safety case and
task analysis. During this period the operator should continue to operate in accordance
with ORO.FC and/or SubpartoEAnnex V (SPA.LVO), as applicable. The length of this
period should be determined by the competent authority.

TERMINOLOGY

@)

(b)

W RWS SYGiSR S@Ifdz A2y o[ hg9 us€d inktie ATQP toSeludtedzl ( A 2
trainee performance, and to validate trainee proficiency. LOEs consist of flight simulator
scenarios that are developed by the operator in accordance with a methodology approved as

part of the ATQP. The LOE should be reéal@std include appropriate weather scenarios and, in

addition, should fall within an acceptable range of difficulty. The LOE should include the use of
validated event sets to provide the basis for evbased assessment.

W[ Jonedted qualityevalualy 6[ hvo0oQ A& 2yS 2F GKS (22fa dz
performance of an operation. LOQEs consist of line flights that are observed by appropriately
qualified operator personnel to provide feedback to validate the ATQP. The LOQE should be
designel to look at those elements of the operation that are unable to be monitored by FDM or
Advanced FDM programmes.
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() W{PABEBR GNIAYAYIQ NBIdANBAE (GKS ARSYUGATFAOIGAZY
knowledge and skills are identified witham ATQP as part of a task analysis and are used to
provide targeted training.

(d WOPSKWEASR aaSaavySyiuQ Aa GKS FaaSaavySyid 2F FfA:
knowledge and skills have been acquired. This is achieved within an LOBadke® the flight
crew is an integral part of eveffiiased assessment.

(e) Safety case means a documented body of evidence that provides a demonstrable and valid
justification that the ATQP is adequately safe for the given type of operation.

EVIDENGBASED RECURRENT NIR& AND CHECKING FDFGHT CREW CONDUXCINE FLIGHT
SIMULATION TRAINIRGVICES (FSTD

It is possible to implement EBT in accordance with ICAO Doc 9995 in the framework of an approved
alternative training and qualification programme (ATQP). GM1 ORO.FC.230(a);(b);(f) may be used to
guide the operator towards EBT according to ORO.FC.A.246noiniSsion Regulation (EU) No
965/2012.

An operator holding approval for ATQP and wishing to implement EBT may use the guidance material
in GM1 ORO.FC.230(a);(b);(f) for the conduct of the Licence Proficiency Check, or where the Licence
Proficiency Checknal Operator Proficiency Check are combined. For this purpose, the evaluation
phase is equivalent to the lirgriented evaluation (LOE) described in ORO.FC.A.245(d).

AMC1 ORO.FC.A.245(&lternative training and qualification programme
OPERATOR EXPERIENCE

¢KS | LIINEBLNARIGS SELISNASYOS aKz2dA R 0S5 Fid tSFad w

AMC1 ORO.FC.A.245(d)(e)(A)ternative training and qualification programme
COMBINATION OF CHECK
(@) The lineorientated evaluation (LOE) may be undertaken with other ATQRirica

(b) The line check may be combined with a loréented quality evaluation (LOQE).
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SUBPART CC
CABIN CREW

SECTION 1
Common requirements

AMC1ORO.CC.10M0Number and composition of cabin crew
DETERMINATION OF THEMBER AND COMPOSNOF CABIN CREW

(@) When determining the minimum number of cabin crew required to operate aircraft engaged in
CAT operations, factors to be taken into account sthantlude:

(1)
)
®3)
(4)

®)

(6)

()

the number of doors/exits;
the type(s) of doors/exits and the associated assisting evacuation means;
the location of doors/exits in relation to cabin crew stations and the cabin layout;

the location of cabin crew stations takiimgo account direct view requirements and cabin
crew duties in an emergency evacuation including:

()  opening floor level doors/exits and initiating stair or slide deployment;
(i)  assisting passengers to pass through doors/exits; and

(i) directing passegers away from inoperative doors/exits, crowd control and
passenger flow management;

actions required to be performed by cabin crew in ditching, including the deployment of
sliderafts and the launching of lifeafts;

additional actions requiredat be performed by cabin crew members when responsible
for a pair of doors/exits; and

the type and duration of the flight to be operated.

(b) When scheduling cabin crew for a flight, the operator should establish procedures that take
account of theexperience of each cabin crew member. The procedures should specify that the
required cabin crew includes some cabin crew members who have at least 3 months experience
as an operating cabin crew member.

MINIMUM NUMBER OF BIN CREW

(@) When determining the minimum required cabin crew for its specific aircraft cabin configuration,
the operator should:

1)

)

request information regarding the minimum number of cabin crew established by the
aircraft type certiicate (TC) holder or other design organisation responsible for showing
compliance with the evacuation requirements of the applicable Certification
Specifications; and

take into account the factors specified in AMC1 ORO.CC.100, as applicable.

(b) The rumber of cabin crew referred to in ORO.CC.100 (b)(1) means either:
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(1) the number of cabin crew who actively participated in the aircraft cabin during the
relevant emergency evacuation demonstration, or who were assumed to have taken part
in the relevant aalysis, carried out by the aircraft TC holder when demonstrating the
maximum passenger seating capacity (MPSC) of the aircraft type at the time of initial type
certification; or

(2) a lower numberof cabin crew who actively participated in a subsequenteegency
evacuation demonstration, or who were assumed to have taken pathe relevant
analysis, and for which approval has been obtained for a cabin configutenthan
the MPSC, either by th€C holder oby another design organisatiofhe operadr should
obtain a clear indication dhat numberwhichis specified irthe related documentation.

If a lower number is not specifiethe number of cabin crew established at the time of
initial type certificationapplies.

GM1 ORO.CC.11®&onduct of traning courses and associated checking
EQUIPMENT AND PROCGEES

The following definitions apply for the purpose of training programmes, syllabi and the conduct of
training and checking on equipment and procedures:

@ W{IF¥She Sl dza LIYSy (i Qlled/cartied 0 beSupetburivgSigipiday ingiaal |
operations for the safe conduct of the flight and protection of occupants (e.g. seat belts, child
restraint devices, safety card, safety demonstration Kkit).

() WYOYSNHSyOe Sl dzk LIY Sy (i Qcarried ty'ie usddjirdzaseddf Shyiaimakayich G I  f
emergency situations that demand immediate action for the safe conduct of the flight and
protection of occupants, including life preservation (e.g. doop oxygen, crash axe, fire
extinguisher, protective breaing equipment, manual release tool, slickt).

() Wb2NXIf LINROSRdANBAQ YSIya Fff LINPOSRdI2NBA Sadl
for dayto-day normal operations (e.g. piféght briefing of cabin crew, prlight checks,
passenger briéfig, securing of galleys and cabin, cabin surveillance during flight).

d WYOYSNESYyOe LINRPOSRANBAQ YSIya Fff LINROSRANBa ¢

YIEydzh £ F2NJ Foy2NXIt FyR SYSNHSyOe &aAaddz GA2ya
situation that is not typical or usual, deviates from normal operation and may result in an
emergency.

AMC1 ORO.CC.115(€}onduct of training courses and associated checking
TRAINING METHODS ANRAINING DEVICES

(@ The operator should establish trainingethods that take into account the following:

(1) training should include the use of cabin training devices, autioal presentations,
computerbased training and other types of training, as most appropriate to the training
element; and

(2) areasonabldalance between the different training methods should be ensured so that
the cabin crew member achieves the level of proficiency necessary for a safe performance
of all related cabin crew duties and responsibilities.

(b)  When assessing the representativaining devices to be used, the operator should:

(1) take into account that a representative training device may be used to train cabin crew as
an alternative to the use of the actual aircraft or required equipment;
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)

®3)

ensure that those items relevant tthe training and checking intended to be given
accurately represent the aircraft or equipment in the following particulars:

(i) layout of the cabin in relation to doors/exits, galley areas and safety and emergency
equipment stowage as relevant;

(i)  typeand location of passenger seats and cabin crew stations;

(i) doors/exits in all modes of operation, particularly in relation to the method of
operation, mass and balance and operating forces, including failure of pasgést
systems where fitted; and

(iv) safety and emergency equipment of the type provided in the aircraft (such
SldzZA LIYSyd YIFeé 0SS WIiNIAyAy3a dzaS 2yfteqQ
breathing equipment, units charged with or without oxygen may be used); and

assess the following famts when determining whether a door/exit can be considered to
be a variant of another type:

(i)  door/exit arming/disarming;

(i)  direction of movement of the operating handle;
(iii)  direction of door/exit opening;

(iv) power-assist mechanisms; and

(v) asssting evacuation means such as slides and ropes.

AMC1 ORO.CC.115(dyonduct of training courses and associated checking
CHECKING

(@) Checking required for each training course should be accomplished by the method appropriate
to the training element to behecked. These methods include:

1)
)
®3)
(4)

practical demonstration;
computerbased assessment;
in-flight checks;

oral or written tests.

(b) Training elements that require individual practical participation may be combined with practical
checks.

AMC10ORO.CC.115(eConduct of training courses and associated checking
RESOURCE MANAGEMENRM) TRAININGMULTI CABIN CREW GREIONS

(a) General

1)

2

Training environment

CRM training should be conducted in the roperational environment (classroom and
computerbased) and in the operational environment (cabin training device and aircraft).
Tools such as group discussions, team task analysis, team task simulation anaKeedba
should be used.

Classroom training
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Whenever possible, classroom training should be conducted in a group session away from
the pressures of the usual working environment, so that the opportunity is provided for
cabin crew members to interact ancommunicate in an environment conducive to
learning.

(3) Computerbased training

Computerbased training should not be conducted as a statahe training method, but
may be conducted as a complementary training method.

(4) Cabin training devices and amft

Whenever practicable, relevant parts of CRM training should be conducted in
representative cabin training devices that reproduce a realistic operational environment,
or in the aircraft. During practical training, interaction should be encouraged.

(5) Integration into cabin crew training

CRM principles should be integrated into relevant parts of cabin crew training and
operations, including checklists, briefings and emergency procedures.

(6) Combined CRM training for flight crew and cabin crew

(i)  Operaors should provide combined training for flight crew and cabin crew during
recurrent CRM training.

(i)  The combined training should address at least:

(A) effective communication, coordination of tasks and functions of flight crew
and cabin crew; and

(B) mixed multinational and crossultural flight crew and cabin crew, and their
interaction, if applicable.

(i) Combined CRM training should be conducted by flight crew CRM trainer or cabin
crew CRM trainer.

(iv) There should be an effective liaison betweglight crew and cabin crew training
departments. Provision should be made for transfer of relevant knowledge and
skills between flight crew and cabin crew CRM trainers.

(7) Management system

CRM training should address hazards and risks identified b thiS NI G 2 NQRA& Y I y I 3¢
system described in ORO.GEN.200.

(8) Competencybased CRM training

Whenever practicable, the compliantased approach concerning CRM training may be
substituted by a competenelyased approach. In this context, CRM training should be
characterised by a performance orientation, with emphasis on standards of performance
and their measurement, and the development of training to the specified performance
standards.

(9) Contracted CRM training

If the operator chooses not to establish ite/iwe CRM training, another operator, a third
party or a training organisation may be contracted to provide the training in accordance
with ORO.GEN.205. In case of contracted CRM training, the operator should ensure that
the content of the course covers thgecific culture, the type of operations and the
associated procedures of the operator. When crew members from different operators
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(b)

()

(d)

(e)

()

attend the same course, the CRM training should be specific to the relevant flight
operations and to the trainees concerned.

hLISNI §2NR& /wa (GNFAYyAy3

¢CKS 2LISNIi2NDRa /wa GNIAYAYy3I aK2dAZ R O2@SNJ | ff
St SYSyia INBS ALISOATASR a Wy2id NBIldZANBRQ F2NJ
under the introductory CRM courserf cabin crew as required in Annex V (Fa@) to
Commission Regulation (EU) No 1178/2011.

Operator aircraft type conversion CRM training

LT

GKS OFLoAy ONBS YSYOSNI dzyRSNIF1Sa GKS 2 LISNI

applicable CRM &ining elements should be covered as specified in Tholke(g).

Annual recurrent CRM training

1)

)

Annual recurrent CRM training should be provided in such a way that all CRM training
elements specified for the annual recurrent training in Table 1 of (g) are covered over a
period not exceeding $ears.

Operators should update their recurrent CRMiting programme over a period not
exceeding Jears. The revision of the programme should take into account information
FNRY GKS 2LINIG2NR& YIylF3ISYSyid aeaidSvyo

Senior cabin crew member course

(1)

)

CRM training for senior cabin crew members should bedpglication of knowledge
gained in previous CRM training and operational experience relevant to the specific duties
and responsibilities of a senior cabin crew member. The operator should ensure that for
the senior cabin crew member course the CRM trgjréfements are integrated into the
training, as specified in Table 1 of (g).

During the training the senior cabin crew member should demonstrate the ability:
(i)  to manage the operation; and

(i)  to take appropriate leadership and management decisions.

Training elements

The CRM training elements to be covered are specified in Table 1 of (g). The operator should
ensure that the following aspects are addressed:

1)

Resilience development

CRM training should address the main aspects of resiliencelajguent. The training
should cover:

(H  Mental flexibility
Cabin crew should be trained to:
(A) understand that mental flexibility is necessary to recognise critical changes;
(B) reflect on their judgement and adjust it to the unique situation;
(C) avoidfixed prejudices and oveeliance on standard solutions; and
(D) remain open to changing assumptions and perceptions.
(i)  Performance adaptation

Cabin crew should be trained to:
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()]

)

®3)

(4)

®)

(A) mitigate frozen behaviours, overreactions and inappropriate hesitatmal,
(B) adjust actions to current conditions.
Surprise and startle effect

CRM training should address unexpected, unusual and stressful situations including
interruptions and distractions. Therefore, CRM training should be designed to prepare
cabin cew to master sudden events and associated uncontrolled reactions.

Cultural differences

CRM training should cover cultural differences of multinational and arol¢sral crews.
This includes recognising that:

(i) different cultures may have different communication specifics, ways of
understanding and approaches to the same situation or problem;

(i) difficulties may arise when crew members with different mother tongue
communicate in a common language which is their mother tongue; and

(iii) cultural differences may lead to different methods for identifying a situation and
solving a problem.
hLISNFd2NRa al FSGe OdzZf G§dz2NB ' yR O2YLI ye& Odz

/ wa GNIAYAYy3 akKz2dzZ R O02@SNJ (KS trelLdeNybaio? NDa al
operations and the associated procedures of the operator. This should include areas of
operations that may lead to particular difficulties or involve unusual hazards.

(e
(@)

Case studies
() CRM training should cover aircraft tygpecific ase studies, based on the
AYF2NXYIEGAZ2Y F@OFATLFO0ES gAGKAY GKS 2LISNI (2

(A) accident and serious incident reviews to analyse and identify any associated
non-technical causal and contributory factors, and instances or examples of
lack of CRM; and

(B) analysis of occurrences that were well managed.

(i)  If relevant aircraft typespecific or operatospecific case studies are not available,
the operator should consider other case studies relevant to the scale and scope of
its operafons.

CRM training syllabus

Table 1 below specifies which CRM training elements should be covered in each type of training.
The levels of training in Table 1 can be described as follows:

1)

()

WwSIljdZANBRQ YSIya NI AYAY mradivelinistyléitiriedrithR 0 S A
objectives specified in the CRM training programme or to refresh and strengthen
knowledge gained in a previous training.

WIRSLIGKQ YSIya (GNIXAYyAy3d (KIFG akKz2dZ R 0SS Aya
advantageof group discussions, team task analysis, team task simulation, etc., for the
acquisition or consolidation of knowledge, skills and attitudes. The CRM training elements
should be tailored to the specific needs of the training phase being undertaken.

Tablelt Cabin crew CRM training
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Operator . .
- h LIS NJ | aircraft type Annual Senior cabin
CRM training elements L . recurrent crew member
CRM training | conversion -
. training (SCC) course
training
General principles
Human factors in aviation;
. , Not required
General instructions o€RM d
principles and objectives; (covered under _ , _
initial training | Required Required Required
Human performance and .
limitations; required by
’ PartCC)
Threat and error management.
Relevant to the individual cabin crew member
Personalityawareness, human
error and reliability, attitudes and
behaviours, selassessment and | Not required
seltcritique;
(coveredunder| pequired | Required _
Stress and stress management; | jnitial training Required
. - . (3-year cycle
Fatigue and vigilance; required by
Assertiveness, situation awarene{ ~ PartCC)
information acquisition and
processing.
Relevant to the entire aircraft crew
Shared situation awareness, shai
information acquisition and
processing;
Workload management;
Effective communication and
coordination between all crew
members including the flight crew
as well as inexperienced cabin
crew members; Required
Leadership, cooperation, synergy, when Required
. . , In-depth In-depth
actions; the type(s)

Resilience development;
Surprise and startle effect;
Cultural differences;

Identification and management of
the passenger human factors:
crowd control, passenger stress,
conflict management, medical

factors.
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Specifics related to aircraft types
(narrow-/wide-bodied, single . Required
/multi-deck), flight crew and cabirf  Required In-depth In-depth
. (3-year cycle
crew composition and number of
passengers
Relevant to the operator and the organisation
hLISNI G§2NRa al FS
company culturestandard
operating procedures (SOPs),
organisational factors, factors _
linked to the type of operations; Required _
. . when Required
Effective communication and In-depth relevant to | In-depth
coordination with other (3-year cycle
. the type(s)
operational personnel and groung
services;
Participation in cabin safety
incident and accident repting.
Required
. h
Casestudies In-depth when In-depth In-depth
relevant to
the type(s)

AMC2 ORO.CC.115(&onduct of training courses and associated checking
CREW RESOURWANAGEMENT (CRM) TRIANGt SINGLE CABIN CREVERF®TIONS

For single cabin crew operations, AMC1 ORO.CC.115(e) should be applied with the following

differences:

(@) Relevant training elements

CRM training should focus on the elements specified in Thblgg) of AMCIORO.CC.115(e)

which are relevant to single cabin crew operations. Therefore, single cabin crew CRM training
should include, among others:

(1) situation awareness;

(2) workload management;

(3) decisionmaking;

(4) resilience development;

(5) surprise and startle effect; and

(6) effective communication and coordination with

(i) the flight crew; and

(i)  other operational personnel and ground services.

(b) Computerbased training
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Notwithstanding (a)(3) of AMGQRO.CC.115(e), compudessed traning may be conducted as
a standalone training method for a cabin crew member operating on aircraft with a maximum
operational passenger seating configuration of 19 or less.

AMC3 ORO.CC.115(&onduct of training courses and associated checking
CABIN REW CRM TRAINER

(@) Applicability
The provisions described herein:

(1) should be fulfilled by cabin crew CRM trainers responsible for classroom CRM training;
and

(2) are not applicable to trainers or instructors conducting training other than CRM training
but integrating CRM elements into this training. Nevertheless, trainers or instructors who
are integrating CRM elements into the aircraft type training, recurrent training or senior
cabin crew member training should have acquired relevant knowledge afahu
performance and limitations, and have completed appropriate CRM training.

(b) Qualification of cabin crew CRM trainer

(1) A training and standardisation programme for cabin crew CRM trainers should be
established.

(2) The cabin crew CRM trainer, in erdo be suitably qualified, should:
()  have adequate knowledge of the relevant flight operations;
(i)  have received instructions on human performance and limitations (HPL);

(i) have completed an introductory CRM course, as required in Annex VVGEBarto
Commission Regulation (EU) MmTy K HAMME YR |y 2LISN}G2N
specified in AMCDRO.CC.115(e);

(iv) have received training in group facilitation skills;

(v) have received additional training in the fields of group management, group
dynamics and personal awareness; and

(vi) have demonstrated the knowledge, skills and credibility required to train the CRM
training elements in the nowperational environment, as specified in Table 1 of
AMC1 ORO.CC.115(e).

(3) An experienced CRM trainamay become a cabin crew CRM trainer if he/she
demonstrates a satisfactory knowledge of the relevant flight operations and the cabin
crew working environment, and fulfils the provisions specified in (2)(ii) to (2)(vi).

(c) Training of cabin crew CRM trainer

(1) Training of cabin crew CRM trainers should be both theoretical and practical. Practical
elements should include the development of specific trainer skills, particularly the
integration of CRM into dao-day operations.

(2) The basic training of cabtrew CRM trainers should include the training elements for
cabin crew, as specified in Talllef AMCIORO.CC.115(e). In addition, the basic training
should include the following:

(i)  introduction to CRM training;
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(i) 2LISNI G2NR& YIylF3aSySyid aeaidsSYyT | yR
(i)  characteristics, as applicable:

(A) of the different types of CRM trainings (initial, recurrent, etc.);

(B) of combined training; and

(C) related to the type of aircraft or operation.

(3) The refresher training of cabin crew CRM trainers should iechelv methodologies,
procedures and lessons learned.

(4) The training of cabin crew CRM trainers should be conducted by cabin crew CRM trainers
with aminimumof 2 S NEQ SELISNASYyOSo ' aaradlyOosS Yl &
to address specific areas.

(d) Assessment of cabin crew CRM trainer

(1) A cabin crew CRM trainer should be assessed by the operator when conducting the first
CRM training course. This first assessment should be valid for a perigeafs3

(2) Assessment is the process of obsegy recording, interpreting and debriefing the cabin
crew CRM trainer. The operator should describe the assessment process in the operations
manual. All personnel involved in the assessment must be credible and competent in their
role.

(e) Recency and reawal of qualification as cabin crew CRM trainer
(1) Forrecency of the-§ear validity period, the cabin crew CRM trainer should:
(i)  conduct at least ZRM training events in any-h2onth period;

(i)  be assessed within the last 12 months of thee@arvalidity period by the operator;
and

(i) complete CRM trainer refresher training within they&ar validity period.
(2) The next 3year validity period should start at the end of the previous period.

(3) For renewal, i.e. when a cabin crew CRM traidees not fulfil the provisions of (1),
he/she should, before resuming as cabin crew CRM trainer:

()  comply with the qualification provisions of (b) and (d); and

(i) completeCRM trainer refresher training.

CRM¢ GENERAL

(a) CRMisthe effective utilisation of all available resources (e.g. crew members, aircraft systems,
and supporting facilities) to achieve safe and efficient operation.

(b) The objective of CRN& to enhance the communication and management skills of the crew
member, as well as the importance of effective coordination and-tvay communication
between all crew members.
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MINIMUM TRAINING THS

(@) The following minimum training times are appropriate:

(1)

)

®3)

by WeMNMIyAYy K2dzZNERQ YSFya | ObGdzZ t GNIAYyAy3d GAYS

multi cabin crew operations:

(i) combined CRM
(i) 2 LISNI G2
2 LISNI G2 NDa

training: 6 training hours over a period of 3 years; and
N a frammghoust A yAy3Y c

/| w a cabir\stew opdrafiGhs: #atiNg hauksyfoBd c&bin crew

member operating on aircraft with a maximum operational passenger seating

configuration of 19 or

less;

cabin crew CRM trainer:

()  basic training:

(A) 18 training hours when the operator can {ifig that the trainee already has

received sufficient and suitable instruction on training skills in order to
conduct CRM training courses; or

(B) 30 training hours for trainees not fulfilling (A); and

(i)  refresher training: 6 training hours.

DESIGN, IMPLEMENTANIAND EVALUATIONCHM TRAINING

The checklist in Table 1 provides guidance on the design, implementation and evaloaGRM

OGNIFAYyAy3a: FYR 2y GKSANI AYyO2NLERNI A2y Ay(2
management systems and the competeriased approach are incorporated in the checklist.

Table 1t Checklist for design, implementation, evaluaticand incorporation of CRM training

Step No| Description Element
1 Needs analysis Determine the necessary CRM competencies
Develop CRM training goals
Ensure the organisation is ready for CRM training
2 Design Develop CRM training objectives
Determine what to measure and how to measure it
3 Development Describe the CRM learning environment
Develop fullscale prototype of training
Validate and modify CRM training
4 Implementation Prepare trainees and environment
Set a climate folearning (e.g. practice and feedback)
Implement the CRM training programme
5 Evaluation Determine training effectiveness
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Step No| Description Element

Evaluate CRM training at multiple levels

Revise the CRM training programme to improve effectivene

6 Incorporation Establish an environment where CRM training is positi
recognised

Reinforce CRM behaviours in daily work

Provide recurrent CRM training

RESILIENCE DEVELOVPME

(@) The main aspects oésilience development can be described as the ability to:
D ftSIENYy o6Wly26Ay3a gKIG KFa KIFLLSYSRQUT
(2 Y2YAU2NI oW {y26Ay3a ogKIG G2 221 FT2NROT

@B FYGAOALI S OWFAYRAYI 2dzil YR {y26Ay3 6KI

l.j

(4 NBaLRyR oO0W|ly26Ay3d gKRE R2ARA AVYRO®SAyYy3a Ol LI

(b) Operational safety is a continuous process of evaluation of and adjustment to existing and future
conditions. In this context, and following the description in (a), resilience development involves
an ongoing and adaptable process indhgd situation assessment, sedview, decision and
action. Training on resilience development enables crew members to draw the right conclusions
from both positive and negative experiences. Based on those experiences, crew members are
better prepared to naintain or create safety margins by adapting to dynamic complex situations.

(c) The training topics in (f)(1) #MC10RO.CC.115(aje to be understood as follows:
(1) Mental flexibility

() ¢KS LIKNI &8 Wdzy RSNEGI yR G KI tecognieyciitical Tt SE

OKIy3aSaQ YStya (KFd ONBg YSYOSNHE | NB
which there is no set procedure.

(i) ¢KS LIKNIaS WNBFESOO 2y GKSANI 2dzRISYSy
that crew members learn to review theijudgement based on the unigque
characteristics of the given circumstances.

LIN

(i) ¢KS LIKNI}I&S WIP2AR RBEARyYOSB2YREOBYRENR 2

that crew members learn to update solutions and standard response sets, which
have been formd on prior knowledge.

(v ¢KS LIKNI &S WNBYIFAY 2Ly (2 OKFy3IAy3I |
crew members constantly monitor the situation, and are prepared to adjust their
understanding of the evolving conditions.

(2) Performance adaptation

() ¢KS LIKnhtigadieS frozeh  behaviours, overreactions and inappropriate

aa

KSaAGFrGA2yQ YSIya GKIG ONBg YSYOSNER 02N

response.

(i) ¢KS LIKRRIBIGWI OGAzya G2 OdzNOSBY4 YORWRS NEQ

responses areniaccordance with the actual situation.
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CABIN CREW CRM TRERMSSESSMENT

@)

(b)

(©)

For assessing cabin crew CRM trainers, the operator may nominate experienced cabin crew CRM
trainers whohave demonstrated continued compliance with the provisions for a cabin crew
CRM trainer and capability in that role for at least 3 years.

An operator that does not have the resources to conduct the assessment may employ a
contractor. The standard asgards the assessment is confirmed on-gedr basis by the
operator.

The checklist in Table 1 provides guidance on the assessment of a cabin crew CRM trainer. If a
cabin crew CRM trainer is competent in his/her role, the response to the questiordia T

AaK2dZ R 0SS wesSaQo 2 KSy I lyjastfiGahidhs/aid eXaiBes tpldaidol A 2 v &
the responses given should be provided.

Table 1t Cabin crew CRM trainer assessment checklist

Questions to assess a cabin crew CRM trainer

Response
yes/no

Did the CRM traineramondrate the knowledgerequired for he role?

Did the CRM trainesupport CRMconcepts?

Did the CRM trainemeourage trainees toparticipate, iare their expernces ad self

analyse?

Did the CRM traineridentify and respond to the 0 NJ A y &dS defativey'td
expertise/exerience?

Did the CRM trainer show how CRM is integrated in tecinraining?

Did the CRM trainer incorporatempany CRM standalswhen apprgriate?

Did the CRM trainerdentify and disass the non-technical reasons involved ir
accicents, incidentsand events includedin case stuigs?

Did the CRM traineregularly teckfor understanding and esolve ambguities?

Did the CRM traineramondrate effectiveinstruction andfacilitation skils?

AMC1 ORO.CC.120(a)(1nitial training course
NEW ENTRANTS IN OWRHRNS OTHER THAN CRERATIONS

@)

(b)

When a new entrant to an operator conducting operations other ti@hTis a cabin crew
member, not holding a valid cabin crew attestation, who has already acquired experience as
cabin crew in operations other tha@AT credit may be granted to the elements of the initial
training programme he/she has previously completesiith training elements are documented

in his/her training records.

In such a case, the operator should ensure that:
(1) the full training programme, as specified in Appendix 1 to&f has been covered, and

(2) the new entrant successfully undergatbe examination required by ORO.CC.120(a)(2).
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AMC1 ORO.CC.125(dAircraft type specific training and operator conversion training
TRAINING PROGRAMMRIRCRAFT TYPE SRECIRAINING

The following aircraft type specific training elements should beslas relevant to the aircraft type:
(@) Aircraft description

(1) type of aircraft, principal dimensions, narrow or wide bodied, single or double deck;

(2) speed, altitude, range;

(3) passenger seating capacity;

(4) flight crew number and minimum numbef required cabin crew;

(5) cabin doors/exits location and sill height;

(6) cargo and unpressurised areas as relevant;

(7) aircraft systems relevant to cabin crew duties;

(8) flight crew compartmentt general presentation, pilot seats and their mechanism,
emergency exits, storage;

(9) required cabin crew stations;
(10) flight crew compartment security general: door components and use;
(11) access to avionics bay where relevant;
(12) lavatoriest general: doors, systems, calls and signs; and
(13) least rikk bomb location.
(b) Safety and emergency equipment and aircraft systems installed

Each cabin crew member should receive realistic training on, and demonstration of, the location
and use of all aircraft type specific safety and emergency equipment aodhfaisystems
installed, with emphasis on the following:

(1) slides, and where noeeelfsupporting slides are carried, the use of any associated
assisting evacuation means;

(2) life-rafts and sliderafts, including the equipment attached to, and/or carried the raft;
(3) drop-out oxygen system; and
(4) communication equipment.

(c) Operation of doors and exits

This training should be conducted in a representative training device or in the actual aircraft and
should include failure of power assist systewtsere fitted and the action and forces required

to operate and deploy evacuation slides. Training should also include operation and actual
opening of the flight crew compartment security door when installed.

(d) Fire and smoke protection equipment

Each abin crew member should be trained in using fire and/or smoke protection equipment
where fitted.

(e) Evacuation slide training

(1) Each cabin crew member should descend an evacuation slide from a height representative
of the aircraft main deck sill height.

Updated: March 2019 Pagel71



EASA Decision Consolidated AMC & GM t#annexlll (Part-ORQ
OROCC

(2) The slide should be fitted to a representative training device or to the actual aircraft.

(3) A further descent should be made when the cabin crew member qualifies on an aircraft
type in which the main deck exit sill height differs significantly fiaxmg aircraft type
previously operated.

()  Operation of equipment related to pilot incapacitation

The training should cover any type specific elements or conditions relevant to cabin crew actions
to be taken in case of pilot incapacitation. Each cabiwerember should be trained to operate
all equipment that must be used in case of pilot incapacitation.

AMCL ORO.CC.125(dhircraft type-specific training and operator conversion training
TRAINING PROGRAMMBPERATOR CONVERSIRAINING

The followingtraining elements should be covered as relevant to the aircraft type and the related
2LISN)F 02NDRa aLISOATAOaAY
(a) Description of the cabin configuration
¢tKS RSAONARLIIAZ2Y &aKz2dzZ R O2@0SNJ Fff SftSYySyida aLls
differences with those previously covered in accordance with AMC1 ORO.CC.125(c), including:

(1) required and additional cabin crew stationslocation (including direct view), restraint
systems, control panels;

(2) passenger seats general presentation and assbcli SR 2 LISNJ 2 ND&a aLISOA 1
equipment;

(3) designated stowage areas;

(4) lavatoriest 2 LISNJ G2 NRA ALISOATAO FSFGdzaNBasz Sljdz LY
aircraft type specific elements;

(5) ogalleyt location, appliances, water and waste systantluding shubff, sinks, drains,
stowage, control panels, calls and signs;

and where applicable
(6) crew restareas location, systems, controls, safety and emergency equipment;
(7) cabin dividers, curtains, partitions;
(8) lift location, use, contris;
(9) stowage for the containment of waste; and
(10) passenger hand rail system or alternative means.
(b) Safety and emergency equipment

Each cabin crew member should receive realistic training on and demonstration of the location
and use of all safetgnd emergency equipment carried, including:

(1) life jackets, infant life jackets and flotation devices;

(2) first-aid and dropout oxygen, including supplementary systems;
(3) fire extinguishers and protective breathing equipment (PBE);
(4) crash axe orrowbar;

(5) emergency lights including torches;
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(6) communication equipment, including megaphones;
(7) aft ARS NrFéa YR ftAFS NIFGAQ adz2NDAGIE LI O a
(8) pyrotechnics (actual or representative devices);
(9) first-aid kits, emergency medickits and their contents; and
(10) other portable safety and emergency equipment, where applicable.
(¢) Normal and emergency procedures

9 OK OFoAy ONBg YSYOSNI aK2dzZ R 6S GNIAYSR 2y (¢
as applicable, with emphasis the following:

(1) passenger briefing, safety demonstration and cabin surveillance;
(2) severe air turbulence;

(3) nongpressurisation, slow and sudden decompression, including the donning of portable
oxygen equipment by each cabin crew member;

(4) other inflight emergenciesand
(5) carriage of special categories of passengers (SCPs).
(d) Passenger handling and crowd control

Training should be provided on the practical aspects of passenger preparation and handling, as
well as crowd control, invarigu SYSNHSy Oe aAddz GAz2ya Fa | LLIXAO
aircraft cabin configuration, and should cover the following:

(1) communications between flight crew and cabin crew and use of all communications
equipment, including the difficulties of codrdtion in a smokdilled environment;

(2) verbal commands;

(3) the physical contact that may be needed to encourage people out of a door/exit and onto
a slide;

(4) redirection of passengers away from unusable doors/exits;
(5) marshalling of passengers ayaom the aircraft;

(6) evacuation of special categories of passengers with emphasis on passengers with
disabilities or reduced mobility; and

(7) authority and leadership.
(e) Fire and smoke training

(1) Each cabin crew member should receive realistic aradtical training in the use of all
fire-fighting equipment, including protective clothing representative of that carried in the
aircraft.

(2) Each cabin crew member should:

(i)  extinguish an actual fire characteristic of an aircraft interior fire extiegt, in the
case of halon extinguishers, an alternative extinguishing agent may be used; and

(i) exercise the donning and use of PBE in an enclosed simulated ditexke
environment with particular emphasis on identifying the actual source of fire and
smoke.

(f)  Evacuation procedures
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¢CNIAYAy3d akKz2dzZ R AyOftdRS et GKS 2LISNI G2NDa

unplanned evacuations on land and water. It should also include, where relevant, the additional
actions required from cabin crew memtseresponsible for a pair of doors/exits and the
recognition of when doors/exits are unusable or when evacuation equipment is unserviceable.

(g) Pilot incapacitation procedures

Unless the minimum flight crew is more than two, each cabin crew member sheuicined

in the procedure for pilot incapacitation. Training in the use of flight crew checklists, where
required by the operator's standard operating procedures (SOPs), should be conducted by a
practical demonstration.

(h) CRM

(1) The operator shouleensure that all applicable CRM training elements, as specified in

¢-otS M 2F la/m hwhod// dmmpoS03E | NB O023SNBR

I ANDNI Fi GelLlS O2y@SNRAZ2Y UGUNIAYyAYy3aQO

(2) The operator's CRM training atide CRM training covered dung the operator aircraft
type conversion training should be conducted by at least one cabin crew CRM instructor.

AMC1 ORO.CC.125 & ORO.CC.13@raft type specific training and operator conversion training &
differences training

TRAINING PROGRAMMES

The programmes and syllabi of aircraft type specific training, operator conversion training and
differences training should take into account the cabin crew member's previous training as
documented in his/her training records.

AMC1 ORO.CC.125(b) & ORO.CC.})3pfocraft type specific training and operator conversion
training & differences training

NONMANDATORY (RECOMMBENEIDNS) ELEMENDS OPERATIONAL SBITCAY DATA

When developing the training programmes and syllabi for airdggfé specific training andor
differences training, the operator should consider the aoandatory (recommendations) elements

for the relevant type that are provided in the operational suitability data established in accordance
with Commission Regulation (EU) No 748/2612

AMC1 OR.CC.125 & ORO.CC.130rcraft type specific training and operator conversion training &
differences training

AMC1 ORO.CC.125(b) & ORO.CC.13pfmraft type specific training and operator conversion
training & differences training

Seehere.

16 OJ L 243, 27.9.2003, p. 6.
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AMC1 ORO.CC.13kamiliarisation

FAMILIARISATION RHTG AND AIRCRAFT RAARISATION VISITS

(@) For CAT operations, familiarisation of cabin crew to a new aircraft type or variant should be
completed in accordance with tHellowing, as relevant:
(1) New entrant cabin crew

Each new entrant cabin crew member having no previous comparable operating
experience should participate in:

() afamiliarisation visit, as described in (c), to the aircraft to be operated; and
(i)  familiarisation flights, as described in (b).
(2) Cabin crew operating on a subsequent aircraft type

A cabin crew member assigned to operate on a subsequent aircraft type with the same
operator should participate either in:

() afamiliarisation flight, adescribed in (b); or
(i) a familiarisation visit, as described in (c), to the aircraft type to be operated.
(b) Familiarisation flights

(1) During familiarisation flights, the cabin crew member should be assigned in addition to
the minimum number of cabirrew required in accordance with ORO.CC.100 and if
applicable ORO.CC.200.

(2) Familiarisation flights should be:
()  conducted under the supervision of the senior cabin crew member;

(i)  structured and conducted with the cabin crew member participatingrisflight,
in-flight and postflight safety duties;

(i) 2LISNY GSR gAGK GKS OFoAy ONBg YSYOSNI 6SI N
and
(iv) recorded in the training record of the cabin crew member.
(c) Aircraft familiarisation visits

(1) Aircraft Jsits should enable the cabin crew member to become familiar with the aircraft
environment and its equipment. Accordingly, aircraft visits should be conducted by
appropriately qualified persons. The aircraft visit should provide an overview of the
aircratQd SEGSNAZ2NE AYGSNA2NI F YR FANONI Fi aeais

(i)  interphone and public address systems;
(i)  evacuation alarm systems;

(i)  emergency lighting;

(iv) smoke detection systems;

(v) safety and emergency equipment;

(vi) flight crew compartment;

(vii) cabin crew stations;

(viii) lavatories;
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(d)

(ix) galleys, galley security and water stoff;

(X) cargo areas if accessible from the passenger compartment during flight;
(xi) circuit breaker panels located in the passenger compartment;

(xi) crew rest areas; and

(xiii) doors/exits location and environment.

(2) An aircraft familiarisation visit may be combined with the aircraft type specific training or
operator conversion training required by ORO.CC.125.

For cabin crew members assigneu operations other than CAT, familiarisation should be
completed by means of an aircraft familiarisation visit, or a familiarisation flight, as appropriate
taking into account the aircraft type to be operated by the cabin crew member.

AMC1 ORO.CC.14Recurrent training
TRAINING PROGRAMMES

@)

(b)

Elements of the annual recurrent training programme

(1) Training on the location and handling of safety and emergency equipment should include
all relevant oxygen systems, and any equipment such as defibrillatagi€d on board.

(2) Training on emergency procedures should cover pilot incapacitation procedures and
crowd control techniques.

(3) CRM training should satisfy the following:

(i)  the applicable training elements specified in Table 1 of AMC1 ORO.C(slith(el
be covered within a-§earcycle to the level required byct dzyYy W! yydzl f w
¢CNF AYAY3IQT

(i)  the definition and implementation of th€CRM trainingprogramme should be
managed by a cabin crew CRidiner; and

(i)  when CRM training is provad by stanealone modules, it should be conducted by
at least one cabin crew CRiiner.

Additional triennial elements of recurrent training programme

(1) Training on the operation of normal and emergency doors/exits should cover failure of
power asst systems where fitted. This should include the actions and forces required to
operate and deploy evacuation slides, and additional training when relevant for cabin
crew members responsible for a pair of doors/exits.

(2) Training in the use of all firefigng equipment, including protective clothing,
representative of that carried in the aircraft should include individual practice by each
cabin crew member to extinguish a fire characteristic of an aircraft interior fire except
that, in the case of halonx¢inguishers, an alternative extinguishing agent may be used.
Training should place particular emphasis on identifying the actual source of fire or smoke.

(3) Training on normal and emergency procedures for special categories of passengers (SCPs)
should cwer the specific procedures established by the operator for the carriage of SCPs.
The operator may determine that such training is to be completed at shorter intervals,
taking into account the route structure, passenger profiles, aircraft types operated,
seasonal demands and operations.
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ORO.CC.14%Refresher training

(&8 When a cabin crew member, during the preceding six months within the validity period of the
last relevant recurrent training and checking:

(1) has not performed any flying duties, he/skleall, before being reassigned to such duties,
complete refresher training and checking for each aircraft type to be operated; or

(2) has not performed flying duties on one particular aircraft type, he/she shall, before being
reassigned to duties, compkebn that aircraft type:

(i)  refresher training and checking; or
(i)  two familiarisation flights in accordance with ORO.CC.135.
(b) The refresher training programme for each aircraft type shall at least cover:
(1) emergency procedures;
(2) evacuationprocedures;

(3) operation and actual opening, by each cabin crew member, of each type or variant of
normal and emergency exits and of the flight crew compartment security door in the
normal and emergency modes;

(4) demonstration of the operation of all o#r exits including the flight crew compartment
windows;

(5) location and handling of all relevant safety and emergency equipment installed or carried
on-board.

(c) The operator may elect to replace refresher training by recurrent training if the reinsetem
2F (GKS OlFIoAy ONBg YSYOSNDa TFfeAay3d RdzixSa 02Y
recurrent training and checking. If that validity period has expired, refresher training may only
be replaced by aircraft type specific and operator conversicgining as specified in
ORO.CC.125.

AMC1 ORO.CC.14Refresher training

TRAINING PROGRAMME

(@) Training on emergency procedures should include pilot incapacitation procedures and crowd
control techniques as applicable to the aircraft type; and

(b) Operation of doors and exits by each cabin crew member should include failure of power assist
systems where fitted as well as the action and forces required to operate and deploy evacuation
slides.

FREQUENCY OF REFREBRAINING

For aircraft with complex equipment or procedures, the operator should consider the need for
refresher training to be completed by cabin crew members who have been absent from flying duties
for less than 6 months.
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SECTION 2
Additional requirerents for commercial air transport operations

AMC1 ORO.CC.200(Genior cabin crew member
TRAINING PROGRAMME

The senior cabin crew member training course should at least cover the following elements:
(&) Preflight briefing:

(1) operating as a crew;

(2) allocation of cabin crew stations and responsibilities; and

(3) consideration of the particular flight, aircraft type, equipment, area and type of operation,
including extended range operations with tvemgine aeroplanes (ETOPS) and special
categories of pssengers with emphasis on passengers with disabilities or reduced
mobility, infants and stretcher cases.

(b)  Cooperation within the crew:
(1) discipline, responsibilities and chain of command;
(2) importance of coordination and communication; and
(3) pilot incapacitation.

(c) Review of operator requirements and legal requirements:
(1) passenger briefing, safety briefing cards;
(2) securing of galleys;
(3) stowage of cabin baggage;
(4) electronic equipment;
(5) procedures when fuelling with passengerslmoard,;
(6) turbulence; and
(7) documentation.

(d) Accident and incident reporting.

(e) Human factors and CRM:

The operator should ensure that all applicable elements specified in Table 1 of AMC1
ORO.CC.115(e) are integrated into the training and coverdtle level required by Column
W{SYA2NI / FoAYy [/ NBg [/ 2dNESQ®

(f)  Flight and duty time limitations and rest requirements (FTL).

AMC1 ORO.CC.200(dBenior cabin crew member
RESPONSIBILITY T&@ TOBMMANDER
When the level of turbulence so requires, and ie etbsence of any instructions from the flight crew,

the senior cabin crew member should be entitled to discontinue-satety-related duties and advise
the flight crew of the level of turbulence being experienced and the need for the fasten seat belt signs
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to be switched on. This should be followed by the cabin crew securing the passenger cabin and other
relevant areas.

AMC10ORO.CC.200(epenior cabin crew member
UNABLE TO OPERATE

(@) Replacement of senior cabin crew member at a base of the operator

Asenior cabin crew member who did not report for or cannot commence the assigned flight or
series of flights originating from a base of the operator should be replaced without undue delay.
The flight should not depart unless another senior cabin crew methagibeen assigned.

(b) Replacement of incapacitated or unavailable senior cabin crew member

(1) A senior cabin crew member, who becomes incapacitated during a flight or series of
flights, or unavailable at a stopover (layover) point, should be replacttuwui undue
delay by another senior cabin crew member qualified on the concerned aircraft
type/variant. If there is no other senior cabin crew member, the most appropriately
qualified cabin crew member should be assigned to act as senior cabin crew migmber
order to reach a base of the operator.

(2) If during the series of flights the aircraft transits via a base of the operator, the assigned
cabin crew member acting as senior cabin crew member should be replaced by another
senior cabin crew member.

AMC20RO0.CC.200(epenior cabin crew member
MOST APPROPRIATEUXIQFIED CABIN CRABMBER

Selection of the most appropriately qualified cabin crew member should take into account if the
AYRADGARIZ £t Q&4 SELISNASYOS | & 2 Liedondicyordutidd régqiirgd O NS &
of a senior cabin crew member. The selected cabin crew member should have operational experience

on the concerned aircraft type/variant.

GM1 ORO.CC.200(e%enior cabin crew member

REPLACEMENT OF INKAPATED OR UNAVMBIEASENIOR CABIN CRE®MBER BY ANOTHER
SENIOR CABIN CREWIHER

To ensure that another senior cabin crew member is assigned without undue delay, the operator
should take appropriate measures. These include, but are not limited to, the following:

(a) toensue that a flight or series of flights do not depart from an aerodrome where a senior cabin
crew member is available or can be made available, the operator may:

(1) appoint a senior cabin crew member originally assigned to another flight and who is
availabk at the concerned base or stopover (layover) point if the reporting time for that
flight provides sufficient time to find a replacement; or

(2) assign a senior cabin crew member who is on standby to operate the flight or to position
to the destination wlere the nominated senior cabin crew member has become
incapacitated or unavailable to operate;

(b) the operator should utilise another senior cabin crew member if she/he is among the operating
crew on the same flight;
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(c) incase of unavailable senior ¢alzrew member, the operator should use the available time and
resources to replace him/her at the stopover (layover) point with another senior cabin crew
member;

(d) the operator should consider including the identification of the most appropriately fogdhli
cabin crew member in prélight briefings.

FLIGHT OR SERIEFIOEHTS

Flight or series of flights refers to a period that commences when a cabin crew member is required to
report for duty, which includea sector or a series of sectors, and finishes when the aircraft finally
comes to rest and the engines are shut down, at the end of the last sector on which the cabin crew
member acts as an operating crew member.

UNFORESEEN CIRCUMEES

Unforeseen circumstances in this context refer to incapacitation and unavailability of a senior cabin
crew member or a cabin crew member as follows:

@ WLYOIFLI OAGIFGA2YQ YSIya || adzRRSYy RSANI RIGAZY 2
period either inflight or during a flight transit of the same flight duty period away from
2LISNF G2NRa oFasS FyR GKIFG LINB Of inzRe® inembdét Soma Sy A 2 N.
performing his/her duties. Incapacitation prior to dispatch of the aircraft from a base of the
operator does not substantiate a reduction of the cabin crew complement below the minimum
required.

by W!yIF@FAfLlF oAt AGes@ta¥tGbvrilaydyér)ESstaatianitHatpréclude the senior
cabin crew member or cabin crew member from reporting for the flight duty period, such as
traffic jams that prevent the senior cabin crew member or cabin crew member from presenting
himself/herself at the crew pickip point in time, difficulties with local authorities, health
problems, death, etc. Unavailability does not refer to insufficient number or absence of cabin
crew members on standby, or absence from work due to pregnancy, maternigyfpty leave,
parental leave, medical leave, sick leave, or any other absence from work.

AMC1 ORO.CC.205(c)(BReduction of the mmber of cabin crew during ground operations and in
unforeseen circumstances

PROCEDURES WITH REEDJNUMBER OF CABREW

(@) During ground operations, if reducing the applicable minimum required number of cabin crew,
the operator should ensure that the procedures required by ORO.CC.205 (c)(1) specify that:
(1) electrical power is available on the aircraft;

(2) a means of iniating an evacuation is available to the senior cabin crew member or at
least one member of the flight crew is in the flight crew compartment;

(3) cabin crew stations and associated duties are specified in the operations manual; and

(4) cabin crew remain amre of the position of servicing and loading vehicles at and near the
exits.
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l RRAGAZ2YyFftes Ay GKS OF&aS 2F LI aaSy3aSNRQ
(5) the senior cabin crew member should have performed thelpparding safety briefing to

the cabin crew; and
(6) the pre-boarding cabin checks should have been completed.

(b) If, in unforeseen circumstance#)e number of cabin crew members is reduced below the
applicable minimum required number, for example in the event of incapacitation or
unavailability of cabin crew, therocedures established for this purpose in the operations
manual should take into consideration at least the following:

(1) reduction of passenger numbers;

(2) reseating of passengers with due regard to doors/exits and other applicable limitations;
and

(3) relocation of cabin crew taking into account the factors specified in AMC1 ORO.CC.100
and any change of procedures.

ht 9w! ¢ hwQ{WUNIFORM / w9

The uniform to be worn by operating dalkcrew should be such as not to impede the performance of
their duties, as required for the safety of passengers and flight during operations, and should allow
passengers to identify the operating cabin crew including in an emergency situation.

LIST OF AIRCRAFTEIYRRIANT QUALIFIGANI(S)

When providing the updated validity list of aircraft type/variant qualifications to cabin crew members
having successfully completed aitting course and the associated checking, the operator may use the
following format. If using another format, at least the elements in (a) to (d) and in columns (1) and (2)
should be indicated to show validity of qualification(s).
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CABIN CREW AIRCRAFPE/VARIANT QUALIFICATION(S)
@) Reference number of the cabin crew attestation:
/oAy ONBg FdGSadriAzy K2t RSNRa FdzZ f yI
(b) The abovementioned person may act as an operating cabin crew member during
operations only if his/her aircraft typand/or variant qualification(s) listed below, and dat
DD/MM/YYYY, comply with the applicable validity period(s) specified iFCHAEL.
© Issuing organisation:
c
(name, postal address, AOC and/or approval reference humber and stamp or logo)
(d) Date ofissue: (DD/MM/YYYY)
1) (2) (3) (4) (5) (6) (7) (8)
ificat Aircraft Operator | Differences . Last Refresher
Qualificatio type conversion| training | Familiar | training
n valid until specific trainin sation trainin
training g If relevant g | Ifrelevant
A/Ctype 1
£ NA |
A/C type 2
£ NA |
A/C type 3
£ NA |
If approved
A/C type 4

AMC1 ORO.CC.250(pperation on more than one aircraft type or variant
DETERMINATION OF@RRFT TYPES AND XNRS

@)

When determining similarity of location and type of portable safety and emergency equipment,

the following factors should be assessed:

(1)

all portable safety and emergency equipment is stowed in the same, or in exceptional

circumstances, in substaatly the same location;

()
®3)

all portable safety and emergency equipment requires the same method of operation;
portable safety and emergency equipment includes:

0]

(ii)
(iii)

fire-fighting equipment;
protective breathing equipment (PBE);

oxygen equiprant;
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(iv) crew lifejackets;
(v) torches;
(vi) megaphones;
(vii) first-aid equipment;
(viii) survival and signalling equipment; and
(ix) other safety and emergency equipment, where applicable.
(b) The typespecific emergency procedures to be consideredusthaclude at least the following:
(1) land and water evacuation;
(2) in-flight fire;
(3) non-pressurisation, slow and sudden decompression; and
(4) pilotincapacitation.

(c) When determining similarity of doors/exits in the absence of operational suitability data
established in accordance with Commission Regulation (EU) No 748/2012 for the relevant
aircraft type(s) or variant(s), the following factors should be assessed, t€otegelthelp exits,
such as type Il and type IV exits, that need not be included in the assessment:

(1) door/exit arming and disarming;

(2) direction of movement of the operating handle;
(3) direction of door/exit opening;

(4) power assist mechanismand

(5) assisting evacuation means.

SAFETY BRIEFING EABIN CREW

When changing aircraft type or variant during a series of flight sectors, the cabin crew safety briefing
should includea representative sample of typspecific normal and emergency procedures and safety
and emergency equipment applicable to the actual aircraft to be operated for the immediately
subsequent flight sector.
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SUBPART TC
TECHNICAL CREW IMISEHHO OR NVIS OPHRONS

GENERAL
(@) The technical crew member in HEMS, HHO or NVIS operations should undergo anddital
examination or assessment and, if applicable,-asgessment before undertaking duties.

(b)  Any medical assessment orassessment should be carried out according to best-asedical
practice by a medical practitioner who has sufficiently d&& 1y 2¢éf SRIS 2 7F
medical history.

(c) The operator should maintain a record of medical fitness for each technical crew member.
(d) Technical crew members should:
(1) bein good health;

(2) be free from any physical or mental iliness that htiggad to incapacitation or inability to
perform crew duties;

(3) have normal cardigespiratory function;

(4) have normal central nervous system;

(5) have adequate visual acuity 6/9 with or without glasses;
(6) have adequate hearing; and

(7) have normafunction of ear, nose and throat.

AMC1 ORO.TC.110raining and checking
GENERAL

(a) Elements of training that require individual practice may be combined with practical checks.

(b) The checks should be accomplished by the method appropriate to the fytpairing including:
(1) practical demonstration;
(2) computerbased assessment;
(3) in-flight checks; and/or

(4) oral or written tests.

AMC1 ORO.TC.110(a)jraining and checking
CRM TRAINING

The technical crew training programme for initial, operatonwersion and recurrent training should
include relevant CRM training elements as specified in ADIRD.FC.115.
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AMC1 ORO.TC.11Hnitial training
ELEMENTS

(@) The elements of initial training mentioned in ORO.TC.115 should include in particular:

(1)

)

®3)

(4)

()

(6)

()

Geneal theoretical knowledge on aviation and aviation regulations relevant to duties and
responsibilities:

() the importance of crew members performing their duties in accordance with the
operations manual;

(i)  continuing competence and fitness to operate ascrew member with special
regard to flight and duty time limitations and rest requirements;

(i) an awareness of the aviation regulations relating to crew members and the role of
the competent and inspecting authority;

(iv) general knowledge of relevaraviation terminology, theory of flight, passenger
distribution, meteorology and areas of operation;

(v) preflight briefing of the crew members and the provision of necessary safety
information with regard to their specific duties;

(vi) the importance ofensuring that relevant documents and manuals are keptasp
date with amendments provided by the operator;

(vii) the importance of identifying when crew members have the authority and
responsibility to initiate an evacuation and other emergency procedunes;

(viii) the importance of safety duties and responsibilities and the need to respond
promptly and effectively to emergency situations.

Fire and smoke training:

() reactions to emergencies involving fire and smoke and identification of the fire
sources;

(i)  the classification of fires and the appropriate type and techniques of application of
extinguishing agents, the consequences of misapplication, and of use in a confined
space; and

(iif)  the general procedures of grourzhsed emergency servie@at aerodromes.

When conducting extended overwater operations, water survival training, including the
use of personal flotation equipment.

Before first operating on an aircraft fitted with Id@afts or other similar equipment,
training on the usef this equipment, including practice in water.

Survival training appropriate to the areas of operation (e.g. polar, desert, jungle, sea or
mountain).

Aeromedical aspects and first aid, including:
(i) instruction on first aid and the use of firatd kits; and
(i)  the physiological effects of flying.

Effective communication between technical crew members and flight crew members,
including ommon language and terminology.
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AMC1 ORO.TC.120&.126perator conversion training and differences tridng

ELEMENTS

(@) Operator conversion training mentioned in ORO.TC.120 (b) and differences training mentioned
in ORO.TC.125 (a) should include the following:

(1) Fire and smoke training, including practical training in the use of all fire fighting equipmen
as well as protective clothing representative of that carried in the aircraft. Each technical
crew member should:

(i)

(ii)

extinguish a fire characteristic of an aircraft interior fire except that, in the case of
Halon extinguishers, an alternative extingumghagent may be used; and

practise the donning and use of protective breathing equipment (when fitted) in an
enclosed, simulated smoKéled environment.

(2) Practical training on operating and opening all normal and emergency exits for passenger
evacuation in an aircraft or representative training device and demonstration of the
operation of all other exits.

(3) Evacuation procedures and other emergency situations, including:

(i)

(i)
(iii)

recognition of planned or unplanned evacuations on land or watehis training
should include recognition of unusable exits or unserviceable evacuation
equipment;

in-flight fire and identification of fire source; and

other inflight emergencies.

(4) When the flight crew is more than one, training on assistin@ ipilot becomes
incapacitated, including a demonstration of:

()

(ii)
(iii)
(iv)

the pilot's seat mechanism;
fastening and unfastening the pilot's seat restraint system;
use of the pilot's oxygen equipment, when applicable; and

use of pilots' checklists.

(5) Training on, and demonstration of, the location and use of safety equipment, including

the following:

() life rafts, including the equipment attached to, and/or carried in, the raft, where
applicable;

(i)  life jackets, infant life jackets and flotati devices, where applicable;

(i) fire extinguishers;

(iv) crash axe or crow bar;

(v) emergency lights, including portable lights;

(vi) communication equipment, including megaphones;

(vii) survival packs, including their contents;

(viii) pyrotechnics (attial or representative devices);

(ix) first-aid kits, their contents and emergency medical equipment; and

(x) other safety equipment or systems, where applicable.
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(6) Training on passenger briefing/safety demonstrations and preparation of passengers for
normal and emergency situations.

(7) Training on the use of dangerous goods, if applicable.

(8) Taskspecific training.

AMC2 ORO.TC.120&.126perator conversion training and differences training

GENERAL

(@) The operator should determine the content of tleenversion or differences training taking
account of the technical crew member's previous training as documented in the technical crew
member's training records.

(b) Aircraft conversion or differences training should be conducted according to a syllabus an
include the use of relevant equipment and emergency procedures and practice on a
representative training device or on the actual aircraft.

(c) The operator should specify in the operations manual the maximum number of types or variants

that can be operatd by a technical crew member.

AMC1 ORO.TC.13Recurrent training
ELEMENTS

@)

(b)

(©)

The 12month period mentioned in ORO.TC.135 (a) should be counted from the last day of the
month when the first checking was made. Further training and checking shouwlddsstaken
within the last 3calendar months of that period. The new-fiibnth period should be counted
from the original expiry date.

The recurrent practical training should include every year:
(1) emergency procedures, including pilot incapacitation;
(2) evacuation procedures;

(3) touchdrills by each technical crew member for opening normal and emergency exits for
(passenger) evacuation;

(4) the location and handling of emergency equipment and the donning by each technical
crew member of life jacketand protective breathing equipment (PBE), when applicable;

(5) first aid and the contents of the firstid kit(s);
(6) stowage of articles in the cabin;

(7) use of dangerous goods, if applicable;

(8) incident and accident review; and

(9) crew resource margement: all major topics of the initial CRM training should be covered
over a period not exceedingy&ars.

Recurrent training should include every 3 years:

(1) practical training on operating and opening all normal and emergency exits for passenger
evacuation in an aircraft or representative training device and demonstration of the
operation of all other exits;
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(2) practical training in the use of all firefighting equipment as well as protective clothing
representative of that carried in the aircraEach technical crew member should:

(i)  extinguish a fire characteristic of an aircraft interior fire except that, in the case of
Halon extinguishers, an alternative extinguishing agent may be used; and

(i)  practise the donning and use of protective breathequipment (when fitted) in an
enclosed, simulated smoKéled environment;

(3) use of pyrotechnics (actual or representative devices); and

(4) demonstration of the use of the life raft, where fitted.

AMC1 ORO.TC.14®Refresher training
ELEMENTS

(@) Refresher training may include familiarisation flights.

(b) Refresher training should include at least the following:
(1) emergency procedures, including pilot incapacitation;
(2) evacuation procedures;

(3) practical training on operating and opening alkmal and emergency exits for passenger
evacuation in an aircraft or representative training device and demonstration of the
operation of all other exits; and

(4) the location and handling of emergency equipment, and the donning of life jackets and
protective breathing equipment, when applicable.
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SUBPART FTL:
FLIGHT AND DUTY TIMEITATIONS AND RBHQUIREMENTS

SECTION 1
General

ACCLIMATISED

(@) A crew member remains acclimatised to the local time ofohiker reference time during 47
hours 59 minutes after reporting no matter how many time zones he/she has crossed.

(b) The maximum daily FDP for acwtised crew members is determined by using table 1 of
ORO.FTL.205(b)(1) with the reference time of the point of departure. As soon as 48 hours have
elapsed, the state of acclimatisation is derived from the time elapsed since reporting at
reference time ad the number of time zones crossed.

(c) A crew member is considered to be in an unknown state of acclimatisation after the first 48
hours of the rotation have elapsed unless he or she remains in the first arrival destination time
zone (either for rest oany duties) in accordance with the table in ORO.FTL.105(1).

(d {K2dzZ R I ONBg YSYOSNNa NRGFOGA2Yy AyOfdzZRS F RRA
KAd 2NJ KSNJ FANRG FNNRAGFHE RSalbdAylFdA2yQawnGAYS |
state of acclimatisation, then the crew member remains in an unknown state of acclimatisation
until he or she:

(1) has taken the rest period required by CS FTL.235(b)(3) at home base;
(2) has taken the rest period required by CS FTL.235(b)(3) aethdocation; or

(3) has been undertaking duties starting at and returning to the time zone of the new location
until he or she becomes acclimatised in accordance with the values in the table in
ORO.FTL.105(1).

To determine the state of acclimatisation ettwo following criteria should be applied:

()  the greater of the time differences between the time zone where he or she was last
acclimatised or the local time of his or her last departure point and the new
location; and

(i)  the time elapsed sinceeporting at home base for the first time during the rotation.

GM2 ORO.FTL.105(Wefiniions
1/ /[La! ¢L{hEC5 5VttH witd w9 Q

The point of departure refers to the reporting point for a flight duty period or positioning duty after a
rest period.
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'/ /[ La! ¢L {LAPSEDISINCE REFO@RAT REFERENCE DIME

The time elapsed since reporting at reference time for operations applyifglC.3.235(b)(3)(ii) at
home base refers to the time elapsed since reporting for the fiins¢ at home base for a rotation.

REFERENCE TIME
(@) Reference time refers to reporting points in-dn@ur wide time zone band around the local time
where a crew member is acclimatised.

(b) Example: A crew member is acditised to the local time in Helsinki and reports for duty in
London. The reference time is the local time in London.

ADEQUATE FURNITURERVF W! / / haah5! ¢LhbQ

Adequate furniture for crew member accommodation should includea that reclines at least 45°
back angle to the vertical, has a seat width of at least 20 inches (50cm) and provides leg and foot
support.

DETERMINATION OFRMETIVE SCHEDULES

If a crew member is acclimatised to the lotaie at his/her home base, the local time at the home

0l4aS aK2dAZ R 6S dzAaSR (2 O2yaAiARSNIIYy C5t & WRAA&NI
2-hour wide time zone surrounding the local time at the home base, if a crew member is acclimatise

to the local time at his/her home base.

ELEMENTS OF STANBBR DUTY

ORO.FTL.225(c) and (d) and CS FTL.1.225(b)(2) determine which elements of standby count as duty.

OPERATING CREW MERIBE

A person on board an aircraft is either a crew member or a passenger. If a crew member is not a
LI aaSy3aSNI 2y 062 NR Fy |ANDODNI Fi KSkaKS akK2dz R 68
remains an operating crew member duringfiight rest. h-flight rest counts in full as FDP, and for the
purpose of ORO.FTL.210.
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AMC1 ORO.FTL.110perator responsibilities
SCHEDULING
@ {OKSRdzZ Ay3a KIFa Fy AYLRNIFyd AYLIOG 2y | ONBs

proper level of alertness. When developing a workable roster, the operator should strike a fair
balance between the commercial needs and the capacity of individuad erembers to work
effectively. Rosters should be developed in such a way that they distribute the amount of work
evenly among those that are involved.

(b)  Schedules should allow for flights to be completed within the maximum permitted flight duty
period and flight rosters should take into account the time needed for-flight duties, taxiing,
the flight- and turnaround times. Other factors to be considered when planning duty periods
should include:

(1) the allocation of work patterns which avoid undesilpractices such as alternating
day/night duties, alternating eastwandestward or westwarebastward time zone
transitions, positioning of crew members so that a serious disruption of established
sleep/work patterns occurs;

(2) scheduling sufficient regteriods especially after long flights crossing many time zones;
and

(3) preparation of duty rosters sufficiently in advance with planning of recurrent extended
recovery rest periods and notification of the crew members well in advance to plan
adequate preduty rest.

AMC1 ORO.FTL.110(&)perator responsibilities
PUBLICATION OF RGRSE

Rosters should be published 14 days in advance.

AMC1 ORO.FTL.110(fpperator responsibilities
OPERATIONAL ROBUSENEBF ROSTERS

The operator should establish and monitoerformance indicators for operational robustness of
rosters.

OPERATIONAL ROBUSBNEF ROSTERS

Performance indicators for operational robustness of rosters should support the operator in the
assessment of thetability of its rostering system. Performance indicators for operational robustness
of rosters should at least measure how often a rostered crew pairing for a duty period is achieved
within the planned duration of that duty period. Crew pairing meansewsi positioning and flights

for crew members in one duty period.
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ICAO DOC 9966 MANUAL FOR THE OMERE OF FATIGUE MANEMENT APPROACHES

Further guidance on FRM processes, appropriate fatigue managententuriderlying scientific
principles and operational knowledge may be found in ICAO Doc 9966 (Manual for the Oversight of
Fatigue Management Approaches).

AMC1 ORO.FTL.120(b)(Fatigue risk management (FRM)
CAT OPERATORS FRM®0O

(@ ¢ KS 2 LIS NJpali& SHoud identifg all the elements of FRM.
(b) The FRM policy should define to which operations FRM applies.
(c) The FRM policy should:

(1) reflect the shared responsibility of management, flight and cabin crew, and other involved
personnel;

(2) statethe safety objectives of FRM;
(3) be signed by the accountable manager;

(4) be communicated, with visible endorsement, to all the relevant areas and levels of the
organisation;

(5) declare management commitment to effective safety reporting;
(6) declare nanagement commitment to the provision of adequate resources for FRM;
(7) declare management commitment to continuous improvement of FRM,;

(8) require that clear lines of accountability for management, flight and cabin crew, and all
other involved personnere identified; and

(9) require periodic reviews to ensure it remains relevant and appropriate.

AMC2 ORO.FTL.120(b)(Batigue risk management (FRM)
CAT OPERATORS FRICZIMENTATION

The operator should develop and keep current FRM documentation thatidesand records:

(1) FRM policy and objectives;
(2) FRM processes and procedures;
(3) accountabilities, responsibilities and authorities for these processes and procedures;

(4) mechanisms for ogoing involvement of management, flight and cabin crew merspand all
other involved personnel,

(5) FRM training programmes, training requirements and attendance records;

(6) scheduled and actual flight times, duty periods and rest periods with deviations and reasons for
deviations; and

(7) FRM outputs includinfindings from collected data, recommendations, and actions taken.
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SCIENTIFIC METHOD
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the 17th century consisting in systematic observation, measurement, and experiment, and the
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A scientific study may be required as an element of proactive fatigue hazard identification. Such a study
should be basean scientific principles, i.e. use the scientific method. That means that the study
should consist of the following elements as applicable to each individual case:

(@) anintroduction with a summary and the description of the study design, methodsesuits;

(b) astatement of the hypothesis being tested, how it is being tested and a conclusion as to whether
the hypothesis was found to be true or not;

(c) adescription of the data collection method and tools, e.g. the sensitivity of the activity ongnit
further information on any model and its limitations and how it is being used as part of the study;

(d) a description of how the study subjects were selected and how representative of the crew
member population the study group is;

(e) adescription ofhe rosters the study participants have worked containing data such as e.qg. flight
and duty hours, number of sectors, duty start/finish times;

(f)  reports on mean sleep duration and efficiency and data for other standard measures (e.qg. sleep
timing, selfrated sleepiness/fatigue, sources of sleep disruption, performance, safety);

(g) adescription of how sleep and the other measures varied across the roster (k&-day) and
where and why minimum sleep occurred;

(h) statistical data analysis to testeétypothesis; and

()  the explanation of how the study results have been used to influence the design of the roster or
other fatigue mitigations.

AMC1 ORO.FTL.120(b)(#atigue risk management (FRM)
CAT OPERATORS IDEIEATION OF HAZARDS

The operator bBould develop and maintain three documented processes for fatigue hazard
identification:

(@) Predictive

The predictive process should identify fatigue hazards by examining crew scheduling and taking
into account factors known to affect sleep and fatiguedaheir effects on performance.
Methods of examination may include, but are not limited to:

(1) operator or industry operational experience and data collected on similar types of
operations;

(2) evidencebased scheduling practices; and
(3) bio-mathematical models.

(b) Proactive
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The proactive process should identify fatigue hazards within current flight operations. Methods
of examination may include, but are not limited to:

(1) selfreporting of fatigue risks;
(2) crew fatigue surveys;
(3) relevant flight and cabin creperformance data;
(4) available safety databases and scientific studies; and
(5) analysis of planned versus actual time worked.
(c) Reactive

The reactive process should identify the contribution of fatigue hazards to reports and events
associated with potential egative safety consequences in order to determine how the impact
of fatigue could have been minimised. At a minimum, the process may be triggered by any of
the following:

(1) fatigue reports;

(2) confidential reports;

(3) audit reports;

(4) incidents; or

(5) flight data monibring (FDM) events.

AMC2 ORO.FTL.120(b)(#atigue risk management (FRM)

CAT OPERATORS RESBESSMENT

An operator should develop and implement risk assessment procedures that determine the probability
and potential severity of fatigueelated events anddentify when the associated risks require
mitigation. The risk assessment procedures should review identified hazards and link them to:

(a) operational processes;

(b) their probability;

(c) possible consequences; and

(d) the effectiveness of existing €4y barriers and controls.

AMC1 ORO.FTL.120(b)($atigue risk management (FRM)

CAT OPERATORS RIHKGATION

An operator should develop and implement risk mitigation procedures that:

(a) select the appropriate mitigation strategies;
(b) implement themitigation strategies; and

(€ Y2YAU2NI 0KS &0NXGS3IASEAQ AYLX SYSyGlrdAizy FyR

Updated: March 2019 Pagel94



EASA Decision Consolidated AMC & GM t#annexlll (PartORQ

ORO.FTL

AMC1 ORO.FTL.120(b)(®atigue risk management (FRM)
CAT OPERATORS FRKFEFX ASSURANCE PBSE®

The operator should develop and maintain FRM safety assurancessexto:

@)

(b)

(©)

provide for continuous FRM performance monitoring, analysis of trends, and measurement to
validate the effectiveness of the fatigue safety risk controls. The sources of data may include,
but are not limited to:

(1) hazard reporting and investigatis;
(2) audits and surveys; and
(3) reviews and fatigue studies;

provide a formal process for the management of change which should include, but is not limited
to:

(1) identification of changes in the operational environment that may affect FRM;
(2) identification ofchanges within the organisation that may affect FRM; and

(3) consideration of available tools which could be used to maintain or improve FRM
performance prior to implementing changes; and

provide for the continuous improvement of FRM. This should inclideis not limited to:

(1) the elimination and/or modification of risk controls have had unintended consequences
or that are no longer needed due to changes in the operational or organisational
environment;

(2) routine evaluations of facilities, equipment, docuntation and procedures; and

(3) the determination of the need to introduce new processes and procedures to mitigate
emerging fatigueelated risks.

AMC1 ORO.FTL.120(b)(PRatigue risk management (FRM)
CAT OPERATORS FRUINMETION PROCESS

FRM promotion processes should support the-gming development of FRM, the continuous
improvement of its overall performance, and attainment of optimum safety levels.

The following should be established and implemented by the operator as part of its FRM:

@)

(b)

training programmes to ensure competency commensurate with the roles and responsibilities
of management, flight and cabin crew , and all other involved personnel under the planned FRM;
and

an effective FRM communication plan that:
(1) explains FRNolicies, procedures and responsibilities to all relevant stakeholders; and

(2) describes communication channels used to gather and disseminate-rélgfdd
information.
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SECTION 2
Commercial Air Transport Operators

REPORTING TIMES

The operator should specify reporting times taking into account the type of operation, the size and
type of aircraft and the reporting airport conditions.

REFERENCE TIME

Thestati AYS 2F GKS C5t Ay GKS GFrofS NBFSNAR (2 GKS
the point of departure, if this point of departure is within éh@ur wide time zone band around the
local time where a crew member is acclimatised.

AMC1 ORO.FT205(f) Flight Duty Period (FDP)

UNFORESEEN CIRCUMEES IN ACTUAL FOIGHERATIONS/ haa! b59wQ{ON5L{/ w9 ¢L
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into consideration the shared responsibildfmanagement, flight and cabin crew in the case of
dzy T2 NB&aSSy OANDdzraidlyOSad ¢KS SESNOA&S 2F 02
exceptional and should be avoided at home base and/or company hubs where standby or
reserve crew members should be dable. Operators should asses on a regular basis the series
2F LI ANARYIE 6KSNB O2YYIFIYRSNDa RAAONBGAZY KI &
inconsistencies in their rostering.

b ¢KS 2LISNI i2NRa LRt AOe 2y OlkkXsafdty\estiNg, espétialliy ONB G A
in the: case of an egtendegl FDP or reduped rest f:ll’ld AshouIdAtake duevcon§ideratior1 of aintional
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(1) WOCL encroachment;

(2) weather conditions;

(3) complexity of the operation and/or airport environment;
(4) aeroplane malfunctions or specifications;

(5) flight with training or supervisory duties;

(6) increased number of sectors;

(7) circadian disruption; and

(8) individual conditions of affected cremembers (time since awake, sleegated factor,
workload, etc.).
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The maximum basic daily FDP that results after applying ORO.FTL.205(b) should be used to calculate
the limitsofc YI Y RSNRA RAAONBGA2YyTI AT O2YYIFIYyRSNID& RAA&O!I
extended under the provisions of ORO.FTL.205(d).

AMCL ORO.FTL.2{c) Flight times and duty periods
POSTLIGHT DUTIES

The operator should specify paBight duty times &king into account the type of operation, the size
and type of aircraft and the airport conditions.

ROSTERING OF RESERVE

LyOf dzZRAYy3d NBaSNWBS Ay | NRAUGSNE |faz2 NBFSNNBR (2
result in a duty period may not retrospectively be considered as part of a recurrent extended recovery
rest period.

MINIMUM REST PERI@DHOME BASE IF S\ BIE ACCOMMODATIGNPROVIDED

An operator may apply the mimium rest period away from home base during a rotation which

AyOf dzRSa I NBad LISNA2R Fd I ONBg YSYOoSNRa K2YS ¢
rest at his/her residence, or temporary accommodation, because the operator provides suitable
acommodation. This type of roster is known as "baa#back operation".

AMC1 ORO.FTL.235(li}est periods
MINIMUM REST PERI@WAY FROM HOME BASE

The time allowed for physiological needs should be 1 hour. Consequently, if the travelling time to the
suitableaccommodation is more than 30 minutes, the operator should increase the rest period by
twice the amount of difference of travelling time above 30 minutes.

AMC1 ORO.FTL.24Butrition
MEAL OPPORTUNITY

(@) The operations manual should specify the minimum duration of the meal opportunity, when a
meal opportunity is provided, in particular when the FDP encompasses the regular meal
windows (e.g. if the FDP starts at 11:00 hours and ends at 22:00 hours mealunytpes for
two meals should be given).

(b) It should define the time frames in which a regular meal should be consumed in order not to
Ff GSNJ GKS KdzYtry ySSRa FT2N) ydziNARGA2Y SAGK2dzi |
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AMC1 ORO.FTL.25Batigue mangement training
TRAINING SYLLABUSIGNE MANAGEMENT THRNG

The training syllabus should contain the following:

(a) applicable regulatory requirements for flight, duty and rest;

(b) the basics of fatigue including sleep fundamentals and the effects of distuttingircadian
rhythms;

(c) the causes of fatigue, including medical conditions that may lead to fatigue;

(d) the effect of fatigue on performance;

(e) fatigue countermeasures;

()  theinfluence of lifestyle, including nutrition, exercise, and family life, on fatigue;
(g) familiarity with sleep disorders and their possible treatments;

(h)  where applicable, the effects of long range operations and heavy short range schedules on
individuals;

(i) the effect of operating through and within multiple time zones; and

(H  the crew member responsility for ensuring adequate rest and fitness for flight duty.
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