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III. DRAFT OPINION PART-OR 

ANNEX 1 TO IMPLEMENTING REGULATION 

 

Part Organisation requirements (OR) 

 

 

General comments raised (NAAs, 

Industry):  

1. Rule structure – no added value, 
no safety dividend 

2. Scope of PART.OR not defined 

3. Performance based rulemaking – 
legal uncertainty, non-level playing 
field  

4. Part 145/M/147 are not addressed 

5. AFTTO missing   

6. Single approval concept – should 
not be mandatory – organisations 
should be able to choose. 

 

Regarding general comments: 

1. The new rule structure is proposed to 
improve efficiency and to avoid 
inconsistencies,  

2. The scope will be defined in the cover 
regulation). 

3. These comments are specifically 
addressed in AR.GEN.120 and 
OR.GEN.120.  

4. Regulation (EC) No. 2042/2003 will 
be aligned with the new rules 
structure as the result of rulemaking 
task MDM.047. 

5. AFTTO requirements will be 
elaborated with rulemaking task 
MDM.003. 

6. Accepted: Based on comments 
received on Appendix I to Part-AR, 
the EASA Standard organisation 
approval certificate has been 
removed. The recommendations of 
the CorA report can be implemented 
without imposing a single organisation 
certificate.  

 

  

SUBPART GEN - General requirements 

SECTION I– GENERAL 

 

    

OR.GEN.0101 Scope 
 Paragraph on scope added for consistency 

with Part-AR. In the final version, this will be 

transferred to the cover regulation Part-OR. 

  

This Regulation establishes: 

(a) The common technical requirements for the 

organisation and management system of: 

(1) air operators of aircraft referred to in article 

4(1)(b) and (c) of Regulation (EC) No 

216/2008 , involved in the operation of 

complex motor-powered aircraft and/or 

commercial operations; 

(2) pilot training organisations and aero-medical 

centres involved in the qualification of the 
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personnel referred to in article 7 of Regulation 

(EC) No 216/2008; 

(b) The conditions for issuing, maintaining, amending, 

limiting, suspending or revoking the certificates for 

commercial air operators, training organisations 

and aero-medical centres; 

(c) The conditions in accordance with which non-

commercial operators of complex motor-powered 

aircraft shall declare their capability and means to 

discharge their responsibilities associated with the 

operation of aircraft. 

(d) The certification of flight simulation training 

devices referred to in article 7 of Regulation (EC) 

No 216/2008. The certification of flight simulation 

training devices and common technical 

requirements for the organisation and management 

system of organisations operating and using those 

devices. 

 

OR.GEN.010501Competent authority 
Comments raised (NAAs) to claim that: 

1. there is no definition of competent 
authority in PART.AR ; 

2. it should be clarified in PART.OR 
that requirements are only 
applicable to OPS, ATO and FCL;.  

3. the competent authority needs to 
be defined in PART.AR. This would 
avoid having to deal with FSTDs in 
PART.OR, as these are products 
and not organisations.  

 

1. Partially accepted: further guidance 
on competent authority in the 
context of cooperative oversight will 
be included in PART.AR.   

2. Noted: The scope of Part-OR will be 
defined in the cover regulation. 
Initially, it will apply to OPS and FCL 
only. 

3. The determination of the competent 
authority is directly relevant to 
organisations. It is important to deal 
with FSTDs in this paragraph as to 
properly define the competent 
authority for all types of ATOs. 
Having this information included in 
PART-AR would make it more difficult 
to identify for organisations. 

 

Regulation (EC) 216/2008: 

OPS: Article 8(b) 

FCL: Article 21 

 

 

(a) For the purpose of this Part, the competent authority 

certifying or receiving the declaration shall be: 

 Text amended to differentiate between the 

competent authority responsible for the 

certificate/declaration and the competent 

authority overseeing activities for which it 

does not issue the certificate/has not 

received the declaration.  

 

The text has been further amended to align 

  



Part-OR 

Page 20 of 612 

A: Rule B: Summary of comments C: Response D: Source ref. and 

compliance 

E: ICAO ref. and 

compliance 

with amended version of GM1-OR.GEN.101. 

(1) In the case of organisations:   

(i) for organisations having their principal place 
of business in a Member State, the authority 
designated by that Member State; 

  

(ii) for organisations having their principal place 
of business located in a third country, the 
Agency. 

Several comments raised (Industry):  

1. For airlines: it should be where 
airlines have the majority of 
flights and must comply EC 
1008/2008  

2. should be where the company 
is registered, otherwise it will 
be difficult for Competent 
Authorities  to take 
enforcement measures  

3. the head office of an 
organisation or, if any, its 
registered office must also be 
included in the definition 
(management personnel is not 
static) 

4. non profit organisations: 
Replace business by activity: 
"business" is too near to the 
term "commercial".  

 

 

1. Noted: For airlines, the definition 
contained in Regulation (EC) No. 
1008/2008 takes precedence.  

2. Noted: The competent authority may 
take enforcement measures for all 
certificates it has issued, regardless of 
where the company is registered.  

3. Not accepted: For safety oversight, the 
location of management personnel is 
more relevant than the location of the 
registered office. 

4. Not accepted: The term “business” is to 
be understood as not excluding activities 
performed in a non-profit environment 
(business in the sense of activity).  

 

  

(2) In the case of Flight Simulation Training Devices 

(FSTDs) 

  

(i) For FSTDs used by training organisations 

certificated by the Agency, or FSTDs located 

outside the territory of the Member States or 

FSTDs located within the territory of the 

Member States, if so requested by the 

Member State concerned, the Agency;the 

Agency, for:  

 - FSTDs located outside the EU;  and  

 - FSTDs located within the EU and 

operated by organisations having their 

principle place of business outside the 

EU; 

 

  

(ii) In all other cases, the authority designated by 

the Member State where the training 

organisation using the FSTD has its principle 

place of business.for FSTDs located within 

the EU and operated by organisations 

having their principal place of business 

Several comments raised (mainly Industry 

+ a few NAA):  

1. need to separately deal with FSTD 
users and operators 

2. the authority competent for the 
ATO using the FSTD should be the 
competent authority for the FSTD 

3. the Agency should have bilateral 
agreements in place for FSTDs 
located in third countries 

1. Not accepted: The NPA text is in line 
with Basic Regulation Article 21.2. The 
NPA foresees already separate 
organisation requirements for Approved 
Training Organisations’ (FSTD Users) 
and ‘Additional requirements’ for ATOs 
providing training in FSTDs’ (FSTD 
Operators) 

2. Not accepted. The competent authority 
for the FSTD will be the same as for the 
organisation which is operating the 
FSTD. If the FSTD is located outside the 
EU the competent authority is the 
Agency. 

3. The conclusion of bilateral agreements is 
not within the remit of the Agency. The 
negotiation process could be supported 
by the Agency.  A bilateral agreement 
for the acceptance of FSTD qualifications 
presumes as a basis a standardisation of 
requirements and rules which is not the 
case yet with third countries. 
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within the EU, the authority designated 

by the Member State where the 

organisation operating it has its principle 

place of business, or the Agency, if so 

requested by the Member State 

concerned. 

(b) For the purpose of this Part, principal place of business is 

intended to mean the organisation site from which the 

majority of the organisation’s management personnel 

specified in OR.GEN.210 directs, controls or co-ordinates 

its operational activities, ensuring that the organisation 

complies with the requirements of this Part. 

 This definition has been transferred to 

OR.GEN.110 “Definitions” and will be 

included in the cover regulation. 

  

     

OR.GEN.010110Definitions 
1. In general, comments raised 

(Industry and NAAs) indicated 
the need to add a series of 
additional definitions for terms 
such as organisation, hazard, 
compliance monitoring, risk 
management, etc… 

2. Other comments requested the 
creation of a dedicated Part or 
regulation to contain a 
comprehensive and exhaustive 
list of terms and all definitions, 
for easy access and to avoid 
duplication.  

3. A significant number of 
comments (mainly Industry + a 
few NAAs) requested the need 
for definitions for: 

a. small organisations in line 
with JAR OPS AMC 1.035,  

b. small operators  

c. small ATOs. 

1. Noted: Only in cases where the 
literal meaning / usual dictionary 
definition does not apply, terms 
will be specifically defined. All 
definitions will be included in the 
cover regulation to Part-OR.  A 
definition for “organisation” is now 
added; it is based on the one in 
Regulation (EC) 2042/2003 Article 
2. 

2. Not accepted: EU legal drafting 
principles mandate that definitions 
be part of the relevant cover 
regulation to each Part. 

3. Noted: Criteria for determining 
when an organisation (operator, 
ATO) shall be considered as small 
(now: non-complex) will be 
defined as part of the AMCs to 
OR.GEN.200 “Management 
System”. For specific types of 
organisations, the applicable 
subpart will then provide more 
specific criteria.  

 

  

Within the scope of this regulation, the following 

definitions shall apply:  

 When drafting the Opinion, this will be 

transferred to the cover regulation for Part-

OR and will be completed with definitions 

used in the implementing rules of all 

subparts to Part-OR. 

  

For the purpose of this Part, the following definitions shall apply: Some comments (Industry and NAA) were 

requesting the transfer of ATO/FSTD 

specific definitions to Subpart ATO or CS-

Noted: All definitions will be included in the 

cover regulation to Part-OR, and OR.GEN.110 

will be deleted from Section 1. 
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FSTD.  

(a) FSTD User means the organisation or person requesting 

training, checking or testing through the use of an FSTD 

to an ATO.. 

  

(b) FSTD Qualification means the level of technical ability of 

an FSTD as defined in the compliance document. 

  

(c) Qualification Test Guide (QTG) means a document 

designed to demonstrate that the performance and 

handling qualities of an FSTD represent those of the 

aircraft, class of aeroplane or type of helicopter, 

simulated within prescribed limitsare within 

prescribed limits with those of the aircraft and that all 

applicable requirements have been met. The QTG 

includes both the aircraft the data of the aircraft, class 

of aeroplane or type of helicopter and FSTD data used 

to support the validation. 

  

(d) Flight instructor means an instructor with the privileges to 

provide training in an aircraft, in accordance with Part-

FCL. 

  

(e) Flight simulation training devices (FSTD) means. aA 

training device which is: 

  

(1) In in the case of aeroplanes, a Full Flight Simulator (FFS), 

a Flight Training Device (FTD), a Flight Navigation 

Procedures Trainer (FNPT), or a Basic Instrument Training 

Device (BITD). 

  

(2) In inthe case of helicopters, a Full Flight Simulator (FFS), 

a Flight Training Device (FTD) or a Flight Navigation 

Procedures Trainer (FNPT). 

  

(f) Other Training Device (OTD) means .aA training aid 

other than an FSTD which provides for training where a 

complete flight deck or cockpit environment is not 

necessary. 

  

(g) Basic Instrument Training Device Model (BITD Model) 

means aA defined hardware and software combination, 

which has obtained a BITD qualification. 

1. Several comments raised 
(Industry) to indicate that the 
FSTD definition does not allow 
adoption of future ICAO criteria for 
FSTDs (ICAO Doc 9625 Edition 3 
only uses the term FSTD). 

 

2. Specific comments raised 
(Industry) regarding BITD and QTG 
indicating that the definitions 
deviate from JAR-FSTD and Book 2 
Subpart C Aeroplane Flight 
Simulation Training Devices).  

1. + 2. Noted: A new rulemaking task has 

been initiated to implement ICAO Doc. 9625 

(cf. task FCL.007).  

 

 

 

 

 

The definition for QTG has been amended for 

better clarity.“Limits” includes tolerances and 

correct trend and magnitude (CT&M). 

 

 

 

 

 

 

The definition for OTD has been amended for 

consistency with other changes made 

throughout Part-OR. Flight deck and cockpit 

are in principle interchangeable:  

• Flight deck is the more modern 
expression, related to (large) 
aeroplanes 

• Cockpit is specific to helicopters or 
small aeroplanes. 
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(d) new definition added following review of 

comments related to approved flight test 

training organisations.  

 

 

 

 

 

 

 

 

 

(ih) Organisation means a natural or legal person, or 

part of a legal person, established at one or more 

than one location, whether or not within the 

territory of the Member States. 

 New definition added. It is based on the one 

already used in Regulation (EC) No 

2042/2003. 

  

(ji) For the purpose of this Part, pPrincipal place of business 

is intended to meanmeans the head office or 

registered office of the organisation within which 

the principal financial functions and operational 

control of the activities referred to in this Part are 

exercised.is intended to mean the organisation site from 

which the majority of the organisation’s management 

personnel specified in OR.GEN.210 directs, controls or co-

ordinates its operational activities, ensuring that the 

organisation complies with the requirements of this Part. 

1. One comment claimed (NAA) that 
organisations should indicate their 
principal place of business in the 
application for an organisation 
approval.  

2. It was also claimed (1 NAA 
comment) that a freezing period 
should be established for not 
changing the principal place of 
business immediately after the 
approval.  

3. Finally, it was commented that the 
definition of principal place of 
business should not be duplicated 
(comment raised by airlines and 
several NAAs).  

 

 

1. Partially accepted: It is up to the 
competent authority to confirm the 
principal place of business based on 
the application package. It cannot 
just take the information provided by 
the applicant as granted. As 
competent authorities may have 
defined different application forms 
and different systems to process 
these, it may have an impact on their 
administrative systems to impose a 
common format for the application 
form. 

2. Not accepted: It is not possible to 
mandate a freezing period of the 
principal place of business in an 
implementing rule. In case of change 
in the principal place of business, a 
new application has to be made. 

3. Accepted: Having the definition in 
OR.GEN will allow deleting it from the 
relevant subparts, also in view of 
aligning airworthiness regulations with 
the new rule structure. The same 
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definition will apply to all subparts. 
The definition has been replaced by 
the one adopted with the latest 
amendments to Regulations (EC) No. 
1702/2003 and 2042/2003 (amending 
Reg. No. 1194/2009 and 127/2010) 
to ensure consistency throughout 
different regulations. 

OR.GEN.015115 Application for an organisation 

certificate 

1. One comment raised (NAA) to 
indicate that the title is not specific 
and should read “application for an 
organisation approval or 
certificate”, with “certificate” being 
the preferred option, as only this 
term is defined in the basic 
Regulation.  

2. One comment raised (NAA)  to 
express disagreement with the 
single organisation approval 
concept and to request further 
clarification on how this paragraph 
fits with specific requirements in 
the applicable subparts (e.g. it is 
not clear whether for AOC, a 
separate application is required). 

1. Accepted: Title changed by adding 
“for an organisation certificate”. Only 
the term “certificate” will be used, in 
line with the definition contained in 
BR Article 3(e) that encompasses 
“approval”.   

 

 

2. Accepted: See also comments 
received on Appendix I “EASA 
Standard Organisation Certificate”, 
which is now deleted. A reference to 
requirements in the applicable 
Subparts is added.  

Regulation (EC) 216/2008: 

OPS: Article 8(b) 

FCL: Article 7.3 

 

 

Annex 6 Part I  § 

4.2.1.3 

Annex 6 Part III § 

2.2.1.3 

(a) An application for an organisation napproval certificate 

or an amendment toof an existing approval certificate 

shall be made in on a form and in a manner established 

by the competent authority, taking into account the 

applicable requirements of Regulation (EC) No 

216/2008 and its implementing rules. 

1. A significant number of comments 
(NAAs) indicated the need for a 
standard organisation approval 
application form or at least for an 
AMC or GM to ensure 
harmonisation.  

2. One comment (Industry) indicated 
that this paragraph is not 
consistent with the fact that the 
AMC to OR.ATO.015 contains the 
application form for approval of a 
training organisation.  

1. Noted: as agreed with the Review 
Group, no standard application form 
is proposed, as such form may 
conflict with more specific instructions 
defined in the applicable subparts. 
Moreover, imposing a standard 
application form may have an impact 
on competent authorities as they 
would need to adapt their procedures 
and systems. 

 

2. Accepted: text changed to indicate 
that the application forms defined in a 
Subpart/AMC shall be used if 
applicable.  

 

 

  

(b) Applicants for an initial approval certificate shall provide 

the competent authority with documentation 

demonstrating how they will comply with the 

requirements established in in Regulation (EC) No 

216/2008 and its implementing rulesthis Part. and 

associated acceptable means of compliance adopted by 

the Agency.Such documentationshall include a 

procedure describing how changes not requiring 

1. Several commenters (NAAs) 
indicated that compliance with 
requirements was not limited to 
this Part alone.  

2. A series of comments  (NAAs) 
indicated that the reference to 
AMCs adopted by the Agency 
needed further clarification and 

1. Accepted: The text is changed to 
indicate that compliance may need to 
be established with other Parts. 
“Approval” replaced by “certificate” to 
ensure consistency. 

 

2. Not accepted. The status of AMCs 
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prior competent authorityapproval will be managed 

and notified to the competent authority. 

proposed an additional paragraph 
to clarify the status of AMCs. 

 

cannot be described in this paragraph. 
Further clarification is provided with 
OR.GEN.120. 

As agreed with the Review Group, the 

reference to acceptable means of 

compliance has been deleted.  

The last sentence is added for 

consistency with AR.GEN.330(c). 

OR.GEN.1020Acceptable  MMeans of cCompliance 
This paragraph received a large number of 

comments, both from NAAs and from 

Industry, summarised below:  

1. The responsibility for reviewing 
and approving alternative AMCs 
should not be with the NAAs, 
but with EASA. 

2. Organisations shall only 
implement alternative AMCs 
following formal approval by 
EASA.  

3. Alternative AMCs shall be made 
available to all stakeholders. 

4. The one month delay for NAAs 
to “approve” the alternative 
AMCs is too short.  

5. The existence of different 
alternative AMCs will result in a 
non level playing field.  

6. Alternative AMCs may 
constitute intellectual property 
and need to be protected. 

A significant portion of comments relate to 

AR.GEN.120 and are considered 

in AR.GEN. Section 1.  

1. + 2. Not accepted: Member States’ 
competent authorities remain 
responsible for approving alternative 
means of compliance. The Agency will 
only approve those alternative means 
of compliance for which it is the 
competent authority. An alternative 
means of compliance does not require 
Agency approval before being 
approved by the competent authority. 

3. Partially accepted: The competent 
authority shall make publicly available 
the basic information on the 
alternative means of compliance it 
has approved (cf. AR.GEN.120). 

4. Accepted: the delay has been deleted 
(PART-AR).  

5. Noted: This is already the case today. 
AMCs are non binding and even 
without the provisions proposed with 
Parts AR and OR, competent 
authorities can accept alternative 
means of compliance. The Agency 
proposal aims to define a 
standardised process to deal with 
these alternative means of 
compliance. 

6. Noted: In most cases, the documents 
to be provided in support of 
alternative means of compliance 
proposed by applicants do not require 
a level of detail that could disclose 
intellectual property. Should this be 
the case, the general rules on 
protection of such property will apply. 

The title is changed to “Means of Compliance”, 

for consistency.  

 

Regulation (EC) 216/2008 

Applicants: Articles 5.5; 

7.6 and 8.5  

 

Role of the Agency:  

Articles 10 and 24 

Annex 6 Part I  § 

4.2.1 

 

Annex 6 Part III § 

2.2.1 

(a) Alternative means of compliance to those adopted 

by theAgency may be used by an organisation to 

establish compliance withRegulation (EC) No 

 Following advice from the Review 

Group, some general provisions on 

AMCs have been added as an 
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216/2008 and its implementing rules. introduction.  

 

 

(ba) When an organisation subject to certificationwishes to 

use an alternative means of compliance to that 

adopted by the Agency to establish compliance with 

Regulation (EC) No 216/2008 and its implementing 

rules the implementing rules other than those adopted 

by the Agency, it shall, prior to implementing themit, 

provide the competent authority with a full description of 

the alternative means of compliance. The description 

shall , include including any revisions to manuals or 

procedures that may be relevant, as well as an  safety 

assessment demonstrating that the safety objectives set 

out in the implementing rules are met. 

 

1. Terminology: Some comments 
(NAAs) claimed that it should read 
“Alternative acceptable means of 
compliance”.  

 

2. Safety assessment should be 
replaced by risk assessment.  

 

1. Not accepted: At the time the 
alterative means is proposed, it is not 
known whether it will be acceptable. 
“of compliance” has been added to 
ensure consistency (it should always 
be possible to substitute the term by 
its acronym “AMC”). 

2. Partially accepted: To avoid 
misunderstandings, the term “safety” 
has been deleted. 

“subject to certificationcertified” 

added (organisation) to distinguish 

this case from the case of 

organisations subject to declaration 

only.  

 

  

 (b) The organisation may implement these 

alternative means of compliance sSubject to 

notification by the competent authority, as prescribed in 

AR.GEN.020120(c)., the organisation may implement 

these alternative means of compliance. 

It is seen as problematic by Industry that 

organisations implement alternative AMCs 

notified by the competent authority which 

may subsequently be challenged by EASA.   

Not accepted: There is no double approval of 

alternative means of compliance. Only 

competent authorities can accept alternative 

means of compliance. 

The review of the alternative means of 

compliance by the Agency has a double 

purpose: 

• first, to standardise the 
competent authorities, and make sure 
that the rules and procedures are 
complied with; 

• second, to asses if the 
alternative means of compliance 
should be generally available and be 
given a presumption of compliance, 
as Agency AMCs. 

If the Agency considers that a certain 

alternative means of compliance that was 

approved by a competent authority is not 

correct, it can not revoke it directly – this 

falls under the competence of Member 

States. What the Agency will do is use the 

standardisation mechanisms given by the 

Basic Regulation and Commission Regulation 

(EC) No 736/2006. 
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(c) An organisation required to declare its activity shall 

notify the competent authority when it uses 

alternative means of complianceto establish 

compliance with Regulation (EC) No 216/2008 and 

its implementing rules. 

 New subparagraph added to deal specifically 

with organisations subject to declaration. 

An additional change was made by merging 

previous subparagraphs (b) and (c), so as to 

group provisions applicable to certified 

organisations.  

  

OR.GEN.025125Terms of approval and privileges of an 

organisation 

Regulation (EC) 216/2008: 

OPS: Article 8(b) 

FCL: Article 7.3 

 

 

 

The privileges and scope of the activities that an organisation is 

approved to conduct shall be specified in the terms of its 

approval. 

A certified organisation shall comply with the scope and 

privileges defined in the terms of approval attached to the 

organisation’s certificate. 

Only a few (7) comments were made for 

this paragraph (2/3 Industry, 1/3 NAAs):  

1. it should be part of AR and not of 
OR, as it does not relate to 
organisations  

2. a specific AMC needed to clarify 
terms of approval  

3. approval not defined in Basic 
Regulation, should be replaced by 
certificate  

 

 

1. Accepted: The text is transferred 
to Part-AR: “The privileges and 
scope of activities that an 
organisation is certified to conduct 
shall be specified in the terms of 
approval attached to the 
organisation’s certificate.” New 
text added to address the 
organisation perspective.  

2. Not accepted, the amended text is 
self explanatory, it is mirroring the 
corresponding paragraph that will 
be added to Part-AR. AR.GEN.310 
will be amended to explain the link 
between the terms of approval 
and the approval certificate. 

3. Noted: Approval is used when 
referring to the process of 
approving, whereas certificate will 
be used to refer to the document 
attesting the approval. 
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OR.GEN.030130Changes to organisations subject to 

certification to the organisation’s approval 

 General changes:  

• Title changed to clarify this does not 
apply to declared organisations. 

• Text changed to use 
“certificate”/”certification” instead of 
“approval” for consistency with 
changes made to the remaining 
paragraphs of OR.GEN.  

The first paragraph dealing with 

management of changes is removed 

following feedback from the OPS Review 

Groups; it overlaps with the related 

requirements in OR.GEN.200 (cf. AMC1 

OR.GEN.200(a) 1-5 § 2 and AMC1 

OR.GEN.200(a)(3) § 5).  

Paragraph (a) and the second sentence of 

paragraph (b) are now incorporated into 

GM1-OR.GEN.130(a). The text is further 

amended for consistency with 

OR.OPS.AOC.025. 

 

  

(a) Any change affecting: 

(1) the scope of the certificate or the terms of 

approval of an organisation; or 

(2) any of the elements of the organisation’s 

management system as required in 

OR.GEN.200 shall require prior approval by the 

competent authority. 

Regulation (EC) 216/2008: 

OPS: Article 8(b) 

FCL: Article 7.3 

Annex 6 Part I  § 

4.2.1.4 

Annex 6 Part III § 

2.2.1.4 

Changes not requiring prior approvalare those determined 

by the competent authority in accordance with 

AR.GEN.310(c). All other changes, as well as all changes 

that affect the certificate or the terms of 

approval/approval schedule attached to it, require prior 

competent authority approval as defined in (b). 

Aanapproved or certified organisation shall notify the competent 

authority of any proposed change to the organisation that affects 

the approval. before any such change takes place., in order to 

enable the competent authority to determine continued 

compliance with this Part and to amend, if necessary, the 

organisation approval certificate   

(b) Changes requiring prior approval: 

 For any changes requiring prior approval in 

accordance with Regulation (EC) No 216/2008 and 

its implementing rules a certified organisation shall 

apply  for and obtain an approval issued by the 

competent authority. The application shall be 

submitted before any such change takes place, in 

1. More than 50% of the comments 
(Industry) on OR.GEN.030 relate to 
the backdated suspension/ 
revocation of the approval, 
claiming that: 

• The use of the word “shall” makes 
this disposition too strong (also not 
appropriate for changes improving 
the level of safety) 

• The backdated action on the 
approval is not always feasible 

• Backdated action on the certificate 
creates liability issues  

• Limitation has been omitted as one 
possible action on the certificate. 

 

2. A significant number of comments 
focussed on the reference to “any 
change” being too wide and 
insisted on the need to further 
clarify (GM) what type of changes 
to consider here. 

3. Several commenters claimed that a 
link with the organisation’s safety 

1. Accepted: The reference to backdated 
action is deleted and “limitation” is 
added as one option to take action on 
the certificate.  

2. Noted: These changes will be 
determined upon initial certification 
(cf.AR.GEN.310(c)); 

3. Not accepted: change management is 
addressed in OR.GEN.200, the 
relevant provisions do not need to be 
repeated here. 

4. Partially accepted: a specific AMC is  
added to address this issue (cf. 
AMC1-OR.GEN.130 Changes  § 3). 

5. Not accepted: the effects of failure to 
notify the competent authority must 
be stated in Part-OR to ensure legal 
certainty.  

6. Noted: This depends on the 
competent authorities’ internal 
procedures and charging schemes, it 
cannot be included in Part-OR.  

7. Not accepted: The possibility to take 
immediate action is established as 
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order to enable the competent authority to 

determine continued compliance with Regulation 

(EC) No 216/2008 and its implementing rules and 

to amend, if necessary, the organisation certificate 

and related terms of approval attached to it.  

 The organisation shall provide the competent 

authority with any relevant documentation. 

 The change shall only be implemented upon receipt 

of formal approval by the competent authority. 

 The organisation shall operate under the conditions 

prescribed by the competent authority during such 

changes, as applicable. 

(c) Changes not requiring prior approval: 

 All changes not requiring prior approval shall be 

managed and notified to the competent authority as 

defined in the procedure approved by the 

competent authority in accordance with 

AR.GEN.310 (dc). 

management system needed to be 
made in relation to changes.  

4. Other commenters requested that 
the case of unforeseen changes in 
personnel be considered. 

5. A few comments were raised to 
claim that these requirements, and 
in particular paragraph (c) should 
be transferred to PART.AR. 

6. Some commenters proposed to 
foresee the possibility for 
competent authorities to approve a 
number of minor changes as one 
change, in order to save fees.  

7. Two comments raised to request 
flexibility for organisations to take 
immediate action without 
notification to the competent 
authority in order to ensure 
continuous safety of operations. 

 

part of the safety policy, any such 
action must be taken in line with the 
elements constituting the approval. 

 

In (a) a third paragraph is added to ensure 

consistency with changes made in 

AR.GEN.330. 

 

(b) The competent authority may prescribe the conditions 

under which the organisation may operate during such 

changes, unless the competent authority determines that 

the organisation approval shall be suspended. 

Cf. item 5 above  This paragraph is transferred to AR.GEN.330. 

The corresponding requirement for the 

organisation is now included under (c).  

  

(d)  Without prejudice to any additional enforcement 

measures, fFailure to inform the competent authority of 

such changes comply with the requirements in (b) 

shall result in suspension, limitation or revocation of the 

organisation’s certificate.. backdated to the actual date of 

the changes. 

Cf. item 7 above Cf. item 7 above  

Following advice of the Review Group, the 

text has been amended to limit action to 

failure to notify changes requiring prior 

approval. The reference to backdated action 

has been deleted.  
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OR.GEN.035135 Continued validity 
The majority of comments relate to two 

issues:  

1. Approvals of unlimited duration 
(mainly commented by NAAs): 

1.1. No legal basis to impose unlimited 
approvals; 

1.2. need for limited approvals to 
ensure effective control. 

2. The requirement to grant access 
(mainly commented by Industry): 

2.1. Need for more guidance related to 
contracted activities; 

2.2. Clarification required regarding 
personnel from competent 
authorities in whose territory the 
activity takes place; 

2.3. It should be clearly specified that 
access be granted solely for the 
purpose of verifying compliance; 

2.4. Access should be dealt with as a 
separate article (e.g. 
OR.GEN.040). 

1. Not accepted: There is equally no 
legal basis to impose a limited 
duration. Safety is ensured through 
continuing oversight / action to be 
taken immediately and not shortly 
before the certificate comes to 
expiration. With Regulation 216/2008 
Article 68, penalties are introduced as 
a means for competent authorities to 
exercise control. With approvals of 
limited duration there is a risk that an 
approval becomes invalid for purely 
administrative reasons.  

 

2. Partially accepted: 

2.1-3: Further clarification provided in the 

AMCs for contracted activities and on 

cooperative oversight. 

2.4: accepted : new OR.GEN.140 created 

Regulation (EC) 216/2008: 

OPS: Article 8(b) 

FCL: Article 7.3 

 

 

Annex 6 Part I  § 

4.2.1.4 

Annex 6 Part III § 

2.2.1.4 

 One commenter (Industry)  proposed that 

continued validity be applicable also in the 

case of a change in competent authority. 

Noted – no text change. 

Nothing in the rule prevents an approval 

from being transferred; however a new audit 

and the issue of a new certificate will be 

required. Mutual recognition also applies to 

audits performed by the competent authority 

having issued the certificate. Transfers need 

to be agreed by the competent authorities 

concerned on a case by case basis. 

  

(a) An organisation’s approval certificate shall be issued for 

an unlimited duration. It shallremain valid subject to: 

subject to the certificate not being surrendered, 

suspended or revoked. 

(1) the organisation remaining in compliance with 

the relevant requirements of Regulation (EC) 

No 216/2008 and its implementing rules, 

taking into account the provisions related to 

the handling of findings as specified under 

OR.GEN.150; 

(2) the competent authority being granted access 

to the organisation as defined in OR.GEN.140 

to determine continued compliance with the 

1. Several comments (NAAs) raised 
on first sentence to indicate it 
should be moved to AR.GEN.310. 

2. One commenter (NAA)  proposed 
to align with corresponding 
requirements in Part 21, 145 and 
Part M, by listing conditions that 
invalidate the certificate. 

1. Accepted: The first sentence is moved 
to AR.GEN.310(b). 

 

2. Accepted: the text has been aligned 
with M.A.715; which is more generic 
than the text in 21.A.159. 
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relevant requirements of Regulation (EC) No 

216/2008 and its implementing rules; and 

(3) the certificate not being surrendered or 

revoked. 

(b) Any person authorised by the competent authority shall 

be granted access, from the organisation, to any facility 

or document related to its activity, whether it is 

contracted or not  

Cf. item 2(d) above  Deleted from OR.GEN.035 – now as OR.GEN. 

140. 

  

(b) Upon revocation or surrender the certificate shall 

without delay be returned to the competent authority 

without delay. 

Two commenters (NAAs)  requested 

indication that the original certificate must 

be surrendered.  

Not accepted: Text is harmonised with 

existing provisions in Part 21, 145 and 147.  

Text amended for consistency . 

  

     

OR.GEN.0140 Access 
Cf. item 2(d) to OR.GEN.135  Deleted from OR.GEN.135 – now as 

OR.GEN.140 

Regulation (EC) 216/2008: 

OPS: Article 8(b) 

FCL: Article 7.3 

 

 

Annex 6 Part I 

Appendix V 1.2 

For the purpose of determining compliance with the 

relevant requirements of Regulation (EC) No 216/2008 and 

its iImplementing Rrules, Any person authorised by the 

competent authority shall be granted access, from the an 

organisation shall grant access, to any facility, aircraft, or 

document, records, data, procedures or any other material 

relevant to its activity subject to certification or declaration, 

whether it is contracted or not, to any person authorised by: 

(a1) the competent authority certifying or receiving the 

declaration; or 

(b2) the competent authority conducting oversight. 

Cf. item 2(d) to OR.GEN.135   

 

Specific comment (NAA) raised to add 

“access to aircraft”. 

New paragraph added to deal with access as 

a separate requirement.  

Accepted: aircraft added. 

Additional changes: 

• Further clarification provided in 
relation to cooperative oversight.  

• Declaration added for consistency.  

• Access to “records, data, procedures 
….” added for clarity (to align with 
Basic Regulation Article 55). 
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OR.GEN.0400145 Declaration 
1. Commenters claimed (1 NAA / 4 

Industry) that this should not be in 
PART.OR.GEN: 

• the requirement is not generic, e.g. 
not applicable to ATOs 

• relevant to OPS only 

2. A significant number of comments 
(both NAA and Industry)  indicate 
a need for  

• further clarification on the type of 
operations subject to declaration  

• a definition of the term 
“declaration”.  

1. Not accepted: this is the generic 
requirement, in the future it will be 
applicable to other areas than OPS (such 
as TCO, ATM etc…). 

 

 

 

2. Not accepted:  

• Operations subject to declaration with 
regards to organisations are clearly 
defined in Basic Regulation Article 
8.3. 

• Definitions: Only in cases where the 
literal meaning / usual dictionary 
definition does not apply terms will be 
specifically defined. All definitions will 
be included in the cover regulation to 
Part-OR.  

 

Regulation (EC) 216/2008:  

Article 8.3, 8.4(e) 

 

(a) When required to declare its activity to the competent 

authority, a person oran organisation shall: 

Several commenters (2 NAAs/1 Industry) 

requested that only organisations, not 

persons, should be addressed in PART.OR. 

Accepted: The reference to “person” has 

been deleted. In line with the definition of 

organisation that is proposed for inclusion in 

Part-OR (cover regulation), natural and legal 

persons are covered (cf. Regulation (EC) No. 

2042/2003 Article 2(i)).  

 

  

(1) provide the competent authority with allthe 

relevant information, using the form established in 

the Appendix to this PartAppendix I to this Part. 

1. Many comments raised to indicate 
that the form is missing in the 
Appendix I to PART.OR. 

2. One comment raised (NAAs) to 
indicate that in some member 
states national rules may require a 
formal application. 

3. One comment raised (NAA) to 
claim that the information 
contained in the form should be 
defined in the implementing rule. 

1. Accepted: The form is included with 
OR.OPS.041.DEC” The form will be 
included as an appendix to Part-OR.   

2. Not accepted: National rules related 
to declarations subject to Basic 
Regulation Article 8 are superseded 
by community rules when the 
Implementing Rules will be in force.  

3. Not accepted: The definition of a 
separate form instead of listing the 
information to be provided in the 
Implementing Rule will enhance 
standardisation. A form in the 
Appendix is part of the implementing 
rule. 

 

  

(2) provide the competent authority with a list of 

the alternative means of compliance used; 

 New § added following changes introduced in 

OR.GEN.120. This ensures that for 
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organisations subject to declaration only, the 

competent authority gains insight in the 

alternative means of compliance being used 

and can consider these for the definition of 

the oversight programme. 

(3) maintain compliance with the applicable 

requirements and with the information given in the 

declaration; 

    

(4) grant access to the competent authority  to 

determine continued compliance with the applicable 

requirements; 

One comment raised (NAA) to request 

further clarification on access rights.  

Noted: Access rights are already defined 

under OR.GEN.140, the provision is therefore 

deleted. 

  

(54) notify the competent authority of any changes 

affecting to its activity and its declaration or the 

acceptable means of compliance it uses through 

submission of an amended declaration. 

 Text amended to limit the notification to 

changes regarding activities subject to 

declaration only. 

Reference to means of compliance added to 

ensure consistency with changes made to 

OR.GEN.120. This includes acceptable, 

alternative and additional means of 

compliance. 

  

(b) When the organisation ceases the activity subject 

to declaration, it The organisation or person shall notify 

the competent authoritywhen it ceases all operations. 

1. Three comments raised (Industry) 
to ensure that only when the 
activity subject to declaration 
ceases, the competent authority 
must be informed.  

2. One comment raised (NAA) to add 
requirements on record keeping. 

1. Accepted: text amended. 

 

 

2. Not accepted: record keeping 
requirements defined in OR.GEN.220 
also apply to organisations subject to 
declaration. 
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OR.GEN.0450150 Findings 
1. Commenters (2/3 Industry; 1/3 

NAA) claim that findings should be 
defined : 

• either in PART.AR; 

• or in a dedicated Part to contain all 
definitions for AR/OR; 

2. One comment (Industry) proposes 
that OR.GEN.050 address the 
findings classification used for the 
organisation’s compliance 
monitoring system.  

1. Partially accepted: The description of 
findings is moved to AR.GEN.350. 

All definitions currently included in Part-AR 

and Part-OR at the level of the implementing 

rules will be transferred to the relevant cover 

regulations. 

 

2. Not accepted. Defining this in an 
Implementing Rule would not allow 
flexibility and would be contrary to 
the principle of performance based 
rulemaking. Guidance on Compliance 
monitoring is provided in AMC1 
OR.GEN.200(a)(6). 

 

Regulation (EC) 216/2008: 

OPS: Article 8(b) 

FCL: Article 7.3 

 

Annex 6 Part I  

4.2.1.8  

& 

Appendix 5 § 7.2 

 

Annex 6 Part III  

2.2.1.8  

& 

Appendix 1 § 7.2 

(a) A level 1 finding is any significant non-compliance with the 

applicable requirements of the Basic Regulation and its 

implementing rules, with the organisation’s procedures and 

manuals or the terms of an approval or certificate which lowers 

the safety standards and seriously hazards flight safety. 

  

 The following shall be considered level 1 findings:   

(1) failure to give the competent authority access to the 

organisation's facilities during normal operating hours after two 

written requests; 

These comments are addressed in 

AR.GEN.350.It is understood that the items 

in (a) (1) and (2) are non exclusive.  

  

(2) the lack of an accountable manager or nominated persons; 

or 

   

   (b) A level 2 finding is any non-compliance with the applicable 

requirements of the Basic Regulation and its implementing rules, 

with the organisation’s procedures and manuals  or the terms of 

an approval or certificate which could lower the safety standards 

or possibly hazard flight safety. 

   

(c) After receipt of notification of findings, the organisation 

shall 

 

; and 

(3) demonstrate corrective action implementation to the 

satisfaction of the competent authority within a  period agreed 

The definition of level 1 findings raised a 

significant number of comments (mainly 

from Industry): 

1. guidance required for definition of 
significant non compliance; 

2. avoid use of the word “hazard”; 
has a specific meaning for SMS, 
should be replaced by: “decreases 
safety standards and adversely 
affects flight safety”; 

3. “lack of accountable manager or 
nominated post holder” should be 
deleted or level 2 finding (too 
incisive, could also happen by 
accident or unannounced); 

4. use of “or” at the end of (2) 
misleading; 

5. lack of a nominated person itself 
does not necessary constitute a 
flight safety hazard; 

6. list of events constituting level  1 
findings is misleading, there are 
other events that constitute a level 
1 finding;  

7. definition needs to be adjusted for 
ADR/ATM/ANS; 

8. new condition should be added: 

Text amended to define more in detail the 

actions to be performed by the organisation, 

as requested by several commenters. 
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with that authority. 

 

 (c) After receipt of notification of findings raised by the 

overseeing competent authority, the organisation shall: 

(a) identify the root cause of the non-compliance; 

(b) define a corrective action plan, including short-term 

remedial action; and  

(c) and demonstrate remedial and corrective action 

implementation to the satisfaction of the competent 

authority certifying or receiving the declaration within 

a period agreed with that authority as defined in 

AR.GEN.350(d). 

refusal to accept unannounced 
ramp inspection (in line with ICAO 
SARPS). 

The definition of level 2 findings was 

commented as being overly complex and 

not in line with Part.21 definitions.  

Several comments requested that a third 

level of findings be introduced, as it is the 

case with Part.21: 

1. reference to recommendations 
already made in AMC2 to 
AR.GEN.305 (3); 

2. competent authorities should 
provide good safety advice to the 
regulated persons. 

In general, comments claimed that terms 

used be consistent with OR.GEN.200 and 

related AMCs (discrepancies, non-

compliance).  

 

An AMC was requested to: 

1. provide indications on 
implementation periods for 
corrective actions (Industry)  

2. provide clarification regarding 
which competent authorities may 
raise findings (NAA). 

 

Following advice of the Review Group, the 

text has been further amended: Satisfactory 

corrective action is to be demonstrated to 

the competent authority responsible for the 

certificate / declaration. 

 

On implementation periods, AR.GEN.350 is 

amended to contain the minimum period for 

corrective action implementation. This is 

defined in the implementing rule in order to 

ensure standardisation.  Moreover, 

AR.GEN.350 is amended to clarify that 

findings can also be raised by the competent 

authority on whose territory the activity is 

performed (cooperative oversight). 

 

A reference to AR.GEN.350(d) has been 

added following feedback from the OPS 

Review Groups. 

 

 

 

     

OR.GEN.155 Immediate reaction to a safety problem 
    

The organisation shall implement: 

(a1) any safety measures mandated by the 

competent authority in accordance with 

AR.GEN.135; and 

(b2)  any relevant mandatory safety information 

issued by the Agency, including airworthiness 

directives and safety directives. 

 

 This new paragraph has been added to 

mirror AR.GEN.135. The obligation to comply 

with safety directives is added in line with 

work in progress related to rulemaking task 

21.039 (transposition of JAR-26 - 

Operational Suitability). 

Regulation (EC) 216/2008 

Article 8.6.; 

Articles 5.5(d), 5.5(e)(vi) 

and 22.1. 

 

 

 

Annex 6 Part I  

4.2.1.8 &Appendix 5 

§ 8.2 

Annex 6 Part III  

2.2.1.8 & Appendix 1 

§ 8.2 
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OR.GEN.0160 Occurrence reporting 
    

(a) The organisation shall report any accident and 

serious incident to the competent authority and any 

other organisation required by the State of the 

operator to be informed. 

(b) The organisation shall report to the competent 

authority any incident, malfunction, technical 

defect or exceeding of technical limitations that 

endangered the safe operation of the aircraft. 

(c) Reports shall be made in a form and manner 

established by the competent authority and 

contain: 

(1) all pertinent information about the condition 

known to the organisation; and  

(2) details of actions the organisation intends to 

take to prevent similar occurrences in the 

future. 

(d) Reports shall be made as soon as practicable, but in 

any case within 72 hours of the organisation 

identifying the condition to which the report 

relates, unless exceptional circumstances prevent 

this. 

 This new paragraph has been added to cater 

for the implementation of the relevant EU-

OPS provisions on Occurrence Reporting, 

while making them generally applicable. 

EU-OPS 1.420 

AMC 20-8 § 4 

Annex 6 § 11.2 (l) 

Annex 8 § 4.2.4 
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SECTION II – MANAGEMENT 

 

1. One commenter found the proposed 

rules too prescriptive for ATOs for non 

commercial licences. Another one 

requested clarified rules for non 

commercial organisations. 

2. One commenter would like the title to 

be SMS and another one would like it to 

be Safety and Quality Management, since 

QMS are mentioned in the ER. 

 

1. The rule is flexible enough to provide 

proportionate implementation. 

2. The rule does not need to specify explicitly 

SMS or QMS, since the requirements allow 

flexible implementation. 

  

OR.GEN.200 Management system 
3. It was commented that there should be 

another rule for small organisations, with 

a need for more guidance.  

4. Comments wished the relationship 

between compliance monitoring and 

safety management to be further clarified. 

5. One comment expressed satisfaction 

with the present system. 

6. Stricter adherence to ICAO wording was 

requested. 

7. Stricter adherence to ISO wording was 

requested. 

8. Comments also suggested addressing 

interfaces between organisations. 

3. As such, the text is applicable for all 

organisations. It allows different AMCs, 

taking into account small organisations in 

particular. 

4. The rule allows organisation to comply the 

way they see fit, using the most appropriate 

structure for their management system, in 

which compliance monitoring and safety will 

be addressed. 

6. The objective is to be ICAO compliant. 

This does not imply using the exact same 

wording as ICAO. 

7. Adherence to ISO language was not felt 

necessary as this is not an ISO standard. 

8. This issue is recognised and will be studied 

at a later stage. The input from the 

aerodrome drafting group will be sought, 

since aerodrome operators have significant 

experience in this area.  

  

(a) An organisation shall establish, implement and maintain 

a management system that includes: 

1. Comments wished “organisations” to be 

further specified. 

1. A definition of “organisations” will be 

included in the cover regulation. 

2. “Establish and smaintain” replaced by 

“establish, implement and maintain” based 

on feedback from OPS RG: It should not be 

understood as a one-off exercise. 

 

  

(1) clearly defined lines of responsibility and 

accountability throughout the organisation, 

including a direct safety accountability of the 

accountable managerfor safety;a safety policy; 

 The wording was revised for better clarity.   

(2) a description of the overall philosophies and 

principles orientation of the organisation with 

regard to safety, referred to as the safety 

1. A comment suggested the policy to 

address all management systems.  

1. The rule does not prevent the policy to 

address all management systems. The 
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policy; 

 a process for identifying aviation safety 

hazardsresulting from the activities of the 

organisation, using internal occurrence 

reporting and analysis, and for taking effective 

corrective actions to mitigate the risk of 

recurrenceevaluating and managing the associated 

risks; 

2. A comment suggested specifying policy 

endorsement by the accountable 

manager. 

3. It was commented that safety 

accountability should be clarified. 

wording was revised for better clarity.  

2. This is actually a means of compliance 

with this rule. 

3. Responsibility and accountability have 

slightly different meaning in English. The 

safety accountability of the accountable 

manager is made clear. 

(3) the identification of aviation safety hazards 

involvingentailed by the activities of the 

organisation, their evaluation and the 

proactive and reactive management of 

associated risks, including taking effective 

actions to mitigate the risk; of recurrence.This 

shall use.: 

 proactive clearly defined lines of safety 

accountability throughout the organisation, 

including a direct accountability for safety on the 

part of senior managementthe accountable 

manager; 

 The text was clarified to synthesise all 

requirements related to safety risk 

management. 

To respond to comments made in the AMC 

that safety assurance is not properly 

addressed, the word “effective” is added 

before “actions”. Specifying “effective” will 

give better grounds for establishing safety 

performance indicators or other safety 

assurance means (audits, e.g.). 

  

(4) maintaining personnel trained and competent to 

perform their tasks; 

A comment mentioned that staff training 

is covered somewhere else. 

The aim is actually to cover staff training 

under Organisation requirements. 

  

 a process for reporting and analysing hazards, 

incidents and accidents and for taking corrective 

actions to prevent their recurrence; 

1. Amended text proposed for better 

clarity. 

2. It was suggested to add proactive 

hazard identification. 

3. It was suggested adding provisions on 

protection of reporting from 

criminalisation. 

4. It was suggested that the objective 

should be the investigation. 

5. A comment wished reporting rules to be 

clarified; another one requested 

confidential reporting and FDM to be 

mentioned. 

6. It was commented that this provision is 

covered by OR.GEN.200(a)(2). 

1. Text was amended (see 

OR.GEN.200(a)(3). 

2. Hazard identification is the requirement. 

The methods (proactive, reactive) are 

provided in AMC to allow for a differentiation 

between complex and non complex 

organisations. 

3 Provisions for protection from 

criminalisation are in the BR. 

4. Reporting and analysing hazard 

encompasses investigations. 

5. Reporting procedures are described in 

AMCs. FDM is only one approach to the 

management of safety. 

6. OR.GEN.200(a)(5) is deleted and merged 

with OR.GEN.200(a)(2) in new 

OR.GEN.200(a)(3). 

  

(56) an organisation manual containingdocumentation 

of all management system key processes, including 

a process for making personnel aware of their 

responsibilities, and an its amendment procedure; 

1. Several comments requested 

clarification of the relationships between 

the organisation manual and the other 

manuals. A comment wished the process 

not to be required in the manual. 

2. A comment suggested the essential 

part of the manual to be approved. 

1. The text was reviewed to allow for the 

oranisations to document their processes the 

way they see fit. 

2. When necessary, the specific subparts will 

specify the parts of the manual to be 

approved.3. The scope of processes to be 

considered encompasses the whole 
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3. It was suggested specifying the scope 

of processes concerned. 

organisation, as every process may have an 

impact on safety. 

(67) a function to monitor compliance of the 

management systemorganisation with the relevant 

requirements and adequacy of the procedures. 

Compliance monitoring shall include a feedback 

system of findings to the accountable manager to 

ensure effective implementation of corrective 

actions as necessary; and 

1. Detailed rules for compliance 

monitoring were proposed. 

2. One comment suggested addition of 

quality control. 

3. Instead of a function, a comment 

suggested requiring a quality manager; 

one suggested using QMS; two other ones 

suggested “organisation structure”. 

4. “Adequacy of the procedures” was 

commented as not appropriate as it would 

require the persons monitoring compliance 

to have the same competence as the 

corresponding manager.  

1. The rule should not be too prescriptive; as 

such, it allows implementation of detailed 

rules.  

2. Quality control is not necessary in the 

requirement. It may however be used for 

compliance monitoring. 

3. Requiring a quality manager would make 

the rule too prescriptive, without even 

achieving the safety objective pursued in the 

proposed rule. Requiring QMS would also be 

too prescriptive. “Organisation structure” 

was also felt more prescriptive than 

“function”. 

4. “Adequacy of the procedures” was deleted 

from the text, as it was not felt necessary to 

specify competences which encompasses 

those of each line manager. 

  

(78) any additional requirements that are prescribed in 

the relevant subparts of this Part or other 

applicable Parts.. 

A comment suggested not limiting to 

requirements prescribed in this part. 

The objective is to have the requirements for 

the organisation in this Part. 

  

(b.) The management system shall correspond to the size of 

the organisation and the, nature and complexity of the 

its activities, taking into account and the hazards and 

associated risks inherent in these activities. 

 The text was amended for better clarity.   
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OR.GEN.205 Contracting and purchasing 
1. One commenter suggested that 

subcontracting should be subject to 

approval. 

One commenter requested clarification on 

the applicability. 

Another one found that the provision left 

too much flexibility. 

Another one requested SMS to be 

mandated for subcontractors. 

Two commented that subcontracting 

should be limited to activities which do not 

affect safety. Another one would like it to 

be clear that non safety related activities 

are out of scope. 

Three comments raised concerns over 

possible contradicting requirements on 

subcontractors coming from different 

regulated organisations.  

2. One commenter stated that the 

requirements are not realistic for small 

organisations. 

 

1. The organisations which need to be 

approved are specified in the Basic 

Regulation. These provisions apply to the 

case when an approved organisation needs 

to subcontract part of its activity. It happens 

that this activity has to be contracted to non 

approved organisations. In that case, the 

approved organisation must ensure that the 

applicable requirements and the terms of 

approval are complied with (including the 

applicable SMS requirements). The 

contracted activities have to be performed in 

accordance with the approval. 

However, the text has been supplemented by 

a sentence defining the scope of activities 

addressed in this paragraph, to ensure 

clarity. 

2. Small organisations must also ensure rule 

compliance.  

  

(a) Contracted activities include all activities within the 

organisation’s scope of approval that are performed 

by another organisation either itself 

approvedcertified to carry out such activity or if not 

approved, working under the contracting 

organisation’s approvalcertified. The organisation 

shall ensure that when contracting or purchasing any part 

of its activity, the contracted or purchased service or 

product conforms to the applicable requirements. 

    

(b) When a certified n approved organisation contracts any 

part of its activity to an organisation that is not itself 

approved certified in accordance with this Part to 

carry out such activity in accordance with this Part, the 

contracted organisation shall work under the approval of 

the contracting organisation. The contracting organisation 

shall ensure that the competent authority is given access 

to the contracted organisation, to determine continued 

compliance with the applicable requirements. 

    



Part-OR 

Page 41 of 612 

A: Rule B: Summary of comments C: Response D: Source ref. and 

compliance 

E: ICAO ref. and 

compliance 

     

OR.GEN.210 Personnel requirements 
1. Two comments expressed a feeling that 

the rule is not proportionate, as small 

organisations would have difficulties to 

have separate post holders. Two others 

expressed the wish that duties could be 

combined. 

2. A comment expressed the wish to have 

AMC or GM to supplement this rule. 

1. The rule does not prevent combination of 

functions. 

2. The Agency will consider adding GMs to 

this rule. 

  

(a) The organisation shall appoint an accountable manager, 

who has the corporate authority for ensuring that all 

activities can be financed and carried out in accordance 

with the applicable requirements. 

Three comments argued that non-profit 

organisations do not have accountable 

managers. 

Even non profit organisations have a person 

who has the authority for ensuring that all 

activities can be financed and carried out in 

accordance with the applicable requirements. 

The word “corporate” has been deleted to 

make clear the requirement applies also to 

non profit organisations. 

  

(b) A person or group of persons shall be nominated by the 

organisation, with the responsibility of ensuring that the 

organisation is alwaysremains in compliance with the 

applicable requirements. Such person(s) shall be 

ultimately responsible to the accountable manager. 

1. A comment wished to specify that 

nominations are made by the 

organisation. 

Two comments wished the safety 

manager to be mentioned in the rule. 

One commenter thought that the number 

of post holders should be specified. 

 

1. This paragraph should not be too 

prescriptive, as it applies to different types of 

organisations. It is not the regulator’s role to 

detail the structure an organisation should 

have. The rule allows the organisation to 

implement this the way it sees fit. The safety 

manager is addressed in the AMCs to 

OR.GEN.200 and the necessary specific 

functions are detailed in the other subparts. 

2. Relevant editorial comments were 

accepted. 

  

(c) The organisation shall have sufficient appropriately 

qualified staff personnel for the planned tasks and 

activities to be performed in accordance with the 

applicable requirements. 

1. A comment expressed that “sufficient” 

and “appropriate” are not precise enough 

and should be avoided in the rules. 

2. A comment expressed that “competent” 

should be specified. 

1. “Sufficient” and “appropriate” allows some 

flexibility in the rule. This paragraph intends 

to give the organisation the ability to 

demonstrate that they have sufficient 

qualified staffpersonnel. 

2. “Competent” is too subjective to be 

employed. 

  

(d) The organisation shall maintain appropriate experience, 

qualification and training records to show compliance with 

paragraph (c) above. 

Several commenters thought that the 

concerned persons should be specified. 

Those concerned persons are the one 

identified in paragraph (c). 

  

(e) The organisation shall ensure that all staff personnel is 

are aware of the rules and procedures relevant to the 

exercise of their duties. 

1. A comment wished “rules” to be 

replaced by “legal and regulatory 

requirements”. 

1. “Rules” is found satisfactory. 

2. An editorial comment was accepted. 
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OR.GEN.215 Facility requirements 
    

The organisation shall have adequatefacilities or devices 

allowing the performance and management of all planned 

tasks and activities in accordance with the applicable 

requirements.: 

One comment argued that “adequate” 

should be avoided in the rule. 

The rule was revised to simply focus on the 

objective pursued. 

  

(a) facilities for all planned tasks and activities.     

(b) office accommodation for the management of all planned 

tasks and activities. 

Two comments argued that 

accommodation is not necessary, 

especially in the case of a small 

organisation using a laptop. 

Accepted: The reference to office 

accommodation is deleted. 

  

     

OR.GEN.220 Record-keeping 
Two comments wished a same duration to 

be specified for all organisations. 

The rule retains the possibility to have 

different durations, if needed. 

  

(a) The organisation shall establish a system of record–

keeping that allows adequate storage and reliable 

traceability of all activities developed, covering in 

particular all the elements indicated in OR.GEN.200. 

1. Two comments objected that the scope 

is too broad. 

2. Several comments wondered whether 

an overall system for all the activities of 

the organisation could be possible. 

 

1. The concerned activities are those that are 

regulated by the present rule. 

2. The rule allows the organisation to 

implement this the way it sees fit. 

  

(b) The format of the records shall be specified in the 

organisation’s procedures. 

1. A comment wished to specify 

“procedures or manuals”.  

2. Another comment objected that not all 

record have a format (input to 

management review, e.g.). 

1. The procedures may be assembled in the 

manuals. 

2. The objective is to keep record of 

everything which ensures traceability. 

  

(c) Records shall be stored in a manner that ensures 

protection from damage, alteration and theft. 

    

(d) Records shall be accessible to the competent authority, 

on request. 

Several commenters wished the addition 

of “on request”, since it can not be 

available on a permanent basis. 

The sentence is deleted, since the authority 

is granted access to everything through 

AR.GEN.115. 
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Subpart OPS – Air Operations [MS:1  ; IND:0; INDIV:0] 

Comment on this segment refers to the 

relevant paragraphs on scope in the other 

Subparts, which contain a reference to the 

BR. The commenter suggests that 

referencing the BR in the different 

paragraphs on “scope” should be done 

consistently. The commenter also claimed 

that no reference be made to the BR, as 

compliance with a specific subpart alone 

did not provide for compliance with the 

BR. 

Noted: No reference is made in this 

paragraph to the BR. Other “scope” 

paragraphs will be checked for consistency.  

  

SECTION I – GENERAL REQUIREMENTS 
    

OR.OPS.GEN.100005.Scope 
    

This subpart establishes additional requirements to be followed by 

an air operator: 

One comment expressed concerns about 

the inability to allow dynamic references 

to ICAO technical instructions (Dangerous 

Goods).  

Two comments requested that specific 

operations be excluded from the scope of 

Subpart OPS: sailplanes/powered 

sailplanes (all operations), Balloons (COM)  

One comment requested to clarify in 

scope to whom (operators/persons) the 

provisions are applicable, it may be 

assumed due to the reference to 

individuals in certain paragraphs 

(OR.OPS.145 FC) that the provisions do 

not apply to operators only.  

Related to (a), one comment contested 

that the discriminator for non-commercial 

operations be solely based on aircraft 

complexity, without considering the type 

of operations (VFR/IFR), further claiming 

that no intermediate certificate was 

proposed (only DEC or AOC), as 

suggested with JAR-OPS 2.  

Related to (b), one comment requested to 

clearly distinguish between ICAO 

compliant CAT AOC and certificates for 

commercial operations other than CAT. 

Accepted: the position with regards to 

dynamic references has changed; it will be 

possible to refer to ICAO Technical 

Instructions. No text change required in this 

segment. 

Not accepted: The operations specified fall 

under BR Article 4 and 8 and therefore OPS 

rules must be established also for these. 

Proportional rules are proposed for these 

operations.  

Noted: Part-OR applies to organisations and 

here to operators, which could also be a one 

man organisation/operator. Part-OR doesn’t 

apply to individual flight crew members. The 

operator will have to ensure the appropriate 

training. 

Not accepted: There is no legal basis in the 

BR for creating an intermediate certificate in 

between DEC and AOC. The concept of 

“registration” stemming from JAR-OPS 2 was 

embedded by the legislator in the concept of 

declaration. 

Noted: The drafting group decided to have 

one certificate for all commercial operations. 

The distinction is made in the OPS SPECS 

and privileges granted. 

BR Article 8.3. 

n/a 

 

2. BR Article 4.1(b) and 

4.3. 

 

 

 

 

 

 

4. BR Article 8.3 & 8.5(d) 

 

 

(a) Conducting non-commercial operations with complex 

motor-powered aircraft; or 

    

(b) To qualify for the issue or continuation of an air operator     
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certificate to conduct commercial operations. 

OR.OPS.010.GEN.0110 Definitions 
This segment received 28 comments (13 

unique comments). 

[MS: 4; IA.: 2; IND: 21; INDIV:1] 

The definitions will be moved to the Cover 

Regulation to Part-OR 

  

For the purpose of this subpart, the following definitions will 

apply: 

1. One comment pointing to the ambiguity 

of the term operator as defined in the BR 

in relation to the determination of 

responsibility, taking the example of : 

Aircraft owned by a trust, where 

beneficiaries may not have any legal 

responsibilities within the trust.  

Fractionally owned aircraft also flown by 

friends not being the owners.  

2. Two comments claimed that definitions 

were not complete (include also FC, CC, 

TC) and suggested creating a specific part 

with an exhaustive list of all definitions 

applicable to EASA regulations or at least 

to ensure that all definitions used in more 

than one part be available in one single 

document.  

1. Noted: The definition of operator in 

relation to the IR on operator responsibility 

should clarify the issue and not be mixed 

with the ownership of aircraft.  

2. Partially accepted:  

The definitions will be transferred to the 

Cover Regulation and will then group all 

definitions relevant for Part-OR. 

Due to legal drafting principles, the 

definitions must be included in the relevant 

Cover Regulation; therefore it is not possible 

to create a dedicated Part with all definitions.  

  

(a) ‘Code share’ means an arrangement under which an 

operator places its designator code on a flight operated 

by another operator, and sells and issues tickets for that 

flight. 

1. Two comments opposed to applying 

OPS rules to code-share arrangements, 

being essentially marketing arrangements, 

and claiming that “an arrangement under 

which an operator places its designator on 

a flight operated by another operator” 

cannot reasonably be interpreted as a 

means by which the aircraft used on the 

flight is used by the first operator (not 

covered by BR 4.1(c). 

 

 

BR Article 4.1(c)  

(b) ‘Flight Data Monitoring (FDM)’ means the pro-active and 

non-punitive use of digital flight data from routine 

operations to improve aviation safety  

1. Considering available technology and 

the role of FDM in enhancing flight safety 

and situational awareness. One comment 

from an individual claimed a more in-

depth definition of FDM might be required. 

2. One comment requests that “non-

punitive use” be deleted from the 

definition, claiming there should be an 

exception in cases of deliberate or gross 

negligence. A new text is proposed.  

Not accepted: OR.OPS.GEN.010 gives a 

general definition of FDM which does not 

preclude the usage of any particular 

application. As formulated here, it does not 

prevent the introduction of new technologies, 

and therefore there is no need to amend it.  

Not accepted: The non-punitive use of flight 

data is an essential condition for the 

acceptance and the success of an FDM 

program. When rightly implemented, an FDM 

program can significantly contribute to 

improve and maintain the level of safety of 

an operator. CAP 739 for instance 

recommends that representatives of the 

flight crew unions act as gatekeeper in an 

FDM program and are the only ones given 

=EU-OPS 1.037 (a)(4) ~Annex 6 Part I 
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the right to trace back to the crew involved 

in a case of gross negligence. This has 

proved to be a successful distribution of 

responsibilities, and should be maintained as 

such. 

(c) ‘Rectification iInterval’ means the maximum time an 

aircraft may be operated between the deferral of an 

inoperative item and its rectification as specified in the 

MEL. 

    

(d) ‘Dry lease agreement’ means an agreement between 

commercial operators undertakings pursuant to which 

the aircraft is operated under the AOC of the lessee; 

1. Comments from airlines suggest 

deleting “between undertakings”. 

1. Partially accepted: Text amended, to 

ensure consistency, also in relation with the 

definitions of code-share in subparagraph (a) 

and of dry-lease in subparagraph (e). 

The definition is aligned with Regulation (EC) 

No 1008/2008. 

>EU-OPS 1.165(a)(1)  

(e) ‘Wet lease agreement’ means an agreement between 

commercial operators holding a valid AOC in accordance 

with OR.OPS.015.AOC or an authorisation in accordance 

with Part TCO pursuant to which the aircraft is operated 

under the AOC of the lessor; 

1. This definition triggered 7 comments 

from airlines claiming that requirements 

for TCO approval are not in line with the 

EU Third Package Legislation (Regulation 

(EC) No 1008/2008). Wet-lease is often 

required at short notice, approval should 

be by NAAs, not by EASA. The provisions 

would make wet-leasing from non-EU 

airlines de-facto impossible. 

1. Noted: The definition should not introduce 

a requirement regarding prerequisites for 

operators entering into such agreement.  

Such requirements are separately defined in 

OPS.030.AOC “Leasing” and AR.OPS.236 

“Leasing”. 

Comments for this segment will be 

considered for these specific rules. 

The definition is aligned with Regulation (EC) 

No 1008/2008. 

>EU-OPS 1.165(a)(2)  

(f) ‘Undertaking’ means any natural or legal person, whether 

profit-making or not, or any official body whether having 

its own legal personality or not. 

Comments from airlines suggest deleting 

this definition, to avoid confusion, stating 

also it is only valid for definitions under 

(d) and (e).  

Accepted: In line with changes made to the 

definition under (d), this definition is deleted. 

Within NPA 2009-2c, “undertaking” as a 

noun is only used in this paragraph 

(definitions). 

  

OR.OPS.100.GEN.105 Operator responsibilities 
    

(a) The operator is responsible for the operation of the 

aircraft in accordance with Annex IV of Regulation (EC) 

No 216/2008, the applicable sub relevant 

requirements of this Pparts of this Regulation and its 

declaration or certificate. 

 

[IA: 1; IND: 6]: Amend to be more 

generic ie operator is responsible for 

operating aircraft in accordance with the 

applicable legislation 

2. 1. IA x1 (606) and IND x6 (1482, 

2039, 2337, 2510, 2870, 3673): Add 

definition of “Declaration” to 

OR.OPS.010.GEN Definitions to make it 

clear that it only applies to non-

commercial operations with non-complex 

motor-powered aircraft 

1. Amended text reflects the comment. 

2. Definitions for terms used throughout 

each Part eg Part-OR will be moved to the 

Cover Regulation for the corresponding Part. 

The applicability of the declaration can be 

found in OR.OPS.DEC. 

 

=EU-OPS 1.005(a) 

=JAR-OPS 3.005(a) 

ICAO Annex 6: 

Part I - paragraph 

3.1 

Part II – paragraph 

2.1.1 

Part III – paragraph 

1.1 

(b) Every flight shall be conducted in accordance with  This provision was moved from =EU-OPS.1.175 (l)  
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the provisions of the operations manual. 

 

OR.OPS.015.AOC (c)(4) 

(bc) The An operator shall establish and maintain a system for 

exercising operational control and supervision over any 

flight operated under the terms of its declaration or 

certificate. 

1. IA: 1; IND: 7: Delete “supervision” to 

align with EU-OPS 

2. INDIV: 1 Amend to include “constantly 

improve (QM)”, “in-flight assistance and 

support” 

3. IA: 1 Amend text: “The operator’s 

system for exercising operational control 

and supervision shall include a pro-active 

flight watch and licensed Flight Operations 

Officers.”  

1. Text amended to align with EU-OPS 

2. This suggestion is outside the scope of the 

NPA which is to transpose EU-OPS which 

does not contain such wording. In addition, 

QM aspects are covered in OR-GEN and the 

essential requirements. 

3. The proposal goes against the flexibility 

offered by ICAO:  “Responsibility for 

operational control shall be delegated only 

…..to a flight operations officer/flight 

dispatcher if an operator’s approved method 

of control and supervision of flight operations 

requires the use of flight operations 

officer/flight dispatcher personnel.”  Neither 

ICAO, EU-OPS nor JAR-OPS 3 mandates the 

employment of operations officers/flight 

dispatch officers. However, it may be 

considered as a future rulemaking task 

~ EU-OPS 1.195 

 

 

 

 

 

 

TGL44 

ICAO Annex 6 Part I 

paragraph 3.1.3 

 

ICAO Annex 6 Part I 

paragraphs 3.1.3 and 

10.1. 

(dc) The An operator shall ensure that its aircraft are 

equipped and its crews are qualified as required for the 

area and type of operation. 

1. MS: 1: Amend to include flight &ground 

crew responsibilities, which must be 

trained and tested. 

1. Not accepted. The text is in line with EU-

OPS 1.175(n). If not specified, the term 

“crew” is meant to designate both ground 

and flight crew. 

 

= EU-OPS 1.175(n) 

JAR-OPS 3.175(n) 

 

(e) An operator shall ensure that all personnel 

assigned to, or directly involved in, ground and 

flight operations are properly instructed, have 

demonstrated their abilities in their particular 

duties and are aware of their responsibilities and 

the relationship of such duties to the operation as a 

whole. 

 Text transposed from EU-OPS EU-OPS.1.205  

(fed) The An operator shall establish procedures and 

instructions for the safe operation of each aircraft type, 

containing ground staff and crew member duties and 

responsibilities for all types of operation on the ground 

and in flight. These procedures shall not require crew 

members to perform any activities during critical phases 

of flight other than those required for the safe operation 

of the aircraft. 

1. IA: 2: Amend to include certifying staff 

duties to be included, to address cases 

where in-flight maintenance or post-

maintenance monitoring is carried out by 

certifying staff 

2. IA:1 and IND:6: Copy definition of 

“Critical phases of flight” in OPS.GEN.010 

para 15 to OR.OPS.010.GEN Definitions as 

NPA states that definitions given are 

applicable to individual subpart only 

3. IND: 1: Amend to enable crew 

members to perform activities during 

critical phases of flight which are required 

for the efficiency of the flight 

1. This suggestion is outside the scope of the 

NPA which is to transpose EU-OPS which 

does not include certifying staff; Certifying 

staff is addressed by Regulation (EC) No 

2042/2003. 

2. Definitions for terms used throughout the 

Part eg Part-OR will be moved to the Cover 

Regulation for the corresponding Part 

3. Not accepted. Text is transposed from EU-

OPS 

The amendment is added for more clarity 

and is in line with Annex 6. 

~ EU-OPS 1.210 (a) and 

(c) 

JAR-OPS 3.210 

Annex 6 Part II 

3.4.2.3. 
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(gf) TheAn operator shall ensure that all personnel are 

made aware that they shall comply with the laws, 

regulations and procedures of those States in which 

operations are conducted and which are pertinent 

to the performance of their duties. 

 This provision is added and comes from OPS 

1.020 

“personnel” replaces the term “employees” 

for consistency wording. 

= EU-OPS 1.020 Annex 6 Part II 

3.3.1.2. 

(hge) The An operator shall establish a checklist system for 

each aircraft type to be used by crew members in all 

phases of flight under normal, abnormal and emergency 

conditions to ensure that the operating procedures in the 

operations manual are followed. The design and 

utilisation of checklists shall observe human factor 

principles and take into account the latest relevant 

documentation from the aircraft manufacturer. 

1. MS :1: Expand text to ensure normal, 

abnormal and emergency procedures are 

addressed in the operator’s checklists 

using the aircraft flight manual 

2. IND: 1: Amend to allow for test flights 

and ferry flights instead of checklists, use 

of manufacturers’ ROPs as in the AFM for 

each aircraft 

1. The new text amendment is proposed in 

consultation wit the review group . 

 

See response n°1 above. 

> EU-OPS 1.210(b) 

JAR-OPS 1.210(b) 

ICAO Annex 6: 

Part I – paragraph 

4.2.6 

Part II – paragraph 

3.4.2.5 

Part III – paragraph 

2.2.6 

(ih) The operator shall ensure that the pilot-in-

command has operating instructions and 

information on aeroplane climb performance that 

will enable the determination of the climb gradient 

that can be achieved during the departure phase for 

the existing take-off conditions and intended take-

off technique. 

 New text.  Source: ICAO Annex 6 Part I and 

II. 

In consultation with the review group, this 

paragraph is moved to CAT.POL. 

 Annex 6 Part I and II 

3.4.2.3 

(ij) An operator shall specify flight planning procedures 

to provide for the safe conduct of the flight based 

on considerations of aircraft performance, other 

operating limitations and relevant expected 

conditions on the route to be followed and at the 

aerodromes/operating sites concerned. These 

procedures shall be included in the operations 

manual. 

 Text added. Source: ICAO Annex 6 Part II.  Annex 6 Part II 

3.4.3.3. 

(jk) TheAn operator shall establish and maintain 

personnel training programmes as required by the 

ICAO Technical Instructions (ICAO Doc 9284 - 

Technical Instructions for the Safe Transport of 

Dangerous Goods by Air). Training programmes 

shall be commensurate with the responsibilities of 

personnel.The operator shall train its crew members and 

personnel involved in the handling of aircraft to recognise 

dangerous goods that may be carried inadvertently. 

1. MS: 5 and IA: 1: Amend to ensure all 

relevant categories of staff are trained in 

accordance with ICAO TI 

2. MS: 1: Reconsider this paragraph, in 

light of OPS.GEN.030 (a) which indicates 

that all requirements in the ICAO TIs are 

an operator responsibility 

3. IND: 1: The paragraph implies that 

operators are responsible for training 

subcontractors.  Amend text. 

1. and 2. Rather than add new text to 

OR.OPS.GEN.100 (f), AMC OR.OR.OPS.100. 

GEN(f) moved to replace existing text in 

OR.OPS.GEN.100(f) 

3. An operator is responsible for ensuring 

staff are trained but not for training. 

Resultant text  reflects this. 

=EU-OPS 1.1220(a) and 

(b) 

JAR-OPS 3.1220 

~Annex 6 Part I 12.4 

OR.OPS.105.GEN.15 Aircraft used in commercial and nNon-

commercial operations of aircraft subject to an AOC 

This segment received 4 unique 

comments. 

[MS: 2; IND: 1; INDIV: 1] 

The new text (second para) of this provision 

is transferred to OR.OPS.AOC.125 

  

When an aircraft is operated in commercial and non-commercial 

operations, the commercial operations specifications shall contain 

an endorsement for non-commercial operations and the 

operations manual shall contain a supplement with the operating 

One comment requesting an AMC 

explaining how the endorsement for non-

COM should be implemented.  

One comment requesting that the 

Not accepted: The operations specifications 

(Appendix I to Part-AR) foresee specific fields 

to enter non-commercial operations.  

Noted: The operations specifications are 
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procedures to be followed in the case of non-commercial 

operations. 

When an operator holding an AOC conducts non-

commercial operations with an aircraft subject to its AOC, 

the operator shall: 

(a)          describe such operations in detail in the 

operations manual, including: 

                 (1)          identification of the applicable 

requirements;  

                 (2)          a clear identification of any differences 

of operating procedures used when conducting commercial 

and non-commercial              operations; and 

                 (2)          a means of ensuring that all personnel 

involved in the operation are fully conversant with the 

associated procedures; 

(b)           submit the procedures referred to in (a) to the 

competent authority for prior approval; and 

(c)           not be required to submit a declaration for such 

non-commercial operations.  

 

endorsement be approved by the 

competent authority.  

One comment (Airline) suggesting 

possibility for operators to integrate non-

commercial instructions and procedures 

into the structure of the OM whilst clearly 

indicating that those specific instructions 

are only applicable to non-commercial 

operations (additional supplement not 

“ergonomic”) and proposing new text. 

One comment claiming text is rather 

heavy and proposing a simplified version: 

“The operator shall ensure that the 

operations manual contains all instructions 

and information necessary for operations 

personnel to perform their duties.” 

issued by the competent authority. The 

endorsement for non-commercial operations 

is therefore to be made by the competent 

authority (cf. AR.OPS.210).  

Accepted: Text amended to provide flexibility 

to operators for deciding on the best 

documentation structure to address non-

commercial operations.  

Not accepted: The proposed text does not 

provide legal certainty. 

New proposed text after consultation with 

RG01 
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SECTION II – MANUALS, LOGS AND RECORDS         

OR.OPS.015.MLR.100 Operations mManual - General 

1. MS: 2: Re-align with EU-OPS 1.1040 
(c). OM should be in English 
Language. 

2. MS: 1: Request to change to IR; all 
OM text sourced from EU-OPS/JAR-
OPS 3 Section1. 

3. INDIV: 1: English language can be a 
safety issue for non-native-English-
speaking crew; therefore the choice of 
the language shall be left to the 
authority (refer EU-OPS 1.025(b). 

4. INDIV: 1: Proposal to harmonise the 
structure and contents of the OMs 
with IOSA standards. 

1. JAA TGL 44 (guidance material) states 
“JAR-OPS 1.1040(c) requires the OM to 
be prepared in the English language. 
However, it is recognised that there may 
be circumstances where approval for the 
use of another language, for part or all 
of the OM, is justifiable”. 

 This guidance could not be transferred, 

as it is against the Community principle 

that gives all EU languages an equal 

status. Moreover, an English OM used by 

a non-native English speaking crew may 

pose a safety risk (as commented). This 

was one of the reasons why it had the 

status of an IEM in the past. 

 OM in English language is not an ICAO 

standard. 

2. The division of text between IR and AMC 
has been revisited during the comment 
review phase. Text based on EU-
OPS/JAR-OPS 3 Section 1 has been 
moved to IR, except for the AMC text on 
OM contents, which is based on an 
Appendix in EU-OPS and JAR-OPS 3. 
This provides flexibility for all types of 
aircraft and operations, which is required 
due to the increased scope. 

3. OR.OPS.MLR.100(k) text amended to 
reflect EU-OPS 1.025(b). 

4. This suggestion is outside the scope of 
the NPA, which is to transpose EU-OPS; 
it may be considered in a future 
rulemaking task via an EASA proposal 
form. 

+1 OR.OPS.MLR.100 renumbered and 

sorted in EU-OPS 1.1040 order. 

~EU-OPS 1.1040 

~JAR-OPS 3.1040 

  

(a) The operator shall establish an Operations Manual (OM) 

containing all necessary instructions, information and 

procedures, including standard operating procedures and 

training programmes and syllabi, for all personnel 

involved in air operations to perform their duties and for 

the aircraft operated. 

(a) The operator shall establish an operations manual 

(OM) as specified under 8.b. of Annex IV to 

Regulation (EC) No 216/2008. 

1. [MS: 1, IND: 15, INDIV: 11]: Text 
considered to be too heavy. Also, re-
alignment with EU-OPS for more 
clarity is needed. 

2. INDIV: 1: Proposal to include 
licensing requirements and recurrent 
training schedules for dispatchers and 
flight ops personnel here. 

1. Text amended to refer to 8.b of Annex 
IV to Regulation (EC) No 216/2008, in 
which “Such manual must contain all 
necessary instructions...for all aircraft…” 
exceeds EU-OPS 1.1040(a) and JAR-OPS 
3.1040(a). 

2. This suggestion is outside the scope of 
the NPA which is to transpose EU-OPS; it 
may be considered in a future 
rulemaking task via an EASA proposal 
form. Furthermore, OR.OPS.MLR is only 
intended to prescribe OM structure and 

>EU-OPS 1.1040(a) 

>JAR-OPS 3.1040(a) 

~Annex 6 Part I, 

4.2.3.1 (part) 

~Annex 6 Part II, 

3.4.2.2 
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content, whereas the technical parts 
prescribe the detail. 

(bab) The content of the oOperations mManual (OM) shall 

reflect the requirements set out in this Part and Part-OPS 

CAT, Part-/NCC, Part-/SPO and Part-/SPA, as 

applicable, and shall not contravene the conditions 

contained in the operations specifications to the air 

operator ccertificate (AOC) or the declaration. 

 +1. RG01 CAT input: Text changed for 

clarification. 

~EU-OPS 1.1040(b) (part) 

~JAR-OPS 3.1040(b) 

(part) 

  

5(cb) The OM may be issued in separate parts.  +1. RG01 CAT input: Text moved from NPA 

AMC1 OR.OPS.015.MLR. 

~EU-OPS 1.1040(e) 

~JAR-OPS 3.1040(e) 

=Annex 6 Part I, 

Appx 2, 1.2 

=Annex 6 Part II – 

Attachment 3.A, 

Supplementary to 

3.4.2.2 

(dcd) All operations personnel shall have easy access to the 

portions of the OM that are required to carry out 

relevant to their duties. 

 +1. Text amended to reflect EU-OPS text 

more closely. 

~EU-OPS 1.1040(f) (part) 

~JAR-OPS 3.1040(f) (part) 

~Annex 6 Part I, 

6.1.4 

(ede) The OM shall be kept up-to-date. All personnel shall be 

made aware of the changes that are relevant to their 

duties. 

1. MS: 2: the term “all personnel” is not 
clear, as it is not possible to know to 
whom this rule applies eg crew only or 
maintenance personnel as well. 

1. Text not changed, as it is aligned with 
EU-OPS. Maintenance personnel are 
addressed in Reg No 2042. NPA AMC1 
OR.OPS.015.MLR(4) amended to make it 
clear that each holder shall keep their 
copy up to date. 

~EU-OPS 1.1040(g) 

~JAR-OPS 3.1040(g) 

~Annex 6 Part I, 

4.2.3.1 

~Annex 6 Part II, 

3.4.2.2 

4(fe) Crew members should shall be provided with a personal 

copy of the relevant sections of the OM pertaining to their 

duties. Each holder of an OM, or appropriate parts of 

it, The crew members should shall be responsible for 

keeping to their copyies up to date with the 

amendments or revisions supplied by the operator. 

1. INDIV: 1: Change “provided with a 

personal copy” to “have access to” as 

used elsewhere. 

+1. RG01 CAT input: Text moved from NPA 

AMC1 OR.OPS.015.MLR. 

1. Text not changed, as “personal copy” 
comes from EU-OPS. 

~EU-OPS 1.1040(f) (part) 

and (h) 

~JAR-OPS 3.1040(f) (part) 

and (h) 

~Annex 6 Part I, 

6.1.4 

~Annex 6 Part II, 

3.4.2.2 

(gfg) For air operator certificateAOC holders,:; 

(1) for amendments required to be notified in 

accordance with OR.GEN.115(b), 

OR.GEN.130(c) and AR.GEN.310(c), tThe 

operator shall should supply the competent 

authority with intended amendments and revisions 

in advance of the effective date; and. 

(2) for amendments which concern any part of the 

OM which shall be approved to procedures 

associated with prior approval items in 

accordance with OR.GEN.130, approval shall 

be obtained before the amendment becomes 

effectivethe OM and its amendments shall be 

approved by the competent authority. 

1. [IND: 18; MS: 3]: Request to re-
consider the elements which have to 
be approved and those which have to 
be accepted, to consider 
administrative burden for CAs and 
operators and re-align with EU-OPS. 

2. IND: 11: Proposal to add “unless 
otherwise agreed with the CA” to “the 
OM and its amendments shall be 
provided in advance of the effective 
date …”. 

3. MS: 1: The reference to “air operator 
certificate holder” only addresses one 
kind of certificate. 

4. MS: 1: Approving amendments is an 
administrative burden for the CA. Only 
the operators’ amendment system 
shall be approved and checked during 

1, 2, 4 &6. Text changed to follow the 

principle in EU-OPS ie only prior 

approval of those sections of the OM 

which are related to those IR provisions 

which require approval. The list of the 

changes that require prior approval is 

contained in GM to OR.GEN.130. Text 

also changed to cater for those 

amendments for which the CA is 

required to be notified (previously 

“acceptable to the Authority” in EU-

OPS). 

3. The reference to CAT and non CAT in the 

operations specifications template has 

been moved to the AOC template. This 

means that the AOC will indicate 

whether or not the operations carried 

out under the AOC are CAT. Therefore, 

~EU-OPS 1.1040(i) (part) 

~JAR-OPS 3.1040(i) (part) 

>Annex 6 Part I, 

4.2.3.2 (part) 

> as ICAO does not 

state “before the 

effective date” 
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oversight activities. Unless implicitly 
authorised by NPA 
OR.OPS.015.MLR(h), clear regulation 
related to “indirect MEL approval 
process” to be provided, based on 
JAR-MMEL/MEL.050(a). 

5. INDIV: 1: Proposed wording to 
provide legal certainty; “For air 
operator certificate holders, the OM 
and its amendments shall be 
approved by the competent authority 
after application”. 

6. MS: 1: Proposed wording; “For air 
operator certificate holders, the OM 
and its amendments shall be 
approved/accepted by the competent 
authority.” 

no change to the “air operator certificate 

holder” here. 

5. OR.GEN.130 addresses applications for 

approvals for changes. 

+1. RG01 CAT input: Text amended and 

moved from NPA AMC 

OR.OPS.015.MLR(g). 

(hg) Notwithstanding paragraph (gf), When immediate 

amendments or revisions which are required 

immediately in the interest of safety,, they may be 

published and applied immediately, provided that the 

operator has also applied for approval at from the 

competent authority, where applicable. 

  +1. RG01 CAT input: Text amended for 

clarification and moved from NPA AMC 

OR.OPS.015.MLR(g). 

~EU-OPS 1.1040(i) (part) 

~JAR-OPS 3.1040(i)(part) 

  

(h) Notwithstanding paragraph (g) minor amendments to the 

OM not affecting the terms of the certificate, may be 

approved through a procedure specified in the OM. 

1. MS:1: Propose, for major changes, 
use approval/acceptance list based on 
JAR-OPS1/EU-OPS. 

2. INDIV: 1: Minor changes in OM should 
be possible without approval of the 
authority. 

3. INDIV: 1: NPA text proposal 
supported. 

1&3. This paragraph is deleted. IEM OPS 1/3 

1.1040, as well as the related JIPs, are 

taken into account and the related 

provisions in OR.GEN.130 are amended 

to identify those changes that need prior 

approval. Text also changed to cater for 

those amendments for which the CA is 

required to be notified (previously 

“acceptable to the Authority” in EU-

OPS). 

2. Text changed to accommodate this. 

    

(cih) The An operatorThe operator shall incorporate all 

amendments and revisions required by the competent 

authority. 

1. MS: 1: Delete this sub-paragraph, as 
the OM is the responsibility of the 
operator and the CA assesses all 
revisions. 

2. IND: 1: Clarification of “competent 
authority” required. 

3. IND: 1: Request to delete this IR, 
since the bindingness of the IR is 
different to EU-OPS. 

1&3.Text not changed, as it is aligned with 

EU-OPS. In addition, ICAO 6 Part I 

4.2.3.2 states “The operator shall 

incorporate in the OM such mandatory 

material as the State of the Operator 

may require”. 

2. Text not changed as “Competent 

Authority” is defined in Part-OPS Cover 

Regulation. 

~EU-OPS 1.1040(j) 

~JAR-OPS 3.1040(j) 

~Annex 6 Part I, 

4.2.3.2 (part) 

3(ji) The An operatorThe operatorshouldshall ensure that 

information taken from approved documents, and any 

amendment of to such approved documentationthereof, 

is correctly reflected in the OM. This does not prevent an 

the operator from publishingusing more conservative 

data and procedures in the OM. 

  +1. RG01 CAT input: Text moved from NPA 

AMC1 OR.OPS.015.MLR. 

+2. Text amended for clarification, as “using” 

was ambiguous. 

=EU-OPS 1.1040(k) 

~JAR-OPS 3.1040(k) 

~8.b of Annex IV to 

Regulation (EC) No 

216/2008 (part) 
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(fkj) An operatorThe operatormustshall ensure that all 

personnel are able to understand the language in 

which those parts of the Operations Manual, which 

pertain to their duties and responsibilities, are 

written.The content of the OM shall be presented in a 

form which can be used without difficulty and that 

observes human factors principles. 

1. MS: 1: For CAT operations, the OM 
should be in English. 

2. IND: 1: The responsibility should be 
the responsibility of the operator not 
the individual. Re-align with EU-OPS 
1.025(b). 

3. INDIV: 13, IND: 11: English language 
can be a safety issue for non-native-
English-speaking crew, therefore the 
choice of the language shall be left to 
the authority (refer EU-OPS 1.025(b). 

4. IND: 1: Restrict OM to English to 
permit freedom of movement of 
labour and for safety, excluding small 
operators of simple types with simple 
operations who may apply for 
permission to publish in another 
acceptable language.  

5. IND: 2: The OM shall be prepared and 
available in the English language. 
English is internationally recognised 
as the language of aviation. Single 
operators employ individuals from 
many Member States. OM in multiple 
languages has no basis in safety and 
could adversely affect safety. 

1. JAA TGL 44 (guidance material) states 
“JAR-OPS 1.1040(c) requires the OM to 
be prepared in the English language. 
However, it is recognised that there may 
be circumstances where approval for the 
use of another language, for part or all 
of the OM, is justifiable”. 

 This guidance could not be transferred, 

as it is against the Community principle 

that gives all EU languages an equal 

status. Moreover, an English OM used by 

a non-native English speaking crew may 

pose a safety risk (as commented). This 

was one of the reasons why it had the 

status of an IEM in the past. 

 OM in English language is not an ICAO 

standard. 

2. Text from EU-OPS 1.025(b) added to the 
paragraph to make it clear that the 
operator is responsible for ensuring that 
personnel are able to understand the 
language of the OM. 

3. Text amended to reflect EU-OPS 

1.025(b). 

4&5. Text amended to reflect EU-OPS 

1.025(b) to ensure personnel are able to 

understand the OM. The majority of 

comments received were not in favour of 

requiring the OM to be in English 

language (refer comment/response no. 3 

here). Note: EU-OPS 1.1040(c) In 

addition, an operator may translate and 

use that manual, or parts thereof, into 

another language – this gave flexibility 

anyway. Additionally, providing the OM 

in the English language is not an ICAO 

SARP. 

=EU-OPS 1.025(b) 

=JAR-OPS 3.025(b) 

~EU-OPS 1.1040(l) 

~JAR-OPS 3.1040(l) 

~Annex 6 Part I, 

6.1.4 
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AMC4 OR.OPS.015.MLR.101 Operations mManual– 

Structure for commercial operations and non-commercial 

specialised operations with complex motor-powered 

aircraft 

1. MS x1: Re-align with EU-OPS as an IR 
and not an AMC. 

2. IND: 7: Clarification requested on the 
intent of the text; that it does not 
imply any given structure. 

1. RG01 CAT input: Text moved from NPA 
AMC4 OR.OPS.015.MLR and title 
changed to include non-commercial SPO 
with complex motor-powered aircraft. 

2. The intent is that the parts structure 
shall be respected, to ensure uniform 
presentation for the 4 main topics, as 
required by ICAO. The detailed contents 
list is presented as AMC, implying that 
the order should be kept, unless an 
alternative AMC is used. Operators may 
record items as ‘not applicable’. 
Operators may refer to external 
documentation. The OM may be 
presented in a form other than paper. 
OMs which are compliant with JAR-OPS 3 
Amt 5 will be deemed compliant with the 
IR and AMC. 

~EU-OPS 1.1045(a) 

~JAR-OPS 3.1045(a) 

~Annex 6 Part I – 

Appendix 2 

STRUCTURE – COMMERCIAL OPERATIONS         

The main structure of the OM should shall be as 

followscontain the followingparts: 

  +1. Text changed to align with EU-OPS.     

(a)1 Part A: General/Basic, comprising all non-type-related 

operational policies, instructions and procedures; 

        

(b)2 Part B: Aircraft operating matters, comprising all type-

related instructions and procedures, taking into account 

differences between types/classes, variants or individual 

aircraft used by the operator; 

        

(c)3 Part C, as applicable:          

a.(1) Commercial air transport operations, comprising 

route/role/area and aerodrome/operating site 

instructions and information; 

        

b.(2) Non-Ccommercial specialised operationswith 

complex motor-powered aircraftand 

Commercial operations other than commercial air 

transportand non-commercial specialised 

operations with complex motor-powered 

aircraft, comprising tasks and operating area 

instructions and information; 

  +1. The former part “COM” changed to 

“commercial specialised operations and 

non-commercial specialised operations 

with complex motor-powered aircraft”. 

    

(d)4 Part D: Training, comprising all training instructions for 

personnel required for a safe operation.. 

1. IND: 7: Specify that the training is for 
“operational” personnel. 

1. Text changed to re-align with EU-OPS.   =Annex 6 Part II – 

Attachment 3.A, 

Supplementary to 

3.4.2.2 
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OR.OPS.020.MLR.105 Minimum eEquipment lList (MEL) 
1. IND: 1: What about E-MEL? 

2. IND: 2: Use of MEL to be addressed 

elsewhere. Material goes well beyond 

the scope of MLR, e.g. “effective 

rectification programme” 

(maintenance management). 

3. IND: 1: Regarding point 11 of the EN; 

Flexibility provision approach from the 

BR article 14.4 to be transposed at 

MEL level. Proposal: JAR-

MMEL/MEL.090, to be inserted as GM 

OR.OPS.020.MLR(d)(3). 

1. No change - E-MEL considered as a 

platform hosting the MEL content. IR = 

performance-based regulation. 

2. No change - NPA proposal’s extent 

regarding RIE consistent w/ JAR-

MMEL/MEL. 

3. No change – For consistency w/ other 

Implementing Rules. 

  ~Annex 6, Part I: 

6.1.3 

~Annex 6, Part II: 

3.6.1.1 

~Annex 6, Part III: 

4.1.3 

(a) A mMinimum eEquipment lList (MEL) shall be established 

by the operator for each aircraftas specified under 

8.a.3. of Annex IV to Regulation (EC) No 216/2008, 

based on the relevant Master Minimum Equipment List 

(MMEL) for the type approved by the Agencyas defined 

in the operational suitability data established in 

accordance with Commission Regulation (EC) No 

1702/2003Part-21. 

1. IND: 3 and MS: 1: Missing 

information compared w/ EU-OPS 

1.130(a): 

⇒ MEL shall be no less restrictive than 
MMEL 

⇒ MMEL, if available. 

2. MS :1: To be removed: Partial 

duplication of Regulation 216 Annex 

IV: 8.a.3. 

3. MS: 1: What about types not 

approved by EASA? 

4. MS:1: Text unclear: infers that the 

operator must obtain EASA approval 

to operate each type. 

5. IND:1: Direct use of the EASA MMEL 

should be an AMC to the MEL for 

operators only performing ferry flights 

or flight tests. 

6. IND:1: MMEL approval requirements 

already established in EASA NPA 

2009-01 (OSC). No need to duplicate. 

1. No change - covered by Regulation 216 

Annex IV: 8.a.3. However partial 

duplication is misleading, ref. answer to 

comment #2. 

2. Changed - Relevant comment apart from 

“for the type approved by the Agency in 

accordance with Commission Reg (EC) 

No 1702/2003”, which connects the MEL 

with THE MMEL (i.e. the one from the 

OSD). 

3. Covered by reference to the operational 

suitability data established in accordance 

with Commission Reg (EC) No 

1702/2003. 

4. Text clarified. 

5. No change - Ferry flights and flight tests 

may be conducted outside the scope of 

the Certificate of Airworthiness (CoA), 

whereas MEL flights are conducted under 

the CoA. Should the flight be not 

conducted under the CoA, such an AMC 

is to be addressed within the frame of 

Permit to Fly, ref. Part-21. Should the 

flight be conducted under the CoA, the 

operator’s MEL applies. 

6. Changed - Direct reference to the 

operational suitability data established in 

accordance w/ Commission Reg (EC) No 

1702/2003. 

~8.a.3 of Annex IV to 

Regulation (EC) No 

216/2008 

>8.a.3. (iii) of Annex IV to 

Regulation (EC) No 

216/2008 

>EU-OPS 1.030(a) 

>JAR-OPS 3.030(a) 

>JAR-MMEL/MEL.060(a) 

>Annex 6, Part I: 

Att. G - Paragraph 3 

>Annex 6, Part II: 

Att. 3.B - Paragraph 

3 

>Annex 6, Part III: 

Att. E - Paragraph 3 

(b) The MEL and any amendment thereto shall be approved 

by the competent authority..For non-commercial 

operations with complex motor-powered aircraft 

registered in a third country, the operator shall 

obtain an approval for the MEL from the State of 

Registry of the aircraft. 

1. IND: 2, MS: 2: Approving 

amendments is an administrative 

burden for the authorities. Only the 

operators’ amendment system shall 

be approved and checked during the 

oversight. Unless implicitly authorised 

by NPA OR.OPS.015(h), clear 

1. Changed to follow the principle in EU-

OPS ie only prior approval of those 

sections of the OM which are related to 

those IR provisions which require 

approval. The list of the changes that 

require prior approval is contained in 

OR.GEN.130. This includes changes to 

~EU-OPS 1.030(a) 

~JAR-OPS 3.030(a) 

~EU-OPS 1.1045, 

Appendix 1: B.9 

~IEM OPS 1.1040(b): b.3 

<Annex 6 Part I: 

6.1.3 

<Annex 6, Part II: 

3.6.1.1 

<Annex 6, Part III: 

4.1.3 
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regulation related to “indirect MEL 

approval process” to be provided 

based on JAR-MMEL/MEL.050(a). 

2. MS: 1: “after application” to be 

added. National rules require an 

application before starting to act and 

charge the activities. 

3. IND: s1: MEL should not be required 

to be approved by the authority for 

non-commercial operations. 

MEL and procedures to use the MEL. 

“Indirect MEL approval process” is not 

compliant with JAR-MMEL/MEL.050(a) 

(interpretation from the national 

authorities which might result from a 

definition provided in EU-OPS - ref. EU-

OPS 1.003). NPA proposal compliant w/ 

EU-OPS 1.1040(b), EU-OPS 1.1045(b), 

Appendix 1 to EU-OPS 1.1045 -i.e. MEL 

part of the OM- and IEM EU-OPS 

1.1040(b) -i.e. Elements of the OM 

subject to specific approval by the 

Authority. 

2. No change - Covered by AR.OPS.205(a) 

“Upon receiving an application for the 

issue of a MEL approval for an operator, 

[…]”. 

3. No change - As per Regulation 216 

Annex IV: 8, MEL -or equivalent 

document- is required for operation for 

commercial purposes and operation of 

complex motor-powered A/C. This 

comment is then considered deviating 

from the Regulation (EC) No 216/2008. 

+1. Editorial change in consultation with 

RG01 CAT. 

+2. Changed to address Basic Regulation 

4.1.c aircraft, based on input from RG03 

NCC. 

>JAA A&GM Section 4: 

Operations, Part 2: 

Procedures, Appendix 6 

Ref. associated 

footnote. 

(c) The An operatorThe operator shall amend the MEL after 

any applicable change to the MMEL within acceptable 

timescales and its associated operational and 

maintenance procedures. 

1. IND x1: Wording to be clarified so as 

not to prevent inclusion of the M&O 

procedures in a document other than 

the MEL, as authorised by NPA 

OR.OPS.020.MLR(g). 

1. Changed - The fully developed M&O 

procedures are not part of the MEL. 

However, as part of the compensating 

conditions, changes to M&O procedures 

referenced in the MMEL require changes 

to M&O procedures referenced in the 

MEL. OR.OPS.MLR.105(h) and associated 

AMC added. 

+1. Additional change in consultation with 

RG01 CAT. 

~JAR-MMEL/MEL.060(c) 

~JAA A&GM Section 4: 

Operations, Part 3: TGL26: 

2.7.2(a) 

  

(d) In addition to the list of items, the MEL shall contain:     ~JAR-MMEL/MEL.065   

(1) a preamble, including guidance and definitions for 

flight crews and maintenance personnel using the 

MEL; 

1. IND x3: “Maintenance personnel” 

wording not specific enough. To be 

replaced by “Certifying staff”, as MEL 

maintenance procedures should only 

be performed by certifying staff and 

carried out by means of CRS. Only 

certifying staff B1 and B2 should be 

1. It is agreed that as per 145.A.50 (a) and 

(b) of Part 145, a certificate of release to 

service shall be issued before flight at 

the completion of any maintenance. The 

certificate of release is issued by the 

appropriately authorised certifying staff 

once it has been verified that all 

~JAR-MMEL/MEL.065(a) 

~JAR-MMEL/MEL.065(c) 
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allowed to use the MEL and dispatch 

the A/C. 

maintenance ordered has been properly 

carried out. NPA proposed wording is 

however compliant with the wording 

provided in ICAO Annex 6, Part I: Att. G 

- Paragraph 8 and in JAR-

MMEL/MEL.065(c) (both referring to 

flight crews and maintenance 

personnel). In addition, it is here a 

question of guidance for reading / 

understanding MEL, not only performing 

procedures or releasing. 

(2) the revision status of the MMEL upon which the MEL 

is based and the revision status of the MEL; and 

    =JAR-MMEL/MEL.065(b)   

(3) the scope, extent and purpose of the MEL.     ~JAR-MMEL/MEL.065(a) 

~JAR-MMEL/MEL.065(c) 

  

(e) The operator shall establish rectification intervals for each 

instrument, item of equipment or function inoperative 

listed in the MEL. The An operatorThe operator shall: 

    =JAR-MMEL/MEL.080 >Annex 6, Part I: 

Att. G - Paragraph 5 

>Annex 6, Part II: 

Att. 3.B - Paragraph 

5 

>Annex 6, Part III: 

Att. E - Paragraph 5 

(1) establish rectification intervals for each 

instrument, item of equipment or function 

inoperative listed in the MEL. take account of 

rectification intervals specified in the MMEL when 

preparing the MEL. The rectification interval in the 

MEL shall not be less restrictive than the 

corresponding rectification interval in the MMEL; 

  +1. Editorial change in consultation with 

RG01 CAT. Although the sentence on 

“not less restrictive” is also in 8.a.3 of 

Annex IV to Regulation (EC) 216/2008, 

it is duplicated in the IR to re-enforce 

the requirement due to its importance. 

The previous paragraph (e)(1) was 

already covered by the Regulation 216 

Annex IV: 8.a.3., i.e. requiring the MEL 

to not be less restrictive than the MMEL. 

=JAR-MMEL/MEL.080(a) + 

Regulation 216 Annex IV: 

8.a.3. 

>Annex 6, Part I: 

Att. G - Paragraph 5 

>Annex 6, Part II: 

Att. 3.B - Paragraph 

5 

>Annex 6, Part III: 

Att. E - Paragraph 5 

(2) establish an effective rectification programme that 

includes tracking of inoperative items and co-

ordinating parts, personnel, facilities and procedures 

necessary for a timely rectification; and 

1. MS: 1: Normally established through 

Part-M and Part-145. To be clarified in 

AMC or GM. 

1. Changed - It is agreed that M.A.301(2) 

and associated AMC M.A.301 -2- of Part 

M are providing such requirements. NPA 

proposed wording was compliant with 

the wording provided in JAR-

MMEL/MEL.080(b). The proposal is 

however changed so as to avoid any 

overlap between OR.OPS.MLR.105 and 

Part-M.  

~JAR-MMEL/MEL.080(b) >Annex 6, Part I: 

Att. G - Paragraph 5 

>Annex 6, Part II: 

Att. 3.B - Paragraph 

5 

>Annex 6, Part III: 

Att. E - Paragraph 5 

(3) only dispatch the operation ofoperate the aircraft 

after expiry of the rectification interval specified in 

the MEL, when: 

1. IND: 1: Wording change request: 

“dispatch the A/C” or “operate the 

A/C”. 

1. Editorial change. =JAR-MMEL/MEL.080(c) >Annex 6, Part I: 

Att. G - Paragraph 5 

>Annex 6, Part II: 

Att. 3.B - Paragraph 
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5 

>Annex 6, Part III: 

Att. E - Paragraph 5 

(i) the defect has been rectified; or     =JAR-MMEL/MEL.080(c)(i) >Annex 6, Part I: 

Att. G - Paragraph 5 

>Annex 6, Part II: 

Att. 3.B - Paragraph 

5 

>Annex 6, Part III: 

Att. E - Paragraph 5 

(ii) the rectification interval is has been extended 

in accordance with paragraph (f). 

  +1. Editorial change in consultation with 

RG01 CAT. 

=JAR-MMEL/MEL.080(c)(ii) >Annex 6, Part I: 

Att. G - Paragraph 5 

>Annex 6, Part II: 

Att. 3.B - Paragraph 

5 

>Annex 6, Part III: 

Att. E - Paragraph 5 

(f) Subject to the approval of the competent authority, an 

operatorthe operator may use a procedure for the 

onetime extension of the categories B, C and D 

rectification intervals, provided that: 

1. IND: 1: Competent authority must 

approve any extension notified by the 

operator. 

2. IND: 1: For consistency, since 

referenced in the IR, categories to be 

defined at the IR level. 

3. IND: 1: Wording change request. 

1. No change - NPA proposal compliant 

with JAR MMEL/MEL.081. 

2. Changed - The GM1 OR.OPS.MLR.105(f) 

is added. Reference to CS-MMEL. 

3. No change - Wording identical to the 

current JAR-MMEL/MEL.081. 

+1. Editorial change in consultation with 

RG01 CAT. 

~JAR-MMEL/MEL.081   

(1) the extension of the rectification interval is within 

the scope of the MMEL for the aircraft type; 

1. MS: 1, IND: 1: Meaning of “within the 

scope of the MMEL” to be clarified. 

2. IND: 9: Mandatory catch-up to be 

introduced to ensure RIE statement is 

provided in the MMEL preamble. 

1. No change - Means the MMEL preamble 

clearly states the one-time RIE is 

covered. 

2. No change - Flight Standards are 

currently using the OEB catch-up 

processes (JOEB - EASA transition) to 

request the MMEL preambles to be 

amended.  

>JAR-MMEL/MEL.081 

~ EU-OPS 1.130(b) 

  

(2) the extension of the rectification interval granted is, 

as a maximum, of the same duration as the 

rectification interval specified in the MEL; 

1. IND: 1: Reconsider this additional 

limitation; not necessary as long as 

the operation is within the MMEL 

constraints. 

1. This could be considered through a 

future rulemaking task via an EASA 

proposal form. As long as the duration of 

the granted extension is within the MMEL 

constraints, there is actually no safety 

issue. So a one-time RIE with a 

maximum duration as the RI specified in 

the MMEL, could be granted. The 

position for the time being is however to 

stick to JAR-MMEL/MEL alleviation, i.e. a 

one-time extension of the same duration 

as the RI specified in the MEL. Current 

=JAR-MMEL/MEL.081(b)   
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NPA Proposal less protective than JAR-

MMEL/MEL.081(b). Does not prevent the 

operator from granting successive 

extensions of the MEL RI. 

+1. Editorial change in consultation with 

RG01 CAT. 

(3) the rectification interval extension is not used 

as a normal meansof conducting MEL item 

rectification andresorts its  applicationis used 

only when events beyond the control of the 

operator have precluded rectification; 

  

+1. This provision is added in line with 

AR.OPS. 

+2. Editorial change in consultation with 

RG01 CAT. 

~JAA A&GM Section 4: 

Operations, Part 3: TGL26: 

2.10.2 

  

(43) a description of specific duties and responsibilities 

for controlling extensions is established by the 

operator and approved by the competent authority; 

1. IND: 1: Redundant with introductory 

sentence (f). To be transferred in 

AMC. Rule: procedure approved by 

the competent authority. AMC: 

description of the elements for 

approval. 

1.  Wording identical to the current JAR-

MMEL/MEL.081. “Subject to the approval 

of the competent authority [...]” at the 

beginning of paragraph (f) is deemed 

sufficient. It applies to the sub-

paragraphs. 

=JAR-MMEL/MEL.081(a)   

(54) the competent authority is notified of any extension 

of the applicable rectification interval; and 

    <JAR-MMEL/MEL.081(c) - 

Acceptable notification 

delay transferred in AMC2 

OR.OPS.020.MLR(f) 

  

(65) a plan to accomplish the rectification at the earliest 

opportunity is established. 

    =JAR-MMEL/MEL.081(d)   

(g) The An operatorThe operator shall publish establish 

the operational and maintenance procedures associated 

withreferenced in the MEL taking into account the 

operational and maintenance procedures 

referenced in the MMEL. These procedures shall be 

part of the operator’s manuals or the MEL. as part of 

the operations manual or the MEL. The operator shall by: 

1. IND: 1: To be added: “(4) The 

operator may specify for certain 

simple maintenance procedures 

associated with the MEL to be 

accomplished by the flight crew if 

these maintenance procedures are 

approved by the competent 

authority and the flight crew are 

appropriately trained to perform 

the maintenance procedure.” 

2. IND x2: Wording change: “publish” 

(make available to the public) not 

appropriate. “establish” is proposed. 

3. IND x1: Wording change: as part of 

the MEL or other Operator’s manuals 

(not limited to MEL or operations 

manual only). 

1. NPA proposal OR.OPS.MLR.105(g) in 

combination with the associated GM 

provides an equivalent level of 

information compared to the current 

JAR-MMEL/MEL.075. 

2. Editorial change. 

3. Editorial change in accordance w/ JAR-

MMEL/MEL.075(b) and (c); and in 

consistency w/ GM1-

OR.OPS.MLR.105(g). 

+1. Editorial change in consultation with 

RG01 CAT. 

+2. Changes made in line with AR.OPS. 

~JAR-MMEL/MEL.075(b) 

~JAR-MMEL/MEL.075(c) 

  

(1) takinge into account the MMEL operational and 

maintenance procedures referenced in the 

MMELinto account when preparing the operational 

and maintenance procedures referenced inthe 

MEL;and 

1. IND: 1: GM requested to make it clear 

that operators are not prevented from 

developing customised M&O 

procedures. 

2. IND: 1: Wording change: the 

operational and maintenance 

1. Text added toAMC1-OR.OPS.MLR.105(g) 

in accordance with JAA A&GM Section 4: 

Operations, Part 3: TGL26. 

2. Changed - in line with JAR-

MMEL/MEL.075(a). 

=JAR-MMEL/MEL.075(a)   
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procedures referenced in the MMEL. +1. Editorial change in consultation with 

RG01 CAT. 

(2) plan and accomplish operational procedures prior to 

operating and/or during the operation with the 

listed item inoperative; and 

  

+1. This provision is deleted due to AR.OPS. 

=JAR-MMEL/MEL.075(b)   

(3) accomplish maintenance procedures prior to 

operating with the listed item inoperative.  

  
+1. This provision is deleted due to AR.OPS. 

=JAR-MMEL/MEL.075(c)   

(h) TheAn operatorThe operator shall amend the 

operational and maintenance procedures 

referenced in the MEL after any 

significantapplicable change to the operational and 

maintenance procedures referenced in the MMEL. 

  +1.  The fully developed M&O procedures are 

not part of the MEL. However, as part of 

the compensating conditions, significant 

changes to M&O procedures referenced 

in the MMEL have to require changes to 

M&O procedures referenced in the MEL. 

OR.OPS.MLR.105(e) and associated AMC 

added. 

+2.  Editorial change in consultation with 

RG01 CAT. 

~JAR-MMEL/MEL.075(e)   

(i) Unless otherwise specified in the MEL, Thean 

operatorthe operator shall plan and accomplish: 

(1) the operational procedures referenced in the 

MEL,prior to operating and/or during the 

operation with the listed item 

inoperativeinwhen planning for and/or 

operating with the listed item inoperative; and 

(2) the maintenance procedures referenced in the 

MEL, prior to operating with the listed item 

inoperative.. 

  

+1. This provision is added in line with 

AR.OPS. 

+2.  Changed in consultation with RG01 CAT. 

    

(j) Unless otherwise specified in the MEL, 

Thean operator shall accomplish the 

maintenance procedures referenced in 

the MEL prior to operating with the listed 

item inoperative. 

  +1. This provision is added in line with 

AR.OPS. 

+2. Changed in consultation with RG01 CAT. 

+3. Text merged with (i) for clarification. 

    

(k) Notwithstanding paragraphs(a) to (j),for non-

commercial operations with complex motor-

powered aircraft registered in a third country, the 

operator shall obtain an approval for the MEL from 

the State of Registry of the aircraft. 
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NPA OR.OPS.025.MLR Operational flight plan - 

commercial air transport 

1. IND: 1: This is an operational 
instruction and should be contained in 
OPS.CAT; also ICAO Annex 6 should 
be checked as it implies an OFP is 
required for all operations with 
complex aircraft. 

2. IND: 1: Suggest move to GEN. 

3. INDIV: 1: Request to add that also 
procedures for in-flight assistance, 
communications and connectivity to 
ground-based resources, shall be 
considered. 

4. IND: 1, INDIV: 1: Clarification 
needed regarding the use of 
electronic media eg EFB. 

1&2. Text amended and moved to CAT.OP. 

Resultant text based on EU-OPS/JAR-

OPS 3. 

3. This suggestion is outside the scope of 

the NPA which is to transpose EU-OPS; it 

may be considered in a future 

rulemaking task via an EASA proposal 

form. 

4. Nothing prevents the use of electronic 

media (refer to AMC1-OR.OPS.MLR.100). 

  ~Annex 6 Part I, 

4.3.3.1 

An operational flight plan shall be completed for each intended 

flight based on considerations of aircraft performance, other 

operating limitations and relevant expected conditions on the 

route to be followed and at the aerodromes / operating sites 

concerned. , except for ooperationsVFR operations with: 

1. IND: 1: “operating site” should be 
added to take into account HEMS 
operations. 

2. IND. 2: An additional exemption 
should be added to consider HEMS for 
day and night ops local area and the 
fact that these operations are 
monitored by operational control 
centres. 

3. INDIV. 1: Proposal to provide 
definitions for A to A operations, non-
complex operations, local operations. 
This would result in non-complex ops 
with non-complex aircraft, local non-
complex ops with non-complex 
aircraft and local non-complex ops 
with complex aircraft. Local ops could 
be split into local ops with non-
complex aircraft and local ops with 
complex aircraft. 

4. MS x1: Clarify the meaning of “local 
area”. 

1-4. Text amended and moved to CAT.OP. 

Resultant text based on EU-OPS/JAR-

OPS 3. 

EU-OPS 1.290(a) 

JAR-OPS 3.290(a) 

Appx 1 to EU-OPS 

1.005(a) 

Appx 1 to JAR-OPS 

3.005(f) 

  

(a) other than complex motor-powered aeroplanes taking off 

and landing at the same aerodromeother than complex motor-

powered aircraft; 

        

(ba) taking off and landing at the same 

aerodrome/operating site on the same day; or 

(b) other than complex motor-powered helicopters engaged in 

flight operations conducted remaining within a local area 

specified in the operations manual; or 

        

(c) sailplanes and balloons. 1. MS: 1: The text should distinguish 
between sailplanes and powered 
sailplanes, for clarification. 

1. Text amended and moved to CAT.OP. 
Resultant text based on EU-OPS/JAR-
OPS 3. 
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by day flights over routes navigated by reference to visual 

landmarksdo not require an operational flight plan. 
1. MS: 1, INDIV: 1: Text should be 

consistent with NPA OR.OPS.130.MLR 
Information retained on ground and 
state “by day and over routes…”. 

2. MS x1: Long-distance VFR flights and 
their complexity make them subject 
to an operational flight plan. 

1. Text on OFP and Information on ground 
and Docs to be carried now aligned. 

2. Text amended and moved to CAT.OP. 
Resultant text based on EU-OPS/JAR-
OPS 3. 

    

NPA OR.OPS.030.MLR Information retained on the 

ground - commercial air transport 

1. IND: 1: This is an operational 
instruction and should be contained in 
OPS.CAT. 

2. IND: 1: Suggest move to GEN. 

3. IND: 1: Text in NPA OR.OPS.130.MLR 
is supported. 

4. MS: 1: To be moved to IR; it should 
not be possible to deviate, as this will 
facilitate accident investigations. 

1,2&4. Text amended and moved to 

CAT.GEN. 

3. Support for the text is acknowledged. 

    

Information relevant to the flight and appropriate for the type of 

operation shall be preserved on the ground for the duration of 

each flight or series of flights. , except for oVFR day flight 

operations with: 

1. IND: 15, INDIV: 11: Proposal to 
provide definitions for A to A 
operations, non-complex operations, 
local operations. This would result in 
non-complex ops with non-complex 
aircraft, local non-complex ops with 
non-complex aircraft and local non-
complex ops with complex aircraft. 
Local ops could be split into local ops 
with non-complex aircraft and local 
ops with complex aircraft. 

2. MS: 1: Suggestion to stick to complex 
motor-powered helicopters only for 
(a) and (b). 

3. INDIV: 1: “as compiled and made 
available to the flight crew before and 
during the flight…” needs to be 
clarified 

4. IND: 2: HEMS-flights should be 
treated the same as (b), see comment 
to NPA OR.OPS.025.MLR. 

1,2&4. Text amended and moved to 

CAT.GEN. Resultant text based on EU-

OPS/JAR-OPS 3. 

3. Text amended and moved to 

CAT.GEN. Resultant text based on EU-

OPS/JAR-OPS 3 which takes into 

consideration cases when the flight crew has 

to collect the information itself. 

EU-OPS 1.140 

JAR-OPS 3.140 

  

(a) other than complex motor-powered aircraft; 

(a) taking off and landing at the same 

aerodrome/operating site on the same day; or  

(b)helicopters having a maximum passenger seating 

configuration of 9 or less engaged in flight operations conducted 

remaining within a local area specified in the operations manual; 

       

(b) other than complex motor-powered helicopters; or 1. MS: 1: Amend to other than complex 
motor-powered aeroplanes, to include 
alleviation for aeroplanes. Alleviation 
for helicopters is already covered in 
the (a) of the NPA. 

1. Text amended and moved to CAT.GEN. 
Resultant text based on EU-OPS/JAR-
OPS 3. 
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(c) sailplanes and balloons  1. MS: 1: The text should distinguish 
between sailplanes and powered 
sailplanes, for clarification. 

1. Text amended and moved to CAT.GEN. 
Resultant text based on EU-OPS/JAR-
OPS 3. 

    

by day and over routes navigated by reference to visual 

landmarks, when other methods of recording are employed.do 

not require to preserve this information on the ground for 

the durationof such flights. 

        

OR.OPS.MLR.1105Jjourney llog 
        

Particulars of the aircraft, its crew and each journey shall be 

retained for each flight, or series of flights, in the form of a 

journey log book, or equivalent. 

  +1. This provision comes from NPA 

OPS.GEN.610. 

~EU-OPS 1.1055(a) 

~JAR-OPS 3.1055(a) 

>Article 34 Chicago 

Convention 

>due to each flight 

rather than just 

international flights 

as per Art 34. 

~Annex 6 Part II, 

2.8.2.1 

OR.OPS.220.MLR.12015 Record-keeping 

1. MS: 1: There are 3 different 
interpretations of the meaning of 
records. Does the text mean only the 
score of a test or the whole test? 

2. IND: 1: Text in NPA OR.OPS.220.MLR 
is supported. 

1. Clarification is provided by AMC1-
OR.OPS.MLR.115, which is based on IEM 
OPS 1.985 in TGL 44. 

2. Support for the text is acknowledged. 

~Appx 1 to EU-OPS 

1.1065 

~Appx 1 to JAR-OPS 

3.1065 

1.e and 6.e of Annex IV to 

Regulation (EC) No 

216/2008 

  

(a) The following records shall be stored for at least 5 

years:of the activities referred to in 

(1) Records of the activities referred to in 

OR.GEN.200; and 

(2) For non-commercial operations with complex 

motor-powered aircraft, records of the 

activities referred to in the operator’s 

declaration.the declarationshall be stored for at 

least 5 years. 

  +1. Text amended for clarification of 

“declaration”. 

~Appx 1 to EU-OPS 

1.1065, Table 6 

~Appx 1 to JAR-OPS 

3.1065, Table 6 

  

(b) The following information used for the preparation and 

execution of a flight, and associated reports, shall be 

stored for 3 months, if applicable for the operation: 

1. IND: 2, MS: 1: Add missing 
requirement from EU-OPS 1.140 
(b)(2): “Copies of the relevant part(s) 
of the aeroplane technical log”. 

2. INDIV: 1: Suggestion to store it in 
paper for 3 months and additionally 
electronically for one year; in addition 
records to be kept should include 
information about automated 
messages between the aircraft and 
ground and any in-flight assistance 
given by operations personnel during 

1. The technical log is addressed by Part-M.  

2. This suggestion is outside the scope of 
the NPA which is to transpose EU-OPS; it 
may be considered in a future 
rulemaking task via an EASA proposal 
form. 

+1. The EU-OPS text on reports on 

exceedances of duty and/or resting 

periods to be addressed in separate 

rulemaking task OPS.055. 

~Appx 1 to EU-OPS 

1.1065, Table 1 and 2 

~Appx 1 to JAR-OPS 

3.1065, Table 1 and 2 
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flight. 

(1) For commercial air transport operations, 

oOperational flight plan; 

  +1. RG03 NCC suggested to add “if 

applicable”: Text changed for 

clarification. 

    

(2) Route-specific notice to airmen 

(NOTAM)/aeronautical information services 

(AIS) briefing documentation if edited by the 

operator; 

        

(3) Mass and balance documentation;         

(4) Notification of special loads including written 

information to the commander/pilot-in-command 

about dangerous goods; 

1. MS: 6: Technical Instructions Part 7, 

4.10 requirement is missing (DG 

transport documents to be retained 

for a period of 3 months). 

1. This is covered in SPA.DG.105(f). 

+1. RG01 CAT input: PIC changed to 

commander/PIC for CAT/other 

respectively. 

    

(5) Journey log, or equivalent; and 1. IND: 7: Add “…or equivalent data” to 
consider the fact that operators can 
use computerised data. 

1. Text amended for clarification.   <Annex 6 Part I, 

11.4.3 

< due to this ICAO 

recommendation 

stating retain to 

provide a continuous 

record of the last 6 

m ops. 

(6) Flight report(s) for recording details of any 

occurrence, or any event which the 

commander/pilot-in-command deems necessary 

to report/record.; 

  +1. RG01 CAT input: PIC changed to 

commander/PIC for CAT/other 

respectively. 

    

(c) Notwithstanding OR.GEN.200, pPersonnel records shall 

be stored for the periods indicated below: 

1. MS: 2: Change 3 years to 4 or 5 
years, since the training is conducted 
in a 3 year cycle. 

2. IND: 1: Clarification required for crew 
members working for multiple 
organisations concurrently. 

3. MS: 1: Replicate tables in EU-OPS and 
JAR-OPS 3; easier to read. 

1. Text not changed, as it is aligned with 
EU-OPS. May be considered in a future 
rulemaking task via an EASA proposal 
form. 

2. The text specifies that every operator 
has to keep the relevant records. 

3. To avoid duplication, tables from EU-OPS 
have been merged. 

~Appx 1 to EU-OPS 

1.1065, Table 3, 4 & 5 

~Appx 1 to JAR-OPS 

3.1065, Table 3, 4 & 5 
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Flight crew licence and cabin crew 

attestation 

As long as the crew member 

is exercising the privileges 

of the licence or attestation 

for the aircraft operator 

Crew member training and checking 3 years 

Records on crew member recent 

experience 

15 months 

Crew member route and aerodrome / 

task and area competence, as 

appropriate 

3 years 

Dangerous Goods training, as 

appropriate 

3 years 

Training / qualification records of other 
personnel for whom a training 
programme is required. 

last 2 training records 

 

1. IND: 2: Suggestion to store 
documents 24 months instead of 15 
month, so that the fatigue risk data 
can be evaluated. 

2. IND: 8: Table row 6: amend the text 
to read “…up to the last two training 
records”. 

3. IND: 1: Clarify whether “crew 
member” is applicable to both flight 
crew and cabin crew. Provide a 
definition or example for “recent 
experience". Clarify whether the time 
periods are from the date of training. 

1. Fatigue risk management will be 
developed under RM task OPS.055 – 
specific record-keeping 
recommendations may be identified. 

2. Text not changed as it is aligned with 
EU-OPS. 

3. No change to the text, as the 
requirements are the same for flight 
crew and cabin crew in this list, as in EU-
OPS. Recent experience is prescribed in 
OR.OPS.FC. Time periods are expressed 
in the same way as in EU-OPS.  

  ~Annex 6 Part I, 

9.4.3.4 

~Annex 6 Part I, 

4.2.11.3 

(d) The An operatorThe operator shall: 1. IND:2: This section should be moved 
to OR.OPS.065.FC. 

1. No text change, as this rule refers to the 
operator’s responsibility to keep the 
records, not to the conduct of the 
training. 

    

(1) mMaintain records of all training, checking and 

qualifications undertaken by a crew member, as 

prescribed in this SectionOR.OPS undertaken by a 

crew member; and 

1. IND:1: It is unclear if this only applies 
to training undertaken during 
operations for one operator, or for all 
operators where the crew member 
performs duties. 

1. No text change, as this is aligned with 
EU-OPS. The wording “An operator shall” 
implies that each operator shall be 
responsible for maintaining records 
relevant to the crew member training 
with that operator. 

~EU-OPS 1.1035(1) (CC) 

~EU-OPS 1.985(a)(1) (FC) 

~JAR-OPS 3.1035(a)(1) 

(CC) 

>JAR-OPS 3.985(a)(1) 

(FC) 

  

(2) mMakethe such records of all conversion courses 

and recurrent training and checking available, on 

request, to the crew member concerned. 

1. MS: 1, IND: 2, INDIV: 1: Clarification 
required to confirm that this is only 
applicable to flight crew training and 
not cabin crew. 

1. The amended text covers the record for 
the training, checking and qualification 
of the relevant crew members. 

>EU-OPS 1.985(a)(2) 

>JAR-OPS 3.985(a)(2) 

> due to change from 

flight crew member to 

crew member. 

  

(e) The An operatorThe operator shall preserve the 

information used for the preparation and execution of a 

flight and personnel training records, in accordance 

with paragraph (c) above,even if the operator ceases 

to be the operator of that aircraft or the employer of that 

personnelcrew member, provided this is within the 

timescales prescribed in (c). 

1. IND: 9: Text to be clarified to confirm 
that the files should only be kept for a 
limited amount of time. 

1. Text amended for clarification. 

+1. RG01 CAT input: Changed to “crew 

member”. 

>EU-OPS 1.155(1) 

>JAR-OPS 3.155(a)(1) 

>due to addition of “even 

if the operator ceases to 

be the employer of that 

crew member” 

  

(f) When a crew member changes an operator, the crew 

member record should be made available to the new 

  +1. Text amended to more closely reflect the 

EU-OPS rule source text, and moved 

>EU-OPS 1.155(2) 

>JAR-OPS 3.155(a)(2) 
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operator. If a crew member becomes a crew member 

for another operator, the operator shall make the 

crew member’s records available to the new 

operator, provided this is within the timescales 

prescribed in paragraph (c). 

from NPA AMC.OR.OPS.220.MLR. >due to records referred 

to not limited to flight 

duty, duty and rest period 

records as in rule source. 

SECTION III – AIR OPERATOR DECLARATION 
1/ MS: Increases work load without a 

safety benefit. 

2/ MS: Section should be removed due to 

legal uncertainties.  

3/ MS: A declaration will not provide a 

sufficient level of safety oversight for all 

operators of complex motor-powered 

aircraft used in non-commercial 

operations, specifically managed aircraft 

operations where an aircraft is operated 

by a specialised management company on 

behalf of a single, or several, owners. 

1/ Not accepted. DEC is a method to enable 

the competent authority to fulfil its oversight 

responsibilities in accordance with 

AR.GEN.305. 

2/ Not accepted. The declaration is required 

by Article 8.3 of the Basic Regulation. GM1 

AR.GEN.345 provides further clarity.  

3/ Not accepted. AR.GEN provides 

appropriate means and responsibilities for 

oversight of NCC operations. Moreover, there 

is for the moment no evidence available that 

the existing oversight instruments would be 

insufficient for such NCC operations. 

  

OR.OPS.040.DEC.100 Declaration 
  No ICAO SARPS.  

(a) Prior to commencing operations, the an operator shall 

declare its capability and means to discharge the 

responsibilities associated with the non-commercial 

operation of complex motor-powered aircraft to the 

competent authority.  

(b) The operator shall inform the competent authority of 

any changes to the content of the declaration 

through submission of an amended declaration. 

  

 

1/ MS: Add certain COM operators to the 

applicability of the DEC. 

2/ IND: Add commercial balloon operators 

to the applicability. 

3/ AS: Clarification requested that this 

section should only apply to non-

commercial operators with complex motor 

power aircraft but not to non-commercial 

operations conducted by commercial 

operators. Editorial improvement 

suggested.  

4/ MS: Clarify the status of fractional 

ownership operations.  

1,2/Not accepted. All commercial operations 

require an AOC.  

3/ The DEC does not concern non-

commercial operations by certified operators.  

GM1-OR.OPS.DEC.100 provides further 

clarification.  

4/ Dependent on the contractual 

arrangements, fractional ownership 

operations are usually considered to be a 

non-commercial operation and require a 

declaration if a complex motor-powered 

aircraft is used.  

New (b) added to clarify that changes need 

to be notified to the competent authority by 

using the declaration form.  

  

(b) When the non-commercial operation of a complex motor-

powered aircraft is managed by a third party on behalf of 

the owner, that party shall declare its capability and means 

to discharge the responsibilities associated with the 

operation of the aircraft to the competent authority. 

MS: if such a third party is the operator, 

than this party is already covered in (a).   

Accepted. Further clarification provided in 

GM1-OR.OPS.DEC.100. 

  

(c) Operations shall not commence before an 

acknowledgement of receipt from the Competent Authority 

has been received. 

1/ AS: this limitation should be deleted.  

2/ IND: if the receipt is not acknowledged 

within 4-5 weeks, the operator can 

commence its operation. 

3/ MS: be a mechanism whereby a 

1/2/ The text has been deleted for legal 

certainty. It should be avoided that a 

national  court may interpret an 

acknowledgment of receipt as a form of prior 

approval 

3/ Not accepted. This would change the 
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declaration has to be deemed to be 

acceptable to the competent authority and 

an endorsement to that fact included on 

the acknowledgement of the declaration.   

intent of the declaration. The declaration is 

not an approval.  

OR.OPS.041.DEC.105 Content of the declaration 
  No ICAO SARPS.  

(a) The declaration and any change to the declaration shall 

be made on the form contained in Appendix 1I to this Part. 

1/ Use of industry standards is not 

supported, when these standards are not 

accepted following rulemaking procedures 

according Article 52 of the Basic 

Regulation. 

AR.GEN.305 and GM1 AR.GEN.305 provide 

further information on the use of industry 

standards.  

  

      

SECTION IV – AIR OPERATOR CERTIFICATION 
[MS] When can the certificate be replaced 
by a declaration of capability, as 
mentioned in recital (7) and article 8.2 of 
Reg 216/2008?. 

It has been decided not to develop conditions 
for such a replacement.  

  

OR.OPS.015.AOC.100 Application for an aAir oOperator 

cCertificate 

    

(a) Without prejudice to Regulation (EC) No 1008/2008, prior 

to commencing commercial air operations, the operator 

shall apply for and obtain an air operator certificate 

(AOC) issued by the competent authority. 

1. [MS] No EASA AOC for local flights, 
reciprocating engine, max. 4 seats; 
placing it under local authority 
responsibility. 

2. [INDIV] Only a declaration for 
commercial balloon operations 

 

3. [MS] Issuing AOC for commercial 
operations other-than CAT could create 
confusion in third countries. ICAO Annex 6 
requires it only for CAT. 

4. [MS] There is an imbalance between 
what was required in Reg. (EC) No  
1008/2008 (AOC only for commercial air 
transport) and what is required now (AOC 
for commercial air operations). 

1. Only Annex II aircraft, with the exemption 
of Article 4.5. of the Basic Regulation, and 
services as mentioned in Article 1.2. are 
subject to national rules.   

2. The Agency considers that safety of 
commercial operations is better ensured 
when the operator is subject to a certification 
process. 

3. This follows the advice of the drafting 
group OPS.001. The AOC has been modified 
and will indicate whether or not the 
operations carried out under the AOC are 
CAT. 

4. The scope of the Basic Regulation is 
wider; the definition of “commercial 
operation” includes CAT. All commercial 
operations will be subject to a certification 
process. In the drafting group (OPS.001) it 
was decided to include “aerial work” as well.  

EU.OPS.1.175, 

EU.OPS.1.180 
Annex 6 Part 1 

4.2.1.1 

4.2.1.3 

 

1.1.1. Annex 6 Part 
III Section 

II 

2.2.1.1 

2.2.1.3 

(b) Applicants shall provide the following information to the 

competent authority: 

 

[MS] Allow the competent authority full 
access to examine all safety aspects of an 
AOC operation. 

Access covered in OR.GEN.040 and related 
AMC  

  

(1) tThe official name and business name, address, and 

mailing address of the applicant; 

[MS] Include an e-mail address. This is covered in “mailing address”.   
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(2) aAdDescription of the proposed operation, including 

the type(s), and number of aircraft to be operated 

 

[IND] One company involved in a wide 
variety of different aircraft types has 
difficulties to describe the type of 
operations performed. 

The proposed text is in line with EU.OPS 
1.185, (a) and Appendix 1 to 1.175(b). 

 

EU.OPS 1.185, (a) 

Appendix 1 to 1.175(b) 

 

     

(3) aA dDescription of the management system, 

including organisational structure; 

    

(4) tThe name of the accountable manager; [MS] Include acceptance of the 
accountable manager by the competent 
authority. 

The acceptance of an accountable manager is 
part of the organisation approval.  

The change of the accountable manager is 

considered as a change that may affect the 

organisation’s certificate and must be 

notified to the competent authority.  

OR.GEN.130 

General – prior approval of changes 

Items requiring an “approval by the 
competent authority” are considered as “a 
major change” to the operator’s organisation 
and operation, which possibly also requires a 
change in the operations manual. The 
operator has to notify a major change to the 
competent authority, and any changes can 
only be implemented after having received 
the approval of the competent authority and 
modification of the OPS SPECS, where 
applicable. The items subject to prior 
approval are included in GM1-
OR.GEN.130(b). 

Items requiring the “acceptance of the 

competent authority” are considered as a 

“minor change” to the operator’s 

organisation and operation. The operator has 

to notify the competent authority about the 

change and adapt the procedures in the 

operations manual accordingly. The change 

can be implemented without any prior 

response from the competent authority. The 

rule text has been modified to clarify that the 

operator has the obligation to inform its 

competent authority.  

 

 

EU.OPS 1.175, (h)  

(5) tThe names of the nominated post holderspersons, 

as required by OR.OPS.135210.AOC(a) together 

with their qualifications and experience; and 

    

(6) aA copy of the Operations OrganisationmManual, 

as required in by OR.GEN.200 (a)(6) 

1. [IIndiv] Is there a new requirement for 
an approved departmental management 

1. This had been changed. 
OR.GEN.200(a)(5) refers to documentation 
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OR.OPS.MLR.100. 

 

 

 

 

 

 

manual? 

 

2. [MS] Include operations manual as one 
of the documents to be provided by the 
applicant of an AOC. 

 

3. [IA] Define minor change, to guarantee 
the basic approval of the OM. 

instead of manual, because specific subparts 
will specify the parts of the manual to be 
approved. 

2. Agreed. Operations manual is included. 

3. See previous comment. Changes not 
requiring prior approval are covered in 
OR.GEN.130(c). 

 

(c) Applicants shall demonstrate to the competent authority 

that: 

    

(1) they comply with all the applicable 

requirements of Annex IV ofto Regulation (EC) 

No 216/2008, this Part and Parts-OPS –CAT, 

Part-SPO and Part-SPA, as applicable; 

 

 

[MS] Include Annex IV to the Basic 
Regulation as part of the requirements to 
be complied with. 

Accepted   

(2) all aircraft operatedhave a certificate of 

airworthiness in accordance with Part-21;and 

 

1. [MS] Cover aircraft of third countries 
(unlikely to have a CofA issued in 
accordance with Part-21); the vast 
majority of dry lease-in arrangements 
from outside the community. 

 

2. [Indiv] Proposal to include permit to fly 
i.a.w. Part-21 for applicants of an AOC. 

3. [IND] Test flight or ferry flight with a 
(complex motor-powered) aircraft which is 
registered in a third country and owned or 
operated by a non-Community operator.    
(MRO providers and leasing companies). 

4. [MS] It is not possible to issue aCofA 
i.a.w. Part-21 for Annex II aircraft. 

5. [MS] The majority of the existing 
derogations (Annex II aircraft) are not 
covered by the new proposal, and that 
grandfathering must be assured. 

1. The text is in line with 1.180 of EU-OPS. 
The only difference is that the notion 
“standard” has been removed so aircraft with 
a restricted Part-21 CofA are allowed 
(subject to certain limitations) to conduct 
commercial operations.  

2. Permits to Fly cannot be put on one line 
with certificates of airworthiness. Permits to 
fly will be issued to aircraft that do not meet 
the applicable airworthiness requirements, 
but are capable of safe flights under certain 
conditions and only for purposes that are 
listed exhaustively in Part-21, Subpart P.  

3. Test or ferry flight of TCO aircraft 
operated by TCOs need to comply with the 
future Part-TCO (NPA not published yet). 
Part-TCO refers to Part-21, Subpart P for 
aircraft that do not hold a standard ICAO 
CofA. Test and ferry flights are examples of 
operations of aircraft that do not hold a 
standard ICAO CofA. Therefore these aircraft 
need to apply for a permit to fly. For the 
reasons as mentioned above, a permit to fly 
will not be considered as a CofA issued in 
accordance with Part-21 or ICAO Annex 8.   

4. Annex II aircraft will be addressed in a 
separate RM task 

5. Annex II aircraft fall outside the scope of 
the Basic Regulation. This means that 
national rules will apply. 

 

 

 

(3) iIts organisation and management are suitable and     
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properly matched to the scale and scope of the 

operation.; and 

 

 

[Indiv] Text proposal: “flights will be 
conducted in accordance with the 
provisions of the operations manual” 

Paragraph has been transferred to 
OR.OPS.GEN.110(b) 

 

OPS.1.175, (a)  

     

OR.OPS.020.AOC.105 Operation specifications and 

privileges of an air operator certificate (AOC) holder 

    

(a) The privileges thatof the operator, including those 

granted in accordance with Part-OPS.SPA is certificated to 

conduct shall be specified in the operations specifications of the 

certificate. 

[MS] Include the registration number of 
each aircraft operated by an operator on 
the OPS SPECS (and not only in the OM). 

Accepted. Appendix I to Annex I AR.OPS will 
include such an operations specification 

 Annex 6 Part 1 

1.1.2. 4.2.1.2 

Annex 6 Part III 

Section II 

2.2.1.2 

(b) The privileges of the holder of an air operator certificate 

may include any of the operations requiring specific approvals 

referred to in Part-OPS.SPA. 

[MS] Delete (b). The use of “may” makes 
that provision more a guidance material 
than a requirement. 

Text deleted and merged with (a).   

OR.OPS.025.AOC CHANGES     

In the case of an amendment to the certificate, applicants shall 

provide the competent authority with the relevant parts of the 

Operations Manual, the Organisation Manual and all other relevant 

documentation.Changes to the following items shall be 

subject to prior approval of the competent authority: 

Operational Control; 

Procedures for flight crew to operate on more than 1 type 

or variant; 

Procedures for cabin crew to operate on four aircraft types; 

Evacuation procedures with a reduced number of required 

cabin crew during ground operations or in unforeseen 

circumstances 

Method of determination of minimum flight altitudes; 

Increased bank angles at take-off for performanceClass A 

Standard mass values other than those specified in Subpart 

J; 

Omission of data from mass and balance documentation; 

Special standard masses for the traffic load; 

Passenger weighing survey plan; 

MEL; 

Steep Approach Procedures; 

[IND] What if the competent authority 
wishes to change the certificate?  

 

OR.OPS.025.AOC. has been transferred to 
OR.GEN.130. A list with prior approvals will 
be addressed in a GM to OR.GEN.130. 

Assuming that the commenter means that a 
competent authority should be allowed to 
limit the scope of the AOC. As this is 
enforcement it is regulated, in AR.GEN 
Section 3. 
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Short Landing Operations - Performance Class A and B; 

Use of on-board mass and balance systems; 

Recurrent training programme flight crew; 

Advanced qualification programme flight crew; 

Initial training course for applicants for cabin crew 

attestation; 

Issuance of cabin crew attestation; 

Aircraft type training programmes for cabin crew (type-

specific and operator-related training elements); 

Recurrent training programme for cabin crew; 

Dangerous Goods staff training programme; 

Flight Time Specification scheme; 

Any approval in accordance with Part S 

Helicopter operations: Selection of offshore alternates 

 

     

OR.OPS.030.AOC.110 Leasing agreement  

    

ANY LEASE-IN EXCEPT WET LEASE-OUT 
1. [IA and IND]Short-term wet leasing is 
not covered. Proposal (634): “This does 
not imply a need for the lessor to comply 
with the EASA requirements”. 
[IND] short-notice wet lease is not 
covered/ Align it with JAA TGL 44, AMC 
1.165, with exception of criteria for FTL.  

2. [IA] Can TCO comply with IR by 
complying with AMC? 

1. The flexibility provision in Article 14.4 of 
the Basic Regulation provides a legal basis to 
grant an exemption in the event of 
unforeseen urgent operational circumstances 
or operational needs of a limited duration.  

ACJ OPS 1.165 will be addressed in a 
separate rulemaking task. 2. The correct 
implementation of an AMC shall provide for 
presumption of compliance with the related 
Implementing Rules only, since not all IR’s 
are supported by AMC. 

  

(a) Without prejudice to Regulation (EC) No 1008/2008, any 

lease-in agreement for concerning aircraft registered in 

a third country and used by an operator for which any 

Member State ensures oversight of operationsor used 

into, within or out of the Community by an operator 

certified in accordance with this section Part (Community 

operator) shall be subject to prior approval authorisation 

of the competent authority. 

1. [MS] Proposal to change “registered in 
a third country” into “for aircraft used by 
an operator for which any Member State 
ensures oversight”. Justification: Art.13(1) 
Reg. (EC) No  1008/2008. (AMC 
OR.OPS.030 should include more detailed 
provisions regarding wetleased aircraft 
registered within the Community to 
mitigate "endangering safety" as meant in 
CR 1008/2008 Article 13(1)and (2) and, 
more specifically, expelling lease-in of 
Community operators with EC SAFA 
warnings.) Wetlease-in from a Community 
operator is not taken into account and 
there is no equivalent to EU.OPS 1.165, 
(b)(2).  

(a) to (d) dry lease-in of Community-

1. Accepted; prior approval is required for all 
lease agreements. Brought in line with 
EU.OPS.1.165, (b). However, only wet lease-
in of TCO aircraft and dry lease-out to a TCO 
will be subject to conditions, which is also in 
line with EU.OPS 1.165, (c)(2). 

In case of wet lease-in between community 
operators, the responsibilities don’t change, 
because the lessor remains the operator of 
the aircraft and applies the same set of 
Implementing Rules as the lessee. In case 
there is a safety concern on the lessor or 
lessee, this should be addressed by the 
competent authority concerned and by the 
Agency through standardisation inspections. 
In case the non-compliance continues, the 
Commission shall, on request of the Agency 

EU.OPS.1.165, (b) and (c). 

Article 13(2) Regulation 
(EC) No 1008/2008 
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registered aircraft  not covered. Art. 13(2) 
Reg. 1008 covers dry lease in and EU.OPS 
1.165, (b)(2)(i) requires prior approval. 
Proposal: OR.OPS.030.AOC (a) - 
“…….registered in a third country or a 
Member State and used by an 
operator……. 

 

2. [MS]Clarify that  only “operational 
lease-in is considered not financial lease 
(ICAO doc 295) 

3. [MS] Reg. (EC) No 1008/2008 uses the 
term “approval”. Change authorisation 
into approval. 

 

4. [Indiv add “shall apply for and be ….” 

5. [MS] What is the difference between 
“used by an operator for which any MS 
ensures oversight of operations” and 
“used into, within or out of the 
Community by an operator certified in 
accordance with this section” (Community 
operator) 

[MS] proposal: include a requirement for 
Community operators to inform their NAA 
about the lease. 

 

or on its own initiative, require the certifying 
competent authority to take appropriate 
corrective action and safeguarding measures. 
In addition mutual recognition of the 
certificate concerned shall cease to exist. So 
the safety aspects as mentioned in Article 
13(2) of Regulation (EC) No1008/2008 will 
be addressed through the EASA regulatory 
framework. 

It is not necessary to impose conditions on 
dry lease-in arrangements between 
Community operators, because the general 
rules for variation of the AOC will apply. 

2. This is clarified in the definitions, which do 
not mention “undertaking” as is the case in 
the definition of “dry lease” in Regulation 
(EC) No 1008/2008.  

 

3. Accepted The term “authorisation” has 
been changed into “approval” 

 

4. Subject to prior approval implies that the 
operator needs to apply for such an 
approval. 

5. Accepted: “…for which any Member State 
ensures oversight of operations” is deleted.  

6. Covered in (a)-(c) and (e); prior approval 
is needed for any lease-in and any dry lease-
out. In case of wet lease-out the competent 
authority needs to be informed only.  

WET LEASE-IN     

(b) An operator certified in accordance with this 

sectionPart shall only wet lease-in aircraft from a 

third country operator that is not subject to an 

operating ban pursuant to Regulation (EC) No 

2111/2005 and, in the case of the third country 

operator holding an authorisation issued in 

accordance with Part-TCO, if that authorisation has 

not been suspended or revoked. 

(c) To obtain the approval authorisation as referred to 

in (a) above for the wet lease-in of an aircraft 

registered in a third country, an operator for which 

a Member States ensures oversight of operations, 

shall demonstrate to the competent authority that 

the third country operator: 

(1) Holds a valid AOC issued in accordance with 

ICAO Annex 6; and  

(2) the aircraft has a standard Certificate of 

Airworthinessissued in accordance with ICAO 

[MS]What are the time limits for such an 
authorisation? EASA should develop 
provisions for duration, suspension, etc. 

The duration of a wet lease-in agreement 
with a TCO is limited in time in Art.13.3(b) of 
Regulation (EC) No 1008/2008. 

Regarding the other lease agreements, it is 
the operator who decides on the duration. 
However, the validity is subject to the 
conditions in AR.OPS.110 (b). 
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Annex 8; and 

(3) complies with the applicable EU safety 

requirements for air operations and 

organisationsor equivalent standards; and 

(4) complies with Regulation (EC) No 2042/2003 

(5) Complies with Part-FCL Annex III 

(c) An applicant for the approval of the wet lease-in of 

an aircraft shall demonstrate to the competent authority 

that: 

(1) the third country operator: 

(i)  holds a valid air operator certificate (AOC) 

issued in accordance with ICAO Annex 6;  

(ii)  complies with the applicable EU safety 

requirements for air operations and 

organisations or equivalent standards;  

(iii)  complies with Regulation (EC) No 

2042/2003; 

(2)  the aircraft has a standard cCertificate of 

aAirworthiness issued in accordance with 

ICAO Annex 8;  

(3)  the pilots hold a Part-FCL licence or a licence 

that was accepted in accordance with the 

provisions of Annex III to [Regulation on 

personnel requirements]. 

(1) The lessor is an operator holding an authorisation in 
accordance with Part-TCO; and 

[IA and IND] TCO authorisation is not in 
line with Reg. (EC) No  1008/2008 which 
refers to approval by NAA.  

[MS]What is the added value of a TCO 
authorisation when it is already required 
to comply with Part-OPS? 

[IA and IND] NPA on TCO is not yet 
published. 

Deleted. A third country operator operating 
into, within or out of the EU needs to hold a 
TCO authorisation in accordance with Part-
TCO. 

  

(2) The following requirements are met: 1. [MS]Proposal: (2) “to comply with 
safety standards equivalent to Part–
OPS.GEN” (…).Justification: Art.13(3) Reg. 
(EC) No 1008/2008. (IA) Similar 
comment.  

2. [IND] proposal: “an equivalent level of 
safety is shown for the following 
requirements” 

3. [MS]Proposal: “All safety standards 
equivalent to following requirements are 
met” and in (b)(3) to replace the word 
“compliance” with “the required safety 
standards equivalence”. The current 
wording is not in line with Regulation (EC) 

(1-6) Accepted: “equivalent safety 

standards” are introduced in (b).  

(b)(3) is brought in line with (b)(1). 

See comments under (b)(1) 

It is not necessary to impose conditions for 
dry lease-in of aircraft registered in a third 
country, because OR.GEN.130 in conjunction 
with OR.OPS.AOC.100 will apply.  

 

7. AMC1 OR.OPS.AOC.100(c) in conjunction 
with AR.GEN.Section 3 provides  the 
necessary means to assess conformity 
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NO 1008/2008. Reg. 1008 also requires 
prior approval for wetlease-in and dry 
lease-out/in for Community and TCO 
aircraft. 

4. [IA] Imposing Part-OPS on wetlease 
will make wet lease impossible. Also in 
contradiction with Re. 1008 because it 
refers to equivalent level of safety. 
Proposal to realign wet lease with Reg. 
1008.  

5. [MS] The requirements to be met would 
limit wet leasing TCO aircraft. Align with 
Art. 13(3) of Reg. 1008. 

 6. [IND] proposal: “an equivalent level of 
safety is shown for the following 
requirements” 

7. [MS] EASA should develop means for 
the NAA to assess conformity.  

 

(i) Part-OPS.GEN;     

(ii) for commercial air transport (CAT) operations Part-
OPS.CAT, excluding OPS.CAT.220.A if authorised by the state of 
the operator; 

[IA, IND and MS] OPS.CAT.220 doesn’t 
exist. 

Should be OPS.CAT.225. Transferred to 
AMC1OR.OPS.AOC.110(c) 

  

(iii) for commercial operations other than CAT, Part-OPS.COM;     

(iii) Part-FCL Annex III;     

(iv)  

OR.GEN Section 2, OR.OPS.GEN, OR.OPS.MLR 
excluding OR.OPS.020.MLR, OR.OPS.FC, the cabin crew 
medical and training requirements of OR.OPS.CC, 
OR.OPS.TC, OR.OPS.FTL including related CS-FTL and 
OR.OPS.SEC;, 

1. [IA]Identify the OR.OPS.CC 
requirements concerned by this Section. 
The medical and training requirements are 
not clearly listed. OR.OPS.020.MLR – just: 
any operator must have an approved MEL.  

2. [MS] Guidance is needed for the 
implementation of the Fatigue Risk 
Management System (FRMS) for 
community operators.  

1. A third country operator is not required to 
hold an operations manual in accordance 
with OR.OPS.MLR. An operations manual 
issued in accordance with the third country 
national aviation authority is considered 
sufficient. 

2. This will be addressed in RM task 0.55 

  

(v) Part-M; and;     

(vi) Part-145. [IA]Not every operator is Part-145 
approved (see Part-M). 

[I- and IND]Delete Part 145. How can 
EASA request a TCO to comply with Part-
145 when it is not required for a European 
operator? 

Reference to Part-145 has been deleted.   

(3) Compliance with the essential requirements and applicable 
implementing rules may be demonstrated by applying the 
procedures contained in the operations manual of the lessor. 

[MS]The word “applying” is inappropriate. 
Proposal: “…may be demonstrated by 
confirmation that the appropriate 
procedures are contained in the 

(3) has been deleted.   
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operations manual…” 

DRY LEASE-OUT [IND] In the case of dry lease it is not 
clear which competent authority has 
oversight responsibilities. The Agency 
should reintroduce Art.8 of Reg. (EC) No 
2407/92 (exemption for registration of the 
aircraft under certain conditions) which 
disappeared in Reg.1008. 

The Agency cannot contradict Regulation 
(EC) No 1008/2008 and reintroduce Art.8.  

  

(d) Any dry lease-outof an aircraft of an operatorfor which 

any Member State ensures oversight of operations, 

shallbe subject to the prior authorisationof that Member 

State’sthe competent authority 

1. [MS]Proposal: “Any dry lease-out”. 
Justification: EU-OPS 1.165, (b)(c) (wet-
lease-out is not covered). The competent 
authority has to verify if the lease-out is 
covered by the AOC (training of damp cc, 
outstation handling, use of lessee 
procedures EU needs to be informed when 
wet lease-out to a blacklisted carrier is 
revealed).  

2. [MS]Add paragraph on dry lease-in of 
a/c registered in a third country plus 
conditions. 

1. See comment in (a) for wet lease-out 
arrangements between community 
operators. 

With regard to wet lease-out to a TCO, the 
Community operator retains control over the 
operation. So the responsibilities for the 
operator or the competent authority don’t 
change. This is also in line with Regulation 
(EC) No 1008/2008 and EU-OPS since no 
prior approval of the competent authority is 
required.  

2. See previous response on dry lease-in.  

  

(e) To obtain the authorisationas referred to in (d) above, 

the following conditions shall be met 

[IA] Add new paragraph (e) on wet lease-
out. See proposal(#233): “(e) Any 
Community Operator wet-leasing out an 
aircraft registered in the Community to a 
third country operator shall remain the 
operator of the aircraft and retain all 
functions and responsibility prescribed in 
section IV”. Justification: requirements for 
wet-lease-out are missing. 

A new requirement is introduced to inform 
the competent authority of any wet lease-
out. 

The definition of wet lease already makes it 
clear that the aircraft is operated under the 
AOC of the lessor. 

  

(1) the competent authority has transferred its responsibilities 
for oversight of operations and maintenance to the competent 
authority of the lessee; 

[MS]In the case of dry lease-out between 
operators of the same certifying authority 
there is no need to transfer oversight 
responsibilities of operations and 
maintenance. The MS’s normal 
methodology for accepting an aircraft on 
an AOC should apply. Proposal: “except in 
the case of a dry lease between operators 
overseen by the same Member State, the 
competent authority has reached 
agreement with the competent authority 
of the lessee on which responsibilities are 
to be transferred for the oversight of 
operations and maintenance” 

[MS] Proposal: “(1) the competent 
authority has transferred its 
responsibilities for oversight of operations 
and maintenance to the competent 
authority of the lessee and an 
arrangement has been concluded that 
establishes the share of responsibility for 
the maintenance” Justification: when no 
Art.83bis then responsibility for 

In the case of dry lease-out between 
Community operators of different competent 
authorities, safety oversight is covered 
through cooperative oversight. Therefore 
competent authorities are exempted from 
transferring responsibilities when the dry 
lease-out agreement is between Community 
operators.  

 

Article 1.2 of Regulation (EC) No 2042/2003 
sufficiently address the dry lease-out of 
aircraft registered in the EU, including the 
transfer of responsibilities. 
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maintenance remains with the SoR.  

(2) the aircraft is removed from the AOC of the lessor; 

and 

 

    

(3) the aircraft is maintained in accordance with an approved 

maintenance programme. 

(d) An operator certified in accordance with this 

SsectionPart intending to dry lease-out one of its 

aircraft shall apply for prior approval of the 

competent authority. The application shall be 

accompanied by copies of the intended lease 

agreement and all other relevant documentation. 

 

WET LEASE-OUT 

 (3) has been deleted – see previous 
comments. 

  

(e) Prior to the wet lease-out of an aircraft, an operator 

certified in accordance with this Part shall notify 

the competent authority. 

 A new requirement is introduced to inform 
the competent authority of any wet lease-
out. 

  

OR.OPS.AOC.115035 Code-share arrangements 

[MS]An arrangement under which an 
operator places its designator on a flight 
operated by a TCO cannot be interpreted 
as “used” by the Community operator. 
TCOs are in the scope of Art. 4(1)(d) of 
the Basic Regulation. Proposal: delete 
OR.OPS.035.AOC 

[IA and IND] EU-OPS doesn’t cover code-
share. There is no legal basis for imposing 
requirements on code-share. Proposal: 
realign with EU-OPS. 

[Indiv]The Agency has no legal basis for 
regulating code-share. 

[IA]Wrong interpretation of Art. 4(1)(c). 
Realign with EU-OPS. 

[IA] NPA Part-TCO has not been 
published. 

Code-sharing is within the scope of Article 
4.1(c) of the Regulation (EC) No 216/2008 
and therefore Implementing Rules need to 
address code-share as well. 

  

(a) Any code-share arrangement agreement between an 

operator certified in accordance with this Part 

Ssection(community operator) and a third country 

operator shall be subject to prior authorisation approval 

of the competent authority. 

(ab) An operator certified in accordance with this Part 

shall notonly enter into a code-share 

arrangementagreement with a third country 

operator that is not subject to an operating ban 

pursuant to Regulation (EC) No 2111/2005. 

[IA]This should only apply when a 
Community operator puts its code on a 
TCO but not in the opposite way 

Accepted.New (b) introduced    
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(cb) To obtain an authorisationapproval to enter into a code 

share arrangement with a third country operator, 

thecommunity operator shall demonstrate to the 

competent authority that the third country operator 

holds: 

[IA] Part-TCO should not be applied since 
most code-share partners never fly into 
Europe. The IOSA system should be 
sufficient to authorise code-share 
arrangements and operators should have 
the possibility to rely on IOSA audits (see 
FAA). Proposal: delete (b)(1) and refer in 
(b)(2) to IOSA audits. 

[IND]Proposal: "(a)   Any code-share 
arrangement between an operator 
certified in accordance with this Section 
(Community operator) and a third country 
operator shall be subject to prior 
authorisation of the competent authority.   
(b) To obtain an authorisation to enter 
into a code-share arrangement with a 
third country operator, the Community 
operator shall demonstrate to the 
competent authority that:    

(1)    The third country operator holds an 
authorisation in accordance   with Part-
TCO.” 

A third country operator conducting 
commercial operations into, within or out of 
the EU will need to hold an authorisation 
issued by the Agency. So in case of a code-
share such an operator will already hold a 
TCO authorisation. This means that the 
oversight is carried out by the Agency. 

If the code-share partner doesn’t operate in 
the EU then the new proposal has created 
the possibility to either apply for a TCO 
authorisation or the Community operator 
establishes a code-share audit programme 
ensuring that the third country operator 
complies with the Essential Requirements. 
The audit could be carried out by IOSA using 
the ICAO SARPs provided that the IOSA 
programme is EN approved. However the 
Community operator will be responsible for 
establishing and implement the code-share 
audit program. The competent authority shall 
be responsible for verifying that the code-
share audit programme ensures adequate 
oversight of the code-share partner and all 
level 1 findings are closed. 

  

(1) the third country operatorholds a valid AOC 

issued in accordance with ICAO Annex 6; and 

(12) the third country operator holds an authorisation in 

accordance with Part-TCO or ithas established a 

code-share audit programme providing a 

system for auditing and continuous 

compliance monitoring. 

1. [IND] Conformity with the Essential 
Requirements will mean for TCOs that FTL 
and CC attestation are included. Affected 
states like the USA would require this in 
return. The IOSA system should be 
recognised. An audit seems to be 
reasonable but then it needs to be clear 
whether “any code-share” includes 
alliances and franchise. If that’s the case 
then TCO need to audited by each airline. 

2. [IND] TCO authorisation requirement 
plus to be subject to audits is beyond 
EASA control and is above ICAO 
standards. 

3. [MS] Code-share is not in the scope of 
Article 4(1)(c) but in 4.1(d) of the BR. 
Proposal: the TCO holds an authorisation 
in accordance with Part-TCO if it operates 
services into the Community. 

4. [IA] No TCO authorisation for TCOs 
never flying into Europe. 

5. [MS] IOSA system should be used for 
checking compliance with Part-TCO and 
the ERs.  NPA TCO has not been 
published. 

6. [IA] NPA TCO has not been published. 
Furthermore the proposal has 
extraterritorial implications because it also 
applies to TCO that never fly into Europe. 

1-9 New proposal requires TCO authorisation 
or an audit programme ensuring compliance 
with the Essential Requirements of the Basic 
Regulation.  
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Proposal: delete (b)(1) and add in (b)(2) 
that IOSA audits are acceptable. 

7. [IND] NPA TCO has not been published. 
IOSA and ICAO standards, which 
substitute TCO authorisation, should be 
sufficient. 

8. [IA] NPA TCO has not been published. 

9. [FAA] NPA TCO has not been published 
so it is not possible to comment 

(d) When implementing the code-share audit 

programme in (c)(2) the Community operator shall 

conducts an initial onsite audit and for the duration of the 

code share arrangement regular audits of the third 

country operator for the duration of the code-share 

arrangement agreement to ensure compliance of the 

third country operator with the essential requirements 

Annex  IV to ofthe Basic Regulation Regulation (EC) 

No 216/2008.; and the standards maintained by that 

operator in conducting its operations;On-site audits shall 

be conducted at least once every 24 months. 

1. [IA]Time frame (24 months) 
requirement should be put in AMC. IOSA 
audits should be accepted. 

2. [IA]Transfer audit pooling system from 
AMC (OR.OPS.035.AOC (b)(2)) to IR and 
allow it as an alternative to individual 
airline on-site audits. 

3. [IA]Requiring TCO to comply with the 
ERs makes code-share with TCO de facto 
impossible. ICAO standards or equivalent 
should be sufficient to authorise code-
share. 

4. [IND]Recognise IOSA registry as AMC. 

5. [MS]This requirement is 
disproportionate. This will lead to 
excessive auditing with no safety benefits. 
AMC does not match with the rule. 
Proposal: “The Community operator shall 
ensure that an appropriate audit of the 
third country operator is conducted before 
the commencement of the code-share 
arrangement and regularly thereafter for 
the duration of the arrangement.  The 
purpose of the audit is to ensure 
compliance ………” 

6. [IND] 24 months is too rigid. 
Compliance of TCO with the Essential 
Requirements is too heavy. Use the IOSA 
audit system. 

7. [IA]The Agency should not go beyond 
ICAO and should allow operators to use 
other organisation or audit systems for 
audits 

8. [IA]The Agency shall recognise the 
IOSA audit programme as an AMC. 

9. [IND]Proposal: “(2)              The 
Community operator conducts an initial 
safety audit and for the duration of the 
code-share arrangement conducts safety 
oversight of the third country operator to 
ensure the safety standards maintained by 
that operator in conducting its operations 

1. An audit every 24 months is also what the 
FAA requires for insuring that the TCO 
continues to comply with the applicable 
safety standards. It has been proven to be 
an adequate timeframe to conduct a follow-
up on-site audit.  

2. We consider that the AMC provides an 
adequate basis. 

3. Part-TCO requires that a TCO complies 
with the applicable ICAO standards. In 
addition and only when no ICAO standards 
exist the TCO is required to comply with the 
Essential Requirements contained in Annex I, 
III and IV to the Basic Regulation. 

4. The Agency is assessing  this possibility. 

5. See response in point 1 

6. See response in points 1 and 4. 

7-8 See response in point 4 

9. See response in point 1 
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are equivalent to those required by IOSA 
standards. Safety oversight shall be 
conducted at least once every 12 
months”. 

(e) The audits, including any findings, shall be recorded in an 

audit report. Level 1 findings shall be closed before 

entering into or continuing a code-share agreement;, 

level 2 findings shall be closed withinsix12 

monthsofafter the audit. The Community operator shall 

submit the audit report including findings and their 

closure, to the competent authority. All audit reports, 

shall be kept for at least five5 years. 

1. [MS] there should be a definition on 
level 1 and 2. 

2. [IND] In case a level 1 finding is raised 
against a Community operator then no 
consequences. In the case of a level 1 
finding against TCO then the code-share 
must be ceased. This could lead to 
auditors downgrading level 1 findings to 
level 2. What about a level 1 finding by 
operator X on a TCO which is engaged in 
different code-share arrangements with 
Community operators? A level 2 finding 
should not be open for 12 months. 

 

[IND]Proposal:“(b)The Community 
operator shall submit details of their 
safety oversight policies to the competent 
authority. The safety oversight activity or 
any safety audits conducted, including any 
findings shall be recorded. Level 1 findings 
shall be closed before entering in a code-
share agreement, level 2 findings within 2 
months of any audit. The Community 
operator shall at the request of the 
competent authority submit the details of 
the safety oversight conducted and any 
audit reports, including findings and their 
closure to the competent authority. All 
audit reports shall be kept for at least 5 
years.” 

1. Clarification is provided in AR.GEN.350. 

 

2. In the case of a level 1 finding on a 
Community operator the competent authority 
has to take appropriate measures in 
accordance with AR.GEN.350. This could 
include a suspension or revocation of the 
AOC. In that case the code-share 
arrangement will be suspended or revoked. 
So a level 1 finding will have consequences.  

The same principle will be applied to TCO. In 
the case of a level 1 finding the TCO 
authorisation can be suspended or revoked 
(by the Agency). In case the operator 
doesn’t hold a TCO authorisation the code-
share approval will be suspended or revoked. 
If the TCO is also engaged in other code-
share arrangements, the audit report should 
be shared with all identifiable sharing 
operators who on their turn should inform 
their competent authorities enabling them to 
take appropriate measures. 

The closure of level 2 findings has been 
brought in line with the timeframes as 
established in AR.GEN.350. 

 

  

OR.OPS.AOC.120 AOC approvals to provide Part-CC 

training and to issue cabin crew attestations 

 
This new IR has been developed to transpose 
EU-OPS requirements that were not fully 
covered in the NPA, namely OPS 1.1005 (b) 
to (e), OPS 1.1025 (a) and Appendix 1 to 
OPS 1.175 (h). It also aims at ensuring 
consistency with BR Article 8(4), 
OR.OPS.AOC.100, Application for an AOC and 
Appendix I to Annex 1 Part-AR (AR.OPS.200 
Specific operations approval procedure). The 
related Authority Requirements can be found 
in Part-AR (AR.CC). 

 

  

(a) When intending to provide the training courses 

required in Part-CC, an operator shall apply for and 

obtain an approval issued by the competent authority. 

For this purpose, operators shall demonstrate to the 

competent authority that they comply with Subpart 

TRA of Part-CC and shall provide: 
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(1) the date of intended commencement of activity; 
    

(2) the personal details and qualifications of the 

instructors as relevant to the training elements 

to be covered; 

    

(3) the name(s) and address(es) of the training 

sites at which the training is to be conducted; 

(4) a description of the facilities, training methods, 

manuals and devices to be used; and 

    

(5) the syllabi and associated programmes for the 

training courses. 
    

(b) Holders of, or applicants for, the approval referred to 

in (a) may apply for extending their privileges to issue 

cabin crew attestations on behalf of the competent 

authority. In this case, operators shall: 

 

    

(1) demonstrate to the competent authority that 

they comply with AR.CC.200, AR.CC.205 and 

Subpart CCA of Part-CC; and 

    

(2) provide the procedures and a description of the  

conditions for: 
    

(i) conducting the examination and checking 

required by Part-CC; 
    

(ii) issuing cabin crew attestations; and  
    

(iii) providing the competent authority with all 

relevant documentation necessary to 

comply with AR.GEN.220. 

    

(c) The approvals referred to in (a) and (b) shall be 

specified in the air operator certificate as required by 

OR.OPS.AOC.105. 

    

OR.OPS.AOC.1205 Aircraft used in commercial and nNon-

commercial operations of aircraft subject to an AOC 

 This text is moved from OR.OPS.GEN.105 to 
this section 

  

When an aircraft is operated in commercial and non-

commercial operations, the commercial operations 

specifications shall contain an endorsement for non-

commercial operations and the operations manual shall 

contain a supplement with the operating procedures to be 

followed in the case of non-commercial operations 

When an operator holding The holder of an AOC may 

conducts non-commercial operations with an aircraft 

subject to its AOC without being required to submit a 

declaration in accorradance with thise Part, provided that 
the operator shall: 

 For more details on the changes made to this 
provision you are kindly referred to the 
explanatory note to Part-OR you  

  

(a)  describes such operations in detail in the 

operations manual, including: 

    

(1)  identification of the applicable requirements;      
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(2)  a clear identification of any differences 

ofbetween operating procedures used when 

conducting commercial and non-commercial 

operations; and 

    

(3)  a means of ensuring that all personnel 

involved in the operation are fully conversant 

familiarwithfamiliar with the associated 

procedures; 

    

(b)  submits the procedures referred to in (a)(2) to the 

competent authority for prior approval; 

    

     

OR.OPS.201.AOC.130 Flight data monitoring – 

aeroplanes 

    

(a) An operator shall establish and maintain a flight data 

monitoring system, which shall be integrated in the 

itsmanagement system, for aeroplanes with a maximum 

certificated take-off mass of more than 27 000 kg, unless 

they are operated temporarily and only for ferry flights or 

test flights. 

[IND:1] 

For operators only performing occasional 

ferry flights or test flights for MRO 

providers and leasing companies, 

maintaining a flight data monitoring 

system, which shall be integrated in the 

management system, is not practicable 

and would be extremely difficult taking 

into consideration the short period of time 

for which those aircraft are operated 

(occasionally only one flight). 

Regulatory justification 

An FDM programme cannot be easily be 

implemented by a company delivering a non-

revenue flight service. In addition, it would 

not bring a significant safety benefit for the 

time and effort spent. 

EU-OPS 1.037 ICAO Annex 6,Part 1 

3.3.7 and 3.3.8 

 

Annex 6 Part III 

Section II 1.3.6 

(b) The flight data monitoring system shall be non-punitive 

and contain adequate safeguards to protect the source(s) 

of the data. 

    

OR.OPS.210.AOC.135 Personnel requirements 

1. [MS] “Personnel requirements” is rather 
weak for heading. 

2. [IA] there is mention of ‘small 
organisations’ however, no definition of a 
small organisation, but there is mention 
(definition) of the one-man organisations. 

 

1. The same title is used in other Subparts. 

 

2. Definition of non-complex organisation is 
given in AMC1-OR.GEN.200(b) 

  

 (a) In accordance with OR.GEN.210(b),an operator 

shall,in accordance with OR.GEN.210(b) nominate 

post holderspersons responsible for the management 

and supervision of the following areas: 

 

 

 

 

1. [IND] the most achievable goal 
concerning safety seems to be, when the 
quality management system (compliance 
monitoring management system) is fully 
independent from the safety management 
system, the same way as it is independent 
from the nominated post holder’s line 
management. New (a) proposal. 

 

1. This is already covered in OR.GEN.200, 
(a)(6). 

The function of the compliance monitoring 
manager is addressed in the related AMC. 

The term “post holders” is deleted to bring it 
in line with the text of OR.GEN.210. 

2. A reference to “the maintenance system” 
is not necessary since this is covered in Part 

 

 

 

EU-OPS1.175, (i) 
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2. [IA, IND and MS] A maintenance post-
holder missing. 

3. [MS] require nominated post-holders to 
be accepted by the competent authority. 

 

4. [IND] The requirement of the post 
holder system is not adequate. The 
coverage of the responsibilities must be 
ensured. Proposal: 

OR.OPS.210.AOC (a) 

Add the following: “the responsibility for 
implementation of each applicable 
requirement must be covered by the post 
holder system; by one of the post 
holders.” 

 

M. 

 

3. See response on the acceptance of 
accountable manager. OR.GEN.130. 

 

4. This text is transferred from EU-OPS and 
could be subject to a future RM task.  

 

 

 

 

 

 

 

EU-OPS 1.175, (i) and 
1.185, (a)(5) 

 

 

 

 

 

 

(1) flight operations;     

(2) crew training; and     

(3) ground operations.;and     

compliance monitoring. 

 

 

 

 

 

 

 

 

1. [MS andIndiv] the management area of 
compliance monitoring does not match 
with the implementation requirements for 
SMS according Annex 6,see proposed new 
text. 

 

2. [IND and IA] compliance monitoring is 
only one aspect for the postholder for 
safety monitoring and in line with SMS 
philosophies. 

3. [IA] It is not clear if the “compliance 
monitoring” post holder is the same as the 
“safety manager”  

1. “compliance monitoring is deleted because 
it is already covered in OR.GEN.200(a)(6). 

 

 

 

 

2. Already covered in AMC 
OR.GEN.200(a)(6). 

 

3. See previous response 
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4. [IA] A safety manager is missing. 

5. [IND]NPH system:  a difference is 
made between the responsibilities of the 
accountable manager and the nominated 
postholders on one hand and the duty of 
the quality managers on the other. The 
difference between post holders and 
quality manager is mandatory. It has to 
be made clear that the function of 
postholder and QM cannot be combined 

6. [IND] Disagree according to AMC 1 to 
OR.GEN.200(a)(7) management system, 
tasks (ii) because it reads: “not be one of 
the nominated post holders;” 

7. [MS] Add a new paragraph containing 
the maintenance system. Proposal to 
regulate the requirements of the person 
responsible for compliance monitoring in a 
separate article because he/she is not a 
nominated post holder. 

8. [Indiv] Existence of a quality 
management system could be 
compromised by the new concept of 
“compliance monitoring system”. Full 
integration of all management systems. A 
combined post-holder for safety and 
quality. 

4. Covered in AMC1-OR.GEN.200(a)(1). 

 

 

5. This is covered in Section 2 OR.GEN 
Management systems. It is a prerogative of 
the organisation to organise itself the way it 
finds appropriate. 

The only legal requirement is to monitor 
compliance with the applicable rules. 

 

6. See response to (1). 

 

7. See previous response on maintenance 
and response to (4). 

 

8. See response to (5). 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

1. [IA]  Add a new paragraph which 

requiresnominated post holders to have 

managerial competency together with 

appropriate technical/operational 

qualifications in aviation. Proposal: 

nominated post holders must have 

managerial competency together with 

appropriate technical/operational 

qualifications in aviation. 

2. [IA and IND] Reintroduce the EU-OPS 
terminology of quality manager. The 
quality manager should not be one of the 
postholders and therefore the term 
postholder should be avoided for this 
function. 

1. This should not be put in hard law and it 
should be left to the organisation. Lastly it is 
sufficiently covered in OR.GEN.210(b),(c). 

 

 

2. See the previous response  

 

 

 

 

 

 

 

EU-.OPS 1.035 
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(b) Adequacy and competency of staffpersonnel. 

(1) The operator shall employ sufficient staff personnel 

for the planned ground and flight operations. 

    

(2) All personnel assigned to, or directly involved in, 

ground and flight operations shall:  

 

[Indiv] include experienced flight dispatch 
personnel. Proposal of new text. 

Proposal: 

OR.OPS.210.AOC (b)(2) change as 
follows:  

“(i) All personnel assigned to flight 
operation, flight dispatch and ground 
handling (especially mass and balance) 
should have state issued licences, which 
need to be renewed through refresher 
training on a regular schedule. 

(ii) routinely be the subject of proficiency 
checks. 

(iii) should be assigned to training and 
familiarisation with relevant work process 
close to their own responsibility.” 

Flight dispatch personnel are not covered in 
EU-OPS. The system applied in the EU does 
not foresee an official position for flight 
dispatchers. 

  

(i) be properly trained;     

(ii) demonstrate their capabilities in the 

performance of their assigned duties; and 

    

(iii) be aware of their responsibilities and the 

relationship of their duties to the operation as 

a whole. 

    

(c) Supervision of staffpersonnel     

(1) The operator shall appoint a sufficient number 

of staff personnel supervisors, taking into 

account to be appointed shall be sufficient in 

relation to the structure of the operator’s 

organisation and the number of staff personnel 

employed.  

    

(2) The duties and responsibilities of these supervisors 

shall be defined, and any other necessary 

arrangements shall be made to ensure that they can 

discharge their supervisory responsibilities. 

    

(3) The supervision of crew members and personnel 

involved in the operation shall be exercised by 

individuals with adequate experience and the skills 

to ensure the attainment of the standards specified 

in the operations manual. 

 

[Indiv] Regarding experienced and trained 
personnel. Proposal:OR.OPS.210.AOC 
(c)(3) change as follows:  

“(i)Supervision of staff requires personnel 
having shown an above standard 
responsibility. 

(ii) Supervision staff has to be prepared 

Text is in line with Appendix 2 to EU-OPS 
1.175(c)(3) 

Appendix 2 to EU-OPS 
1.175, (c)(3) 
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through human factors, team building and 
additional training.” 

OR.OPS.215.AOC.140Facility requirements 

    

In accordance with OR.GEN.215, the operator shall:   Appendix 2 to EU-OPS 
1.175, (d) 

 

(a) arrange have appropriate ground handling facilities to 

ensure the safe handling of its flightss; 

 

1. [MS] The wording is weak. Ref to (a) “ 
handling of its flights”. New proposed text 

2. [IND] Facilities in the context of ground 
handling have no impact on the safe 
handling of flights. Operators subcontract 
ground handling services and therefore 
would have no control. Proposal: 

OR.OPS.215.AOC (a) 

“arrange suitable ground handling 
facilities services to ensure the safe 
handling of its flights”. 

 

3. [IND] Does contracting handling 
(world-wide) need to be certified? 

1. This is in line with the EU-OPS text. 

 

 

 

2. This is in line with the text in EU-OPS. 

 

 

 

3. No this is not necessary 

EU-OPS.1.175, (m)  

(b) maintainaArrange operational support facilities at the 

main operating base, appropriate for the area and type of 

operation; 

1. [Indiv] Head office off-site cannot 
contain the company overall operational 
management facilities. 

2. [IND] facilities in the context of 

operational support has no impact on 

flight safety. Proposed new text. Main 

operating base further definition. 

Proposal: 

OR.OPS.215.AOC (b) 

“maintain operational support facilities at 
the main operating base (where the 
operator has its principle place of 
business), appropriate for the area and 
type of operation.”3. [IND] Decentralised 
operators do not have one main operating 
base. These operators should be allowed 
to provide equivalent support facilities at a 
different location or divided over multiple 
different locations. 

4. [MS] Include the possibility of utilising 
external operational support centres, as 
long as the operator remains responsible 
for the control and supervision of the 
flights performed by that operator. 

 

1 and 2. This is in line with EU-OPS. 

 
 

 

 

 

 

 

 

 

3. In case of more than one main operating 

base, the operator will maintain more than 

one operational support facility. 

 
 
 
 
 

4.EU-OPS doesn’t prevent it.  

 

 

 

 

EU-.OPS 1.175, (q) 
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(c) ensure that the available working space at each operating 

base is sufficient for personnel pertaining to whose 

actions may affect the safety of flight operations. 

Consideration shall be given to the needs of ground 

staffcrew, staff personnel concerned with operational 

control, the storage and display of essential records and 

flight planning by crews. 

1. [IND] The allocation of office space has 
no impact on flight safety, suggesting to 
remove the paragraph. 

2. [Indiv] Define in detail the facility 
requirements. 

Editorial change after consulting Review 
Group 001.  

1. We consider that it has an impact on flight 
safety. 

2. This provision is already clear enough. 

Appendix 2 to Ops EU-
OPS 1.175, (d) 

 

     

OR.OPS.300.AOC.150Documentation requirements 

    

(a) The operator shall make arrangements for the 

production of produce manuals and any other 

documentation required and associated 

amendments.thereof. 

[MS] The word “produce” has a number of 
different meanings, clarification of the 
intent is needed. 

Editorial change after consulting Review 
Group 001.  

 

1.1.3. Appendix 2 to EU-
OPS 1.175, (e) 

 

(b) The operator shall be capable of, without delay, 

distributing operational instructions and other 

information, without delay. 

 

[MS] The term “without delay” will raise 
discussions about specifications of time. 
New text proposed. Proposal: 

OR.OPS.300.AOC (b) 

“The operator shall be capable of 
distributing operational instructions and 
other information as appropriate to the 
operation” 

In line with Appendix 2 to EU-OPS 1.175, 
(d)(2). 
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SECTION V – FLIGHT CREW 1. 1 IND (duplicated): Request to re-

establish ATQP from EU-OPS 1.978 

2. 1 IND: It is not clear why the provision 

on training records is transferred to MLR. 

Whilst it is a record of training, it is an 

instruction to the operator about the 

recording and availability of these records 

rather than instruction for the storage. It 

should be part of the FC section. 

1. The ATQP has been inserted as paragraph 

OR.OPS.FC.245.A. 

2. The related provisions are maintained in 

MLR. They concern all personnel training 

records. The intent of the rules compared to 

EU-OPS/JAR-OPS 3 has not changed. MLR 

contains also the OM which goes beyond the 

intent of “storing” information. 

 Annex 6 Part I 9.3.1 

Annex 6 Part III 

Section II 7.3.1 

compliant, together 

with ER 8.a.2 of 

Annex IV to 

Regulation (EC) No 

216/2008 

Annex 6 Part I 9.3.1 

a) 

Annex 6 Part III 

Section II 7.3.1 a) 

compliant, together 

with ER 8.a.1 of 

Annex IV to 

Regulation (EC) No 

216/2008 

Annex 6 Part I 9.3.1 

b), c), d), e) 

Annex 6 Part III 

Section II 7.3.1 b), 

c), d), e) 

compliant, together 

with CAT.GEN.180 

and SPA.DG 

OR.OPS.FC.005Scope 

(a) This section establishes requirements to be met by 

an operator related to flight crew training, 

experience and qualification and comprises: 

(1) Chapter 1 specifying common requirements 

applicable to both non-commercial operations 

with complex motor-powered aircraft and any 

commercial operation; 

(2) Chapter 2 specifying additional requirements 

applicable to commercial air transport 

operations, with the exception of those 

referred to in (b); and 

(3) Chapter 3 specifying additional requirements 

applicable to commercial operations other 

than commercial air transport. 

(b) Operators carrying out the following commercial air 

transport operations shall comply with the 

requirements referred to in (a)(1) and (3): 

(1) commercial air transport operations with 

 Text inserted to clearly describe the different 

requirements applicable to the three types of 

operations covered by this Section. 

In addition, taking into account various 

comments made against individual 

paragraphs and in consultation with the 

review groups, it is proposed to subject non-

complex commercial air transport operators 

to the flight crew training and checking 

requirements applicable to commercial 

operations other than CAT. When 

establishing the threshold, consideration was 

given to the level of safety expected from 

CAT operations as well as (former) Member 

State legislation. Regarding helicopters, the 

figure of six persons is seen as a compromise 

between small and medium-sized helicopters 

and covers most of the sightseeing activities 

today. The engine criteria is more suitable 

than a weight limit of 3175kg as the latter 

would include some more complex multi-

engine helicopters (while for example this 

type of sightseeing activity with a Bell 205 or 

  

 

 

 

 

 

 

 

 

 

 

Annex 6,Part I 

CAT C 9.4.4.1 OPC 

Annex 6, Part 

III,Section II 

CAT C 7.4.3.1 OPC 
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sailplanes or balloons; or 

(2) commercial air transport operations of 

passengers conducted under visual flight 

rule(VFR) day, starting and ending at the same 

aerodrome/operating site and with a 

maximum duration of 30 minutes, or within a 

distance specified by the competent authority, 

with: 

(i) single-engine propeller-driven aeroplanes 

having a maximum certified take-off 

mass of 5700 kg or less and carrying a 

maximum of six persons including the 

pilot; or 

(ii) single-engine helicopters and carrying a 

maximum of six persons including the 

pilot. 

214 is highly unlikely). Overall, this is 

considered being a proportionate solution 

without unduly lowering the safety level. 



Part-OR 

Page 88 of 612 

A: Rule B: Summary of comments C: Response D: Source ref. and 

compliance 

E: ICAO ref. and 

compliance 

     

Chapter 1 

GeneralCommon requirements 

 To clarify scope  Annex 6, Part I, 

9.1.2 Radio operator 

and 9.1.4 Flight 

navigator 

CAT C not 

implemented; MS 

competence 

Annex 6, Part II, 

3.9.3 

compliant 

Annex 6, Part II, 

3.9.4.1.1 

compliant, together 

with 8.a.2 of Annex 

IV to Regulation (EC) 

No 216/2008 and 

OR.OPS.GEN.100 

OR.OPS.FC.015100.FCComposition of flight crew 
1 IND: clarify who is responsible for 

compliance, crew or operator. Text needs 

to be expanded to clarify that this is an 

operator's obligation. 

Part-OR is applicable to operators as stated 

in the Cover Regulation. 

 Annex 6, Part I, 

9.1.1 

Annex 6, Part II, 

2.7.1 

Annex 6, Part 

III,Section II ,7.1.1, 

Section III, 7.2 

compliant, together 

with 7.a of Annex IV 

to Regulation (EC) 

No 216/2008 

(a) The composition of the flight crew and the number of 

flight crew members at designated crew stations shall be 

not less than the minimum specified in the aircraft flight 

manual or in any operating limitations prescribed for the 

aircraft. 

  EU-OPS/JAR-OPS 

1/3.940,(a)(1) 

 

(b)  The flight crew shall include additional flight crew 

members when required by the type of operation, and 

shall not be reduced below the number specified in the 

operations manual. 

  EU-OPS/JAR-OPS 1/3.940, 

(a)(2) 

 

(c)  All flight crew members shall hold a licence and ratings 

issued or accepted in accordance with PartFCL 

Commission Regulation (EC) No xxx/ , and 

appropriate to the duties assigned to them. 

 Change made to refer to the future 

Regulation encompassing Part-FCL as well as 

the Annexes addressing the validation or 

conversion of licenses. 

EU OPS/JAR-OPS 1/3.940 

(a)(3); editorial changes to 

align with Part-FCL and not 

to duplicate 8.a.2 of Annex 

IV to Regulation (EC) No 
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216/2008 

(d) A flight crew member may be relieved in flight of his/her 

duties at the controls by another suitably qualified flight 

crew member. 

1. 1 MS: The following should be added: 

‘…and are suitably qualified and 

competent to conduct the duties assigned 

to them.’ Being qualified is not the same 

as competent. Competence depends on 

recent experience. 

2. 1 IND (duplicated): In case of 

augmented crew the commander is 

necessary. The notion of pilot-in-

command and commander and their roles 

are not the same and not explained 

sufficiently. Re-align with EU-OPS. 

3. 1 IND (duplicated): Realign the in-flight 

relief requirements for flight crew with the 

provisions of EU-OPS (Appendix 1 to EU-

OPS.1.940). 

4. 1 MS: It should be added that in multi-

crew operations the designated PiC may 

be referred to as commander. While the 

principle of the NPA is agreed 

‘commander’ is more easy to use than 

‘designated PiC’. 

1.‘Qualified’ is an objective training/checking 

requirement while ‘competent’ includes the 

notion of subjective assessment. While the 

operator may still decide on the competence 

of an individual, the law should specify 

objective criteria that have to be met. Text 

not changed. 

2. These are the common requirements for 

all commercial operators and non-

commercial operators with complex motor-

powered aircraft. For CAT, refer to 

OR.OPS.FC.200. The commander is re-

introduced for CAT. Refer also to 

OR.OPS.FC.105. 

3. Text aligned with EU-OPS. Refer to 

OR.OPS.FC.205.A. 

4. Text aligned with EU-OPS/JAR-OPS 3. 

EU-OPS Appendix 1 to 

1.940, (a) 

 

(ea) When engaging the services of flight crew members who 

are self-employed and/or working on a freelance or part-

time basis, the an operator should shall verify that all 

applicable requirements of this Section pay special 

attention to the requirements of this section and the 

relevant elements of Part Part-FCL, such as recent 

experience requirements, are complied with, taking 

into account all services engagedrendered by the 

flight crew member to other operator(s) to 

determine in particular:. 

(1) Particular attention should be paid to the total 

number of aircraft types or variants that a flight 

crew member may fly for the purposes of 

commercial air transportationoperated, which 

should not exceed the requirements prescribed in 

OR.OPS.055.FC, and in OR.OPS.155.FC in the case 

of commercial air transport operations; and, 

including when his/her services are engaged by 

another operator. 

(2) the applicable flight and duty time limitations 

and rest requirements. 

 Former GM OR.OPS.015.FC upgraded to IR in 

accordance with EU-OPS/JAR-OPS 3. 

Wording changed for clarity and consistency 

with TC and CC. 

Self-employed is not different from working 

freelance. 

The specification regarding FTL is added 

taking into account a mandate of the Air 

Safety Committee to clarify responsibilities 

as regards compliance with FTL requirements 

when pilots are working for more than one 

operator. 

EU OPS/JAR-OPS 1/3.940, 

(a)(7) 
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OR.OPS.FC.020105.FCDesignation as pilot-in-

command/commander 

    

(a) In accordance with 8.e of Annex IV to Regulation 

(EC) No 216/2008, Oone pilot amongst the flight crew, 

qualified as pilot-in-command in accordance with 

Part-FCL, shall be designated by the operator as pilot-in-

command, or, for commercial air transport 

operations, as commander. 

  EU OPS/JAR-OPS 1/3.940, 

(a)(5) 

 

(b) The operator shall only designate a flight crew member to 

act as pilot-in-command/commander if he/she has: 

    

(1) complies with the minimum level of experience 

specified in the Ooperations Mmanual; 

  EU-OPS 1.955(a)(1);  JAR-

OPS 3.955(b); wording 

changes; ‘acceptable to 

the authority’ in EU-OPS 

but not in JAR-OPS 3 – 

finally not transposed as it 

is considered to be covered 

through the general 

oversight 

 

     

(2) except in the case of balloons, :(i) has adequate 

knowledge of the route or area to be flown and of 

the aerodromes, including alternate 

aerodromes, facilities and procedures to be used; 

and 

1. 1 IND: The existing OR.OPS.020.FC 

could be split into two parts: one which 

deals with the designation as pilot-in-

command, and a second for CAT which 

deals with "Route/Role/Area – 

Competence Qualification”. 

2. 1 IND: add alternate aerodromes 

1. As explained in the NPA, “the expression 

‘qualification’ disappears; the reason for this 

is that EU/JAR-OPS do not explain or 

determine anywhere what such a 

qualification is; who issues it; or whether it is 

related to the licence or not. Consequently, 

to avoid confusion in terminology that could 

generate confusion in regime, it was 

considered that it was better to remove the 

mention of ‘qualification’ while maintaining 

the requirements related to training and 

experience as conditions for the nomination 

as pilot-in-command.” Paragraph slightly re-

arranged. 

2. Accepted. Text changed. 

EU-OPS 1.975, (a) / JAR-

OPS 3.975, (a) 

Annex 6, Part I, 

9.4.3.1, 9.4.3.2, 

9.4.3.3 

Annex 6, Part 

III,Section II, 

7.4.2.1, 7.4.2.2, 

7.4.2.3 

compliant, together 

with AMC1-

OR.OPS.105.FC 

(b)(2) and (c) 

(3) in the case of multi-crew operations, has completed 

an operator’s command course provided by the 

operatorif upgrading from co-pilot to pilot-in-

command/commander., 

1. 1 IND: For operators performing ferry 

flights or test flights for MRO providers 

and leasing companies, it should be 

possible to hire a crew or crew member 

for a specific task. In such cases it should 

be acceptable if the pilot-in-command has 

completed an approved command course 

at any operator (which may be his/her 

current employer). Also, for operators 

temporarily hiring TRI/TREs (for example 

1. The text is changed in line with the second 

comment below and now reflects the intent 

of JAR-OPS 3. 

2. The text is changed in consultation with 

the review group. 

EU-OPS 1.955, (a)(2)/ 

JAR-OPS 3.955(a), aligned 

with JAR-OPS 3 and taking 

into account comments 

received 
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for the purpose of introducing a new 

aircraft type or in case of fleet expansion) 

it should be acceptable if the TRI/TRE has 

completed an approved command course 

in the past. Otherwise these TRI/TREs 

would have to repeat a command course 

for each new assignment. Text proposal 

made. 

2. 1 MS: The way it has been written 

indicates that a pilot who joins the 

operator when previously already qualified 

as PiC with the previous operator must 

complete another command course with 

the new operator before being able to be 

designated as PiC by the new operator. It 

is a direct copy of EU-OPS but it is not 

logical. JAR-OPS 3 is clearer in this 

regard. Text proposal made. 

(c)(ii) Iin the case of commercial operations with aeroplanes 

and helicopters, the pilot-in-command/commander 

or the pilot to whom the conduct of the flight may 

be delegated, shall has have had initial 

familiarisation training experience within the last 12 

months  of the route or area to be flown and of the 

aerodromes, facilities and procedures to be used. This 

route/area and aerodrome knowledge should be 

maintained by operating at least once on the route 

or area or to the aerodrome within a 12 month 

period. 

(d) Paragraph (c) shall not applyto performance class B 

aeroplanes involved in visual flight rules (VFR) day 

commercial air transport operations. 

1. 1 MS, 4IND: As worded the competence 

is valid 11 months after the end of the 

month of last training or flight experience, 

instead of 12. Change validity period to be 

in line with EU-OPS. 

2. 1 MS: Add suitably qualified to the 

experience. Experience means actual 

flight exposure. 

3. 1 IND: Due to the wide variety of 

aircraft operated by our company, the 

extremely short period of time for which 

those aircraft are operated, and worldwide 

operating area, requiring experience 

within the last 12 months of the route or 

area to be flown in, and of the aerodrome, 

facilities and procedures to be used is 

impracticable. For commercial operations 

other than CAT a briefing or self-briefing 

(Category A and B aerodromes) or flight 

simulator instruction (Category C 

aerodromes, if applicable) should be 

sufficient flight preparation. 

1. Text changed. 

2.+3. Familiarisation training is added in 

addition to experience. Different means of 

compliance are addressed in the related 

AMC. 

EU-OPS 1.975, (b)+(c) / 

JAR-OPS 3.975, (b)-(d); 

wording change to 

harmonise 

Annex 6, Part I, 

9.4.3.5, 9.4.3.6 

Annex 6, Part 

III,Section II, 7.4.2.5 

compliant, together 

with AMC1 and 

AMC2-

OR.OPS.105.FC (c); 

CAT C for VFR day 

operations with 

performance class B 

aeroplanes 
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OR.OPS.FC.025110.A.FCFlight engineer 
   Annex 6, Part I, 

9.1.3 

Annex 6, Part II, 

3.9.1.2 

CAT C partially 

implemented; MS 

competence 

When a separate flight engineer station is incorporated in the 

design of an aeroplane, the flight crew shall include one crew 

member who is suitably qualified in accordance with applicable 

national rules. 

  EU-OPS 1.940, (a)(6); 

taking into account the 

different scope of the BR 

 

     

OR.OPS.FC.115030.FC Crew resource management (CRM) 

training 

    

Except in the case of balloons: 1 IND: delete as there is anyway no multi-

crew operation with balloons 

Deleted taking into account further 

comments and changes made below. 

  

(a) Before operating acting in a multi-crew environment, a 

flight crew member shall have received appropriate CRM 

training, appropriate to their role, as specified in the 

Ooperations Mmanual. 

1. 1 MS: CRM training should also apply to 

a single crew environment. Text proposal 

made. 

2. 1 IND: include reference to approved 

CRM Training Manual. 

1. Accepted and agreed by review group. 

CRM is not only a matter of multi-crew 

operation. 

2. In accordance with EU-OPS and JAR-OPS 

3 this should be specified in the OM. A 

reference in the OM to another document 

might be made. 

  

(b) Elements of CRM training shall be included in the aircraft 

type or class training and recurrent training as well as in 

the command course. 
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OR.OPS.FC.035120.FCOperator conversion training 
1 IND: insert as new (a) the text from EU-

OPS 1.945, (a). In the EU/JAR context, in 

commercial operations the operator was 

obliged to ensure that a crew member had 

completed a Type Rating Course when 

changing types. In the EASA system this 

responsibility is now transferred implicitly 

to FCL and the individual pilot. There are 

social implications with this change, as an 

operator could force a pilot to fly on one 

type until the day the pilot shall 

commence flying the new type. Without 

any duty days allocated for the completion 

of the type rating, which could be in line 

with social contracts and laws, this will 

lead to a double burden for pilots, 

reducing safety. 

Refer to OR.OPS.FC.100 (c).   

(a) Except in the case of balloons In the case of 

operations with aeroplanes or helicopters, a flight 

crew member shall complete the operator conversion 

training course before commencing unsupervised line 

flying: 

1. 1 IND: Change wording to reintroduce 

OPS 1.945, (a)2.There is no reason to 

exempt balloons. Furthermore, all the 

training must be performed before being 

allowed to fly unsupervised, and this is 

not valid for CAT only, but for all 

commercial operations. 

2. 1 IND: Due to the type of operations of 

our company (test and ferry flights) and 

taking into consideration the wide variety 

of aircraft operated by our company, the 

extreme short period of time those aircraft 

are operated, and the fact that the 

majority of our crews are employed on a 

contract per flight basis, requiring an 

operator conversion training course is not 

practicable and would be cost-prohibitive. 

1. Applicability specified. Text changed in line 

with EU-OPS. 

2. Not accepted. The operator remains 

responsible. The principles of EU-OPS are 

kept. Refer also to OR.OPS.FC.100(e). 

EU-OPS/JAR-OPS 1/3.945, 

(a)(2); wording changes to 

take account of larger 

scope 

 

(1) when changing to an aircraft for which a new type 

or class rating is required; or  

1 MS: Part-FCL requires a FTO/TRTO 

otherwise no licence endorsement will be 

possible.   Add to (a)(1) ‘in accordance 

with Part-FCL’. 

This will not only be determined through 

Part-FCL but mainly through the operational 

evaluation during type design (OSD). The 

issue will be sufficiently addressed in Part-21 

and Part-FCL and a reference isnot 

considered necessary. 

  

(2) whencommencing  joining at an operator. 1 IND: What is the difference in: - when 

changing operator (according to EU-OPS), 

and - when commencing at an operator… 

as in the proposed text? 

Change can be understood in a broader 

sense, e.g. merger of 2 companies. The 

intent of EU-OPS is however to be 

understood as when starting at an operator. 

  

(b) The operator conversion training course shall include 

training on all the equipment installed on the aircraft as 

1. 1 IND (duplicated): It should be made 

clear that the paragraph applies to 

1. Accepted. Text changed in accordance   
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relevant to flight crew members’ roles. equipment installed for operational 

purposes. 

2.  1 IND (duplicated): delete as the 

content of the conversion course is 

contained in OR.OPS.135.FC. 

3. 1 MS: Training on all equipment, e.g. 

galley, is not necessary. It is only required 

for equipment relevant to their role. 

4. 1 IND: “all” is too wide. Change to 

relevant equipment. 

with proposal 3. below. 

2. These are common requirements. More 

details are specified for CAT later on and as 

prescribed in the comment. Text not 

changed. 

3. Accepted. Text changed. 

4. Rule clarified in accordance with comment 

3. above. 

     

OR.OPS.FC.040125.FCDifferences training and 

familiarisation training 

    

(a) Flight crew members shall complete differences or 

familiarisation training when required by Part-FCL and 

when changing equipment or procedures requiring 

additional knowledge on types or variants currently 

operated. 

1. 1 IND (duplicated), 1 MS: Changing 

equipment or procedures is very general. 

For example, minor changes to procedures 

do not necessarily imply the need for 

differences or familiarisation training. EU-

OPS 1.950 only referred to ‘difference 

training which requires additional 

knowledge’. Re-align with EU-OPS. 

2. 1 NAA: What is intended by adding the 

reference to Part-FCL?   

1. Accepted. Text changed. 

2. The intention is to take account of any 

issues stemming from the operational 

evaluation that, related for the type could be 

part of FCL. FCL will determine type and 

class differences training. 

EU-OPS/JAR-OPS 1/3.950, 

(a)(1)&(2) 

 

(b) The operations manual shall specify when such 

differences training or familiarisation training is required. 

  EU-OPS/JAR-OPS 1/3.950, 

(b) 

 

     

OR.OPS.FC.130.FCRecurrent training 
    

(a) Each flight crew member shall complete annual recurrent 

aircraft flight and ground training relevant to the type or 

variant of aircraft on which he/she operates, including 

training on the location and use of all emergency and 

safety equipment carried. 

(b) Each flight crew member shall be periodically 

checked to demonstrate competence in carrying out 

normal, abnormal and emergency procedures. 

1. 1 IND (duplicated): Helicopter 

operators claim that the number of 

tests/checks is too high and ask for the 

possibility to combine some. 

2. 1 IND (duplicated): This proposal is 

more demanding than EU-OPS, which 

distinguishes between safety equipment to 

be trained every year (such as for 

example actual handling of fire 

extinguishers, etc.) and safety equipment 

to be trained every three years (such as 

for example the actual operation of all 

types of exits, etc.). Realign with EU-OPS 

Appendix 1 to OPS 1.965, (a)(3). Also, it 

1. The rules are not preventing the 

combination of tests/checks under certain 

circumstances. A justification and proposal 

should be provided to be taken into account 

in a future rulemaking task. 

2. ‘Relevant’ specifies that the training 

should encompass the items linked to the 

operation. These are the common 

requirements and more details are specified 

for CAT, including the difference between 

annual and three-yearly training items. 

3. The rule states that the training should be 

relevant to the aircraft operated. For 

EU-OPS/JAR-OPS 1/3.965, 

(a); changes taking into 

account the larger scope 

Annex 6, Part II, 

3.9.2 

compliant, together 

with 

OR.OPS.GEN.100 

Annex 6, Part II, 

3.9.4.4 

compliant, together 

with OR.OPS.FC.145 

(a)(2) 
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should be made more general here as 

further details are included in the CAT-

specific provisions. 

3. 1 IND: Balloon operations are very 

simple and the necessary flight training is 

guaranteed through FCL. 

balloons, this could be in the form of 

familiarisation training. 

‘aircraft’ deleted following a comment from 

the review group 

(b) added for Annex 6, Part II compliance 

     

OR.OPS.FC.050135.FCPilot qualification to operate in either 

pilot’s seat 

    

Flight crew members who may be assigned to operate in either 

pilot's seat shall complete appropriate training and checking as 

specified in the operations manual. 

1. 1 IND (duplicated): There should not be 

a requirement for specific training and 

checking in case of in-flight relief (above 

FL200). Amend the paragraph to read as 

‘Flight crew members who may be 

assigned in either pilot’s seat below FL200 

shall complete appropriate training and 

checking as specified in the operations 

manual.’ 

2. 1 IND: The text from the appendix to 

EU-OPS 1.968 should remain hard law. 

The combination of different EU-OPS 

sentences makes this text ambiguous. 

This could be understood in a way that the 

training content will be specified by each 

operator individually on AMC level, while 

the intention is that the content is 

according App 1 EU-OPS 1.968, which is 

then repeated in the OM. Ambiguities like 

these are not allowed in EU law. 

Downgrading of these requirements to 

AMC is not acceptable. 

1. The text is a transposition of EU-OPS. A 

safety justification should be provided. 

2. Accepted. The related AMC is elevated to 

IR for CAT. Nevertheless, it is assumed that 

operators do not just copy/paste the law into 

their OM but develop the appropriate 

programmes and procedures adapted to their 

operations. 

EU-OPS/JAR-OPS 1/3.968  

     

OR.OPS.FC.055140.FC Operations on more than one type or 

variant 

  JAR-OPS 3.980 text not 

transposed to take into 

account OSD and more 

specific EU-OPS text 

 

(a) Flight crew members operating more than one type or 

variant of aircraft shall comply with all of the 

requirements prescribed in this Section for each type or 

variant, unless credits related to the training, checking, 

and recent experience requirements are approved 

defined in the operational suitability data 

establishedin accordance with Part-21for the relevant 

types or variants. 

1. 1 IND (duplicated): Change text to 

establish link with Operational Suitability 

Certificate and the possibility to get credit 

from the OSC. 

2. 1 manufacturer: the link with the OSC 

is required to be clearer. 

The reference is amended. EU-OPS 1.980, (a)&(c) and 

JAR-OPS 3.980, (a)(1); 

changes taking into 

account the OSD 
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(b) Appropriate procedures and/or operational restrictions 

shall be specified in the operations manual for any 

operation on more than one type or variant. 

  EU-OPS 1.980, (d)  

     

OR.OPS.FC.060.145FC Provision of training 
    

(a) All the training required in this section shall be 

conducted: 

    

(1a) in accordance with the training programmes and 

syllabi established by the operator in the 

OMoperations manual; 

1. 1 NAA: EU-OPS described ‘…and 

approved by the authority’. Does it still 

apply? 

2. 1 IND: Due to the type of operations of 

our company (test and ferry flights) and 

taking into consideration the wide variety 

of aircraft operated by our company, the 

different equipment fits for each of those 

aircraft, the extreme short period of time 

those aircraft are operated, and the fact 

that the majority of our crews are 

employed on a contract per flight basis, 

requiring an operator training program is 

not practicable as these crew members 

will be compliant with the training 

programme established by their regular 

employer for the subject type of aircraft. 

3. 1 IND: should make reference to 

approved training manual. 

1. Text amended to clarify the prior approval 

for commercial operators. Non-commercial 

operators need no prior approval of their 

training programme.  

2. Not accepted. The operator remains 

responsible. The principles of EU-OPS are 

kept. Refer also to OR.OPS.FC.100(e). 

3. See response no. 1. The OM could 

reference a training manual. 

EU-OPS/JAR-OPS 1/3.965, 

(a)(2); 1.955(b)/Appendix 

1 to JAR-OPS 3.955, 

(a)(1); EU-OPS 1.943, 

(d)/JAR-OPS 3.943, (c); 

EU-OPS/JAR-OPS 1/3.945, 

(a)(3) 

 

(2b) by appropriately qualified personnel. In the case of 

flight and flight simulation training, the personnel 

providing the training and conducting the checks 

shall be qualified in accordance with Part-FCL. 

1 MS: clarify the meaning of ’flight 

training’. It should be clarified that this is 

only applicable to proficiency checks. If it 

includes line checks, there is a problem, 

as EU-OPS and section 2 of JAR-OPS 1 

allows for a PIC who is not an instructor to 

conduct line-checks. Part-FCL requires 

that it is a TRI/CRI/SFI. 

This is further clarified in AMC1-

OR.OPS.FC.230 point4. 

EU-OPS/JAR-OPS 1/3.965, 

(a)(3); taking into account 

FCL 

 

(b) When establishing the training programmes and 

syllabi, the operator shall take into account the 

standards of the operational suitability data 

established in accordance with Part-21 for the 

relevant types. 

 Added to create the appropriate link with the 

OSD. 

  

(c) In the case of commercial operations, training and 

checking programmes, including and syllabi and 

use of individual flight simulation training devices 

(FSTD), shall be approved by the competent 

 To take into account changes in 

OR.OPS.MLR. The OM doesn’t require full 

approval. 

EU-OPS/JAR-OPS 1/3.965, 

(a)(2), 1/3.105, (d); EU-

OPS 1.945, (d)(2) 
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authority. 

(d) The FSTD shall replicate the aircraft used by the 

operator, as far as practicable. Differences between 

the FSTD and the aircraft shall be described and 

addressed through a briefing or training, as 

appropriate. 

 This paragraph reflects the former user 

approval. An AMC on best-practice is added. 

EU-OPS/JAR-OPS 1/3.105, 

(d), taking into account 

changes in AOR.ATO and 

comments from review 

group; EU-OPS 1.945, 

(d)(2) 

 

(e) The operator shall establish a system to adequately 

monitor changes to the FSTD and to ensure that 

those changes do not affect the adequacy of the 

training programmes. 

 This paragraph is added to ensure continued 

compliance and proper management of 

changes to an FSTD that may affect the 

operator training programmes. A similar 

provision is introduced for ATO. 

  

     

Chapter 2 

Additional requirements for commercial air 

transport operations 

1 IND: Commercial operations with 

balloons are not CAT. The following is not 

applicable to balloons: 130(b), 135 (b) 

and (c) since balloons are all very similar, 

145 (b)(3) as the check could be 

conducted every 24 months, 145(f) is not 

necessary 

Any passenger transport against 

remuneration or hire is commercial air 

transport. However, this is not the issue. The 

question is whether the rules are 

proportionate. In consultation with the 

review group it is proposed to subject CAT 

balloon operators to the applicable rules of 

commercial operations other than CAT in 

section 3. Please refer also to the changes 

made in the scope paragraph at the 

beginning of the document. 

  

OR.OPS.FC.115200.FC Composition of Flight Crew 
1 IND: Reintroduce EU-OPS 1.970 from 

FCL.060 into this paragraph. The transfer 

from operator to crew member 

responsibility is desirable. 

This is why the paragraph was transferred 

into FCL. Text not changed. 

  

(a). Inexperienced flight crew members shall not be part of 

the same flight crew.There shall not be more than one 

inexperienced flight crew member in any flight 

crew. 

2 MS: Requirement is not clear. Suggest 

different wording. 

Accepted. Text changed. EU-OPS/JAR-OPS 1/3.940, 

(a)(4) 

 

(b) The pilot-in-commandcommander may delegate the 

conduct of the flight to another pilot suitably qualified in 

accordance with Part-FCL and fulfillingproviding the 

requirements of OR.OPS.FC.020105(b)(1), (b) and (2) 

and (c) are complied with. 

 The delegation shall include all the responsibilities of the 

pilot-in-command. 

1 IND (duplicated), 1 MS: The PiC cannot 

delegate all responsibilities. Restore EU-

OPS. 

1 IND, 1 MS: Incorrect reference. 

1 MS: improve wording 

Accepted. Text changed. EU-OPS/JAR-OPS 1/3.940, 

(a)(5) 

 

(c) Specific requirements for aeroplane operations under 

instrument flight rules (IFR) or at night. 

1. 1 MS is against single-pilot operations 

under IFR or at night and suggests to 

delete paragraph (c) and (d). 

2. 1 IND: Text from EU-OPS 1.940 

1. The requirements are adopted under EU-

OPS and JAR-OPS 3. A safety justification for 

their deletion cannot be provided. Text not 

deleted. 
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Appendix 2 is missing. 2. The text of the appendix is incorporated 

below. 

(1) The minimum flight crew shall be two2 pilots for all 

turbo-propeller aeroplanes with a maximum 

passenger seating configuration of more than 

9nine and all turbojet aeroplanesand all turbo-

propeller aeroplanes with a maximum passenger 

seating configuration of more than 9. 

1. 1 manufacturer, 1 MS: suggest 

rewording to clarify applicability of the 

seating configuration of more than nine to 

turbo-propeller aeroplanes 

2. 1 manufacturer: It should be 

incorporated that the minimum flight crew 

is demonstrated through the OSC. The 

OPS implementing rules should 

incorporate this future concept to allow 

possible future design evolutions. 

3. 1 Individual: The reference to seating 

capacity should be deleted as it is an 

arbitrary figure. If at all, it may be 

replaced by Performance Classes. 

However, any turbo-propeller aeroplane in 

CAT should be flown by two pilots. 

Furthermore, training should be 

considered as well which is less compared 

to multi-pilot aircraft. This might be 

unsafe. It is suggested that a dual pilot 

operation is conducted first before 

receiving an extra single-pilot course. 

1. Accepted. Text changed. 

2. Taking into account the comment review 

on RM task 21.039 that is conducted in 

parallel it is presently not foreseen that the 

minimum crew would be part of the OSD. It 

could however be demonstrated by the 

manufacturer on a voluntary basis. 

Nevertheless, to take account of the 

expected safety level, CAT rules may specify 

a minimum number of crew to ensure the 

adequate protection of passengers. 

3. The requirement of passenger seating 

configuration is widely used in EU-OPS and is 

linked to the level of protection that should 

be achieved for passengers. The requirement 

stems from EU-OPS and is retained in its 

present form. Regarding the training it may 

be necessary to review the issue in a future 

RM task. An appropriate proposal should be 

brought forward to EASA. 

EU-OPS 1.940, (b)(1)  

(2) Aeroplanes other than those covered by (c)(1) shall 

be operated with a minimum crew of two 

pilots, unlessmay have the minimum flight crew 

reduced from 2 to 1 pilot provided that the 

requirements of OR.OPS.FC.202 are complied 

with, in which case they may be operated by a 

single pilot.: 

1 IND, 1 MS: The wording suggests that 

the minimum crew may be reduced. This 

is not the case. Single-pilot operations 

may be conducted under certain 

conditions.  

Text clarified. EU-OPS 1.940, (b)(2) 

Appendix 2 to EU-OPS 

1.940 

 

(d) Specific requirements for helicopter operations.     

(1) For all operations using helicopters with a maximum 

passenger seating configuration (MPSC) of more 

than 19 and for IFR operations using helicopters 

with a MPSC of more than 9: 

  JAR-OPS 3.940, (b)(2)&(3)  

(i) The minimum flight crew shall be two pilots; 

and 

    

(ii) The pilot-in-commandcommander shall be 

the holder of an Airline Transport Pilot Licence 

(Helicopter) with an instrument rating 

issued in accordance with Part-FCL. 

 Clarification provided in accordance with 

Part-FCL. 

  

(2) Operations not covered by paragraph (d)(1) above 

may be operated by a single pilot under IFR or at 

  JAR-OPS 3.940, (c) 

Appendix 1 to JAR-OPS 
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night provided that the requirements of 

OR.OPS.FC.202 are complied with.: 

3.940(c) 

     

AMC OR.OPS.015.FC.201.A (d)Composition In-flight relief 

of flight crew members 

 Upgraded from AMC Appendix 1 to EU-OPS 

1.940, (b)-(f) 

JAA NPA OPS 65 

 

IN-FLIGHT RELIEF OF FLIGHT CREW MEMBERS - AEROPLANES     

A flight crew member should be considered suitably qualified to 
relieve another flight crew member of his duties at the controls 
in flight in the following cases: 

    

(a)1 The pilot-in-commandcommander may delegate the 

conduct of the flight to: 

(1) another qualified pilot commander; or 

(2) for operations only above flight level (FL) 200, 

a pilot that complies with the following 

minimum qualifications:provided the relieving 

pilot-in-command: 

    

a.(i) holds the appropriate type or class 

ratingairline transport pilot licence; 

    

b. meets the applicable recent experience requirements for 
pilots-in-command as specified in FCL.060 

(ii) conversion training and checking, 

including type rating training, in 

accordance with OR.OPS.FC.220; 

    

c. meets the relevant qualifications prescribed in OR.OPS.020, 
such as minimum level of experience, command course, 
competence regarding area, route, aerodrome, facilities and 
procedures; and 

(iii) all recurrent training and checking in 

accordance with OR.OPS.FC.230 and 

OR.OPS.FC.240; and 

    

d. meets any other requirements which the operator may have 
established for that purpose. 

(iv) route/area and aerodrome competence in 

accordance with OR.OPS.FC.105. 

    

2(b) The co-pilot may be relieved byfor the conduct of the 

flight by another qualified pilot provided that the relieving 

pilot: 
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a.(1) holds the appropriate type or class ratinganother 

suitably qualified pilot; 

    

b.(2) meets the applicable recent experience 

requirements for co-pilots as specified in 

FCL.060for operations only above FL200, a 

cruise relief co-pilot that complies with the 

following minimum qualifications:; and 

    

c. meets any other requirements which the operator 
may have established for that purpose. 

    

3 For operations in the cruise phase of flight when 
operating above FL200 the recent experience requirements of 
2.b above may be substituted by the recent experience 
requirements for cruise relief co-pilots as specified in 
FCL.060(b)(3). 

    

3.1 For commercial air transport operations in the cruise 
phase of flight when operating above FL200 the minimum 
requirements for a cruise relief co-pilot include: 

    

a.(i) holding a valid commercial pilot licence with 

an instrument rating and the appropriate type 

or class rating; and 

    

b.(ii) having undergone conversion and recurrent 

training and checking, including type rating 

training, in accordance with 

OR.OPS.FC.220the applicable 

requirementsexcept the requirement for 

take-off and landing training; and 

    

(iii) recurrent training and checking in 

accordance with OR.OPS.FC.230 except 

the requirement for take-off and landing 

training. 

    

4(c) A system panel operatorflight engineer may be relieved 

in flight by a crew member suitably qualified in 

accordance with applicable national rules. 
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OR.OPS.FC.202Single-pilot operations under instrument 

flight rules (IFR) or at night 

In order to be able to fly under IFR or at night with a 

minimum flight crew of one pilot, as foreseen in 

OR.OPS.FC.200(c)(2) and (d)(2), the following shall be 

complied with: 

(ia) The operator shall include in the operations manual 

a pilot’s conversion and recurrent training 

programme which includes the additional 

requirements for a single-pilot operation. The pilot 

shall haves undertaken training on the operator’s 

procedures, in particular regarding: 

(1) eEngine management and emergency handling; 

(2) uUse of normal, abnormal and emergency checklist; 

(3) air traffic control (ATC) communication; 

(4) dDeparture and approach procedures; 

(5) aAutopilot management, if applicable; and 

(6) uUse of simplified in-flight documentation; and 

(7) sSingle-pilot crew resource management. 

1. 1 IND: Replace with Appendix 2 to EU-

OPS 1.940(a) to restore comprehensive 

specific single-pilot training programme. 

2. 1 MS: Single-pilot CRM should be 

included. Single-pilot CRM has several 

distinct factors that don’t apply to multi-

crew operations. 

1+2. Accepted. Text changed. 

Paragraph separated following a comment 

from the review group. 

 Annex 6, Part I, 

9.4.5.1 

compliant 

Annex 6, Part I, 

9.4.5.2. f) 

compliant, together 

with AMC1-

OR.OPS.FC.220point 

8 and AMC1-

OR.OPS.FC.230 

points 1.a and 1.b on 

passenger briefing 

detailing ‘operator’s 

procedures’ 

(iib) The recurrent checks required by OR.OPS.FC.145 230are 

shall be performed in the single-pilot role on the relevant 

type or class of aeroplane aircraft in an environment 

representative of the operation.; 

   Annex 6, Part I, 

9.4.5.3 

CAT B compliant; 

‘initial’ not 

specifically 

mentioned 

(ciii) For aeroplane operations under IFR the pilot shall 

have: 

1 IND, 1 MS: Restore EU-OPS text for IFR 

and night. The night recency experience 

may be overly burdensome for some 

northern MS. 

This stems from JAA NPA OPS 65 which was 

endorsed by the OST for inclusion in the 

NPA. This is an alignment with amendment 

29 of ICAO Annex 6 Part I. 

 Annex 6, Part I, 

9.4.5.2.a), b), d) 

compliant 

(1) - the pilot has a minimum of 50 hours’ flight 

time under IFR on the relevant type or class of 

aeroplane, of which 10 hours are as pilot-in-

commandcommander; and 

    

- (2) the pilot has completed during the 

preceding 90 days on the relevant type or 

class of aeroplane: 

(i) 5 fiveIFRflights, including 3 threeinstrument 

approaches, in a single-pilot role:,; or 

(ii)  undertaken an IFR instrument approach 

check during the preceding 90 days on the 

relevant type or class of aeroplane.; and 
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(div) For aeroplane operations at night the pilot 

shall have: 

  JAA NPA OPS 65 Annex 6, Part I, 

9.4.5.2.c), e) 

compliant 

(1) - the pilot has a minimum of 15 hours' flight time at 

night which may be included in the 50 hours’ flight 

time under IFR in paragraph (c)(ii1i) above; and 

    

(2) - the pilot has completed during the preceding 90 

days on the relevant type or class of 

aeroplane: 

(i) three take-offs and landings at night on the 

type or class of aeroplane in the singlepilot 

role,; or 

(ii)  undertaken a night take-off and landing check 

during the preceding 90 days on the relevant 

type or class of aeroplane. 

    

(i) -The pilot has undertaken training on the 

operator’s procedures, in particular regarding: 

- Engine management and emergency handling; 

- Use of normal, abnormal and emergency 

checklist; 

-  ATC communication; 

- Departure and approach procedures; 

- Autopilot management, if applicable;  

- Use of simplified in-flight documentation; and 

 Text included in paragraph (a) above.   

(ii) The recurrent checks required by OR.OPS.145 

are performed in the single-pilot role on the 

particular helicopter type in an environment 

representative of the operation; and 

1 MS: The exact meaning of the rule is 

not clear. ‘Environment representative of 

the operation’ is too broad. If it means 

IFR/night than this term should be used. 

Proposal: ‘…helicopter type under IFR 

and/or night as applicable to the 

operation’ 

An ‘environment representative of the 

operation’ is chosen on purpose. It should 

also cover elements such as prevailing 

weather conditions, offshore operations, 

mountain flights, etc. Text not changed. 

Text included in paragraph (b) above. 

  

(eiii) For helicopter IFR operations under IFR, the pilot shall 

have:  

    

(1)- has 25 hours’ total IFR flight experience in the 

relevant operating environment; and 

    

(2)- has 25 hours’ flight experience as a single pilot on 

the specific type of helicopter, approved for single-

pilot IFR, of which 10 hours may be flown as pilot-

in-command orpilot-in-command under supervision, 

including 5 five sectors of IFR line flying under 

supervision using the single-pilot procedures; and 

 Text changed as the pilot will always act as 

commander in a single pilot operation. 
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-(3) complies with the minimum required recent 

experience ofcompleted during the preceding 90 

days: 

(i) 5 five IFR flights as a single pilot, including 

3three instrument approaches, carried out 

during the preceding 90 days on a helicopter 

approved for this purpose; or 

(ii) undertakesan IFR instrument approach check 

as a single pilot on the relevant type of 

helicopter, or an Flight Training 

Device(FTD) or Full Flight Simulator 

(FFS)STD. 

1. 1 MS: The difference between 

aeroplanes and helicopters stemming from 

JAR-OPS 3 and EU-OPS regarding single-

pilot IFR and night operations and use of 

FSTD is supported. 

2. 1 MS: It seems to be a mistake that an 

FSTD can be used for helicopters but not 

for aeroplanes. Moreover, the definition of 

FSTD includes BITD. Such basic 

instrument device should however not be 

used. Suggest clarifying with ‘FTD or FFS’. 

1. The difference is retained. 

2. Accepted. Text changed. 

  

     

OR.OPS.FC.120205 Command course 
 Appendix 1 to 1.005(a) of EU-OPS, (b)33 

and Appendix 3.005(f) of JAR-OPS 3, point 

18 could not be accommodated as they in 

fact foresee a deviation to the number of 

flight hours/sectors. EU-OPS/JAR-OPS 3 gave 

no criteria under which conditions an 

abbreviated course may be accepted. They 

may be treated as Art. 14 derogation. 

  

(a) Except in the case of balloonsFor operations with 

aeroplanes and helicopters, the command course shall 

include at least the following elements: 

  EU-OPS 1.955 (b); 

Appendix 1 to JAR-OPS 

3.955, (a)(1); editorial 

changes to harmonise 

 

(a1) tTraining in an Flight Simulation Training 

Device(FSTD), which includesing line orientated 

flying flight training (LOFT);,and/or flying flight 

training; 

 Clarification from review group   

(b2) tThe operator proficiency check, operating as pilot-

in-commandcommander; 

    

(3c) Training on pilot-in-commandcommand 

responsibilities training; 

    

(4d) lLine training as pilot-in-commandcommander 

under supervision, for a minimum of: 

1 MS, 1 IND: add to (d) ‘…for pilots 

already qualified on the aeroplane type’ 

.During upgrade to commander, line 

training is now always “minimum 10 

sectors” compared to EU-OPS where this 

was a minimum for “already type-qualified 

pilots”. This is a reduction that cannot be 

accepted. Furthermore, reference to 

OR.OPS.020 should be included. 

FCL is different from operator training. These 

10 sectors are independent from FCL to get a 

type rating. Text not changed. 

  



Part-OR 

Page 104 of 612 

A: Rule B: Summary of comments C: Response D: Source ref. and 

compliance 

E: ICAO ref. and 

compliance 

(i1) 10 flight sectors, in the case of aeroplanes; 

and 

1 IND: The requirement of 10 sectors 

LIFUS doesn’t take into account operators 

exchanging flight crew and having 

implemented common SOP and training. 

There must be a possibility to reduce the 

numbers of sectors taking into account 

the level of similarity for operators 

utilizing common SOP. In some cases the 

LIFUS may be reduced to zero. 

The SOPs are only one element of the 

training. The review group was also not in 

favour of accepting the comment. 

  

(ii2) 10 hours, including at least 10 flight sectors, 

in the case of helicopters;. 

1 IND: This is too heavy and not justified. 

There are already many flight controls 

before the pilot can leave as a captain. All 

these controls are enough. 

Not accepted. Requirement transposed from 

JAR-OPS 3. 

  

(5e) cCompletion of a line check as pilot-in-

commandcommander and demonstration of 

adequate knowledge of the route or area to be 

flown and of the aerodromes, including 

alternate aerodromes, facilities and 

procedures to be used; and 

1 MS: route/role/area competency is 

missing 

Accepted. Text changed.   

(6f) Elements of crew resource management training.  Editorial change   

(7g) The holder of a CPL(A) shall only act as pilot-

in-command in commercial air 

transportcommander in multi-pilot operations 

provided thatif he/she has completed a 

command course prescribed in Subpart OPS of 

Part-MS. 

 Moved from OR.OPS.FC.250.A   

     

OR.OPS.FC.130215 Initial oOperator’s cCrew rResource 

mManagement (CRM) training 

    

(a) Except in the case of balloons: 1 INDIV: This should be moved before (a) 

as all of it does not apply to balloons. 

There is no ATPL for balloons. 

Accepted. Changes in the scope are made.   

(a) A flight crew member shall have completed an initial CRM 

training course before commencing unsupervised line 

flying.  

1 MS, 1 IND (duplicated): add within their 

first year of joining the operator. 

1 IND: change to ‘within one year after’. 

New crew members build on their 

knowledge on HPL theory. They adapt 

within their first year to actual operational 

practices. With this experience they 

should undertake CRM training as it would 

otherwise have no effect. 

CRM is already part of conversion training. 

There seems to be a conflict in EU-OPS. This 

is considered being a transition requirement 

when CRM was introduced in EU-OPS. The 

review group concurs with this view. 
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(b2) Initial CRM training shall be conducted by at least one 

suitably qualified CRM trainer who may be assisted by 

experts in order to address specific areas.  

 The trainer is required to be ‘acceptable to 

the authority’ under EU-OPS but not JAR-OPS 

3. It was opted to transpose JAR-OPS 3. The 

NAA should have the ability to determine the 

appropriate level of oversight for CRM 

training compliance. 

EU-OPS 1.943, (c) / 

JAR.OPS 3.943, (b) 

 

(cb) If the flight crew member has not previously received 

theoretical training in Hhuman Ffactors to the airline 

transport pilot licence (ATPL) level, he/she shall 

complete, before, or combined with, the initial CRM 

training, a theoretical course provided by the operator 

and based on the human performance and limitations 

syllabus for the ATPL as established in Part-FCL.. 

1 IND: delete ‘before, or combined with, 

the initial CRM training’ and complement 

the last sentence by ‘before commencing 

line training’. Theoretical training is 

required before commencing line training. 

Knowledge acquisition is different from 

methods used in CRM training. Therefore, 

a combination of HPL theory instruction 

and CRM training is not effective. 

This is a transposition of EU-OPS. The review 

group advised not to change the 

requirement. 

EU-OPS 1.943, (b)  

     

OR.OPS.FC.135220 Operator conversion training and 

checking 

1 INDIV: These requirements are 

excessive for balloon pilots. A yearly 

check with a suitable instructor should be 

sufficient. 

Accepted. This is not anymore applicable to 

balloons. 

  

(a) Except in the case of balloons:  Applicability specified in accordance with the 

amended scope. 

  

(1a) CRMcrew resource management training shall be 

integrated into the operator conversion training course.; 

  EU-OPS/JAR-OPS 

1/3.945(a)(9); Appendix 1 

to EU-OPS 1.945(c) 

 

(bb2) during theOnce an operator conversion course has been 

commenced, thea flight crew member shall not 

undertake be assigned toflying duties on another type 

or class of aircraft until the course is completed or 

terminated.Crew members operating only 

performance class B aeroplanes may be assigned to 

flights on other types of performance class B 

aeroplanes during conversion courses to the extent 

necessary to maintain the operation. 

1. 2 IND: This rule and the associated GM 

is reliant upon a nuance of the word 

'during'; will it be clear to operators that if 

a conversion course is not completed and 

the pilot reverts to another type, the 

course has been terminated and the pilot 

is no longer within (or in the terminology 

of the rule - 'during') a conversion course? 

Text proposal made. 

2. 1 IND (duplicated): ‘class’ should be 

deleted to allow pilots to continue to fly in 

aero clubs on single-engine piston aircraft, 

for example, during a type rating course. 

1. Accepted. Text changed. 

2. The text is changed in consultation with 

the review group. 

Changes made to accommodate for 

Appendix1 to 1.005(a) of EU-OPS, (b)32.(ii).  

EU-OPS/JAR-OPS 1/3.945, 

(a)(8) 

EU-OPS Appendix 1 to 

1.005(a), point 32 (ii) 

 

(ccb) The amount of training required by the flight crew 

member for the operator’s conversion course shall be 

determined in accordance with the standards of 

qualification and experience specified in the Ooperations 

Mmanual, taking into account his/her previous training 

and experience. 

1 IND: Delete paragraph and replace with 

original wording from EU-OPS 1.945 

(a)(5). EU-OPS required minimum 

experience standards (before a crew 

member could start conversion training) 

to be specified in the OM-A. The new text 

is ambiguous as to whether this still 

Not accepted. The new text is considered to 

be clear. 

EU-OPS/JAR-OPS 1/3.945, 

(a)(4)&(5) 
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applies. The text can be interpreted that 

these minimum standards need not be 

established, but only general training 

standards are sufficient. 

(ddc) The flight crew member shall complete:   EU-OPS/JAR-OPS 1/3.945, 

(a)(6)&(7) 

 

(1) the operator proficiency check and the emergency 

and safety equipment training and checking before 

commencing line flying under supervision (LIFUS); 

and 

    

(2) the line check upon completion of line flying under 

supervision. For performance class B 

aeroplanes, LIFUS may be performed on any 

aeroplane within the applicable class. 

 Changes made to accommodate for Appendix 

1 to 1.005(a) of EU-OPS, (b)32.(i). 

EU-OPS Appendix 1 to 

1.005(a), (b)32.(i) 

 

(edd) Aeroplanes.In the case of aeroplanes, pPilots that 

have been issued a type rating based on a zero flight 

time training (ZFTT) course shall: 

  EU-OPS 1.945, (d); taking 

into account Part-FCL and 

OSD 

 

(1) commence line flying under supervision not later 

than 21 days after the completion of the skill test or 

after appropriaterefresher training provided by the 

operator. The content of such training shall be 

described in the operations manual.; 

1. 1 IND: Refresher training should be 

replaced by approved training. These 

requirements have been assessed as 

crucial parts of the ZFTT by the JAA 

experts of the ZFTT WG. Deleting them is 

to the detriment of flight safety, with no 

pertinent reason. 

1. 1 MS asks why the ‘acceptable to the 

authority’ is removed. 

1.+2. Accepted. Text changed. 

 

The additional sentence is added to reflect 

the notion of ‘acceptable to the authority’. It 

is found to be more appropriate to require a 

description in the OM. Moreover, in 

accordance with OR.OPS.FC.145, all training 

and checking programmes require prior 

approval. 

EU-OPS 1.945, (d)(1)  

(2) complete six take-offs and landings in a FSTD 

not later than 21 days after the completion of 

the skill test under the supervision of a type 

rating instructor for aeroplanes (TRI(A)) 

occupying the other pilot seat. If these take-

offs and landings have not been performed 

within 21 days, the operator shall provide 

refresher training. The content of such training 

shall be described in the operations manual. 

 

(32) conduct the first 4 four take-offs and landings of 

the line flying under supervisionLIFUS in the 

aeroplane under the supervision of a TRI(A) 

occupying the other pilot seat, unless otherwise 

specified in accordance with Part-21. 

1. 1 IND, 1 MS: Reintroduce requirement 

for six take-offs and landings and 

timeframe of EU-OPS 1.945(d)(2). 

2. 1 IND (duplicated), 1 manufacturer: 

The reference to Part-21 should be 

amended to refer to credits from the 

Operational Suitability Certificate. 

Whether or not the TRI(A) should occupy 

the other pilot seat should not be part of 

implementing rules (hard-law) but could 

be part of guidance material to allow 

different approaches. Delete ‘occupying 

the other pilot seat and amend, ‘unless 

otherwise specified in accordance with 

Part-21’’ to read as ‘unless credits are 

established in the Operational Suitability 

Certificate established in accordance with 

Part-21’. 

Moreover, allow restricted TRI. 

1. Accepted. Text changed. 

2. Not accepted. The reference to the OSD is 

taken out as the OSD most likely will not 

include proposals on the reduction of take-off 

and landings when ZFTT was conducted only. 

The TRI is required on a pilot seat in 

accordance with EU-OPS. In addition, a full 

type rating instructor is mandatory. A safety 

justification should be provided for the 

request. 

EU-OPS 1.945, (d)(2) 

 

 

 

 

 

EU-OPS 1.945, (d)(3) 
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OR.OPS.145.FC.230 Recurrent training and checking 
1. 1 INDIV: every six months is too 

frequent for balloons. The prof check 

should be every 12 months and include a 

line check. There is little flying during the 

winter season. 

2. 1 IND: The period of validity of 

OR.OPS.FC.145 (6 months) seems to be in 

contradiction with OR.OPS.FC.240 (12 

months). Moreover, all checks shall be 

within a period of 12 months. 

3. 1 IND (duplicated) and INDIV: It is 

claimed that the number of tests/checks is 

too high, and requested to combine some. 

4. 1 IND (duplicated): The paragraph is 

more demanding than EU-OPS. Text 

should be re-aligned. 

5. 1 IND (duplicated): The paragraph 

sufficiently transposes EU-OPS but there is 

no specific recognition of ATQP. 

6. 1 MS: a paragraph should be added as 

hook for the AMC to say that personnel 

delivering the training shall be suitably 

qualified and certified, as appropriate. 

1. Accepted. This is not anymore applicable 

to balloons. 

2. Paragraph OR.OPS.FC.145 (now 230) 

applies in principle to CAT while 

OR.OPS.FC.240 (now 330) applies to other 

commercial operators, e.g. aerial work. 

Some changes to the scope are made for 

smaller CAT operations. The period for CAT is 

transposed from EU-OPS/JAR-OPS 3. A 

safety justification for extending the period is 

not provided. 

3. The period for CAT is transposed from EU-

OPS/JAR-OPS 3. A safety justification for 

extending the period is not provided. The 

regulations are not preventing the 

combination of tests/checks when feasible. 

4. Text aligned with EU-OPS/JAR-OPS 3. 

5. ATQP is now included in a separate 

paragraph. 

6. OR.OPS.FC.145 addresses the issue in 

more detail. 

 Annex 6, Part I, 

9.3.1 f) 

Annex 6, Part 

III,Section II, 7.3.1 

g) 

compliant 

Annex 6, Part I, 

9.3.2 

Annex 6, Part 

III,Section II, 7.3.2 

compliant 

(a) Each flight crew member shall complete recurrent training 

and checking relevant to the type or variant of aircraft on 

which they operate. 

  EU-OPS/JAR-OPS 1/3.965, 

(a)(1) 

 

(b) Operator pProficiency cCheck: 1. 1 MS, 4 INDIV: An OPC every 6 months 

for balloons is excessive. An annual line 

check should be sufficient. 

2. 1 MS: For pilots qualified on simple 

aircraft (SE helicopters) the number and 

type of checks could be rationalised with 

perhaps one check to cover several types. 

Pilots often fly several types and it is a 

heavy burden to have one OPC on each 

type every 6 months. Text proposal made 

in accordance with JAR-OPS 3.005(f) 

Appendix item 19. 

1. Accepted. This is not anymore applicable 

to balloons. 

2. A new paragraph (b)(4) is added. The 

related JAR-OPS3 AMC is already included as 

AMC No 1 to FCL.060(b)(4). 

 Annex 6, Part I, 

9.4.4.1 

Annex 6, Part 

III,Section II, 7.4.3.1 

compliant 

(1) Each flight crew member shall complete operator 

proficiency checks as part of the normal crew 

complement to demonstrate his/her competence in 

carrying out normal, abnormal and emergency 

procedures. 

1. 1 IND: Regarding the ‘normal flight 

crew complement’, the combination of 

different paragraphs makes the text 

ambiguous. It could be understood in a 

way that the crew member is able to 

perform duties as part of normal crew 

complement while the intention is that the 

1. Accepted. Text changed. 

2. This is included in the related AMC. 

3. Text amended. 

EU-OPS 1.965, 

(b)(1)(i)&(iii) / JAR-OPS 

3.965, (b)(1)(i)&(a)(5) 
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check is conducted in a normal crew 

complement. 

2. 1 MS, 1 manufacturer: Add that the 

OPC can be combined with the licence 

proficiency check. 

3. 1 MS: The “part of the normal flight 

crew complement” causes difficulties for 

operators who employ more co-pilots than 

PiCs. Occasionally 2 co-pilots are put in 

the simulator together for the OPC. This 

offers nothing to the co-pilot who is not 

sitting in the correct seat and his OPC. 

Text proposal made. 

(2) When the flight crew member will be required to 

operate under instrument flight rules (IFR), the 

operator proficiency check shall be conducted 

without external visual reference. 

  EU-OPS/JAR-OPS 1/3.965, 

(b)(1)(ii) 

 

(3) The period of validity of the operator proficiency 

check shall be six6 calendar months. For visual 

flight rules (VFR) day operations with 

performance class B aeroplanes conducted 

during seasons not longer than eight 

consecutive months, one operator proficiency 

check shall be sufficient. The proficiency check 

shall be undertaken before commencing 

commercial air transport operations. 

(4) A flight crew member involved in operations 

by day and over routes navigated by reference 

to visual landmarks with an other-than-

complex motor-powered helicopter may 

complete the operator proficiency check in 

only one of the relevant types held. The 

operator proficiency check shall be performed 

each time on the type least recently used for 

the proficiency check. The relevant helicopter 

types that may be grouped for the purpose of 

the operator proficiency check shall be 

contained in the operations manual. 

1. 1 MS: The period of validity for non-

complex helicopters shall be 12 months. 

2. 1 MS:OPC should be adapted to LPC 

depending on the type of helicopter. 

1.+2. Following an earlier comment from 

another MS, a new paragraph is inserted as 

(b)(4). 

Text changes made in (3) to accommodate 

for Appendix 1 to 1.005(a) of EU-OPS, 

(b)35.(iv). 

EU-OPS/JAR-OPS 1/3.965, 

(b)(2) 

EU-OPS Appendix 1 to 

1.005(a), (b)35(iv) 

 

 

Annex 6, Part I, 

9.4.4.1 

CAT C for VFR day 

operations with 

performance class B 

aeroplanes 

Annex 6, Part 

III,Section II, 7.4.3.1 

CAT C for VFR day 

operations with 

reference to visual 

landmarks with other 

than complex motor-

powered helicopters 

(c) Line Check. Except in the case of balloons, e 

 Each flight crew member shall complete a line check on 

the aircraft to demonstrate his/her competence in 

carrying out normal line operations described in the 

Ooperations Mmanual. The period of validity of a line 

check shall be 12 calendar months. 

  EU-OPS/JAR-OPS 1/3.965, 

(c) 

 

(d) Emergency and Safety Equipment training and checking.  

 Each flight crew member shall complete training and 

checking on the location and use of all emergency and 

  EU-OPS/JAR-OPS 1/3.965, 

(d) 

Annex 6, Part I, 9.2 

Annex 6, Part 

III,Section II, 7.2 
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safety equipment carried. The period of validity of an 

emergency and safety equipment check shall be 12 

calendar months.  

compliant, together 

with 

OR.OPS.GEN.100 

(e) Except in the case of balloons:CRM training.  Applicability changed EU-OPS/JAR-OPS 

1/3.965(e); EU-OPS 

1.965, (a)(3)(iv)(B) 

 

(1) Elements of CRM shall be integrated into all 

appropriate phases of the recurrent training. 

1 IND: Add that all personnel conducting 

recurrent training shall be suitably 

qualified to integrate CRM into the 

training. 

This is generally included in OR.OPS.FC.145 

and in more detail in the AMC to this 

paragraph. 

  

(2) Each flight crew member shall undergo specific 

modular CRM training. All major topics of CRM 

training shall be covered over a period not 

exceeding 3 yearsby distributing modular 

training sessions as evenly as possible 

overeach three year period. 

1. 1 IND: Add a reference to CRM trainer 

similar to the requirement in initial CRM 

training. Text proposal made. 

2. 1 MS: The use of the expression “over 

a period not exceeding 3 years” is open to 

misunderstanding. Some operators 

conduct their specific CRM training once 

every three years and thus comply with 

this requirement. However, this means 

that some pilots are only getting refresher 

CRM training every third year. That is not 

what was intended by this OPS 

requirement when it was written 

originally. In order to require operators to 

conduct this training regularly, the 

wording should be changed. 

1. This is generally included in 

OR.OPS.FC.145 and in more detail in the 

AMC to this paragraph.. 

2. This is included under point 4 of the AMC. 

  

(f) Each flight crew member shall undergo ground training 

and flight training in anaircraft/FSTD or an aircraft, or 

a combination of FSTD and aircraft training at least 

every 12 calendar months. 

1 IND: The interpretation of 

"aircraft/FSTD training" is not clear. Does 

this mean that training may take place on 

either aircraft or FSTD, or both aircraft 

and FSTD must be used. This needs to be 

clear if the intention is to promote the use 

of FSTD within commercial operators’ 

training programmes. However, the rule 

must also accommodate the limited 

availability of suitable FSTDs for 

helicopters, and in some cases there may 

be no FSTD at all, especially during the 

initial period of operation of a new type or 

variant. Include text in AMC1 

OR.OPS.145.FC to promote the use of 

FSTDs where these are available. Text 

proposal made. 

Accepted. Text changed. EU-OPS/JAR-OPS 1/3.965, 

(f)&(g) 

 

(g) The validity periods mentioned in (db)(3), (ec) and (fd) 

shall be counted from the end of the month when the 

check was taken. 

1. 1 IND (duplicated): replace (g) and (h) 

by a general statement for all validity 

periods of the section. 

2. 1 MS, 1 IND: It appears that the OPC 

and Line Check validity periods do not 

1. This is the only requirement addressing 

the counting of validity periods, apart from 

the ATQP. 

2. This is intended to be covered with the 

EU-OPS/JAR-OPS 1/3.965, 

(b)(2), (c), (d), (f), (g) 
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extend to the end of the month. This 

appears to be an omission. Amend 

accordingly. 

text. 

(h) When the training or checks required above are 

undertaken within the last three3 months of the validity 

period, the new validity period shall be counted from the 

original expiry date. 

  EU-OPS/JAR-OPS 1/3.965, 

(b)(2), (c), (d), (f), (g) 

 

     

AMC OR.OPS.050.FC.235 Pilot qualification to operate in 

either pilot’s seat 

    

COMMERCIAL AIR TRANSPORT     

1(a) Pilots-in-command Commanders whose duties require 

them to operate in either pilot seat and carry out the 

duties of a co-pilot, or pilots-in-commandcommanders 

required to conduct training or checking duties, should 

shall complete additional training and checking as 

specified in the oOperations Mmanual., The check may 

be concurrent conducted together with the operator 

proficiency checks prescribed in OR.OPS.145.FC.230(b). 

(b) Theis additional training and checking should shall 

include at least the following: 

 Text changed after proposal from review 

group. 

 

Appendix 1 to EU-

OPS/JAR-OPS 1/3.968, (a) 

 

Appendix 1 to EU-OPS 

1.968, (a) 

 

a.(1) Aan engine failure during take-off;      

b.(2) aA one engine-inoperative approach and go-around; 

and 

    

c.(3) aA one-engine-inoperative landing.      

1.1(c) In the case of helicopters, these pilots commanders 

should shall also complete their proficiency checks 

respectively from left- and right-hand seats, on alternate 

proficiency checks, provided that when the type rating 

proficiency check is combined with the operator 

proficiency check the pilot-in-commandcommander 

completes his/her training or checking from the normally 

occupied seat. 

  Appendix 1 to JAR-OPS 

3.968, (a) 

 

2(d) When engine-out manoeuvres are carried out in an 

aircraft, the engine failure should shall be simulated. 

  Appendix 1 to EU-

OPS/JAR-OPS 1/3.968, (b) 

 

2.1 In the case of single engine helicopters, the auto-
rotative landing should be carried out respectively from left and 
right hand seats on alternate proficiency checks. 

 Stays in AMC   
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3(e) When operating in the co-pilot’s seat, the checks required 

by OR.OPS.145.FC.230 shall be carried out for each 

seat.for operating in the pilot-in-command seat should, 

in addition, be valid and current. 

 Legal text clarification Appendix 1 to EU-

OPS/JAR-OPS 1/3.968, (c) 

 

4(f) A pilot relieving the pilot-in-command commander 

should shall have demonstrated, concurrent with the 

operator proficiency checks prescribed in 

OR.OPS.145.FC.230(b), practice of drills and procedures 

which would not, normally, be the relieving pilot’s 

his/her responsibility. Where the differences between 

left- and right-hand seats are not significant (for 

example because of use of autopilot),then practice may 

be conducted in either seat. 

 Editorial amendments Appendix 1 to EU-

OPS/JAR-OPS 1/3.968, (d) 

 

5(g) A pilot other than the pilot-in-commandcommander 

occupying the pilot-in-commandcommander’s seat 

should shall demonstrate practice of drills and 

procedures, concurrent with the operator proficiency 

checks prescribed in OR.OPS.145.FC.230(b), which would 

otherwise have beenare the pilot-in-

command’scommander’s responsibility acting as pilot 

non-flyingmonitoring. Where the differences between 

both left- and right-hand seats are not significant, (for 

example because of use of autopilot) then practice may 

be conducted in either seat. 

 Editorial amendments Appendix 1 to EU-

OPS/JAR-OPS 1/3.968, (e) 

 

     

OR.OPS.155.FC.240 Operation on more than one type 

or variant 

 

1. 1 IND (duplicated), 1 manufacturer: 

add a new (c) to refer to the OSC to take 

account of credits 

2. 1 IND: Rewrite in a logical way. There 

are different requirements for operation of 

different aircraft and operation of aircraft 

and helicopter. Also, the AMC should be 

part of IR. 

1. The appropriate reference is contained in 

OR.OPS.FC.140. 

2. RG item: Order of paragraph reversed. 

Level of IR vs. AMC was discussed with the 

review group which recommended not to 

change the level of text. 

  

(ab) The procedures or operational restrictions for operation 

on more than one type or variant established in the 

Ooperations Mmanual and approved by the competent 

authority shall cover: 

(1) tThe flight crew members' minimum experience 

level; 

(2) tThe minimum experience level on one type or 

variant before beginning training for and operation 

of another type or variant; 

(3) tThe process whereby flight crew qualified on one 

type or variant will be trained and qualified on 

another type or variant; and 

 Change made to reflect EU-OPS/JAR-OPS 3 

and changes to OR.OPS.MLR. 

 

 

 

 

 

 

EU-OPS 1.980, (d)/ JAR-

OPS 3.980, (a)(2)/1.981, 

(a)(2) 

AMC 3.980, point 1 

 

 

 

 

Annex 6, Part I, 

9.4.1.2, 9.4.2.2, 

9.4.4.2 

Annex 6, Part 

III,Section II, 

7.4.1.2, 7.4.3.2 
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(4) aAll applicable recent experience requirements for 

each type or variant. 

 

(ba) When a flight crew member operates both helicopters and 

aeroplanes, that flight crew member shall be limited 

to the operationsshall be limited toon only one type of 

eachaeroplane and one type of helicopter. 

1. 1 IND: Add that appropriate procedures 

and operational restrictions need to be 

included in the OM. 

2. 1 MS: Non-complex helicopters should 

be excluded from the restriction. 

3. 1 IND: the authority should determine 

based on the complexity of the aircraft 

whether the limitation could be waived. 

1. This is part of the text. 

2.+3. No safety justification provided. This 

could possibly be the subject for a future RM 

task if more elements are provided. 

 

EU-OPS 1.981, (a)(1)  

(c) Paragraph (a) shall not apply to performance class 

B aeroplanes if operations are limited to single-pilot 

classes of reciprocating engine aeroplanes under 

VFR by day. Paragraph (b) shall not apply to 

performance class B aeroplanes if operations are 

limited to single-pilot classes of reciprocating 

engine aeroplanes. 

 (c) inserted to accommodate for Appendix 1 

to 1.005(a) of EU-OPS, (b)38.(i) and (b)39. 

EU-OPS Appendix 1 to 

1.005(a), (b)38.(i) & (b)39 

compliant, together 

with OR.OPS.FC.140 

and Part-FCL 
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OR.OPS.FC.245.A Alternative training and qualification 

programme 

(a) An aeroplane operatorhaving appropriate 

experience may substitute the followingtraining 

and checking requirements for flight crew by an 

alternative training and qualification programme 

(ATQP), approved by the competent authority: 

(1) SPA.LVO.120 flight crew training and 

qualifications; 

(2) conversion training and checking; 

(3) differences training and familiarisation 

training; 

(4) command course; 

(5) recurrent training and checking; and/or 

(6) operation on more than one type or variant. 

(b) The ATQP shall contain training and checking which 

establishes and maintains at least an equivalent 

level of proficiency achieved by complying with the 

provisions of OR.OPS.FC.220 and OR.OPS.FC.230. 

The level of flight crew training and qualification 

proficiency shall be demonstrated prior to being 

granted the ATQP approval by the competent 

authority. 

(c) An operator applying for an ATQP approval shall 

provide the competent authority with an 

implementation plan, including a description of the 

level of flight crew training and qualification 

proficiency to be achieved. 

(d) In addition to the checks required by 

OR.OPS.FC.230 and FCL.060, each flight crew 

membershall complete a line oriented evaluation 

(LOE) conducted in a flight simulation training 

device (FSTD).The period of validity of anLOE shall 

be 12 calendar months. The validity period shall be 

counted from the end of the month when the check 

was taken.When the LOE is undertaken within the 

last three months of the validity period, the new 

validity period shall be counted from the original 

expiry date. 

(e) After two years of operating with an approved 

ATQP an operator may, with the approval of the 

competent authority, extend the periods of validity 

of the checks in OR.OPS.FC.230 as follows: 

(1) Operator proficiency check to 12 calendar 

 Helicopter experts assisting the Agency in 

the comment review made a general 

remark that the ATQP should also be made 

available to helicopter operators. As this 

would require appropriate stakeholder 

consultation, no changes to the present 

scope of ATQP are made. Provided the 

Agency receives further views from 

stakeholders on this issue, it would be 

ready to consider this as an additional 

rulemaking task. 

Point (a): Before being allowed to 

substitute the normal flight crew training 

and checking requirements by an ATQP, 

EU-OPS requires from an operator two 

years’ continuous operation. These two 

years may be reduced at the discretion of 

the authority. EU-OPS gave no criteria on 

which basis the authority would exercise its 

discretion and it probably depends on the 

individual case. Since no specific conditions 

are provided, the element of two years is 

transferred to AMC.An alternative means of 

compliance may be proposed including the 

conditions for reducing the two-year 

period. The rule only refers to having 

‘appropriate experience’. 

Points(b) and (e): The reference to 

FCL.060 (former EU-OPS 1.970) is not 

included as the ATQP cannot extend 

requirements of FCL. The extension for 

recency is already contained in FCL.060. 

Moreover, it is nowhere specified how this 

could be extended. 

EU-OPS 1.978 (f) on the responsibility of a 

nominated postholder for the ATQP is, in 

consultation with the review group, not 

transposed as itis considered being 

redundant with the general and AOC-

specific organisation requirements. 

Since the ATQP including its 

implementation requires prior approval of 

the authority, any mentioning of 

‘acceptable to the authority’ is not 

transposed. It is assumed that everything 

is required to be ‘acceptable to the 

authority’ as otherwise an approval could 

not be granted. 

EU-OPS 1.978 / Appendix 

1 to EU-OPS 1.978, (a) 

 

 

 

 

 

 

 

 

EU-OPS 1.978, (b) 

 

 

 

EU-OPS 1.978, (c) 

 

 

EU-OPS 1.978, (d) 

 

 

 

EU-OPS 1.978, (e)(1)-(3) 
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months. The validity period shall be counted 

from the end of the month when the check 

was taken.When the check is undertaken 

within the last three months of the validity 

period, the new validity period shall be 

counted from the original expiry date. 

(2) Line check to 24 calendar months. The validity 

period shall be counted from the end of the 

month when the check was taken.When the 

check is undertaken within the last six months 

of the validity period, the new validity period 

shall be counted from the original expiry date. 

(3) Emergency and safety equipment checking to 

24 calendar months.The validity period shall 

be counted from the end of the month when 

the check was taken.When the check is 

undertaken within the last six months of the 

validity period, the new validity period shall be 

counted from the original expiry date. 
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FCL.305OR.OPS.FC.250.A CPL(A) - Privileges in commercial 

air transport Commanders holding a Commercial Pilot 

Licence (Aeroplane) (CPL(A)) 

(a) The holder of a CPL(A) shall only act as pilot-in-

commandcommander in commercial air transport on a 

single-pilot aeroplane provided thatif: 

(1) Wwhen carrying passengers under visual flight 

rules(VFR) outside a radius of 50 NM (90 kKm) 

from an aerodrome of departure, he/she has a 

minimum of 500 hours of flight time on aeroplanes 

or holds a valid instrument rating; or 

(2) Wwhen operating on a multi-engine type under 

insturment flight rules (IFR), he/she has a 

minimum of 700 hours of flight time on aeroplanes, 

including 400 hours as pilot-in-command. These 

hours shall include 100 hours under IFR and 

40hours in multi-engine operations. The 400 hours 

as pilot-in-command may be substituted by hours 

operating as co-pilot within an established multi-

pilot crew system prescribed in the Ooperations 

mManual, on the basis of two hours of flight time as 

co-pilot for one hour of flight time as pilot-in 

command.  

(3) pParagraph (1) shall not apply to VFR day 

operations with performance class B 

aeroplanes. 

(b) The holder of a CPL(A) shall only act under IFR as a 

single-pilot when he/she complies with (a)(2) and with 

the applicable requirements prescribed in Subpart OPS of 

Part-MS. 

(c) The holder of a CPL(A) shall only act as pilot-in-command 

in commercial air transport in multi-pilot operations 

provided that he/she has completed the command course 

prescribed in Subpart OPS of Part-MS. 

 Transferred from Part-FCL 

 

 

 

 

 

 

 

 

 

To accommodate for Appendix 1 to 1.005(a) 

of EU-OPS, (b)34. 

 

The cross reference is not needed since the 

requirements are now in one Part and self-

explanatory. 

 

Moved to OR.OPS.FC.205 

EU-OPS 1.960 

 

 

 

 

 

 

 

 

 

EU-OPS Appendix1 

tp1.005(a), (b)34 

 

     

FCL.305.HOR.OPS.FC.250.H CPL(H) - Privilege to act in 

commercial air transportCommanders holding a 

Commercial Pilot Licence (Helicopter) (CPL(H)) 

(a) The holder of a CPL(H) shall only act as pilot-in-

commandcommander in commercial air transport on a 

single-pilot helicopterprovided thatif: 

(1)  Wwhen operating under instrument flight rules 

 Transferred from Part-FCL 

 

 

 

 

 

JAR-OPS 3.960  
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(IFR), he/she has a minimum of 700 hours’total 

flight time on helicopters, including 300 hours as 

pilot-in-command. These hours shall include 100 

hours under IFR. The 300 hours as pilot-in-

command may be substituted by hours operating as 

co-pilot within an established multi-pilot crew 

system prescribed in the oOperations mManual on 

the basis of two hours of flight time as co-pilot for 

one hour flight time as pilot-in command. 

(2) When operating under visual meteorological 

conditions (VMC) at night, he/she has: 

(i) a valid instrument rating; or 

(ii) 300 hoursof flight time on helicopters, 

including 100 hours as pilot-in-command and 

10 hours as pilot flying at night.  

(b) The holder of a CPL(H) shall only act under IFR as a 

single-pilot when he/she complies with (a) and with the 

applicable requirements prescribed in Subpart OPS of 

Part-MS. 

 

 

 

 

 

 

The cross reference is not needed since the 

requirements are now in one Part and self-

explanatory. 
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Chapter 3- Additional requirements for 
commercial operations other than commercial air 

transport and commercial air transport 
operations in accordance with OR.OPS.FC.005(b) 

    

OR.OPS.240.FC.330 Recurrent training and checking - 

oOperator pProficiency cCheck 

1. 1 IND (duplicated) and INDIV: It is  

claimed that the number of tests/checks is 

too high, and requested to combine some. 

2. 1 IND: Due to the type of operations of 

our company (test and ferry flights) and 

taking into consideration the wide variety 

of aircraft operated by our company, the 

different equipment fits for each of those 

aircraft, the extreme short period of time 

those aircraft are operated, and the fact 

that the majority of our crews are 

employed on a contract per flight basis, 

requiring an operator training program is 

not practicable as these crew members 

will be compliant with the training 

programme established by their regular 

employer for the subject type of aircraft. 

3. 2 INDIV: Annual proficiency checks on 

non-CAT operations are unnecessary 

considering the excellent safety record of 

balloons. Balloons do not require the same 

treatment as more complicated aircraft. 

There should be a separate category for 

hot air balloons encompassing all kinds of 

commercial activity. 

4. 1 MS: The paragraph misses the intent 

of JAR-OPS 4, initial training for 

specialised tasks, recency/recurrent 

checking.The validity provisions should be 

written as in OR.OPS.145.FC. 

1. A safety justification for extending the 

period is not provided. The regulations are 

not preventing the combination of 

tests/checks when feasible. 

2. Not accepted. The operator remains 

responsible. Refer also to OR.OPS.FC.100(e). 

3. The one year period is considered 

sufficient. 

4. In addition to this requirement, the 

provisions of the common chapter 1 apply. 

Text regarding validity period changed. 

  

(a) Each flight crew member shall complete annual operator 

proficiency checks to demonstrate his/her competence in 

carrying out normal, abnormal and emergency 

procedures, covering the relevant aspects associated with 

the specialised tasks described in the Ooperations 

Mmanual.; 

1. 2 MS, 1 IND: add that a combination 

with the LPC is possible 

2. 1 MS: confirm that ‘annual’ means 12 

months. 

1. This is included in the AMC. 

2. Please refer also to (c). 

  

(b) Appropriate consideration shall be given when the 

operations are undertaken under instrument flight 

rules (IFR) or at night.; 
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(c) The period of validity of the operator proficiency check 

shall be 12 calendar months.The validity period shall 

be counted from the end in addition to the remainder 

of the month when the check was taken. When the 

operator proficiency check is undertaken within the last 3 

threemonths of the validity period, the new validity 

period shall be counted from the original expiry date. 

    

     

 

SECTION VI – CABIN CREW 

 

IA: (comment confirmed by indiv. 
members): establish one definition of CC 
iaw EU-OPS 

MS: disagree with attestation & medical 
requirements 

The definition of cabin crew(NPA in Part CC) 
will be in the Cover Regulation of Part-OR 
and Part-CC 

This comment conflictswith BR   

X X 

OR.OPS.CC.005.CC Scope 

  OPS 1.988 x 

This sectionestablishes the requirements to be met by an 

operator when operating an aircraft with cabin crew and 

includes: 

(a) Chapter 1 specifying common requirements 

applicable to both non-commercial operations with 

complex motor-powered aircraft and commercial air 

transport operations, and 

(b) Chapter 2 specifying additional requirements only 

applicable to commercial air transport operations. 

MS: clarify extend of scope The text has been clarified as requested to 
describe the different requirements 
applicable to the two types of operations 
covered by this Section  

BR Article 8 (4) Annex 6 Part II Para 
3.12.1 

Chapter 1 

Common requirements 

  x x 

OR.OPS.CC.1005.CCNumber and composition of cabin crew 

IA: (comment confirmed by indiv. 
members): simplify the text 

IA: current regulations worked well 
throughout years 

The text has been amended and clarified: 
please refer to new (b)(1) 

BR Annex IV (7)(a) 

OPS 1.990 

IEM OPS 1.990 

Annex 6, Part-I, Para 
12.1  

Annex 6, Part-II, 
Para 3.12.1 

ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.1.1 

(a) The number and composition of cabin crew shall be 

determined in accordance with 7.a. of Annex IV to 

Regulation (EC) No 216/2008, taking into account 

operational factors or circumstances of the 

particular flight to be operated. At least one cabin 

crew member shall be assigned for the operation of any 

aircraft with a maximum passenger seating configuration 

of more than 19 when carrying one or more 

passenger(s). 

IA: add requirement to define “safety 
relevant duties of CCM in OPS manual” 

 

MS: consider alleviation for non-revenue 
flights (carrying operator’s staff only) 

Cabin crew duties must be specified in the 
procedures in the ops manual. This 
requirement is covered under Section II – 
MLR.  

Non-revenue flights are an issue that will be 
addressed as a whole to cover all aspects in 
rulemaking task OPS.075. 

BR Annex IV (7)(a)(i)(ii) 

 

OPS 1.1990(a) 

 

Refer to the above 
box 
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(b) The minimum number of cabin crew shall be composed 

of at leastthe greater of: 

(1) the number of cabin crew identified by the 

evacuation demonstration, or analysis, carried 

out for the cabin configuration of the aircraft 

to be operated, to show compliance with the 

applicable airworthiness code; or 

(2) one cabin crew member for every 50, or fraction of 

50, passenger seats installed on the same deck of 

an the aircraft to be operated. 

MS: amend txt “..of an a/c, or one CCM 
per pair of floor level emergency exits, 

whichever number is the greater.” 

The comment should be partly addressed by 
the new wording as including a reference to 
applicable certification rules with regard to 
evacuation requirements. 

See also revised proposal under 
OR.OPS.CC.205(a)(2) 

 

BR Annex IV (7)(a)(i)(ii)  

 

 

 

OPS 1.1990(b)(1) 

Refer to the above 
box 

(c) For operations wheren more than one cabin crew 

member is assigned the operator shall nominate one 

cabin crew member to be responsible to the pilot-in-

command/commander. 

IA: use term “Senior CCM” SCCM is required by EU-OPS, and only when 
more than one CCM is required. Please refer 
also to OR.OPS.CC 200 applicable to CAT 
only 

OPS 1.1000(a) Refer to the above 
box 

OR.OPS.CC.110.CC  Conditions for assignment of cabin crew 

to duties 

MS: include iaw JAR-OPS 1.990 OPS 1.990 is transposed in the revised 
OR.OPS.CC.100 and 205 

OPS 1.995 ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.2.2 

(a) Cabin crew members shall only be assigned to duties on 

an aircraft only if they: 

IA: (comment confirmed by indiv. 
members): amend txt “..assigned to 
safety duties on an a/c..” 

 

IA: create new paragraph (4): “holds a 
CCA” – it will document a successful 
fulfilment of ER 7.b. of BR 

This is a safety regulation only dealing with 
safety, not with any other (non safety 
related) duties which are outside its scope 
and not regulated.  

BR does not require a CCA for CC in non-
commercial ops. The requirement for holding 
a CCA is in Part-CC and in Chapter 2 of this 
Section for CAT only. 

Refer to the above box 
(OR.OPS.CC.110) 

Refer to the above 
box 
(OR.OPS.CC.110) 

(1) are at least 18 years of age;   OPS 1.995(a) ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.2.2.3 “Age” 

(2) have been assessed in accordance with Subpart 

E of Part-MED as physically and mentally fit to 

perform all assignedtheir duties and discharge 

their responsibilities safely in accordance with the 

medical requirements specified inSubpart E of 

Part-MED as applicable to the type of operations; 

IA: agree 

MS: standardize medical requirements for 
CC & TC 

 

IA: (comment confirmed by indiv. 
members): delete reference to Part-MED 
& realign with EU-OPS 

Noted 

CC fitness is covered by BR. See TC outcome 
under the related proposals and CRD. 

Cabin crew must be aware of the medical 
requirements they must comply with, reason 
why the requirements are defined in Part-
MED. 

OPS 1.995(b) 

AMC OPS 1.995(a)(2)  

 

 

BR Annex IV (7)(b)(ii) 

 

ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.2.2.3 
“Medical” 
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IA: (comment confirmed by indiv. 
members): – specify exact location in 
Part-MED 

MS: re-phrase txt “have been assessed fit 
to perform all assigned duties and 

responsibilities safely” 

 

More precise reference has been added. 

The text has been maintained to complement 
the related ER in Annex vi 7.b.(ii). 

MS: re-phrase txt “have completed the 

IST and hold an adequate attestation and 

have completed all additional training 

required.” – CCA limited to initial training; 
all additional required training is the 
operator’s responsibility 

The requirements for CCA holders are 
specified in Chapter 2 of this Section and in 
Part-CC. As required by BR Art 8 (5)(e), the 
scope and validity of CCA cannot be limited 
to the IST.  

BR Annex IV (7)(b)(i) 

OPS 1.995(c)(d)(e) 

ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.1.4 

(3) have successfully completed all applicable training 
and checking required by this Section by Part-CC 
and this Chapter and are competent to perform the 
assigned duties; and(4) have been checked as 
proficient to perform all assigned duties in 
accordance with the procedures specified in the 

operations manual. 

 

 

IND: clarify frequency & means 

IND: clarify “have been checked” 

 

 

IA: (comment confirmed by indiv. 
members): re-phrase as per EU-OPS 
1.995(f) 

MS: re-phrase txt “have been checked 
after each training in the subjects covered 

to ensure that the CCM is competent to 

perform all assigned duties” 

These requirements correspond to the 
minimum specified under EU-OPS 1.995 and 
1.1025. Frequency and means are specified 
under each type of training and in related 
AMCs. 

The text has been realigned as much as 
possible to OPS 1.995(f). 

 

This is the general objective to be achieved, 
details are provided under each training and 
related AMCs 

BR Annex IV (7)(b)(i) 

OPS 1. 995(f) 

OPS 1. 1025(a) 

ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.2.4 

+ Para 2.1.4 

(b) Before assigning to duties a cabin crew memberswho is 

are self-employed and/or working on a freelance or part-

time basis, the an operator shouldshall verify that all 

applicable requirements of this Section are 

complied with,taking into account allservices 

rendered by the cabin crew member toany other 

operator(s) to give particular attention toall applicable 

requirements of this Section with special regard 

todetermine in particular: 

(1) the total number of aircraft types and variants 

operated andoperated; and 

(2) to the applicable flight and duty time limitations 

and rest requirements. 

 

IA: re-phrase “should” with “shall” (TBD: 
this should be IR material; operator has to 
take into account CCM’s activities with 
other operators, otherwise all req. in this 
section are invalidated) 

MS: amend txt A.“..rest requirements 
including those when his/her services are 

engaged by another operator.” 

B.”..with special regard to the fact that 
the required training is completed, 

compliance with other parts of the 

regulation is shown and the flight and 
duty time limitations and rest 
requirements are complied with.” 

The text has been moved from GM to the 
rule as for FC and TC iaw EU-OPS 

 

 

Comments are partially accepted: the 
segment has been moved to IR as for FC and 
TC and clarified to be in line with the 
objective of the related EU-OPS 
requirements. 

OPS 1.990 (e) Annex 6 - Part I – 
Para 12.5 

(cb) Operating, The cabin crew members and as well as 

their functions rolewith regard to flight and the safety 

of passengersand flight safety shall be clearly identified 

to the passengers. 

IA: – clarify “clearly identified to pax” – 
txt too vague 

MS + IND: clarify “functions” & how these 
should be identified to pax 

MS + IA: amend txt “..to passengers by 
wearing the operator’s cc uniform.” 

IA: (comment confirmed by indiv. 

Comments are partially accepted and the 
text has been clarified accordingly. It is the 
responsibility of each operator to find the 
most appropriate way to inform passengers 
as also required by the rule on ‘passenger 
briefing’. 

The requirement to wear a uniform is 
specified in Chapter 2 for CAT under 

OPS 1.989(a) 

 

 

x 
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members): realign with EU-OPS OR.OPS.CC.210(c) 

OR.OPS.CC.115.CC  Conduct of tTraining courses and 

associated checking 

 

(a) A detailed programme and syllabus shall be established 

by the an operator for each training course in accordance 

with the applicable requirements of Part-CC and of this 

Section,and of Part-CC whereas applicable, to cover the 

duties and responsibilities to be performed discharged 

by the cabin crew members.; 

IA: (comment confirmed by indiv. 
members): amend txt “ A detailed 
programme acceptable to the competent 

authority shall be..” 

MS: amend txt “..by the operator or 
ATO..” – paragraph does not take into 
consideration that training can be 
provided by ATO 

Training programmes are required to be part 
of the Ops Manual which must be approved 
as a whole.  

This subpart is OR.OPS. TO for CC are 
covered under national law. Approval by the 
Authority is also subject to compliance with 
all required training programmes (see AR.CC 
100) 

 

BR Annex IV (8)(a)(2) 

 

Annex 6, Part-I, Para 
12.4 + Part-II, Para 
3.12.4 

ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.2.3 + 1.2.4 

+ 2.1.4 

(b) Each training course shall include theoretical and practical 

instruction together with individual or collective practice 

as relevant to each training subject in order that the 

cabin crew member achieves and maintains the 

adequate level of proficiency in accordance with this 

Section;  

   IEM to Appendix to JAR-
OPS 
1.1005/1.1010/1.1015/1.1
020 

Training methods 

ICAO Doc 7192-
AN/857, Part E-1, 
Para 2.1.1 

+ Para 2.1.2 

+ Para 2.1.3 

(c) Training and checking of each cabin crew member shall 

be conducted for Eeach training course shall be: 

(1) conducted in a structured and realistic 

manner; and  

(2) performed by personnel suitably qualified and 

experienced for the subject to be covered.; and 

IA: (comment confirmed by indiv. 
members): – re-phrase “..shall be 
conducted by authorised instructors 
experienced for the subject covered;” 

IND: re-phrase txt “..by personnel who 
have been assessed and determined 

competent by the operator/authority to 

impart knowledge, train practical skills 

and carry out checking in order to ensure 

CCM’s proficiency.” 

IA: establish qualification standards for CC 
Instructors 

MS + IND: – clarify “suitably qualified and 
experienced”   and/or    delete 

IND: proposal for definition of “suitably 
qualified & experienced”: 

“Suitably qualified & experienced 
personnel in this respect means personnel 

approved by competent authority to 

conduct this training. A TRI is considered 

suitably qualified and experienced to 

conduct the training according to 

OR.OPS.125.CC (b) and (c) in aircraft with 

less than 19 MAPSC.” 

 

The text has been realigned as much as 
possible with EU-OPS  

 

 

The numerous requests to develop material 
for qualifications of trainers/instructors are 
noted to be addressed in a future rulemaking 
task.  

As the Agency is not tasked by the BR to act 
in the field of TO for cabin crew, the requests 
to develop criteria for training organisations 
will be mentioned as an open item in the 
Explanatory Note to the Opinion. 

OPS 1.1005(c) & 1.1010 
(d) 

BR Annex IV (8)(a)(2) 

OPS 1.1025 

 

ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.2.4 

+ Para 2.1.4 

(d) Checking of the proficiency of During or following 

completion of all training required by this Section, 

each cabin crew member shall beundergo a 

checkconducted forcovering all trainingreceived 

elements of therelevant training programme, except 

for crew resource management (CRM) training.Checks 

MS + IND: clarify intervals of proficiency 
checks and whether intention is to include 
proficiency check of SCCM 

IND: amend txt “..all training received 
except SCCM and CRM..” 

Intervals are specified under each required 
training.  

 

The text has been realigned with EU-OPS and 
clarified as requested by comments and as a 

OPS 1.1025 

+ 

ACJ OPS 
1.1005/1.1010/1.015 (2.9) 

ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.2.4 

+ Para 2.1.4 
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shall be performed by personnel suitably qualified 

to verify that the cabin crew member has 

attainedand/or maintains the required level of 

proficiency. 

IA: (comment confirmed by indiv. 
members): amend txt “..shall be 
conducted for all flight safety related 
training received..” 

IND: amend txt “..shall be conducted for 
all initial, recurrent, a/c type specific, 
refresher and SCCM training with the 
exception of CRM training.” 

result of the consultation of the Review 
group on the basis that checking must be 
completed for all training required by this 
Section including Senior CCM, but excluding 
CRM as it is an issue that requires 
coordinated action on CRM principles and 
CRM for FC 

(e) CRM training courses, and CRM modules where 

applicable, shall be conducted by a cabin crew CRM 

instructor. When CRM elements are integrated in 

other training, a cabin crew CRM instructor shall 

manage the definition and implementation of the 

syllabus.. 

 This new (e) has been added to make clear 
as in EU-OPS that particular requirements 
apply to CRM and to qualifications of CRM 
instructors  
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OR.OPS.CC.120.CC  Initial safety training course 

(a) The operator shall provide theEach new entrant who 

does not already hold a valid cabin crew attestationissued 

in accordance with Part-CC: 

(a) cabin crew member with an shall be provided with 

aninitial safetytraining course as specified in 

CC.TRA.120; and 

(b) shall successfully undergo the associated check, or 

examination in the case of applicants for a cabin 

crew attestation, before being provided with any 

other training required by this Section.in accordance 

with the applicable requirements of Part-CC 

unless thecabin crew member holds a cabin crew attestation 

issued in accordance with Part-CC. 

(bc) Elements of the initial training programme may be 

combined with the first aircraft type-specific 

training or operator conversion training, provided 

that the requirements of CC.TRA.120 are met and 

any such element(s) are recorded as elements of 

the initial training course in the training records of 

the cabin crew members concerned. 

 

 

IND: existence of central body approving 
all training providers would ensure 
training is compliant 

 

IA: (comment confirmed by indiv. 
members): – there should be a possibility 
to use ATO; amend txt “The operator shall 
ensure that the CCM is provided with an 

IST course iaw..” 

MS: CC with previous experience – clarify 
whether operator has to provide full IST 
or only parts that are not documented by 
new entrant CC; amend txt “..IST iaw 
current applicable requirements…issued 
iaw current Part-CC.” 

IND: maintain requirement for the 
operator to provide IST (standards of the 
attestation issuing organization may not 
be of a similar level to those of the 
operator – it could have a safety impact); 
delete txt “unless the CCM holds a CCA 
issued in accordance with Part-CC” 

BR Chapter III does not foresee approval by 
EASA (as a central body), Approvals of 
organisations are the responsibility of the 
competent national authority. 

TO may be used under the responsibility of 
the operator: the text has been revised for 
clarity purposes. 

 

Title and text have been amended to reflect 
the comments received on this segment inc. 
those relating to the scope of initial training 
(comments on Part-CC) 

 

 

This comment conflicts with BR and cannot 
be accepted as the CC attestation is entitled 
to mutual recognition across EU: the text  
has been amended for clarity purposes 

 

x 

OPS 1.1005 

ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.2.3.2 

Annex 6, Part-I, Para 
12.4 

+ 

Annex 6, Part-II, 
Para 3.12.4 

+ ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.1.2 

+ Para 1.1.4  

+ Para 1.2.3.2 

+ Para 1.2.4 

+ Para 2.1.4 

OR.OPS.CC.125.CC  Operator’s aAircraft type-specific 

training and Operatorconversion and differences training 

 

IND: EU-OPS allows tailoring differences 
training to operation (will it be necessary 
to cover all elements listed if they are 
identical to SOPs?) 

No change compared to EU-OPS: in 
consultation with the Review group, 
‘Differences training’ has been moved under 
a separate rule New OR.OPS.CC.130 for 
clarity purposes.  In all cases, it is the 
responsibility of the operator to identify any 
differences with the training completed iaw 
OR.OPS.CC.125 and to (re)train the cabin 
crew as necessary. 

OPS 1.1010 Annex 6, Part-I, Para 
12.4 

Annex 6, Part-II, 
Para 3.12.4 

ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.1.2; 1.2.3.1 

+ 1.2.3.5 

(a) A Each cabin crew member shall undergo have 

completed appropriate aircraft type-specific training in 

accordance with (c) and operator conversion training, 

as well as the associated checks, before being: 

No comments The text has been amended for  clarity and 
to reflect the transfer of the training 
programmes from Part-CC to this section of 
part-OR made in consultation with the 
Review group. 

OPS 1.1010(a) Refer to the above 
box 
(OR.OPS.125.CC) 

(1) first assigned by the operator to act operate as a 

cabin crew member; or 

IA (comment confirmed by indiv. 
members): amend txt “assigned to safety 
duties..” (only) 

To specify/repeat under each segment would 
be redundant as this is a safety regulation 
regulating only safety aspects, and not any 
other (non safety related duties). Also, the 
definition of ‘Cabin crew’ which will be in the 
Cover regulation makes clear that CC are 
crew members qualified to perform duties 
related to the safety of passengers and flight 
during operations’. 

Editorial change for consistency with (2) 

OPS 1.1010(a)(1)(i) Refer to the above 
box 
(OR.OPS.125.CC) 
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below (= EU-OPS) 

(2) assigned by that operator to operate on another 

aircraft type. 

IA (comment confirmed by indiv. 
members): amend txt “assigned to safety 
duties..” (only) 

See response to the same comment to the 
above segments 

OPS 1.1010(a)(1)(ii) Refer to the above 
box 
(OR.OPS.125.CC) 

(b) In addition to (a), a cabin crew member shall undergo 
appropriate differences training in accordance with (c) as 
applicable before they are assigned: 

No comments OPS 1.1010(a)(2) 

(1) on a variant of an aircraft type currently operated; or No comments OPS 1.1010(a)(2)(i) 

(2) on currently operated aircraft types or variants 
differentsafety equipment, safety equipment location 
or normal and emergency safety procedures. 

No comments 

‘Differences training’ has been moved to a 
separate rule New OR.OPS.CC.130, for clarity 
purposes as highlighted by comments under 
other segments and in consultation with the 
review group, 

OPS 1.1010(a)(2)(ii) 

Refer to the above 
box 
(OR.OPS.125.CC) 

 

(bc) The programme of the aircraft type-specific training 
programme shall: 

(1) be based the specific data provided for the relevant 

aircraft type in accordance with the applicable 

requirements of Part-21;  

(12) involve training and practice on a representative 

training device or on the actual aircraft; and 

((23) cover at least the aircraft type-specific training 

elementsspecified in (i) to (vii), unless 

otherwise determined in the Operational 

suitability data established in accordance with 

Part-21 for the aircraft typethose elements that 

are aircraft-type specific for at least the following 

training subjects: 

(i) aircraft general description; 

(ii) all safety equipment and systems installed 

relevant to cabin crew duties; 

(iii) normal and emergency procedures 

(iii) actual operation and actual opening by each 

cabin crew member of each type or variant of 

normal and emergency doors and exits in the 

normal and emergency modes,  

(iv) demonstration of the operation of the other 

exits including flight crew compartment 

windows; 

(v) fire and smoke training protection 

equipment where installed; 

(vi) evacuation procedures including slide training, 

where fitted; and 

(vii) operation of the seat and harness 

 

 

 

IA (comment confirmed by indiv. 
members): re-phrase as in EU-OPS; 
operator has no influence on Part 21 

 

 

 

 

MS:  F & S training to be included in 
operator’s a/c type training 

Type-specific elements will be defined by 
manufacturers iaw the final outcome of the 
NPA on Operational Suitability Data. The text 
has been clarified taking also into account 
feedback from the Review groups  

Following the comments received on Part-CC 
and feedback from the Review group, the 
aircraft type-specific training  programme 
has been transferred from Part-CC into this 
section and the distribution between ‘a/c 
type-specific’ and ‘operator conversion 
training’ has been revised also according to 
comments, and to be consistent with the 
other training elements specified in all the 
next sub-paragraphs. 

 

Detailed references are 
listed in Drafting 
Document Part-CC 

Detailed references 
are listed in Drafting 
Document Part-CC 
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mechanism and oxygen system 

equipment relevant to pilot incapacitation. 

(viii)crew resource management 

(c) The programme of the operator’s conversion training 

programme for each aircraft type training to be 

operated, and differences training as relevant, shall: 

No comments  Appendix 1 to OPS 1.1010 x 

(1) involve training and practice on a representative 

training device or on the actual aircraft; 

IND: re-phrase txt “Involve training and 
practice by means of the appropriate 

training tools and support representative 

of the complexity of the cabin and its 

associated emergency features.” – level of 
sophistication of a training tool must be 
moved to AMC, so that manufacturers & 
operators have the max. flexibility in 
designing effective training tool 

The current text does allow flexibility, whilst 
highlighting the importance of ‘involving’ (for 
relevant training elements) a representative’ 
device i.a.w. accident investigations safety 
recommendations (e.g. emergency exit 
doors). The requirement to be 
‘representative’ is to reflect the actual level 
of complexity. 

OPS 1.1010(d)(3) ICAO Doc 7192-
AN/857, Part E-1, 
Para 2.1.2.7 

+ Para 2.1.2.8 

+ Para 2.1.2.9 

(2) comprise include training in the operator‘s 

standard operating procedures for cabin crew 

members to be first assigned to duties by the 

operator; and 

No comments  OPS 1.1010(a)(1)(i) Annex 6, Part-I, Para 
12.4 + Part-II, Para 
3.12.4.ICAO Doc 
7192-AN/857, Part 
E-1, Para 1.1.2 

(3) cover in addition to the aircraft type-specific training 

subjects specified in Part-CC at least the following -

subjects operator-specific training elements as 

relevant to the aircraft type or variant to be 

operated: 

No comments  Appendix 1 to OPS 1.1010 ICAO Doc 7192-
AN/857, Part E-1, 
Table 1-1 

 

(i) description of the cabin configuration; 

(ii) location, removal and use of all portable safety 

and emergency equipment carried on-board 

the aircraft type or variant; 

(iii) the operator’sall normal and emergency 

procedures; 

 

No comments 

 

Different wording used in EU-OPS for ‘safety 
and/or emergency’ equipment’, and for 
‘normal and/or emergency or safety 
procedures’ have been reconsidered in 
consultation with the Review group. As a 
result, it has been decided to standardise the 
terminology used for consistency of the 
whole Section, as described in new GM1-
OR.OPS.CC.115(a).   

Appendix 1 to OPS 
1.1010(a)(2) 

 

x 

ICAO Doc 7192-
AN/857, Part E-1, 
Para 5.3 

 

(iv) passenger handling briefing, safety 

demonstrations and crowd control; 

 

No comments 

Editorial change as more consistent for a 
heading that introduces the related AMC for 
more details 

Appendix 1 to OPS 
1.1010(f) & (i) 

ICAO Doc 7192-
AN/857, Part E-1, 

Para 
4.2.2(7)(8)(9)(12) 

+ 4.2.2(11)  

+ 5.8.2(9) 

(v) fire and smoke training including the use of 

all related fire-fighting and protective 

equipment representative of that carried 

on-board;using the operator’s equipment; 

No comments The text has been realigned with EU-OPS as 
requested for fire fighting under other 
segments 

Appendix 1 to OPS 
1.1010(b) 

ICAO Doc 7192-
AN/857, Part E-1, 
Para 5.4 

+ Para 5.5 
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(vi) the operator’s evacuation procedures; No comments Editorial change  Appendix 1 to OPS 
1.1010(e) 

ICAO Doc 7192-

AN/857, Part E-1, 

Para 5.8 

(vii) pilot incapacitation procedures; and No comments Editorial change for consistency Appendix 1 to OPS 
1.1010(g) 

x 

(viii) the operator’s crew resource management 

training. 

IND: clarify the value of CRM in 
differences training when already covered 
annually – EU-OPS allows omitting this 
subject if operator’s CRM has been 
completed 

Please refer to response in box below. Appendix 1 to OPS 
1.1010(k) 

ICAO Doc 7192-
AN/857, Part E-1, 
Chapter 7 

OR.OPS.CC.130 Differences training 

(ab) In addition to the training required in 

OR.OPS.CC.125(a), a cabin crew member shall undergo 

complete appropriate differences training and checking 

covering any differences in accordance with (c) as 

applicable before they being assigned on: 

(1) on a variant of an aircraft type currently operated; 

or 

(2) on a currently operated aircraft types or variants 

with different: 

(i) safety equipment; 

(ii) safety and emergency equipment location; or  

(iii) normal and emergency safety procedures. 

(b) The differences training programme shall: 

(1) be determined as necessary on the basis of the 

training programmes specified in 

OR.OPS.CC.125(b) and (c); and 

(2) involve training and practice in a 

representative training device or the actual 

aircraft 

 The CRM training table does not include 
‘Differences training’, the content of which 
must be defined ‘as relevant’ by the operator 
to cover  existing differences. 

Also, for clarity purposes, and in consultation 
with the review group, differences training 
has been moved as a separate rule New 
OR.OPS.CC.130 

  

OR.OPS.CC.1350.CC  Familiarisation 

  OPS 1.1012 ICAO Doc 7192-
AN/857 Part E-1, 
Para 1.2.3.3 

After completion of operator conversion a training course on 

any aircraft type or a variant, aeach cabin crew member with no 

previous comparable experienceshall complete appropriate 

supervised familiarisation on the aircraft type under 

supervision before being assigned to operate as one of the 

applicable minimum required number ofcabin crew required for 

the aircraft type or variant. 

MS: re-phrase “..CCM with comparable 
experience..” with “..each CCM..” 

IA (comment confirmed by indiv. 
members): define “previous comparable 
experience” 

IA: define “appropriate” 

IA: amend txt “..under supervision by an 
authorised CC Instructor before..” 

 

Requests are noted for future rulemaking 
action subject to task prioritisation and RIA.  

 

 

 

Supervision is detailed in related AMC1-
OR.OPS.CC.135(point 3) 

Refer to the above box 
(title OR.OPS.130.CC) 

Refer to the above 
box (title 
OR.OPS.130.CC) 
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OR.OPS.CC.14035.CC  Operator’s rRecurrent training 

IND: – create new paragraphs & include 
‘validity’ in rule material (rather than 
AMC) 

“(b)(10)Validity of annual recurrent 

training – EU-OPS txt”  

“(c)(5) Validity of triennial recurrent 

training..- EU-OPS txt” 

Comments accepted: the validity provisions 
have been moved to the rule as point (d) 
with wording consistent with that used for FC 
iaw with EU-OPS 

BR Annex IV (7)(b)(i) 

OPS 1.1015 

Annex 6, Part-I, Para 
12.4 

Annex 6, Part-II, 
Para 3.12.4 + 

ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.1.2 Para 
1.1.4; 1.2.3.4 

+ Chapter 9 

(a) Each cabin crew member shall complete annually 

recurrent training and checking covering at least 

the training elements specified in (b) and (c). The 

programme of the recurrent training programme course 

shall cover all actions assigned to each member of the 

cabin crew in normal and emergency procedures and 

drills relevant to each aircraft type or variant to be 

operated. 

No comments Editorial changes for clarity and consistency 
purposes. 

OPS 1.1015(a) ICAO Doc 7192-
AN/857, Part E-1, 
Chapter 9 

+ Table 1-1 

(b) Every 12 calendar months cabin crew members shall 

undergo complete a recurrent training  complying with 

the applicable requirements of Part-CC and covering in 

addition at least the training subjects covering at least 

the training elements specified in (c) and (d): below for 

each aircraft type or variant to be operated. 

 

IA (comment confirmed by indiv. 
members): realign validity periods with 
EU-OPS 

 

IA (comment confirmed by indiv. 
members): keep NPA txt, it gives 
opportunities for other training methods 
(e.g. e-learning) 

Comments accepted: the validity provisions 
have been moved to the rule as point (d) 
with wording amended for clarity and 
consistency with that used for FC For training 
methods, operator shall in all cases comply 
with OR.OPS.CC.115 + related AMC 

Appendix 1 to OPS 
1.1015(b) 

 

Annex 6, Part-I, Para 
12.4 

ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.1.2; 1.2.3.1;  
1.2.3.4 (12m); 9.1.2 
+ Para 1.1.4  

 

(b) Aircraft type-specific training elements 

The programme of a recurrent training course shall cover: 

(1) Training shall include annually touch-drills by 

each cabin crew member for simulating the 

operation of each type or variant of normal 

and emergency doors and exits for passenger 

evacuation;every 12 calendar months, 

(i) review and update as relevant of aviation 

regulations, crew resource management, incident 

and accident review, effects of surface 

contamination; and 

(ii) for each aircraft type or variant to be operated, the 

type-specific emergency and evacuation procedures 

and individual touch-drills by each cabin crew 

member for opening each type or variant of normal 

and emergency doors and exits for passenger 

evacuation. 

(2) Training shall also include in addition to (1), 

withinat intervals not exceeding three 3 years, 

each cabin crew member shall complete for each 

 

 

 

IA (comment confirmed by indiv. 
members): delete (not in EU-OPS) 

 

IS + IN: fire / smoke / safety equip. incl. 
donning missing 

IA (comment confirmed by indiv. 
members): to be completed every 12 
months, 03-years interval is insufficient; 
move section (2)  to (b)(1) 

 

 

 

 

 

 

 

A/C type-specific training programme has 
been moved from Part-CC into this section as 
requested by many comments; and realigned 
to EU-OPS, taking into account other 
changes and avoiding duplications 

Omission has been corrected in (c) (1) (i) 
below. 

The text is maintained as aligned with EU-
OPS 

Wording on ‘touch-drills’ has been clarified 
for clarity purposes in consultation with the 
Review group.  

Point (2) new (ii) on ‘operation of the flight 
deck security door in both normal and 
emergency modes’, has been included as 
proposed by comments in box below and in 
consultation with the Review group. 

 

The text is in line with EU-OPS: touch-drills 
annually + actual operation every 3 years. 
AMC has been clarified and realigned with 
EU-OPS, inc. additions deriving from the 
redistribution of training elements from Part-

Appendix 1 to OPS 
1.1015(b) 

(b)(10) & (b)(8) & (b)(9) 

 

 

OPS 1.1015(a) & (b3) 

 

 

Appendix 1 to OPS 
1.1015(c)(1) & (c)(6) 

 

Annex 6, Part-I, Para 
12.4 

+ 

ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.1.2 

+ Para 9.1.2 

+ Para 9.3 

+ Table 1-1 
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aircraft type or variant to be operated:  

(i) actual operation and actual opening by each 

cabin crew member, in a representative 

training device or in the actual aircraft, of 

each type or variant of normal and emergency 

exits in the normal and emergency modes; 

and 

(ii) operation of the flight crew compartment 

security door in both normal and 

emergency modes, and of the seat and 

harness mechanism and oxygen system 

equipment training on the use of equipment 

and systems relevant to pilot incapacitation;   

(iii) demonstration of the operation of all other 

exits including flight deck  crew 

compartment windows; and 

(iv)   demonstration of the use of the slide-raft, or 

  life-raft, where fitted. 

IND: clarify; contradiction to AMC 
OR.OPS.135.CC where door operation falls 
into annual requirement 

CC and between type-specific and operator-
related  

(cd) Operator-specific The following Operator-related 

training elements shall be covered:  

(1) Training shall include annually: 

(i) by each cabin crew member: 

- location and handling of all safety and 

emergency equipment installed or carried on 

board; and 

- the donning of lifejackets, portable oxygen 

and protective breathing equipment (PBE); 

(ii2) stowage of articles in the cabin; 

(iii3) information to the flight crew in case of 

procedures related to aircraft surface 

contamination; 

(iv4) operator’s emergency procedures; 

(v5) operator’s evacuation procedures; 

(6vi) incident and accident reviewrelevant to the 

operator; 

(vii7) operator’s crew resource management; 

(viii8) aero-medical aspects and first aid including 

related equipment; and 

(ix9) security procedures. 

 

MS: touch drill missing 

 

IA (comment confirmed by indiv. 
members): point (b)(1): define / explain 
“safety equipment”   and   delete  word 
“all”  

 

IA (comment confirmed by indiv. 
members): point (b)(3): be more specific 
about a/c related contamination and 
amend txt “..in case of airplane surface..”  

MS: point (b)(8): divide subjects into 
annual and triennial requirement 

IA (comment confirmed by indiv. 
members): triennial cycle only 

MS: point (9): re-phrase “operator 
security procedures training” 

 

Touch-drills are specified in (b)(1) above 
(moved from Part-CC) 

Text realigned with EU-OPS and clarified. 
Please see also new GM1-OR.OPS.CC.110 on 
‘Equipment and procedures’ 

 

The text has been clarified accordingly. 

 

The text has been clarified accordingly. 

 

Part OR.OPS in its entirety is directed, and 
relate, to operators.  

Appendix 1 to OPS 
1.1015(b) 

 

(b)(4) 

(b)(6) 

 

 

(b)(9) 

(b)(1) 

(b)(2) 

(b)(8) 

(b)(10) 

(b)(5) 

 

 

(b)(7) 

Annex 6, Part-I, Para 
12.4 

+ 

ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.1.2 

+ Para 9.1.2 

+ Para 9.3 

+ Table 1-1 

(2c) In addition to the training subjects specified in (b), 

cabin crew members shall also be trained on the 

following withinTraining shall also include at 

MS: extend text “.. years. The period of 
validity and associated checking should be 

36 months in addition to the remainder of 

Suggestion is different from EU-OPS which 
specifies that the training may be completed 
within the final 3 calendar months of validity 

Appendix 1 to OPS 
1.1015(c) 

x 
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intervals not exceeding 3 three years: 

(i) use of pyrotechnics (actual or 

representative devices); 

(ii) practical demonstration of the use of 

flight crew check lists; 

(iii) realistic and practical training in the use 

of all fire-fighting equipment, including 

protective clothing, representative of 

that carried in the aircraft; and 

(iv) by each cabin crew member: 

- extinguishing a fire characteristic of 

an aircraft interior fire; and 

- donning and use protective breathing 

equipment in an enclosed simulated 

smoke-filled environment. 

 

the month of completion.”  

 

 

 

 

IND: create new paragraph  

“(5) donning by each CCM of lifejackets, 

portable oxygen and PBE” 

 

of the previous check and in such cases the 
validity will extend until 12 months after the 
expiry date of the previous check.  Validity 
provisions have been moved to 
OR.OPS.CC.110(d). 

 

The text has been added under (c) (1)(i) as 
requested by comment and in line with EU-
OPs 

(cd) Validity period 

(1) The recurrent training and checking validity period 

shall be 12 calendar months counted from the end 

of the month when the check was taken. The 

remainder of the month of completion of the annual 

recurrent training and associated checking may be 

added to the 12 calendar months period of validity. 

(2) When recurrent training and checking required in 

(a) are undertaken within the last three calendar 

months of the validity period, the new validity 

period shall be counted from the original expiry 

date. If issued within the final 3 calendar months of 

validity of a previous check, the period of validity 

should extend from the date of issue until 12 

calendar months from the expiry date of that 

previous check.  

(3) When the validity period of the last recurrent 

training and checking has expired, cabin crew 

members shall complete aircraft type-specific 

training and operator conversion training in 

accordance with OR.OPS.CC.125(b) and (c) for the 

aircraft to be operated before being reassigned to 

flying duties. 

  

 

 

Validity provisions under former point 2. of 
(NPA) AMC.OR.OPS.135.CC have been 
moved back to the rule as requested by 
many comments and to realign with EU-OPS 

  

(i) actually fighting a fire using the operator’s equipment; and 

 

 

 

 

 

(c)(1)(i) 

IND: re-phrase txt – there is no reference 
to the use of protective breathing 
equipment in an enclosed simulated 
smoke filled environment 

(i)“Each CCM extinguishing a fire 

characteristic of an a/c interior fire using 

the operators equipment” 

 

 

Comments accepted taking also into account 
that detailed elements should be AMC � text 
realigned with EU-OPS accordingly: please 
refer to revised text in (c) (2) (iii) and (iv) 
above 

 

Appendix 1 to OPS 
1.1015(c)(3) & (c)(3)(i) 

 

 

 

 

 

Annex 6, Part-I, Para 
12.4 

+ 

ICAO Doc 7192-
AN/857, Part E-1, 
Para 9.3(3) 
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(ii) undergoing pilot incapacitation training if applicable; 

(ii) “The donning and use of protective 

breathing equipment by each CCM in an 

enclosed simulated smoke-filled 

environment” 

MS: include smoke training in a triennial 
requirement; NPA refers to fire fighting 
only 

MS: the use of operator’s equipment in 
practical fire fighting is unreasonable 

(c)(1)(ii) 

MS: agree 

IA (comment confirmed by indiv. 
members): define “if applicable” 

IA: amend txt “..applicable and practical 
operation of the flight deck security door 

in both normal and emergency modes” 

 

 

 

 

 

 

Comments accepted: the text has been 
clarified taking also into account that detailed 
elements should be AMC � text (inc. AMC) 
realigned with EU-OPS accordingly: please 
refer to revised text in (b)(2)(ii) and 
(c)(2)(ii) above 

 

 

 

 

 

 

 

 

 

 

(c)(6) 

 

 

 

 

 

 

 

 

 

 

 

(2) use of pyrotechnics (actual or representative devices); No comments  Appendix 1 to OPS 
1.1015(c)(4) 

ICAO Doc 7192-
AN/857, Part E-1, 
Para 9.3(8) 

(3) demonstration of the use of the life-raft, or slide-raft, 
where fitted; and 

No comments  Appendix 1 to OPS 
1.1015(c)(5) 

ICAO Doc 7192-
AN/857, Part E-1, 
Para 9.3(7)(9) 

(4) demonstration of the operation of all other exits including 
flight deck windows. 

IA (comment confirmed by indiv. 
members): re-phrase txt “be informed 

about the operation of all other exits 
including..” 

The text has been maintained as in line with 
EU-OPS. It is now under (b)(2)(iv) above. 

Appendix 1 to OPS 
1.1015(c)(2) 

ICAO Doc 7192-
AN/857, Part E-1, 
Para 9.3(6) 

OR.OPS.CC.1450.CC  Operator’s rRefresher training 

 

MS: amend txt “refresher training on 
type” 

 

The title reflects that of EU-OPS 

OPS 1.1020 

AMC OPS 1.1020 

BR Annex IV (7)(b)(i) 

Annex 6, Part-I, Para 
12.4 + Part-II, Para 
3.12.4 

ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.1.2; 1.1.4;  
1.2.3.1 

(a) When within the validity period of the last relevant 

recurrent training and checking, 

(1) Aa cabin crew member who has not undertaken 

performed any flying duties for more than 6 six 

months shall, before being reassigned to such 

duties, complete for each aircraft type to be 

operated either: 

(i) shall undergo a refresher training and 

checkingon the aircraft type to be operated 

before being assigned to duties; or 

(ii) recurrent training and checking. 

 

IND: amend txt “..for more than a 
predetermined period of time, as 

determined by the operator and 

dependent from the complexity of the 

cabin and associated features, shall 
undergo ..” – the need for refresher 
depends on the complexity of the cabin; 
timeframe for completion of refresher to 
be moved to AMC, allowing operators to 
select different timeframes - proving equal 
or better safety 

 

The text has been maintained as in line with 
EU-OPS. Related ACJ  transposed from 
Section 2 of Jar-OPS into GM indicates that 
when cabin and features are complex, 
refresher training should be considered by 
the operator for periods shorter than 6 
months 

OPS 1.1020(a) 

 

OPS 1.1020(b)(1) 

 

OPS 1.1020(b)(2) 

Annex 6, Part-I, Para 
12.4 

 

Annex 6, Part-II, 
Para 3.12.4.1 

 

ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.2.3.1  
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(2b) Aa cabin crew member who has not undertaken 

performed flying duties on one particular aircraft 

type during the preceding 6 six months shall, 

before being assigned on that type, complete 

either: 

(i1) the applicable refresher training and 

checkingin accordance with (c); or 

(ii2) 2 two refresher  familiarisation flights 

sectors on the aircraft type under appropriate 

supervisionin accordance with 

OR.OPS.CC.135. 

 

 

IA (comment confirmed by indiv. 
members): point (b)(2): define   and/or 
delete ‘appropriate supervision’ 

IA (comment confirmed by indiv. 
members): point (b)(2): information reg. 
2 sectors is not given and when read in 
conjunction with OR.OPS.210.CC it leads 
to conclusion that CCM shall not wear a 
uniform; create AMC to OR.OPS.140.CC 
stating that 2 refresher sectors should be 
operated iaw AMC OR.OPS.130.CC/3 

 

 

The text has been clarified and realigned 
with EU-OPS.  

 

Familiarisation flights are described in AMC1-
OR.OPS.CC.135 

 

OPS 1.1020(b) 

 

(b)(1)  

 

(b)(2) 

Annex 6, Part-I, Para 
12.4 

+  

Annex 6, Part-II, 
Para 3.12.4.1 

+ 

ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.2.3.1  

(bc) The refresher training programme for each aircraft type 

shall at least coveras a minimum: 

(1) emergency procedures; 

(2) evacuation procedures; 

(3) actualoperation and actual opening, by each cabin 

crew member, of each type or variant of normal and 

emergency exits in the normal and emergency 

modes; 

(4) demonstration of the operation of the flight crew 

compartment security door and of all other exits 

including the flight crew compartment 

windows; and 

 

 

(5) location and handling of all relevant safety and 

emergency equipment installed or carried on-

board. 

MS: point (c)(1): include ‘pilot 
incapacitation training’ 

MS: point (c)(2): include ‘crowd control 
training’ 

 

IA (comment confirmed by indiv. 
members): point (c)(4): re-phrase 
‘demonstration’ with “be informed about 

the operation..”    or    realign with EU-
OPS 

 

 

 

MS + IND: point (c)(5): extend txt or 
create a new paragraph with the proposed 
extended txt “..equipment carried 
including oxygen systems and the donning 

of lifejackets, portable oxygen and 

protective breathing equipment.” 

IA (comment confirmed by indiv. 
members): point (c)(5): define ‘safety 
equipment’ 

MS + IND: create a new paragraph 
(realign with EU-OPS) 

“(d) Operator may substitute recurrent 

training for refresher training if the re-

instatement of the CCM’s flying duties 

commences within the period of validity of 

the last recurrent training and checking. If 

the period of validity of the last recurrent 

training and checking has expired, a/c 

specific type and operator a/c type 

training is required.” 

Both elements are covered in AMC � pilot 
incapacitation and crowd control are part of 
training on ‘emergency procedures’  

 

The text is already in line with EU-OPS.  
Flight crew compartment security door has 
been added as requested by comments and 
in consultation with the review group and FC 
compartment windows have been added to 
be consistent with the revised aircraft type-
specific training 

Editorial change for clarity. 

The detailed elements are specified in AMC. 

 

 

 

 

Comment accepted in consultation with the 
Review group: please refer to GM1-
OR.OPS.CC.115(a) 

 

Comments accepted: please refer to new 
OR.OPS.CC.145 (a) above and 
OR.OPS.CC.140 new (d)(3) 

Appendix 1 to OPS 
1.1020(1)(2)(3)(4)(5) 

No specific reference 
to refresher training, 
references for 
recommended 
training programme 
of recurrent can only 
be referred to:  

ICAO Doc 7192-
AN/857, Part E-1, 
Para 9.3 

+ Table 1-1 
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Chapter 2 

Additional requirements for commercial air 
transport 

  x x 

OR.OPS.CC.2005.CC Number and composition of cabin 

crew 

IA (comment confirmed by indiv. 
members): reduce and simplify txt 

 

The text has been revised and moved to 
OR.OPS.CC.100, except as regards the 
nomination of a Senior CCM 

BR Annex IV (7)(a) Annex 6, Part-I, Para 
12.1 +  

Annex 6, Part-II, 
Para 3.12.1 +  

ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.1.1 

(a) The minimum number of cabin crew members determined 
in accordance with Part 21 for the certification of the aircraft type 
or variant to be operated with the same number of passenger 
seats installed shall apply when greater than the applicable 
number specified in OR.OPS.105.CC. 

 

 

IA: re-phrase txt: 

“The minimum number of cabin crew 

members shall be the greater of:  

(1) that specified by the certification 

requirement of Part 21; or 

(2) that specified in OR.OPS.105.CC.” 

IA (comment confirmed by indiv. 
members): realign txt with EU-OPS; 
operator has no influence on Part 21, 
there’s a link via OM 

MS: according to text it will not be 
possible to operate an a/c with less CC 
than determined by the number of seats 
in the type certificate; reducing seats / CC 
should be allowed to continue 

MS + IND: no procedure indicated if 
operator has less than the same number 
of seats; realign with EU-OPS  

IA (comment confirmed by indiv. 
members): re-phrase txt “..type or variant 
shall apply when the cabin configuration 

to be operated has the same number of 

pax seats installed as the certification 

configuration but should never be less 

than OR.OPS.105.CC. If the a/c is 

operated with less pax seats installed than 

the certification configuration then the 

provisions of OR.OPS.105.CC shall apply.” 

Proposal partially accepted: the text has 
been amended and moved to 
OR.OPS.CC.100. 

 

 

 

 

The text cannot be fully realigned with EU-
OPS as risk of mismatch with the applicable 
certification requirements [see also BR Annex 
IV 7.a (i)] should be avoided 

A seating capacity different by 50 seats or 
more (from that of the type certificate or 
supplemental type certificate of another 
cabin configuration/seating capacity) is a 
‘major change and, as such should also 
comply with the relevant certification process 
relating to the evacuation demonstration test 
or analysis required by CS.25.803 [see also 
BR Annex IV 7.a (i)].  

In case the process to show compliance of a 
specific seating capacity would not have been 
completed yet, the one CCM per 50 Pax seats 
rule would apply. 

The text has been revised and further 
explained with a new GM 

 

BR Annex IV (7)(a)(i)(ii) 

IEM OPS 1.990(1) 

Annex 6, Part-I, Para 
12.1  

+  

Annex 6, Part-II, 
Para 3.12.1 

+  

ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.1.1 

The operator shall take into account the type and duration of 

operations when determining the number and composition of the 

cabin crew 

The cabin crew shall comprise 

IA (comment confirmed by indiv. 
members): delete or realign with EU-OPS 

IA: create AMC to this paragraph 
“Determination of the number and 

composition of CC: Factors to be taken 

into account should include: the type and 

duration of the flight to be operated.” 

This point has been moved to 
OR.OPS.CC.100(a) which now includes a 
reference to ER 7.(a) of Annex IV 

BR Annex IV (7)(a)(iii) X 
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(c) When more than one cabin crew member is required, the 

composition of the cabin crew shall comprise include a senior 

cabin crew member nominated by the operator and qualified in 

accordance with OR.OPS.CC.260.CC. 

No comments  OPS 1.1000(a) x 

(d) The minimum required number of cabin crew members 
determined in accordance with (a) may be reduced in unforeseen 
circumstances provided that: 

 

OR.OPS.CC.205CC Minimum number of cabin crew in 

unforeseen circumstances and during ground operations 

(a) Whenever any passengers are on board an aircraft, the 
applicable minimum required number of cabin crew shall be 
present in the passenger cabin, except that this number 
may be reduced either: 

(1) in unforeseen circumstances provided that: 

(i) the number of passengers to be carried on the 

flight has been reduced; and 

(ii) a report is submitted to the competent 

authority after completion of the flight; or 

(2) during ground operations when the aircraft is at its 

parking station provided that no 

refuelling/defuelling is taking place. 

In these cases, the conditions specified in (b) shall be met 
met, 

MS + IND: create a requirement – 
procedures for evacuation with reduced 
CC on board to be included in OM 

IA: re-position paragraphs – move (3) 
before (2) ((3) is connected to (2ii) by the 
word ‘and’. If (2i) applies, there is no 
connection to (3)).  

IND: – delete (it cannot apply for a 50-
seater or less certified with 1 CC; not 
justified, not introduced in explanatory 
notes) & re-phrase “there is at least 1 
CCM for every 50 or fraction of 50 pax 

carried on the same deck of the a/c; 

Comments on former segment (d) have been 
accepted in principle:  

Please refer to new separate rule 
OR.OPS.CC.205. The text has been realigned 
with EU-OPS as much as possible but 
wording and order have been revised for 
clarity purposes and avoidance of repetitions. 

 

Comment partially accepted: please refer to 
the revised text in new OR.OPS.CC.205 point 
(a)(2) 

OPS 1.1990(d) 

 

 

Annex 6, Part-I, Para 
12.1 

+ 

Annex 6, Part-II, 
Para 3.12.1 

+ 

ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.1.1 

(1) the number of passengers has been reduced, taking 
particular account of the special categories of 
passengers carried, if any;  

(b) The conditions to be met as required in (a) are the 

following: 

(1) procedures providing equivalent safety with the 

reduced number of cabin crew, in particular for 

evacuation of passengers, are established in the 

operations manual;  

MS + IND – re-phrase txt “the number of 

pax has been reduced iaw procedures 

specified in OM” 

 

 

MS: reduction of pax (special categories) 
vs. reduction of CC conflicts with EC 
1107/2006 

Reduction of number of PAX must be 
determined iaw procedures specified in the 
OM (please refer to revised point (a)(1) and 
AMC1-OR.OPS.CC.205 (b).  

Reduction in this case does not conflict with 
EC 1107/2006 as safety rules relating to 
minimum cabin crew versus number of PAX 
must be complied with, for the safety of all 
occupants. 

In consultation of the Review group, 
reference to SCPs has however been deleted 
as not considered necessary in this segment. 

OPS 1.1990(d)(1)  

(2) there is at least: No comments    

(i) 1 cabin crew member for every 50, or fraction 

of 50, passengers carried on the same deck of 

the aircraft; or 

IA (comment confirmed by indiv. 
members): – see below 

 OPS 1.1990(b)(1) Annex 6, Part-I, Para 
12.1 + Part-II, Para 
3.12.1 + 

(ii) one cabin crew member per pair of floor level 

emergency exits, whichever number is the 

IA (comment confirmed by indiv. 
members): – delete (it cannot apply for a 
50-seater or less certified with 1 CC; not 

 

 

OPS 1.311(a) Annex 6, Part-I, Para 
12.1 
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greater; and 

(32) the reduced cabin crew includes a senior cabin crew 

member as specified inOR.OPS.CC.260. 

(3) there is at least one cabin crew member for 

every 50, or fraction of 50, passengers present 

on the same deck of the aircraft; 

(4) the number determined in accordance with (3) 

shall be increased to include one cabin crew 

member per pair of floor level emergency exits 

in the case of ground operations with the 

aircraft requiring more than one cabin crew 

member. 

 

justified, not introduced in explanatory 
notes) & re-phrase “there is at least 1 
CCM for every 50 or fraction of 50 pax 

carried on the same deck of the a/c; and” 

 

IND: realign with EU-OPS 1.1990(b)(2)  

 

 

 

IND: delete ‘whichever number is the 
greater’ 

Comments partially accepted: please refer to 
the revised text in new OR.OPS.CC.205 point 
(b) 

 

Please refer to response under box on 
OR.OPS.CC.200 ‘Number and composition of 
cabin crew’ 

 

‘Whichever is the greater’ is transposed 
fromEU-OPS. However, a different wording is 
used to fit with the text whilst ensuring the 
same circumstances as in EU-OPS are 
covered. 

+ 

Annex 6, Part-II, 
Para 3.12.1 

+ 

ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.1.1 

(3) a report is submitted to the competent authority 

after completion of the flight. 

No comments  OPS 1.1990(d)(2) x 

(e) During ground operations, when the aircraft is at its 

parking station and one or more passengers are on 

board, the minimum required number of cabin crew 

members may be reduced only if:. 

 

 

 

IA (comment confirmed by indiv. 
members): + IA + IND:  operator should 
establish an evacuation procedure; 
proposals: 

A.create a new paragraph  

“(f) During disembarkation when the 

number of pax remaining on board is less 

than 20, the minimum number of CC 

present in the pax cabin may be reduced 

below the minimum number of CC 

required iaw paragraph (d) above, 

provided that  

1)the operator has established a 

procedure for the evacuation of pax with 

this reduced number of CC that has been 

accepted by the authority as providing 

equivalent safety; and 

2)the SCCM is present in the pax cabin” 

B.create a new paragraph 

“(4) the operator has an evacuation 

procedure acceptable to the competent 

authority for operation with reduced CC” 

C.add paragraph EU-OPS 1.311 b) 

D.realign with EU-OPS 

 

 

Comments accepted in principle: Please refer 
to new separate rule OR.OPS.CC.205. The 
text has been realigned with EU-OPS as 
much as possible but wording and order have 
been revised for clarity purposes and 
avoidance of repetitions. 

 

 

 

 

 

 

 

 

 

 

 

OPS 1.311(a) Refer to the above 
box (ii) 

(1) the number of cabin crew members present on board 
complies with the number required in (d) (2) above; 

IA (comment confirmed by indiv. 
members):  delete 

 OPS 1.311(a) Refer to the above 
box (ii) 

(2) no refuelling/de-fuelling is taking place; and IND: prohibit defueling with pax on board 
/ embarking / disembarking 

IND: correct txt “no refuelling is taking 
place” ; defueling with pax on board 

The proposed change deviates from EU-OPS. 
For this reason an in consultation with the 
Review group, the text is maintained until all 
possible side aspects can be assessed. 

OPS 1.311(a)(2) 

 

ICAO Doc 9137-
AN/898, Part I, Para 
16.3.3 
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prohibited by ICAO 

(3) procedures to be applied with this reduced number of cabin 
crew are established in the operations manual. 

No comments  OPS 1.311(a)(1) 

+ 

Appendix 1 to OPS 
1.311(3) 

Refer to the above 
box (ii) 

OR.OPS.CC.210.CC Conditions for assignment to duties 

IND: realign with EU-OPS  OPS 1.995 ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.2.2 

(a) The operator shall: 

 members holding a cabin crew attestation issued in accordance 

with Part-CC. 

Cabin crew members shall only be assigned to duties, and 

operate,on a particular aircraft type or variant if they: 

(a) hold a valid attestation issued in accordance with Part-

CC; 

 

IA (comment confirmed by indiv. 
members) + IA+ MS: 01:amend txt  

A. “..assign to duty..” 

B. “..assign for safety duties only CCM..” 
(assigning ‘service crew’ should be 
possible) 

C. “.. holding a CCA iaw Part-CC and have 
completed the additional training 

according to Part-CC” (CCA to be limited 
to initial training only) 

IND: delete requirement for CCA 

 

IA: create a new paragraph: 

“(a)(2) having undergone a/c type 

training in accordance to OR.OPS.125.CC 

for the a/c assigned to” 

Most comments on this segment have been 
accepted in principle: text has been revised 
and realigned with EU-OPS but wording and 
order amended for clarity purposes and 
avoidance of repetitions. 

CCA is not limited to initial training only: 
please refer to BR – Art.8 (5)(e) 

CC.CCA.100 is directed to cabin crew whilst 
OR.OPS.CC.110 and 210 are directed to 
operators. The requirement for a CCA must 
be known by both. 

Please refer to new (b) in revised text 

BR Article 8(4)  

OPS 1.995(c) 

Annex 6, Part-I, Para 
12.1 

+  

ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.1.1 

(b) The operator shall also ensure that: 

 

 

(bc) comply with all applicable requirements of this 

Section; and 

 

(c1) all and only the cabin crew members assigned to duties 

on a flightwear the operator’s cabin crew uniform.; and 

(2) such uniform is compatible with the safety functions 

of cabin crew and is clearly identifiable to the 

passengers. 

IA: supported 

IA (comment confirmed by indiv. 
members): realign with EU-OPS 

MS: reinstate  paragraph from EU-OPS: 

“(b)(3) other personnel who undertake 

non-safety related tasks in the cabin shall 

not wear a uniform which might identify 

them to passengers as a CCM” 

MS + IND: point (b)(1):  re-consider   
and/or   create GM to this rule: 

“1.CCM who becomes incapacitated in-

flight may continue to wear operator’s 

uniform for the flight. 

 2.CC may position in operator’s uniform if 

type-qualified on the operator’s a/c.” 

IND: clarification required ‘only CCM 
assigned to duties on a flight wear the 
operator’s uniform’ (are positioning crew 
excluded?) 

Noted 

The text has been revised and simplified to 
be realigned with EU-OPS. Further details are 
described in new GM1-OR.OPS.CC.210(c)  

Requirements applicable to personnel or 
crew members other than cabin crew are not 
relevant to this Section and are specified 
where relevant (as in EU-OPS) in various 
segments of Part-OPS. 

 

 

 

 

Comments on this segment have been 
partially accepted: please refer to response 
above and to the  revised text 

 

 

OPS 1. 989(a) X 
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IND: not to be applicable for  operations 
with a/c  of MAPSC 19 or less; flexibility to 
these operators should be provided 

IA (comment confirmed by indiv. 
members): delete “and only” 

IND + IA + US IND delete   or   realign 
with EU-OPS 

MS + IA: point (b)(2): clarify: 

A. “compatible”  

B. “clearly identifiable to passengers”  

C. ”compatible with safety functions of 
CC” 

 

 

 

 

 

 

 

Comments on this segment have been 
partially accepted: please refer to response 
above and to the  revised text 

 

 

OR.OPS.CC.215.CC TConduct of training courses and 

associated checking 

  x X 

(a) Training programmes and syllabi required by this 

Section shall be approved by the competent authority 

and specified in the operations manual.  

(b) Following the successful completion by cabin crew 

members of a training course and the associated checking 

required to maintain the validity of their cabin crew 

attestations, the an operator shall: 

(1a) update the training records of each cabin crew 

attestation holder in accordance with 

OR.OPS.MLR.115; and 

(2b) provide the holder each cabin crew member with an 

updated list showing the validity period of the related 

relevant training and checking of for eachthe aircraft 

type(s) and variant(s) on which the cabin crew 

member is proficient qualified to operate on. 

 

 

 

 

MS + IA (comment confirmed by indiv. 
members): + IND: delete   and/or realign 
with EU-OPS (no template available, 
operators will have different formats 
causing non-standardisation) 

The requirement for approval of training 
programmes has been moved back to this 
Section to be realigned with EU-OPS. 

 

CCA must be maintained valid and 
compliance with the rules must be shown, 
particularly in case of ramp inspections.  

A list of a/c provided by the operator and 
used as an annex to the CCA is still proposed 
as considered easier than the process of re-
issuing or revalidating the CC attestation 
itself 

A template could be proposed as AMC or GM 
to facilitate standardisation and mutual 
understanding.  

OPS 1. 1035(4) X 

OR.OPS.CC.250.CC Operation on more than one aircraft 

type or variant 

  OPS 1.1030  

(a) Unless otherwise determined by the relevant 

operational suitability data established in 

accordance with Part-21 for therelevantaircraft 

type, in the additional case of a cabin configuration 

specific to the operator, the related variants of an that 

aircraft type shall be determined considered as a 

different types for the purpose of cabin crew training 

and qualifications when they are not similar in all the 

following aspects: 

(1) emergency exit operation; 

(2) location and type of portable safety and 

(a)(1) 

IA (comments confirmed by indiv. 
members) delete reference to Part 21  and  
realign with EU-OPS 

IA (comments confirmed by indiv. 
members) delete (operator has no 
influence on Part 21) 

 

MS + IA – clarify applicability – 
type/variant for CC has not been 
established  in all a/c types 

The text has been realigned with EU-OPS as 
much as possible. However, it also needs to 
be consistent with the applicable certification 
requirements, as required by BR Annex IV 
7.a (i), taking into account the NPA on 
operational suitability data. Operators may 
have no influence on Part-21. They may 
however, operate aircraft only if in 
compliance with the applicable airworthiness 
code. 

Comment accepted in principle: the text has 
been clarified accordingly in point (a) 

OPS 1.1030  
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emergency equipment; and 

(3iii) type-specific in the emergency procedures. 

A/C manufacturer – re-phrase txt 
“..variants as defined in the relevant 
Operational Suitability Certificate issued 

iaw Part 21” 

(a)(2) 

IND: define “similar” 

IND: simplify txt (wording confusing, txt 
difficult to understand) 

MS + IA: amend txt “..portable safety 
equipment, emergency exit operation and 
in the emergency procedures” 

Comment accepted in principle and reflected 
in the revised (a)(1) 

 

 

 

‘Similarities’ are defined in AMC 
OR.OPS.CC.250 (copied from ACJ OPS 
1.1030 (2)) 

Comments accepted: text simplified and 
realigned with EU-OPS 

(b) A cCabin crew members shall not be assigned to duties 

operateon more than 3 three aircraft types determined 

in accordance with (a), except that, with the approval 

of the competent authority,the cabin crew members 

may be assigned to operate on 4 four aircraft types if 

provided that for at least 2 two of the types: 

(1) safety and emergency equipment and type-

specific normal and emergency procedures are 

similar; and 

(2) non-type-specific normal and emergency 

procedures are identical. 

No comments The text has been realigned as much as 
possible with EU-OPS as generally requested. 

 

‘emergency’ has been added for consistency 
purposes as explained above and described 
in GM1-OR.OPS.CC.110  

OPS 1.1030(a)(1) & (2) X 

 

OR.OPS.CC.255.CCSingle cabin crew member operations 

  OPS 1.1002 Annex 6,  Part-I, 
Para 12.1 +ICAO Doc 
7192-AN/857, Part 
E-1, Para 1.1.1 

(a) The An operator shall select, recruit, train and check the 

proficiency of the cabin crew members to be assigned to 

single cabin crew member operations according to criteria 

appropriate to this type of operations. 

No comments  OPS 1.1002(b)  

(b) Cabin crew members who have noprevious operating 

experience as single cabin crew member shall only 

be assigned to such type of single cabin crew member 

operations after they have: 

MS: re-phrase txt “CCM who do not have 
previous comparable experience shall only 

be assigned to single CCM operations after 

they : » 

Comment accepted in principle: the text has 
been realigned as much as possible with EU-
OPS  

OPS 1.1002  

(1) have completedthe additional training course 

required for single cabin crew member operations 

training as required in (c)in addition to other 

applicable training and checking required by 

this Section; 

No comments Text has been revised for clarity purposes OPS 1.1002(a)(1) ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.2.3.1  

(2) successfully passed the checks verifying their 

proficiency in performing discharging their duties 

and responsibilities performed in single cabin crew 

member operationsin accordance with the 

procedures specified in the operations manual; 

and 

No comments The text has been realigned as much as 
possible with EU-OPS as generally requested. 

OPS 1.1025 ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.2.4; 2.1.4 
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(3) for new entrant cabin crew members who have no 

previous comparable experience, have undertaken 

familiarisation flying of at least 20 hours and 15 

sectors on the aircraft type under the supervision of 

a suitably experienced cabin crew member. 

IND: – re-consider 20 hours / 15 sectors 
(change for 10 sectors)   and/or amend 
txt “.familiarisation flying for which the 
flying time and number of sectors is 

representative of the complexity of the 

cabin and its associated equipment and 

the complexity of the operations, on the 
a/c type..” 

The deleted words have been moved under 
(b) above. 

NPA text is in line with EU-OPS. In 
consultation with the Review group, it was 
considered that there was no sufficient 
justification or data to change the current 
text. 

OPS 1.1002(a)(2) ICAO Doc 7192-
AN/857, Part E-1, 
Para 1.2.3.3 

(c) The following additional programme of thetraining 

elements shall be covered to reflect course forsingle 

cabin crew operationsshall at least cover the following 

subjects: 

(1) responsibility to the pilot-in-commander for the 

conduct of normal and emergency procedures; 

(2) importance of coordination and communication with 

the flight crew, in particular whencluding as 

regards managingement of unruly or disruptive 

passengers; 

(3) review of operator’s requirements and of legal 

requirements; 

(4) documentation; 

(5) accident and incident reporting; and 

(65) flight and duty time limitations and rest 

requirements. 

 

MS + IA: create a new paragraph: 

“(c)(6) documentation” (as per Subpart-O, 
1.1002) 

Editorial changes for clarity 

Comment accepted: omission corrected 

 

 

 

OPS 1.1002(a)(1) 

(i)(ii)(iii)(v)(vi) 

IEM OPS 1.1000(c) Senior 
Cabin Crew Training 
(b)(3)(5)(6) 

Annex 6, Part-I, Para 
12.4 

+ 

ICAO Doc 7192-
AN/857, Part E-1,  
Para 1.1.2 

+ Para 1.1.4 

+ Para 1.2.3.1  

OR.OPS.CC.260.CC Senior cabin crew member 

  OPS 1.1000 x 

(a) The An operator shall nominate cabin crew members to 

the functions position of senior cabin crew member only 

if they: 

(1) have at least 1 one year of experience as operating 

cabin crew member; and 

 

 

(2) have successfully completed a senior cabin crew 

training course and associated checking in 

accordance with (b). 

 

IND: point (a)(1): re-consider 01 year 
experience   and/or   replace with 
“number of sectors or flight hours” 

 

MS: point (a)(2): amend txt “..completed 
a senior cabin crew training course 
including a check of proficiency” 

IND: point (a)(2): delete “successfully” (is 
checking required?) 

 

The text has been maintained following 
consultation of the Review group.  It was 
considered that such a change would need to 
be discussed in a separate rulemaking task. 

Comment accepted in principle: the text has 
been amended accordingly in consultation 
with the Review group. 

All training (except CRM) require proficiency 
checking. 

OPS 1.1000(c) 

 

x 

 

 

 

 

Annex 6, Part-II, 
Para 3.12.4.2  

+ 

ICAO Doc 7192-
AN/857, Part E-12, 
Para 2.1.4 

(b) The senior cabin crew training course and associated 

checking shall cover all duties and responsibilities of 

senior cabin crew members and shall includinge  at least 

the following subjectselements: 

(1) pre-flight briefing; 

(2) co-operation with the crew; 

No comments Editorial changes for clarity and consistency 
with the rest of the Section 

OPS 1.1000(c) 

(1)(2)(3)(5)(4)(6) 

IEM OPS 1.1000(c) 

(1)(2)(3)(5)(4)(6) 

Annex 6, Part-II, 
Para 3.12.4.2  
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(3) review of operator’s requirements and of legal 

requirements; 

(4) accident and incident reporting; 

(5) human factors and crew resource management 

(CRM); and 

(6) flight and duty time limitations and rest 

requirements. 

(c) The senior cabin crew member shall have responsibilitybe 

responsible to the pilot-in-commander for the conduct 

and coordination of normal and emergency procedures 

specified in the operations manual, including for 

discontinuing non safety-related duties for safety or 

security purposes. 

MS: amend txt “..and shall advise CC of 
any other actions such as securing 

passenger cabin and other applicable 

areas” 

The proposed change would be a repetition 
as CC duties referred to are already part of 
the procedures to be conducted. Moreover, 
this is further detailed in AMC1-
OR.OPS.CC.260(c) 

OPS 1.1000(b)  

(d) The An operator shall establish procedures to select the 

most suitably qualified and experienced cabin crew 

member to replace the nominated senior cabin crew 

member in case he/she becomes unable to operate. 

Changes to these procedures shall be notified to the 

competent authority. 

IND: realign with EU-OPS 

IND: re-phrase txt “..shall establish 
procedures to select the next most 
suitably qualified CCM to operate as SCCM 
in the event of the nominated SCCM 

becoming unable to operate. Such 

procedures must be acceptable to the 

authority and take account for the CCM 

operational experience.” 

Comments partially accepted: procedures are 
approved by the Authority as part of the OM. 
Changes not requiring prior approval shall be 
notified to the authority as required by Part-
OR (OR.GEN). 

The ‘experience’ criteria is already covered 
by the NPA text. 

OPS 1.1000(d)  

SECTION VII – TECHNICAL CREW MEMBER IN 

HEMS, HHO AND OR NVIS OPERATIONS 
   No SARPs 

OR.OPS.005.TC.100 Scope 

 This section is based upon JAR-OPS 3 
Subpart O. JAR-OPS 3 Subpart O is 
applicable to crew members other than flight 
crew. In consultation with helicopter experts 
during the NPA drafting, these other crew 
members were identified as crew members in 
HEMS, HHO and NVIS operations. No 
adverse comments were received on this 
point. For cabin crew JAR-OPS 3 already 
requires compliance with Subpart O of JAR-
OPS 1/EU-OPS. 

JAR-OPS 3.988  

(a) This Part Section establishes the requirements to be met 

by an operator when operating an aircraft with 

technical crew members in Commercial Air Transport 

HEMS, HHO and or NVIS operations other than flight or 

cabin crew. 

 Changes to clarify scope.   

(b) A technical crew member means a crew member in 

commercial air transport HEMS, HHO and or NVIS 

operations other than a flight or cabin crew member, 

is assigned by the operator to duties in the aircraft or on 

the ground for the purpose of assisting the pilot during 

HEMS, HHO or NVIS operations, which may require the 

operation of specialised on-board equipment. 

1. MS: The definition of TC should be 
moved to the cover regulation. 

 

2. MS: If, as explained in NPA 2009-02a, 
the term “aerial task specialist” and “task 
specialist” cannot be used in COM there is 
a need to extend the scope of TC to these 

1. Definitions will be part of the cover 
regulation. The scope and definition have 
been edited to clarify the applicability. 

 
2. The amended proposal for SPO foresees 
in-flight and ground task specialists. 

Crew members in aerial work might be 
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task specialists in COM so that training 
and operational requirements for such 
specialists will be standardised and 
controlled. 

required to undergo a similar programme 
depending on the activity. This is presently 
being addressed by the applicable paragraph 
in Part-SPO obliging the operator to establish 
SOP including the appropriate training. 
Certain training elements may be applicable 
to all crew members, except flight crew, in 
aerial work and CAT. As soon as these 
elements are identified, this subpart should 
then be amended accordingly. 

   
  

OR.OPS.010.TC.105Conditions for assignment of technical 

crew to duties 

 Editorial amendment for consistency reasons   

(a) Technical crew members in commercial air transport 

HEMS, HHO and or NVIS operations shall only be 

assigned duties if they: 

    

(1) are at least 18 years of age;   JAR-OPS 3.995(a)(1)  

(2) are physically and mentally fit to safely perform 

discharge assigned duties and responsibilities; 

1. IND (duplicated), 2 MS: Medical 
requirements for ‘technical’ crew such as 
crew undertaking helicopter emergency 
medical services are not necessary. 
Technical crew members are defined as 
passengers and their incapacitation would 
have no impact on flight safety. 

 

2. 1 MS: The medical requirements for CC 
in OR.OPS.110.CC and those for technical 
crew member in OR.OPS.015.TC should be 
identical. 

1. TC are not passengers, they are crew 
other than flight or cabin crew. JAR-OPS 3 
requires an initial medical examination or 
assessment. The Agency transposed this 
requirement in accordance with the ToR of 
task OPS.001. A HEMS “medical passenger” 
is not a TC. 

 

2. The Basic Regulation establishes the legal 
basis for cabin crew medical requirements in 
ER 7.b. There is no comparable requirement 
for technical crew. Therefore, the 
requirements have been transposed in 
accordance with the OPS.001 ToR, as far as 
possible. This constitutes a difference with 
JAR-OPS 3, which required an initial medical 
examination and assessment. The JAR-OPS 3 
intent of crew members being medically fit is 
transposed. 

JAR-OPS 3.995(a)(2)+(3)  

3) are periodically assessed for medical fitness, based on 
aero-medical best practice, to safely exercise their assigned safety 
duties; 

IND (duplicated): This clause should be 
removed because clause (2) and the 
connected AMC provide sufficient safety 
for this type of crew members. The 
requirement goes way beyond the original 
concept of assessment of fitness by 
introducing periodic assessment. 

Refer to response 2. above.   

(43) have completed all applicable training required by 

this section Section to perform the assigned duties; 

 Changes to clarify rule intent. Compared to 
JAR-OPS 3, the general requirement has 

JAR-OPS 3.995(b)  
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and been made more specific. 

(54) have been checked as proficient to perform all 

assigned duties in accordance with the 

procedures specified in the operations manual. 

 Refer to justification above. JAR-OPS 3.995(b)  

(b) Before assigning to duties technical crew members 

who are self-employed and/or working on a 

freelance or part-time basis, the operator shall 

verify that all applicable requirements, of this 

Section are complied with, taking into account all 

services rendered by the technical crew member 

toengaged by any other operator(s) to determine in 

particular: 

(1) the total number of aircraft types and variants 

operated; and  

(2) the applicable flight and duty time limitations 

and rest requirements. 

 Moved from GM to IR; consistent with FC and 
CC 

  

     

OR.OPS.045.TC.110Training and cChecking 

1. MS: Following a successful checking of 
competence, some evidence of their 
proficiency should be provided to the 
technical crew member. 

 

2. IND, 2 MS, 1 foreign authority: The 
operator should be required to establish 
and maintain a training record for 
technical crew members. 

 

3. MS: The paragraph addresses also 
training. To be consistent with flight crew 
there should be a general paragraph 
“training and checking”. Provisions 
contained in AMC OR.OPS.035.TC point 1 
should be moved to that general 
paragraph and aligned with the wording of 
OR.OPS.145.FC point (h). 

1. The operator is obliged to keep training 
records in accordance with OR.OPS.MLR. The 
BR doesn’t provide the legal basis to require 
a certificate of proficiency. 

 

2. The applicable requirements for training 
records of all crew members can be found in 
OR.OPS.MLR. 

 

3. Paragraph title changed and moved to the 
beginning of the section. The validity of the 
training is stated in paragraph (a) of the 
recurrent training. 

 

Paragraph moved to beginning of section to 
ensure consistency with FC and CC. 

  

(a) An operator shall establish a training programme in 

accordance with the applicable requirements of this 

Section to cover the duties and responsibilities to 

be performed by technical crew members. 

 Text added to reflect JAR-OPS 3 intent, 
specifying that the training shall be 
acceptable to the authority and part of the 
operations manual. Concerning the content 
of the OM, this is found also in OR.OPS 
operator responsibilities and the related 
provisions on OM. 

JAR-OPS 
3.1010(a)+(c)(1)+(2) 

JAR-OPS 3.1015(b) 

JAR-OPS 3.1020(a) 

 

(ab) Following the completion of traininginitial, operator 

conversion, differences and recurrent training, each 

IND, MS: The original text excluded 
checking for refresher training - this 
should also be excluded in this rule. 

Refresher training was deliberately excluded 
from the checking requirement in JAR-OPS 3 
and should also be excluded in this rule. Text 

JAR-OPS 3.1025; 
rule intent transposed, 
wording changed in some 
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technical crew member shall undergo a check to 

demonstrate their proficiency in carrying out normal and 

emergency procedures. 

 
amended accordingly. 

 

instances 

(bc) Training and checking shall be conducted for each 

training course by personnel suitably qualified and 

experienced for the subject to be covered. The operator 

shall inform the competent authority about the 

personnel conducting the checks. 

 The provision to inform the authority is now 
included. JAR-OPS 3 didn’t contain any 
specific requirements under which such 
persons would be acceptable to the 
authority. Specific requirements should be 
proposed so that they can be included here. 
‘Acceptable to the authority’ doesn’t provide 
legal certainty to the operator nor an 
objective requirement of what might be 
expected. 

ACJ OPS 3.1005 para 1 

ACJ OPS 3.1010 para 1.1 

ACJ OPS 3.1015 para 1 

ACJ OPS 3.1020 para 1 

 

     

OR.OPS.020.TC.115Initial and type-related training 

 Clarification and alignment with JAR-OPS 3 JAR-OPS 3.1005  

Before being first assigned to operateundertaking the operator 

conversion training, each technical crew member shall 

complete: initial training, including: 

    

(a) general theoretical knowledge on aviation and 

aviation regulations covering all elements relevant 

to the duties and responsibilities required fromof 

technical crew; 

(b) fire and smoke training; 

(c) survival training on ground and in water, 

appropriate to the type and area of operation; 

(d) aero-medial aspects and first aid; and 

(e) communication and relevant CRM elements of 

OR.OPS.FC.115 and OR.OPS.FC.215.; 

 

MS: Change as follows: a) Initial training, 
including CRM relevant for their duties. 
Justification: To stress the importance of 
tailoring of CRM for this role and avoid 
generic and ineffective CRM. The same 
applies to 025.TC and 035.TC. Some 
specification should be made on suitably 
qualified personnel permitted to conduct 
this training and the good practice to 
deliver CRM in joint session with the rest 
of the crew.  

 

The text is in line with JAR-OPS 3, which 
referred to the flight crew CRM training 
requirement. This reference is now included 
in the AMC. 

The specification of requirements for 
“suitably qualified personnel” could be part of 
a future rulemaking task. JAR-OPS 3 
established no criteria either. 

Appropriate hooks for AMC created by listing 
the training elements. 

  

(b) type-related training on: 

(1) the location and use of all safety and survival equipment 
carried on the aircraft; 

(2) all normal and emergency procedures; 

(3) on-board equipment used for specialised tasks. 

 For clarification and alignment with JAR-OPS 
3 transferred to the paragraph on operator 
conversion training below. Paragraph (3) 
editorial deletion because of different scope. 

  

     

OR.OPS.025.TC.120Aircraft typeOperator conversion 

training and differences training 

 Clarification; requirements for operator 
conversion and difference training separated 
for clarity 

JAR-OPS 3.1010(a)(1), 
(c)(3)+(4), 3.1030(b)(1)-
(3) 

 

(a) Each technical crew member shall complete: IND (duplicated): Unlike the original 
requirement, here is no limitation on the 

This limitation is now included in AMC, 
requiring the operator to specify it in the 
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(a) Aircraft typeoperator conversion training, including 

relevant CRM elements, when changing  

(1) before being first assigned by theoperators as a 

technical crew member; or 

(2)  when changing to a different aircraft type or class, 

if any of the equipment or procedures 

mentioned in (b) are different;. 

(b) Operator conversion training shall include: 

(1) the location and use of all safety and survival 

equipment carried on the aircraft; 

(2) all normal and emergency procedures; and 

(3) on-board equipment used to carry-out duties in 

the aircraft or on the ground for the purpose 

of assisting the pilot during HEMS, HHO or 

NVIS operations. 

(b) differences training when changing equipment or 
procedures on types or variants currently operated. The operator 
shall specify in the operations manual when such differences 
training is required. 

number of types that the TCM can operate 
on; it is not clear why there is not an 
equivalent rule to OR.OPS.250.CC. 

 

operations manual. 

Generally, there are no types or classes 
established for technical crew members. In 
addition, it may be more important to 
differentiate by the equipment and 
procedures being used instead by helicopter 
types. It is therefore proposed to adapt 
(a)(2). 

 

     

OR.OPS.TC.125 Differences training 

    

(a) Each technical crew member shall complete differences 

training when changing equipment or procedures on 

types or variants currently operated. 

(b) The operator shall specify in the operations manual 

when such differences training is required. 

 Moved from OR.OPS.TC.115; requirements 
for operator conversion and difference 
training separated for clarity 

JAR-OPS 3.1010(a)(2), 
(c)(3), 3.1030(b)(1)-(3) 

 

     

OR.OPS.030.TC.130 Familiarisation flights 

  JAR-OPS 3.1012  

Following completion of type-relatedthe operator  or conversion 

training, each technical crew member shall undertake 

familiarisation flights prior to operating as a required technical 

crew member in HEMS, HHO or NVIS operations. 

MS: Familiarisation flight infers that the 
technical crewmember has only to be 
familiar with his/her working environment 
before being checked. The term 
‘familiarisation flight’ should be replaced 
with ‘role training flight’ to instil a level of 
competence in the technical crew 
member. 
 

The role training is included in the type and 
difference training as well as familiarisation 
flight. 
 
Editorial amendment for consistency 
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OR.OPS.035.TC.135 Recurrent training 

    

(a) Within every 12-month period, eEach technical crew 

member shall undergo annual recurrent training relevant 

to the type or class of aircraft and equipment which the 

technical crew member operates. Elements of CRM shall 

be integrated into all appropriate phases of the recurrent 

training. 

 Training period specified in accordance with 
JAR-OPS 3. 

JAR-OPS 3.1015(d)  

(b) Recurrent training shall include theoretical and practical 

instruction and practice. 

  JAR-OPS 3.1015(b); 
wording change 

 

     

OR.OPS.040.TC.140 Refresher training 

  JAR-OPS 3.1020  

(a) Each technical crew member who has not undertaken 

duties in the previous 6 months in the relevant type of 

aircraft shall complete refresher training relevant to the 

type of aircraft and equipment which the technical crew 

member operatesspecified in the operations manual. 

IND (duplicated): To facilitate the 
company’s internal procedures and to be 
able to plan more efficient the training 
and checking of crew members (Flight 
Crew and Technical Crew Member), the 
period of validity should be equal for all 
kind of checks and crew members. The 
period of validity for Operator Proficiency 
Check, Line Check, Emergency and Safety 
Checks and the according training shall be 
12 months. 
 

The requirement is in accordance with JAR-
OPS 3. No safety justification for the 
proposal is provided. The operator may 
combine the checks as far as within the legal 
requirements. 

Text aligned with JAR-OPS 3. 

  

(b) A technical crew member who has not performed 

flying duties on one particular aircraft type or class 

during the preceding 6 months shall before being 

assigned on that type or class complete either: 

(1) refresher training on the type or class; or 

(2) two familiarisation sectors on the aircraft type 

or class. 

 Alignment with JAR-OPS 3 
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SECTION IX – SECURITY     

 

OR.OPS.020.SECDisruptive Ppassenger 

Bbehaviour 

 

 Editorial 

It is suggested to move this provision to 
Operator’s responsibilities in 
OR.OPS.100.GEN  

  

(a) (a) When carrying passengers, Aan operator 

engaged in the commercial air transportation of 

passengers shall 

(1) manage the safety risk arising from disruptive 

passenger behaviour; 

(2) provide training and establish means and 

procedures, to enable its crew members to act 

in the most appropriate manner to minimise 

the consequences of disruptive passenger 

behaviour on flight safety. 

1. [IND] This paragraph is also applicable 
to non-commercial operations with 
complex motor-powered aircraft(Annex 
IV, 8c) 

1. The scope is revised: this provision should 
only apply to operators when they are 
carrying passengers 

 

Structural proposal: Former (a) and (b) are 
merged 

 

  

(a1)  develop a disruptive passenger policy and implement a 

process for managing the safety risks arising from 

disruptive passenger behaviour;  

 

 

 

 

  

(b2)  provide training and establish means and procedures, to 

enable its crew members to act in the most appropriate 

manner to minimise the consequences of disruptive 

passenger behaviour on flight safety. 

1. [IND Ass] Delete “and establish means 
and procedures”  

1. Not Accepted. It is more specific than just 
to provide training. It will help crew 
members to exactly know how they can 
minimize these consequences. No 
justification was given from the 
commenter. 

  

 1. [IND Ass]  Proposal to add:  “(b)The 
PIC shall be informed, prior to 
departure, whenever deportees are to 
be embarked. The PIC will also be 
advised of their seat number(s) as well 
as the details of any escorts.”  

1. Not accepted. There is no reason to add 
this proposal in a rule as the operator will 
always be informed by the relevant authority 
if such persons are to be embarked on one of 
its flights.  

  

OR.OPS.025.SEC.025Security programme and security 

training 

 This provision should be closely combined 
with the security programme referred to in 
Reg.300 

EU-OPS 1.1235 and 
1.1240 

ICAO Annex 6 
compliant 

 1. [IND] Should ferry flights and test 
flights be submitted to this rule?  

1. Yes. All flights of an operator carried out 
under an AOC or iaw a declaration need a 
security programme and training. They 
are also for the most, complex motor-
powered aircraft. Also, programme and 
training is not linked to a particular flight 
but a continuous process linked to the 
whole operation. 
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(a) In accordance with ER 8.d, An operator of a complex 

motor-powered aircraft shall develop and implement 

shall establish a security programme adapted to the 

type of operation and risks involved and covering 

the elements specified under ER 8d. 

(b)  The security programme shall comply with the relevant 

requirements of the national civil aviation security 

programme of the competent authority in the State of the 

operator. 

(c)  Appropriate elements of the security programme shall be 

included in the operations manual. 

(d)  The operator shall ensure that Elements of the security 

programme relevant to the crew members duties 

shall be included in the appropriate security 

training Crew members shall have knowledge of and 

competence in all relevant elements of the security 

programme. 

1. [IND] Proposal to delete “of a complex 
motor-powered aircraft”  

1. Noted. The proposal made aims to reflect 
that this provision has to be 
proportionate to the type of ops and risks 
involved; 

 

 

2. The sentence was changed to specify that 
the security training must contain 
elements of the security programme for 
crew members. The initial text did not 
match with the title of this rule. 

EU-OPS 1.1235 compliant, 
however for training EU-
OPS exceeds the NPA (last 
sentence: “comply” and 
not ‘competence”) 

ICAO Annex 17 3.3.1 

 compliant 

(eb) An commercial operator or a non-commercial operator of 

complex motor-powered aircraft shall establish, maintain and 

implement  security training programme which : ensures that 

crew members take appropriate action  to prevent acts of 

unlawful interference, and to minimise the consequences 

of such events should they occur; 

1. [IND Ass] Delete reference to type of 
operation 

1. The scope is the one referred to in (a) 
above 

2. Para was merged with former (a) and (b) 
below 

= EU-OPS 1.1240  = ICAO Annex 6 

(1a) ensures that crew members take appropriate 

actionact in the most appropriate manner to 

prevent acts of unlawful interference, and to 

minimise the consequences of such events should 

they occur; 

  =EU-OPS 1.1240 =ICAO Annex 6 

Part I (13.4.1) 

(2b) include security training programmes regarding 

disruptive passengers and acts of unlawful 

interference. 

 See above (this para was merged) >EU-OPS 1.1240 >ICAO Annex 6 Part 
I (13.4.1) 

 

OR.OPS.SEC.030Aircraft search procedure checklist 

1. [IND] Should be renamed ‘Specific 
threat event – search procedure 
checklist’. 

1. Not accepted. Stick to EU-OPS wording, 
which is also ICAO wording. The text of 
NPA is more specific as it obliges the 
operator to have procedures in place to 
perform the search. 

  

(a) An operator of complex motor-powered aircraft shall keep 

on-board a checklist containing the procedures to be 

followed in searching for a bomb or improvised explosive 

device (IED) in case of suspected sabotage, and for 

inspecting aircraft for concealed weapons, explosives or 

other dangerous devices when a well-founded suspicion 

exists that the aircraft may be the object of an act of 

unlawful interference. 

1. [IND] This checklist may be contained 
in a lap-top that is accessible to 
appropriate personnel 

1. Noted. The supporting tools for the 
checklist are not limited to paper. 

 

=EU-OPS 1.1250 

Appendix to Appendix 1 to 
OPS 1.005 (a) point 47 

=ICAO Annex 6 Part 
I (13.3) 
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(b) The checklist shall be supported by procedures providing 

guidance on the appropriate course of action to be taken 

should a bomb or suspicious object be found and, if 

provided by the type-certificate holder, information on 

the least-risk bomb location specific to the aircraft. 

  EU-OPS 1.1250 compliant ICAO Annex 6 Part I 
(13.3) 

compliant 

 

OR.OPS.SEC.100035.ACockpitFlight crew compartment 

security 

 Replaced “cockpit” by “flight crew 
compartment” to ensure consistency with the 
Basic regulation, EU-OPS and ICAO 

=EU-OPS 1.1255 =ICAO Annex 6 Part 
I (13.2) 

(a) In all complex motor-powered aeroplanes and In an 

aeroplane used in commercial operations, which are 

which is equipped with a flight crew 

compartmentcockpit door, this door shall be capable of 

being locked, and means shall be provided by which the 

cabin crew can discreetly notify the flight crew in the 

event of suspicious activity or security breaches in the 

cabin. 

 

1. [MS ]“which are equipped with a 
cockpit door” is confusing (should be 
“when”)  

2. [IND Ass] Scope limited to commercial 
operations  

3. [IND Ass] Applicable to aeroplanes 
with MPCS with less than 20?  

1. The scope is adapted. 

2. Not accepted. It should apply to any 
aeroplane equipped with a FCC door. 

3. Yes if the criteria of the BR definition of 
complex motor-powered aircraft apply 

The word “discreetly” is now removed after 
consultation with the review group members. 

=EU-OPS 1.1255(a)  =ICAO Annex 6 Part 
I (13.2.1) 

(b) All passenger-carrying aeroplanes of a maximum 

certificated take-off mass exceeding 45 500 kg, or with a 

maximum passenger seating configuration of more than 

60 engaged in the commercial transportation of 

passengers, shall be equipped with an approved flight 

crew compartmentcockpit door that is capable of being 

locked and unlocked from either pilot's station and 

designed to meet the applicable airworthiness 

requirements. 

1. [IND] What about cargo with passenger 
seats? 

1. Cargo airplanes would not be subject to 
this rule even though they have seats for 
passengers.  

=EU-OPS 1.1255(b) =ICAO Annex 6 Part 
I (13.2.2)  

(c) In all aeroplanes which are equipped with a The 

flight crew compartmentcockpit door referred to in 

accordance with subparagraph (b) aboveshall: 

 Realigned with EU-OPS wording in order to 
clarify that the means required in paragraph 
(c)(2) are only applicable to aeroplanes 
referred to in paragraph (b). This 
amendment was done after consultation of 
the review group members. 

=EU-OPS 1.1255(c) = ICAO Annex 6  

Part I (13.2.3) 

 

(1) this door shall be closed prior to engine start 

for take-off and will be and locked when 

required by security procedures or by the 

pilot-in-commandfrom the time all external doors 

are closed following embarkation until engine shut 

down after landing, except when deemed 

necessary for authorised persons to access or 

egress in compliance with national civil 

aviation security programmes; andany such door 

is opened for disembarkation, except when 

necessary to permit access and egress by 

authorised persons; and 

 

1. [IND + MS] Use EU-OPS wording 1. Accepted. EU-OPS wording has been 
adopted. 

 

=EU-OPS 1.1255(c)(1) = ICAO Annex 6  

Part I (13.2.3 (a)) 

Difference cat. B 

(difference in 
character as to when 
the doors are to be 
locked) 
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(2) means shall be provided for monitoring from either 

pilot's station the entire door area outside the flight 

crew compartmentcockpit to identify persons 

requesting entry and to detect suspicious behaviour 

or potential threat. 

 

1. [IND Ass] CCTV should not be 
compulsory. 

2. [IND +IND Ass] AMC needed to clarify 
the required procedures/equipment to 
meet this requirement. 

 

1. The issue of door monitoring has been 
discussed in the EU Air Safety Committee 
(ASC) on EU-OPS which concluded that 
“the use of CCTV is the most appropriate 
and favourite.” Also, the ASC agreed that 
Member States will implement the use of 
CCTV and will provide alternative 
procedures. Until now, they have not 
submitted any alternatives to CCTV 

2. The Agency will take into account the 
confidentiality of such alternative means.  

=EU-OPS 1.1255(c)(2) =ICAO Annex 6 Part 
I (13.2.3(b)) 

OR.OPS.SEC.100035.HFlightcrew compartment Cockpit 

security 

 

  =JAR-OPS 3.1255  

If installed, the flight crew compartmentcockpit door on a 

helicopter operated for the purpose of carrying passengers shall 

be capable of being locked from within the flight crew 

compartmentcockpit in order to prevent unauthorised access. 

1. [IND Ass] Delete this rule because it is 
not applicable to helicopters 

1. Not accepted. This requirement applies 
only if a flight crew compartment door is 
installed.  

=JAR-OPS 3.1255   
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Subpart ATO – Approved Training Organisations 
MS(2),  IA(4), FAA(1) 

a. One comment requiring rules for 

Approved Flight Test Training 

Organisations (AFTTOs) and offering a 

proposal. 

 

 

 

 

 

 

b. Two comments mentioning that these 

requirements might not be suitable for 

Approved Training Organisations (ATOs) 

providing training for ATC personnel or 

Part-66 personnel. 

 

c. Three industry associations propose to 

exclude certain organisations from these 

rules. 

d. The FAA comments on OR.ATO.015 and 

proposes to move some of the details 

contained in the AMC material to the rule. 

The details qualification of all the 

instructors is specifically mentioned. 

 

a. Partially accepted. 

The Agency does not consider it necessary to 

create a specific Subpart for AFTTO. 

Looking at the requirements of the proposal, 

it is clear that the large majority are identical 

to the requirements for other types of ATO. 

Where the proposal refers to differences in 

requirements, those have been accepted and 

included in the text. 

b. Accepted. The Agency agrees and will take 

this into account when the appropriate 

requirements are drafted (these would be 

future rulemaking tasks). 

c. Not accepted. See Regulation (EC) No 

216/2008 in order to understand why these 

organisations cannot be exempted. 

d. Partially accepted. See response in 

OR.ATO.100 (numbering was changed). 

Some elements from the AMC1 OR.ATO.105 

have been moved to the IR. All the 

instructors are now mentioned in the rule 

text.      

 

  

SECTION I – GENERAL 
IA(4), FAA(1) 

a. Three Industry associations and one 

Member State mention that a different 

regulatory system should be introduced 

(like the JAR system for registered 

facilities). 

 

 

 

 

 

 

b. The FAA points out that the term used 

in the rule is too descriptive. They claim 

that this would mean that operators need 

to amend their structure and related 

documentation. 

FAA proposal: 

“The use of a general title with the specific 

duties and responsibilities for that position 

spelled out would accomplish the same 

end result without the necessary change 

 

 

a. Not accepted. The Agency reviewed all the 

requirements and AMCs for these non-

complex organisations and has introduced 

extensive changes in order to address the 

specific needs of small club-based training 

organisations. The Agency will not introduce 

another category of ATO. 

 

b. This comment should be addressed to 

OR.ATO.110. Not accepted. As this term was 

introduced with JAR-FCL and all European 

training organisations and approved training 

organisations are using such terminology 

already and hence the fact that there was no 

other title proposed for this function and the 

fact that the training manuals have to be 

adapted to the new system anyway, the 

Agency decided to keep this title. The term 

“Head of training” will be kept. 

c. Noted. It should be addressed to 
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of the structure of existing operators.” 

 

c. An industry association comments: 

"Legal entity and financial resources" (b) 

is completely unrealistic and impossible to 

implement for that category of training 

organisation. 

OR.ATO.010.  

 

OR.ATO.100005 Scope 
MS(7), IA(5), I(7) 

 

   

This Subpart establishes the additional requirements to be met by 
an organisation to qualify for the issue or continuation of an 
approval to provide training for pilots, including: 

 

 

a. Nine comments from stakeholders 

consider the proposed requirements by 

the Agency to be excessive for small and 

non-profit training organisations.   

b. Four comments propose to clearly 

distinguish between commercial and non-

commercial ATOs.   

 

 

 

 

c. One Industry Association proposed to 

replace “to qualify for the issue of 

approval” by “to apply for an initial 

approval”. 

 

 

 

d. Two comments suggesting deleting all 

that is related to flight test training 

organisations and include in a separate 

subpart. 

a. & b. Partially accepted. The Agency is of 

the opinion that the requirements as laid 

down in Part-OR Subpart ATO Sections 1 and 

2 provide adequate alleviations for those 

categories of ATO.  Some AMCs have been 

reworded; in some specific cases different 

requirements were developed for non-

complex organisations or training 

organisations providing only training for the 

LAPL or the PPL. 

 

c. Not accepted: although the Agency agrees 

partially with the content of the comment the 

term proposed by the comment was included 

as it was decided to delete some of the items 

for clarification reasons.  

 

d. Partially accepted. The Agency does not 

consider it necessary to create a specific 

Subpart for AFTTO. 

Looking at the requirements of the proposal, 

it is clear that the large majority are identical 

to the requirements for other types of ATOs. 

Where the proposal refers to differences in 

requirements, those have been accepted and 

included in the text. 

 

  

(a) requirements for approved training organisations (ATOs) 
providing training for pilot licences and associated, ratings and 
certificates.;  

    

(b) requirements for: Three comments from Member States 

proposed to add “additional” before 

requirements in this paragraph. 

Not accepted: the Agency is of the opinion 

that in the first sentence of this paragraph it 

is clearly stated that all the requirements are 

additional.  Duplicating this would only create 

confusion. However, as it was decided to 

delete the items under (b) und (c) 

completely this comment is not longer valid.  
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(1) ATOs providing training in flight simulation training devices 
(FSTDs); and 

    

(2) qualification of FSTDs; and     

(c) requirements for ATOs providing: Three comments from Member States 

proposed to add “additional” before 

requirements in this paragraph. 

Not accepted: the Agency is of the opinion 

that in the first sentence of this paragraph it 

is clearly stated that all the requirements are 

additional.  Duplicating this would only create 

confusion. See the additional response above 

(changes introduced). 

  

(1) Distance learning courses;     

(2) Zero Flight Time Training (ZFTT);     

(3) Multi-crew Pilot Licence (MPL) instructor courses; One comment from a Member State 

proposed to delete this item since it is 

covered in Part-FCL. 

Partially accepted. As it was decided to 

delete most of the items mentioned in (b) 

and (c) the Agency also deleted this item.  

  

(4) Flight test qualification courses. 

 

 

Two comments (one from a Member State 

and one from an Industry Association) 

propose to delete this item, since a 

Subpart AFTTO should be created. 

 Partially accepted: the Agency does not 

consider it necessary to create a specific 

Subpart for AFTTO but has developed specific 

requirements for this kind of training 

organisation. 

  

     

OR.ATO.010 Legal entity and financial resources  MS(2), IA(8), IND(8), INDIV(8) 

 

IR and AMC deleted following comments 

received (see below). 

Appendix 1a to JAR–FCL 

1.055, 9 

Appendix 1a to JAR–FCL 

2.055, 9 

IEM No. 2 to Financial 

Evaluation of Flying 

Training Organisations 

(FTOs) / 2–A–29 

JAR–FCL 1.055 Type 

Rating Training to 

Organisations (TRTOs) 
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(a) An ATO shall be an organisation or part of an organisation 
registered as a legal entity. 

12 comments from stakeholders reflecting 

that the proposed requirements by the 

Agency are unworkable for: 

- flying clubs,  

- organisations offering LAPL, BPL, SPL 
and PPL training  

- individuals that are not registered as 
legal entities 

- ATOs being a part or member of an 
organisation registered as legal entity. 

Most comments propose to clearly 

distinguish between commercial and non-

commercial ATOs. 

Partially accepted. The Agency carefully 

reviewed the comments received on this 

requirement. It should be pointed out that 

there was no such requirement (to be a legal 

entity) in JAR-FCL 1 and 2. 

At present the majority of MSs do not 

approve training organisations offering PPL, 

balloon and glider training (mostly 

categorised as registered facilities or under a 

different national system). In addition, many 

flying clubs operating an ATO are not 

registered as legal entities. 

The Agency therefore concluded that the 

status of an ATO does not influence the level 

of safety to be reached within an ATO and 

decided that this requirement can be deleted 

for ATOs. 
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(b) An ATO shall demonstrate to the competent authority that 
sufficient financial resources are available to conduct training to 
the approved standards. 

a. 15 comments propose to clearly 

distinguish between commercial and non-

commercial ATOs (which are unable as 

non-profit organisations to prove any 

financial resource) or to delete the 

paragraph. 

b. One comment states that the 

requirement for ATOs to demonstrate 

sufficient financial resources has no clear 

safety justification and any related 

obligation given to the competent 

authority to check or approve such a 

demonstration would expose it to claims 

from students of failed ATOs. 

c. An industry organisation proposes to 

delete or reword the requirement in order 

to link it with safety requirements or 

extend it to all organisations. 

a. b.& c. Partially accepted. The Agency is 

aware that there was a similar requirement 

in JAR-FCL 1 and 2 which applied to 

organisations offering: 

- commercial flight training (CPL, ATPL, 
MPL) 

- type rating training 

- instrument rating training, and  

- FI training. 

However, in other IRs (Part-147 for example) 

there are no requirements for the 

organisation to prove financial viability. 

Instead, under ‘Personnel requirements’, the 

accountable manager of the organisation 

must ensure that all training commitments 

can be financed and carried out to the 

standards required by the IR. (see 

147.A.105). In Part-OR such a general 

requirement is stated under OR.GEN.210 (a). 

The Agency is of the opinion that this general 

task for the accountable manager of an 

organisation is well addressed. The wording 

as it was proposed with the NPA could create 

difficulties for small club-based ATOs which 

are often funded only by membership fees 

and where the staff are doing all the “work” 

on a voluntary basis.  

Based on the fact that the requirement on 

the accountable manager of each 

organisation is to ensure that all activities 

can be financed, the Agency therefore finally 

decided to delete this requirement 

completely.  

  

     

OR.ATO.100515 Application 
MS(22), IA(8), IND(8) 

 

 Appendix 1a to JAR–FCL 

1.055  

 

(a) Applicants for the issue of a certificate as an 

approved training organisation (ATO)an initial 

approval shall provide the competent authority with: 

 Based on the comments received on 

AR.ATO.005 the wording has been amended. 

  

(1) the following information:     

(i) name and address of the training 

organisation; 
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(ii) date of intended commencement of operations 

activity; 

One Member State proposed to change 

“operations” into “activity” 

Accepted: text changed as “activity” seems 

to be the more appropriate term. 

  

(iii) personal details and qualifications of the 

hHead of tTraining (HT), the flight 

instructor(s), flight simulation training 

instructors and the theoretical knowledge 

instructor(s); flight instructors; 

 

a. One comment propose to limit to CFI 

only for simplification 

 

 

b. One comment from a Member State 

proposes to include details and 

qualifications of the appointed Head of 

Training and Theoretical Knowledge 

Ground Instructors 

c. The FAA placed a comment in the 

general section proposing to move some 

of the details from AMC to IRs. They focus 

specifically on the other instructor 

categories.  

a. Not accepted: the Agency is of the opinion 

that it should be known by the NAA which 

instructors are active at an ATO. 

 

b. & c. Accepted: the Agency agrees with the 

proposal to add the other instructor 

categories. Text has been changed. 

  

(iv) name(s) and address(es) of the 

aerodromes(s)and/or operating site(s) 

from at which the training is to be conducted, 

and the name of the aerodrome operator;; 

a. Three comments propose to delete 

reference to the name of the aerodrome 

operator for simplification. 

 

b. One comment proposes to insert “ and 

other training sites from or on” 

a. Accepted: text changed because this kind 

of detail seems not to be a safety-related 

issue.  

 

b. Partially accepted: text changed in order 

to address all kind of operating sites and 

aerodromes. 
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(v) list of aircraft to be used for training, including 

their group, class or type, registration, owners 

and category of the certificate of 

airworthiness, if applicable; 

a. One comment from an Individual 

proposes: “An ATO that is part of an 

operator which conducts commercial air 

transport operations or has a specific 

arrangement with a commercial  air 

transport operator may refer to the list of 

relevant aircraft which is mentioned in the 

air operator’s certificate” 

 

b. Eight comments propose to include 

“details of aircraft insurance held”. 

 

 

 

c. Three comments propose to include 

“maintenance system”. 

 

 

d. Two comments from Industry 

Associations representing “Balloons” 

propose to not include a list of balloons. 

a. Not accepted. The Agency is not in favour 

to introduce such a change as such a list of 

aircraft to be used for the training should be 

part of the separate ATO application 

documents. Especially if there is a specific 

arrangement with another operator this 

proposal seems not to be an adequate 

solution. 

b. Not accepted: text is kept unchanged as 

the Agency cannot see the reason why such 

documents should be included in the 

application. 

 

c. Not accepted: text is kept unchanged as 

the Agency cannot see the reason why such 

documents should be included in the 

application. 

d. Not accepted. By using the term “aircraft” 

balloons are included and there is definitely a 

need for the ATO to establish a list of 

balloons used for training and to provide 

further details. 

  

(vi) list of flight simulation training devices 

(FSTDs) that the training organisation 

intends to use, if applicable; 

    

(vii) the type of training that the training 

organisation wishes to provide and , and the 

corresponding theoretical knowledge and flight 

instruction syllabitraining programme; and. 

 Text was amended for clarification reasons 

following internal review. 
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(2) the operations and training manuals.,except for 

ATOs wishing to provide training for LPL, PPL, BPL 

and SPL 

a. Seven comments propose for 

clarification to include the word “only” (to 

provide training only for LPL”)and change 

“and” to “or”. 

 

b. Four comments propose to include an 

“organisation manual” for the ATOs. 

 

 

 

 

 

 

 

 

c. Five comments from Member States 

propose to define a simplified training 

manual also for ATOs providing only LAPL, 

PPL, BPL or SPL training. 

a. The Agency agrees in general with the 

proposed text change.  However, as it was 

decided to delete the second part of the 

requirement this change is no longer 

necessary.  

b. Not accepted. The Agency carefully 

reviewed the comments received on this 

issue but cannot see a need to change this 

requirement as the operations and the 

training manual are the two adequate 

documents to be required for an ATO. See 

OR.GEN.200 which requires every 

organisation to document key processes. 

This should cover the additional items. 

 

c. Accepted. The Agency carefully reviewed 

this issue and came to the conclusion that all 

ATOs should be required to establish training 

and operations manuals. This is also in line 

with the Basic Regulation where a 

commercial operation has to be conducted 

according to principles laid down in the 

operations manual. Based on the fact that 

also ATOs providing training for the PPL or 

LAPL only can act on a commercial basis this 

would require an OM anyway. The Agency 

would like to clarify that for non-complex 

training organisations providing only training 

for the LAPL or PPL, SPL or BPL this manual 

(training and operations manual can be 

combined) can be established in a very basic 

form. Some elements of the requirement in 

Section 2 (see OR.ATO.230) have been 

moved to Section 1 in order to reflect this 

change. 
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(b) Flight test training organisations. Notwithstanding 

(a)(1) (iv) and (v), training organisations providing 

flight test training will only need to provide: 

(1) the name(s) and address(es) of the main 

aerodromes and/or/and operating site(s) at 

which the training is to be conducted; and 

(2) aA list of the types or categories of aircraft to 

be used for flight test training. 

 

(cb) In the case of a change to the certificateapproval, 

applicants shall provide the competent authority with the 

relevant parts of the information and documentation oir 

manuals referred to in (a). 

 Based on the comments received dealing 

with specific requirements for training 

organisations providing courses only for flight 

test ratings, the Agency decided to develop a 

specific set of rules for this kind of training 

organisation. See comments and responses 

in other segments.  
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 One comment from an industry 

organisation stated that in the past an 

approval of an ATO sometimes took 

several years based on the time needed 

by the authority. They proposed to add a 

new item (3) with the following text: “the 

authority shall advise in writing an 

applicant for an ATO within a delay of 

maximum six months, whether his 

application is subject to improvements, 

approval or refusal.   

Not accepted. The Agency agrees with the 

general idea than approval of an ATO should 

be performed in a timely manner. However, 

the Agency does not see a need for adding a 

certain time frame. The Agency is not dealing 

with purely administrative questions but with 

safety-related issues. The Agency is of the 

opinion that most of the Member States have 

already systems in place to regulate this and 

to make sure that such an approval process 

does not take too long. 

  

OR.ATO.110 Personnel requirements 

 

 

INDIV (1) 

The comment pointed out that it should be 

clearly stated that in the case of small 

ATOs the HT, CFI and chief ground 

instructor can be the same individual. 

 

 

Not accepted. There are no requirements for 

the chief flying instructor or the TK ground 

instructors. This means that in such an ATO 

providing training only for LAPL and PPL one 

person acting as HT could take over the 

other functions if needed. No text change is 

required to address this. 

Appendix 1a to JAR-FCL 

1.055, 10 – 20 
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(a) An Head of Training (HT) shall be nominated. The HT 

shall have extensive experience as an instructor in 

the areas relevant for the training provided by the 

ATO and shall possess sound managerial capability. 

(b) The HT’s responsibilities shall include: 

(1) ensuring that the training provided is in compliance 

with Part-FCL and, in the case of flight test 

training, that the relevant requirements of Part-

21 and the training programme have been 

established; 

(2) ensuring the satisfactory integration of flight 

training in an aircraft or anf Flight sSimulation 

tTraining dDevice (FSTD) and theoretical 

knowledge instruction; and 

(3) supervising the progress of individual 

students. 

INDIV(3), IA(2), MS(4) 

a. The comment states that the HT is 

normally ‘elected’ and not nominated 

therefore he proposes rewording. 

 

b. Several competent authorities suggest 

amending the text as follows: ‘A Head of 

Training (HT) acceptable to the competent 

authority”. 

 

 

 

 

 

 

 

 

 

 

 

 

c. Two industry associations proposed: 

“optionally additional members of a head 

of training team” shall be nominated'.  

 

 

 

 

 

 

 

 

d. Another stakeholder proposes that at 

the end of paragraph (a) the following 

wording should be used: "and the training 

program established by the ATO." 

Redrafted to integrate (a)(1) & (2) from 

OR.ATO.210. 

 

a. Not accepted. In most training 

organisations there is a nomination before 

electing someone therefore the phrasing 

seems correct and should not be changed. 

 

b. Not accepted as the term proposed would 

not establish clear criteria but would leave it 

open to the competent authority if a certain 

instructor would be “acceptable” as head of 

training or not. Therefore this wording would 

not provide the necessary legal certainty. 

However, based on other comments received 

the main elements of the experience criteria 

for the head of training and his/her main 

tasks provided in OR.ATO.230 were moved 

to this Section. 

 

c. Partially accepted. The Agency 

understands that in certain training 

organisations with an approval for different 

courses and aircraft classes there might be a 

need for allowing the nomination of more 

than only one head of training. In these 

cases (e.g. a HT for the courses on balloons 

and a second one for the courses on 

aeroplanes) the task should be shared and a 

deputy head of training should be nominated 

who is going to support the head of training. 

The Agency has now addressed this issue in 

the AMC but will not change the rule text.   

 

d. Accepted. The Agency agrees in general 

with the proposal and has added the 

following term: "and the training programme 

established". 

. 

Appendix 1a to JAR-FCL 
1.055, 14 &JAR-FCL 2.055, 
14. 
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(b) Theoretical knowledge ground instructors shall have: 

(1) practical background in aviation in the areas 

relevant for the training provided and have 

undergone a course of training in instructional 

techniques; or appropriate knowledge and 

experience in aviation. 

(2) previous experience in giving theoretical 

knowledge instruction and an appropriate 

theoretical background in the subject on which 

they will provide theoretical knowledge 

instruction. 

 

 

IND(3), MS(2) 

 

a. The commentator proposes that 

someone who teaches ground school does 

not necessarily need an aviation 

background as there shouldn’t be a safety 

issue. 

 

 

 

 

 

 

 

b. One stakeholder mentions that the 

wording “appropriate knowledge” is 

unclear and not precise enough. 

 

 

 

 

 

 

 

 

 

c. Another stakeholder proposes to 

change the wording: to (b): Replace the 

term "ground instructor" by something 

else. Proposal: Just to call them 

"instructors" or "lecturers" or "teachers" 

 

d. An industry stakeholder proposes to 

introduce in (b) a person or group of 

persons with the “responsibility of change 

management process and change 

notification processes”. Furthermore this 

comment proposes to introduce in (c) a 

person “with the responsibility of the 

standardisation processes”.   

 

 

 

a. Accepted. The Agency has amended the 

text as follows: the theoretical knowledge 

instructor shall have:  

(a) a practical background in aviation in the 

areas relevant for the training provided and 

have undergone a course of training in 

instructional techniques or  

b) previous experience in giving theoretical 

knowledge instruction and an appropriate 

theoretical background in the subject on 

which they will provide TK instruction. 

 

b. Partially Accepted. The text in (b)(1) has 

been amended as the Agency agrees in 

general that room for subjective 

interpretation should be avoided. However, 

as this requirement should allow also non-

aviation TK teachers (e.g.: meteorologist) to 

provide TK training, the wording in (b)(2) is 

kept quite open.  

 

c. Accepted. In order to clarify the issue the 

Agency has introduced the term "theoretical 

knowledge instructor". 

 

d. Not accepted as Section 1 contains the 

requirements for training organisations 

providing training only for the LAPL, PPL, SPL 

or BPL. The Agency does not agree with the 

proposal to add two more functions for this 

kind of training organisation. Please check 

the general requirements for a management 

system in OR.GEN.200 which will also apply 

to these ATOs. The different elements of this 

management system will contain all the 

necessary responsibilities mentioned in this 

comment. Additional persons to be 

nominated for the mentioned functions 

especially for ATOs seem to be neither 

necessary nor appropriate. 

Appendix 1a to JAR–FCL 

1.055, 20  
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(c) Flight instructors and flight simulation training instructors 

shall hold the qualifications required by Part-FCL for the 

type of training that they are providing. 

IND(2), MS(1), IA(2) 

a. The stakeholder suggests adding an 

AMC under OR.GEN.020 as there are ATOs 

that have examiners who hold a military 

licence. Therefore exemptions should be 

made. 

 

 

 

 

 

 

b. Instructor certificates that are in 

accordance with ICAO Annex 1 or 

equivalent should be accepted as well. 

 

 

 

 

 

 

c. One MS requests that the paragraph 

should be rephrased. The term 

‘qualifications’ should be replaced by 

‘certificates’. 

 

 

 

a. Not accepted. For any pilot licence issued 

in accordance with Part-FCL the training 

organisation has to comply with the 

requirements in Part-OR. The Agency does 

not intend to allow certain exemptions or 

specific requirements for any "accepted 

training organisation". To be approved by a 

MemberState (it is not EASA approving the 

national ATOs) a training organisation has to 

fulfil the requirements of this Part. 

 

b. Noted. It will now be possible for foreign 

instructors to only hold a licence issued in 

accordance with ICAO Annex 1 (as was the 

case in JAR-FCL). However, they will need to 

comply with the requirements of Part-FCL for 

the relevant category of instructor certificate. 

In addition, foreign instructors will always 

have to hold at least a CPL (as was already 

the case in JAR-FCL). 

 

c. Not accepted. As the term "qualification" 

means not only the instructor certificate but 

also the necessary licence and if necessary 

the ratings, the Agency believes that the 

term "qualifications" should not be changed 

into "certificates". 

Appendix 1a to JAR–FCL 
1.055, 16 - 18 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

FCL.900, FCL.915 in Part-

FCL 
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OR.ATO.120 Record keeping 
  Appendix 1a to JAR-FCL 

1.055, 21 – 23 

Appendix 2 to JAR-FCL 

1.055,18– 20 

Appendix 1a to JAR-FCL 

2.055, 21 – 23 

Appendix 2 to JAR-FCL 

2.055,18– 20 
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(a) The following records shall be kept for a period of at least three5 years 
after the completion of the training: 

 

MS(2), INDIV(3) 

a. The comments are mentioning that it is 

not useful to keep records from all 

students (including short time students) 

for five years and it should be indicated 

when the time period starts. Other 

comments request to keep bureaucratic 

burdens as low as possible at least for 

“very small” and “small” ATOs. Proposal: 

to introduce an extension period of two 

years instead of five years  

b. Another comment states that the 

requirement to keep the named records 

"for as long as the FSTD is in use" is an 

increase in requirements from the current 

FSTD A requirement to keep the same 

records for five years and proposes: 

“Change the requirement to state "the 

following records shall be kept for a 

minimum of 5 years:" 

 

 

c. Some comments mention that the 

documentation should be aim oriented 

and should not be repeated elsewhere. 

Flights are already documented in the 

various logbooks therefore there is no 

need to repeat this information. It is 

important to keep track of the progress of 

the student. For each course a training 

plan exists which can be used 

appropriately to document the students 

progress. Proposal to amend wording as 

follows:  

(1) Progress report as specified in the 

approved training programme (see 

OR.ATO.125) including completed training 

units and assessments. 

Paragraph (2) should be deleted. 

 

 

 

 

 

 

 

a. Partially accepted. The Agency has 

reduced the period to three years after 

completion of the training. 

 

 

 

 

 

b. Not accepted. The Agency cannot follow 

this argument of having a huge financial 

burden and environmental impact because 

OR.ATO.120 (b) (will be moved to section 3) 

does not address all annual QTG reruns to be 

retained for as long as the FSTD is in use. 

The documents to be retained and mentioned 

in OR.ATO.120 (b) are essential. As there are 

further documents to be kept in view of CMS, 

a new AMC to this paragraph has 

beendeveloped. However, for clarity reasons 

it was decided to move the requirement in b) 

to section 3. See the responses provided in 

section 3. 

 

 

c. Partially accepted. The Agency agrees 

partially with these comments that for 

certain non-complex or small training 

organisations the proposed procedure would 

be an additional burden and administrative 

work. It also recognises that record-keeping 

in small training organisations is nowadays 

done by using e.g. a kind of progress report 

or training schedule kept by the student pilot 

and signed by the instructor if a certain 

training unit or exercise is completed. The 

Agency reviewed the comments received on 

this issue carefully and has introduced some 

changes to reduce the amount of records to 

be kept by these training organisations. 

However, a detailed progress report including 

completed exercises or training units will 

remain. 

The Agency has amended the requirement 

slightly and further described in the new 

AMC1-OR.ATO.120(a)(1),(2) that the 

required system of record-keeping will also 

allow a "training progress card". 
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(1a) details of ground, flightying, and simulated flight training 

given to individual students; 

 Due to consistency reasons the Agency is 

going to substitute the term “flying training” 

by “flight training”. 

  

(2b) detailed and regular progress reports from instructors 

including assessments, and regular progress flight tests 

and ground examinations; and 

    

(3c) information of the licences and associated ratings and 

certificatesqualifications of the students, including the 

expiry dates of medical certificates and ratings. 

IA(2) 

a. The association mentions that expiry 

dates of medical certificates should not be 

an issue for ATOs as it is not consistent 

with Part-FCL, which clearly distinguishes 

between AeMCs and ATOs. Proposal: 

Deletion of the words “including the expiry 

dates of medical certificates and ratings”. 

 

 

 

 

 

 

 

 

 

b. Another suggestion is to change the 

wording from “qualifications” into the 

words “ratings, certificates and 

qualifications” so as to comply with the 

Part-FCL.”. 

 

a. Not accepted. The Agency does not agree. 

The requirement is consistent with Part-

Medical (Part MED.A.020) as this Part 

requires the pilot to hold a medical when 

flying solo. The Agency is of the opinion that 

the ATO must have a possibility to check if 

the student pilot holds a valid medical 

certificate. Furthermore the validity date of 

the medical certificate is not confidential 

medical information. Therefore the 

requirement to have the expiry date of the 

medical certificate recorded should be kept. 

 

 

b. Accepted. The original wording used 

("qualifications") did not really specify what 

is meant and left room for interpretation. As 

this requirement is aimedat the ratings and 

certificates a student pilot already holds it 

should be clarified. The text has been 

changed accordingly. It should be pointed 

out however, that the term "qualification" is 

no any longer used in Part-FCL for a certain 

specific privilege. The former "qualifications" 

(e.g. "night qualification") are changed into 

"ratings". 
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(b) When the training organisation approval includes the 
privileges to provide training in FSTDs, the following records 
shall be kept for as long as the FSTD is in use: 

IA 

The commentator proposes to change the 

wording from “the following records shall 

be kept for as long as the FSTD is in 

use” to "the following records shall be 

kept for a minimum of five years. 

 

The Agency decided to move this 

requirement to the subpart dealing with 

organisations using an FSTD. Please see also 

OR.ATO.390 in Section 3. 

Not accepted. The Agency cannot follow the 

argument of having a huge financial burden 

and environmental impact.  OR.ATO.120 (b) 

(now moved to section 3) does not address 

all annual QTG reruns to be retained for the 

lifetime of the FSTD. The documents to be 

retained and mentioned in OR.ATO.120 (b) 

are essential.  As there are further 

documents to be kept in the view of the 

compliance monitoring system, the Agency 

developed a new AMC to this paragraph 

(AMC 1 OR.ATO.120(b)) to make clear what 

has to be kept and for which time period. 

However, for consistency reasons it was 

decided to move this requirement and the 

related AMC to section 3 (OR.ATO.390).  

 

 

 

 

(1) the FSTD qualification certificate including any 
changes; 

    

(2) a copy of the evaluation programme listing the 
dates when  evaluations are due and when evaluations were 
carried out; 

INDIV (1) 

One commentator raises the question if it 

is necessary for clubs that operate an 

FSTD to have a schedule for evaluation as 

it is normally not practicable for a club 

due to monetary issues. 

 

 

Noted. If an FSTD operator asks for a 

qualification of a device operated by them, 

they have to comply with the applicable 

requirements. 

  

(3) initial and recurrent evaluation records. MS 

a. The commentator proposes to amend 

the Text (if applicable) by adding a new 

item OR.ATO.120 (b)(4) Compliance 

Monitoring System “Records defining the 

current status of each FSTD” 

b. Furthermore adding a new AMC to 

OR.ATO.120 (b) is proposed. The 

compliance monitoring records should 

include as a minimum, the following: 

a) The Master QTG 

b) The regular QTG objective test runs 

and Function and subjective fly out results 

c) The defect reports, investigation 

records and closure actions 

d) Records defining the ongoing 

configuration of each FSTD 

 

a. Partially accepted. The Agency agrees to 

add a new AMC to make clear what has to be 

kept and for which time period. However, for 

consistency reasons it was decided to move 

this requirement and the related AMC to 

section 3 (OR.ATO.390).  
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OR.ATO.125 Training programme 
IA(7), INDIV(6), MS(9), IND(16), 

FAA(1) 

a. The stakeholders suggest that the 

Agency should provide a general training 

syllabus and not to have every ATO 

developing its own syllabus. 

 

 

 

 

 

 

b. Several MSs propose a requirement 

that clarifies that the competent authority 

should approve the training programme. 

This additional rule should be added as 

paragraph c). 

 

 

 

 

 

 

 

 

c. One industry stakeholder suggests to 

add in c): 

“The training shall be kept up-to- date in 

compliance and in flow with aircraft, 

documentation and regulatory relevant 

changes”. 

  

 

 

 

 

 

 

 

 

 

 

 

a. Noted. The requirement in OR.ATO.125 

asks for a training programme to "be 

developed". Some stakeholders propose to 

allow programmes which are already on the 

market or point out that the Agency should 

provide a general training syllabus. The 

Agency agrees that for training organisations 

providing training only for private licences 

the training syllabus in the AMC could 

already be used in order to establish the 

required training programme. The Agency 

has now clarified this possibility in the AMC 

material. 

 

b. Not accepted. The Agency does not agree 

as OR.ATO.105 (new numbering) contains all 

the information that has to be provided for 

the initial approval. In (2) this requirement 

asks for the training manuals (except for 

ATOs wishing to provide training only for 

LAPL, PPL, SPL or BPL). The training 

programmes will be part of that manual. 

Please see also OR.ATO.225 in which it is 

clarified that the content and the sequence of 

the training programme shall be specified in 

the training manual. There is no need to 

repeat it here. However, in order to clarify 

this, the Agency has added "including the 

training programmes" in OR.ATO.105. 

 

c. Not accepted. The Agency decided not to 

add an additional requirement as proposed 

with the comment as most of these elements 

are covered by the general requirements for 

the management system of the organisation. 

All the examples provided (information on 

changes to be sent to the authority / new 

approval of the course) are covered already 

in other requirements (e.g. OR.ATO.105 – 

new numbering).  

 

 

Appendix 1a to JAR-FCL 

1.055, 21, 24 
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(a) A training programme shall be developed for each type of 

course offered. 

    

(b) In the case of type rating courses, tThe training 

programme shall complybe based on the training 

syllabus for the aircraft type with the requirements of 

Part-FCL and, in the case of flight test training, the 

relevant requirements of Part-21.as approved in 

accordance with Part-21. 

a. The comments suggest that 

OR.ATO.125(b) should be deleted as it 

has the same meaning as FCL.725 a). 

Some stakeholders also mentioned that 

paragraph (b) should be inserted into the 

AMC. 

 

b. Several stakeholders mentioned that 

“references to Part-21 were found many 

times in the document without explaining 

what Part-21 means exactly. Nowadays, 

Part-21 does not contain anything related 

to these cross-references, as the 21.039 

WG has not finished the rulemaking task 

yet. Therefore, the commentator does not 

agree on a text that leaves to or refers to 

requirements that currently are not in the 

Regulation, as this then means the 

requirement is non-existent. Unless Part-

21 is finished with clear cross-references, 

any licence-related requirement should 

stay in Part-FCL.” 

a. The intention of FCL.725.A is different as 

Part-FCL does not mention the "training 

programme" at all. Therefore this 

requirement for the ATO should be kept.  

 

 

 

b. Partially accepted. The same references 

are used here as already in Part-FCL. As the 

comment criticises that the term "Part-21" is 

not explained or further described, the 

Agency has amended the text slightly in 

order to clarify that the concept of 

operational suitability data is meant when 

using the term "in accordance with Part-21". 

As the task dealing with the OSD concept is 

finalising the changes for Part-21 in parallel, 

the Agency does not agree with the concerns 

mentioned.  

However, in this case the reference to the 

OSD and Part-21 have been deleted and a 

general reference to Part-FCL has now  been 

inserted. 

  

OR.ATO.130 Training manual and operations manual 
 Based on the comments received and further 

discussions with the experts involved in the 

review, the Agency decided to move some 

elements of the requirement asking for a 

training and operations manual 

(OR.ATO.230) to Section 2. All ATOs will be 

required in the future to have training and 

operations manuals. For ATOs providing 

training for LAPL, PPL, BPL or SPL only, this 

can be achieved in a way adequate to the 

size and complexity of their kind of 

operation. The Agency is considering 

providing further guidance by developing 

standardised manuals for non-complex 

training organisations providing training only 

for the LAPL, PPL, SPL or BPL in the near 

future. However, this can be developed only 

by initiating an additional rulemaking task. 

  

(a) An ATO shall establish and maintain a training 

manual and operations manual containing 

information and instructions to enable staff 

personnel to perform their duties and to give 

guidance to students on how to comply with course 

requirements. 

 Moved from OR.ATO.230 Appendix 1a to JAR-FCL 

1.055, 31-33& Appendix 

1a to JAR-FCL 2.055, 31-

33 
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(b) An ATO shall make available to staff and, where 

appropriate, to students the information contained 

in the training manual, the operations manual and 

the ATO’s approval documentation. 

 Moved from OR.ATO.230   

(c) In the case of ATOs providing flight test training, 

the operations manual shall comply with the 

requirements for the fFlight tTest oOperations 

mManual, as established in Part-21. 

 Based on the comments received dealing 

with specific requirements for training 

organisations providing courses only for flight 

test ratings, the Agency decided to develop 

specific rules for this kind of training 

organisation. 

  

(d) The operations manual shall establish flight time 

limitation schemes for flight instructors, including 

the maximum flying hours, maximum flying duty 

hours and minimum rest time between instructional 

duties in accordance with Subpart OR.OPS. 

 

 Moved from OR.ATO.230   
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OR.ATO.1350 Training aircraft and FSTDs 
IA(2), INDIV(1), MS(1) 

a. It is suggested that in order to adopt 

future ICAO regulations for FSTDs the use 

of specific description for the types of 

training devices should be avoided in this 

section. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

a. Not accepted. This issue will be taken up 

in a new, future rulemaking task as foreseen 

by the Agency to assure alignment with the 

new ICAO Doc. 9625, 3rd edition, Volume I 

and II (Vol. II not yet available). For now the 

wording will not be changed. 
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(a) An ATO shall have access to an adequate fleet of 

training aircraft or FSTDs appropriate to the courses of 

training provided. 

a. A commentator mentioned that an ATO 

for balloons does not normally provide an 

“adequate fleet of aircraft” as ATOs for 

fixed wing aircraft do. 

 

 

 

 

 

 

 

b. It was commented by a MS to introduce 

paragraph (c) in order to include the 

requirement for an FSTD User Approval. 

See CS-FSTD(A) BOOK 1. 

a. Partially accepted. The Agency agrees that 

the term "adequate fleet" might cause some 

irritation with regard to small training 

organisations operating only one or two 

training aircraft (e.g. one hot-air balloon or 

hot-air airship). However, it was decided to 

keep the text of this Implementing Rule but 

to revise the text of the AMC and to amend it 

in order to make clear that one training 

aircraft (e.g. one gas balloon) might be 

sufficient to fulfil these requirements.  

 

b. Noted. The content of the user approval is 

part of the ATO certificate or the OM-D for 

AOC holders. 
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(b) An ATO shall only provide training in FSTDs, when it 

demonstrates to the competent authority: 

(1)    the adequacy between the FSTD specifications 

and the related training programme; 

(2)    that the FSTDs used comply with the relevant 

requirements of Part-FCL; 

(3)    in the case of Full Flight Simulator (FFS), that 

the FFS adequately represents the relevant 

type of aircraft;  and 

(4)    that it has put in place a system to adequately 

monitor changes to the FSTD and to ensure 

that those changes do not affect the adequacy 

of the training programme. 

. 

 

 

 

It was decided to move this requirement 

from OR.ATO.300(a)(2) to OR.ATO.135. The 

new allocation is more appropriate, because 

OR.ATO.300 applies to both ATOs operating 

FSTDs and providing training in FSTD and to 

ATOs only providing training devices. 

 

 

 

 

 

  

(bc) If the aircraft helicopter used for the skill test is of a 

different type from the full flight simulatorFFS used for 

the visual flight training, the maximum credit shall be 

limited to that allocated for FNPT II for aeroplanes 

andthe FNPT II/III for helicopters in the relevant flight 

training programme. 

IND(1), IA(2), MS(4) 

a. Several stakeholders suggest replacing 

the word “helicopter” with “aircraft” or, as 

proposed by one stakeholder, to move the 

text to an AMC. 

 

b. One competent authority suggested to 

amend the text as the term “flight 

simulator” is not clearly defined in the 

Implementing Rules; the term “visual 

training” does not seem to be clear either. 

c. One IA commentator mentioned that 

FNPT II/III is used in various places 

throughout this part but however only 

FNPT I, II and II MCC standards are 

applicable. 

 

 

a. Partially accepted. The Agency agrees and 

has amended the wording. The term 

“helicopter” is replaced by “aircraft” and 

“flight simulator” is replaced by “full flight 

simulator”. 

b. See comment above. “Visual training” is 

replaced by “visual flight training”. 

 

c. Not accepted. FNPT II/III is correct in the 

context of paragraph (b) and will be kept. In 

order to clarify the issue the text has been 

amended slightly in order to address the 

differences between the use of FNPTs for 

helicopter and for aeroplane training. 

  

(d) Flight test training organisations. Aircraft used for 

flight test training shall be appropriately equipped 

with flight testing instrumentation, according to the 

purpose of the training. 

 

 Based on the comments received dealing 

with specific requirements for training 

organisations providing courses only for flight 

test ratings the Agency decided to develop 

specific rules for this kind of training 

organisations. See comments and responses 

in other segments. 
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OR.ATO.13540 Aerodromesand operating sites 
  Appendix 1a to JAR-FCL 

1.055, 27 

Appendix 1a to JAR-FCL 

2.055, 27& 28 

 

When providing flight training on an aircraft aAn ATO shall 

use aerodromes or operating sites that have the appropriate 

facilities and characteristics to allow training of the manoeuvres 

relevant, taking into account the training provided and the 

category and type of aircraft used. 

IN(3), IA(8) 

a. There is a certain confusion amongst 

stakeholders regarding teaching 

theoretical knowledge, which is not be 

provided at an aerodrome or operating 

site. Proposal to change the text as 

follows: “When providing flight training, 

an ATO shall use aerodromes or operating 

sites that have the appropriate facilities 

and characteristics to allow training of the 

manoeuvres relevant, taking into account 

the training provided and the category 

and type of aircraft used.” 

b. Some comments propose an alternate 

wording of the definition “…appropriate 

facilities and characteristics to allow 

training of the manoeuvres relevant…” as 

it is unclear for some commentators.  

 

c. Some stakeholders expressed that this 

requirement seems to lead in the right 

direction. 

d. One comment pointed out that any 
suitable airfield should be available for 
flight training, not just licensed airfields. It 
is mentioned also that legislation should not 
limit flight training to airfields “equipped 
with radio”. Some other comments are 
focussing on the issue of air traffic control 
service (which is only mentioned in the 
AMC). 

 

 

e. One industry organisation proposes: 

“The specification of aerodrome facilities 

under this item seems incidental and may 

have more relevance in aerodrome-

specific regulations since such activities 

fall under the responsibility of the 

“accountable airport manager”. 

 

 

a. Accepted. The Agency carefully reviewed 

this issue and came to the conclusion that 

the text could be misinterpreted as requiring 

also an ATO providing only TK instruction or 

training on FSTDs to provide this at an 

aerodrome. The proposal has been accepted 

and the text amended accordingly. 

 

b. Not accepted. The wording used and 

criticised is taken over from JAR-FCL and was 

in place for several years in the JAA 

countries. The text clearly explains that the 

“appropriate facilities and characteristics” 

should be considered by taking into account 

the training provided and the category or 

types of aircraft used. The AMC clearly 

answers the question as it contains several 

different characteristics. 

 

c. Accepted. The Agency is very thankful also 

for positive feedback. 

d. Not accepted. The comment mentions 

“licensed airfields” and “airfields equipped 

with radio”. The Agency does not understand 

this comment as the requirement in 

OR.ATO.140 does not specify at all that the 

aerodrome or operating site has to be 

“licensed” or approved nor does it require 

using radio telephony for training flights.  It 

seems that the comment is not 

differentiating between the rule text and the 

AMC material. In the AMC to this paragraph 

an “air traffic control service” is mentioned. 

See the responses addressed to the AMC.  

 

e. Not accepted. The Agency does not agree 

that the items mentioned should be covered 

in a specific regulation for aerodromes as 

these requirements dealing with facilities and 

characteristics have to be fulfilled by the 

ATO. 
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OR.ATO.1405 Pre-requisites for training 
  Appendix 1a to JAR-

FCL1.95 “Medical Fitness” 

and JAR-FCL 1.125 

“Training Course” 

Appendix 1a to JAR-FCL 

1.055,31 

Appendix 1a to JAR-FCL 

2.055, 30 

Appendix 2 to JAR-FCL 

1.055 & 2.055, 24 

 

 

(a) An ATO shall ensure that the students meet all the pre-

requisites for training established in Part-Medical, Part-

FCL, and, if applicable, as defined in the operational 

suitability data (OSD) established in accordance 

with Part-21. 

(b) In the case of ATOs providing flight test training, 

the students shall meet all the pre-requisites for 

training established in Part-21. 

IA(1), MS(1), I(1) 

a. One comment stated that the text 

should be amended as follows:  

“(a) The approved training organisation 

shall establish entrance requirements for 

students in their procedures. The entrance 

requirements shall ensure that the 

students have enough knowledge, 

particularly of physics and mathematics, 

to be able to follow the courses.  

(b) An The ATO shall ensure that the 

students meet all the prerequisites for 

training established in Part-FCL.” 

 

 

 

 

b. Another commentator states that Part-

Medical shall be mentioned here. 

 

 

 

 

 

 

c. A commentator from the industry 

proposes another wording: “An ATO shall 

ensure that the students meet all the pre-

requisites for training established in Part-

FCL, and the ones associated to the 

training syllabi as defined in the 

Operational Suitability Certificate issued 

under Part-21 if applicable.” 

 

 

a. Partially accepted. This pre-requisite was 

mentioned already in JAR-FCL but not taken 

over for the NPA because the term used 

“enough knowledge, particularly of physics 

and mathematics” seemed to be too vague. 

The Agency does not see a safety-related 

problem with not requiring such a pre-

requisite for the LAPL and PPL students as 

the in-between assessments to be done by 

the ATO on the progress of each student will 

show anyway if certain problems exist or not. 

However, based on this comment and the 

input received from the experts involved in 

the review the Agency decided to add an 

AMC in order to clarify this issue. See AMC1-

OR.ATO.145. 

b. Accepted. The Agency reviewed the 

mentioned issue carefully and came to the 

conclusion that such an additional reference 

to Part-Medical should be added as the 

requirement for a medical prior to the first 

solo flight is mentioned only in Part-Medical.  

 

c. Accepted. The Agency agrees and will 

amend the text accordingly in order to read: 

“and, if applicable, as defined in the 

Operational Suitability Data established in 

accordance with Part-21”. 
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OR.ATO.15405Training in tThird cCountriesoutside Member 

States 

IA(1) 

 

 

 

 

 

It is proposed to add a new item I: 

“Instruction may only be given under the 

direct control of a CFI(A) or nominated 

deputy holding an EU FCL licence and 

instructor rating, who is to be present 

when training is given by authorised FIs, 

not licensed under this part, outside 

Member States.” 

 

The terminology was changed from “Member 

States” to “Third Countries” based on a legal 

review. The new wording clarifies the 

meaning. 

 

Not accepted. The Agency is of the opinion 

that this additional requirement is not 

necessary as the ATO in its training manual 

has to describe how the training outside the 

Member States will be organised. As the 

head of training has the overall 

responsibility, he/she clearly has to nominate 

a CFI who must oversee the training outside 

a Member State. As Part-FCL requires an 

ICAO licensed instructor (non-EU licence) to 

hold an instructor certificate issued in 

accordance with Part-FCL the further details 

mentioned in the comment are not 

considered to be necessary here. 

Appendix 1b to JAR-FCL 

1.055 

 

When an ATO is approved to provide training for the instrument 

rating (IR)in third countriesoutside the territory of the Member 

States: 

 

 

IA(6), I(2) 

Many stakeholders suggest putting this 

requirement in Part-FCL Subpart G 

(Instrument Rating – IR). 

 

 

 

Not accepted. The Agency would like to point 

out that Part-FCL contains the technical 

requirements. Any specific requirement for 

training provided outside the territory of the 

Member States and aimed at the ATO should 

stay in Part-OR. 

The changes introduced were made on order 

to clarify the meaning of the requirement. 

 

  

(a) the training programme shall include acclimatisation 

flying in one of the Member States, before the instrument 

rating IR skill test is taken; and 
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(b) the IRinstrument rating skill test shall be taken in one of 

the Member States. 

 

 

IA(7), IN(4), I(6), MS(2) 

a. Some commentators mention that 

taking this test in an MS does not increase 

safety. Many organisations have ATOs 

outside of the EU which have been 

working successfully for decades, 

therefore deletion of this paragraph is 

proposed. 

 

 

 

b. One MS suggests to replace "...shall be 

taken in one of the MSs." by "shall be 

taken in the state of issue of the licence." 

 

 

 

 

 

 

 

 

 

 

 

 

c. Another MS suggests to reword and 

add: “(b) When an ATO is going to provide 

training in another Member State:(1) An 

ATO shall apply from the competent (first) 

authority (2) Authorities may agree 

additional training site in other Member 

State provided that concerned competent 

authorities agrees to assist on oversight. 

The overall responsibility remains with the 

first authority.” 

 

d. Some comments also propose to add 

the term “initial” before instrument rating 

skill test in (b). 

 

 

 

 

a. Not accepted. The reason behind this 

requirement is that the student pilot for the 

instrument rating should be forced with the 

requirement in (b) to receive some 

acclimatisation flights in European airspace 

and also has to pass the skill test in a 

European instrument flying environment. It 

should also be mentioned that the same 

wording was already established under JAR-

FCL (Appendix 1b to JAR-FCL 1.055).  

 

b. The Agency does not agree with this 

proposal that a skill test for a certain rating 

shall be conducted in a specific 

MemberState. In the MS’s proposal the state 

of licence issue is proposed but it could also 

be the Member State which has approved the 

ATO providing this training. The requirement 

was introduced to make sure that a student 

pilot who received his/her training for the 

instrument rating outside of Europe should 

by receiving some acclimatisation flights and 

by taking the skill test in one of the Member 

States be familiar with the European airspace 

system and the instrument flying 

environment in Europe. 

c. Not accepted. The principle of cooperative 

oversight will apply. Please see all the 

elements for cooperative oversight provided 

in Part-AR. The Agency does not agree that 

the proposed text should be added.  

 

 

 

d. Not accepted. The Agency does not agree 

to add “initial” in (b) as this will not change 

the intent of the rule. 
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SECTION II - ADDITIONAL REQUIREMENTS FOR 

ATOs PROVIDING TRAINING FOR LICENCES AND 
RATINGS OTHER THAN THE LAPL, PPL, SPL AND 

BPL. 

IA (3), IN (1), MS (1) 

a. One comment states that there is a 

paragraph missing in this Section. 

According to them there is no requirement 

for an ATO to obtain approval of an FSTD 

(EU-OPS 1.005, d resp JAR-OPS 1.005, e). 

 

 

b. One comment states that this section is 

a mix of JAR-FCL requirements for ATOs 

and TRTOs. The rule is too binding and 

the text must be reviewed completely. 

Additionally some parts might be placed in 

AMC. 

 

 

c. One comment fully supports that the 

rules concerning ATOs shall be 

proportionate to the type of activities and 

that the rules contained under this 

section, shall not be applicable to “Very 

small ATOs” 

 

d. One1 comment requests that the words 

“basic LAPL” are inserted in the title of 

this section after the words “other than”. 

 

 

 

e. There is one1 comment requesting to 

create a third type of ATO (‘Mini ATO’). 

 

a. Noted. The requirement for an ATO to 

obtain approval of an FSTD (as it is regulated 

in EU–OPS 1.005, (d) and JAR-OPS 1.005, 

(e)) can be found in Part-AR: 

AR.ATO.200(a)(1) (Initial evaluation 

procedure) and AR.ATO.210 (Issue of an 

FSTD qualification certificate).  

b. Not accepted. The Agency does not see 

the need to place some parts in AMC or to 

divide between FTOs and TRTOs as in JAR-

FCL. The Explanatory Note to the NPA Part-

OR states that the implementing rules are 

based on the recommendations prepared by 

the JAA Consistency of Organisation Approval 

(COrA) group to achieve consistency of the 

JARs. JAA had introduced the concept of 

approved organisations in its entire regulated 

field as an important tool to promote safety.  

 

c. Accepted. The Agency thanks you for this 

support. 

d. Not accepted. The words ‘basic LAPL’ 

should not be inserted, as the ‘Basic LAPL’ is 

one of the categories of the LAPL. This 

means the LAPL covers also the Basic LAPL. 

The Agency wishes to add that the Comment 

Response Document (CRD) has been 

published  which contains replies to 

comments from stakeholders, together with 

the revised text for Part-FCL and related 

Acceptable Means of Compliance (AMC) and 

Guidance Material (GM). Some changes 

concerning the LAPL were introduced. 

e. The Agency decided not to introduce a 

third type of training organisation but has 

now amended most of the AMCs for non-

complex organisations and ATOs providing 

training only for the LAPL and the PPL. 

 

EU–OPS 1.005(d) & JAR-

OPS 1.005(e). 

Appendix 1a to JAR-FCL 

1.055 and Appendix 1a to 

JAR-FCL 2.055 (the 

requirements for an FTO). 

Only for paragraph 

OR.ATO.230 ‘Training and 

Operational Manual’ there 

is a combination of the 

requirements mentioned 

above and Appendix 2 to 

JAR-FCL 1.055 and 

Appendix 2 to JAR-FCL 

1.055  

 

 



Part-OR 

Page 177 of 612 

A: Rule B: Summary of comments C: Response D: Source ref. and 

compliance 

E: ICAO ref. and 

compliance 

OR.ATO.210 Personnel requirements 
IA (8), I (26), IN (4), MS (10) 

FAA (2) 

a. There are a few comments on the 

wording of the text or they want 

clarification. 

 

 

 

 

 

 

 

 

 

 

 

b. Two stakeholders (MS) ask to transfer 

AMC2 OR.ATO.210 into OR.ATO.210. This 

AMC covers the experience for both HT 

and CFI. In JAR-FCL this was all in the 

rule itself in paragraph 14 and 15 in the 

Appendix 1a to JAR-FCL 1.055 and 

Appendix 1a to JAR-FCL 2.055. 

  

 

c. The FAA proposes to change the title 

because OR.ATO.210 Personnel 

requirements Sections OR.ATO.110 and 

OR.ATO.210 have exactly the same title,  

 

 

 

a. Not accepted. These comments or 

clarifications concern the wording which is 

exactly the same as in JAR-FCL. 

Section 2 is based on the requirements 

coming from Appendix 1a to JAR-FCL 1.055 

and Appendix 1a to JAR-FCL 2.055.  

As explained in paragraph 10 of the 

Explanatory Note of NPA 2008-22a, when 

adopting its proposal, the Commission 

recommended, as suggested by the Agency 

itself, that common requirements are 

specified in Implementing Rules,which are 

based as much as possible on existing JAA 

material.  

The Agency sees no safety justification for 

amending the text of this paragraph.  

 

b. Not accepted. The Agency is of the opinion 

that this kind of detail should stay in AMC. As 

explained in the Explanatory Note it is 

imperative that only essential safety 

elements are contained in the rule, leaving 

non-essential implementation aspects to 

Certification Specifications or AMCs.  

 

c. Partially accepted. The paragraphs 

OR.ATO.110 and OR.ATO.210 have the same 

title ‘Personnel requirements’ but they are in 

different sections. There is no need to retitle 

one of the paragraphs.  

 

 

Appendix 1a to JAR-FCL 

1.055 and Appendix 1a to 

JAR-FCL 2.055.  

 

 

(a) Head of tTraining (HT). Except in the case of ATOs 

providing flight test training, Tthe nominated HT 

shall: have extensive experience in training as an 

instructor for professional pilot licences and 

associated ratings or certificates.; 

 In order to align the two requirements for 

the HT in (a)(1) and (a)(2) in this paragraph 

and the requirements for the HT in 

OR.ATO.110 in Section 1 the Agency has 

transferred (a)(1) and (2) to OR.ATO.110. 

See also the reply in Section 1. 

  



Part-OR 

Page 178 of 612 

A: Rule B: Summary of comments C: Response D: Source ref. and 

compliance 

E: ICAO ref. and 

compliance 

(1) have overall responsibility for ensuring 
satisfactory integration of flying training, synthetic flight 
training and theoretical knowledge instruction, and for 
supervising the progress of individual students; and 

 

 

There is one comment stating that new 

regulations in force appear to 

have abandoned the use of the terms 

"synthetic flight training" and "synthetic 

flight instructors". Instead shouldn't these 

be respectively replaced by: ‘simulated 

flight training’ and ‘flight 

simulation training instructors’? 

 

The text in (a)(1) and (2) has been 

transferred to OR.ATO.110. 

Accepted. The term ‘synthetic flight training’ 

is taken over from JAR-FCL and is indeed no 

longer current. To be consistent with 

Regulation (EC) No 216/2008 the training 

should be in a Flight Simulation Training 

Device (FSTD).  

Therefore the text in (a)(1) has been 

amended to: ‘of flight training in an aircraft 

or an FSTD’ and the ‘synthetic flight 

instructor’ has been amended to ‘flight 

simulation training instructor’.  

This will then cover: 

- the synthetic flight instructor - the SFI in 

FCL 

- the synthetic training instructor – the STI 

in FCL. 

 

 

  

(2) have extensive experience in training as an flight 
instructor for professional pilot licences and possess a sound 
managerial capability. 

There are many stakeholders with a 

similar comment on OR.ATO.210 (a)(2): 

HT of TRTO may have no experience in 

training for pilot licences but significant 

experience as a TRI/TRE. In the case of an 

ATO providing only modular theoretical 

knowledge instruction it is not necessary 

for the HT to have experience as a flight 

instructor. 

 

Accepted. The Agency understands the 

problem and the text has been amended 

along these lines and transferred to 

OR.ATO.110 (a). 

 

It should be highlighted however that the 

text in (1) and (2) has been partly 

transferred to OR.ATO.110. 
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(b) Chief fFlightyingi Instructor (CFI). The An ATO 

providing flight instruction shall nominate a CFI that 

who shall be responsible for the supervision of flight and 

synthetic flight instructors flight simulation training 

instructors and for the standardisation of all flight 

instruction and synthetic flight flight simulation 

instruction. The CFI shall hold an instructor certificate 

with the privilege to instruct for at least one of the 

training courses provided. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

a. There are many stakeholders with a 

similar comment on OR.ATO.210 (b) and 

(c): A chief flying instructor (CFI) and a 

chief ground instructor (CGI) are not 

applicable within current approved TRTO 

structure. This requirement for a CFI & 

CGI is not a commonly used management 

construction within modern organisations. 

Creating an extra management layer will 

have a negative effect on the flexibility of 

the organisation. 

 

 

a. Partially accepted. The Agency agrees that 

the former TRTOs in the JAR-FCL system 

were only required to have an HT. In order 

to address the problem raised with these 

comments the text ofthe AMC to this 

requirement will be amended in order to 

allow non-complex  ATOs providing only a 

few type rating courses or only theoretical 

knowledge instruction to combine the 

functions of the HT, CFI and CGI. This 

alleviation was already in place for the 

training organisations providing only modular 

courses under the JAR-FCL requirements.  

For the addressed change of ‘synthetic flight 

simulator’ see comment under (a)(1). 

 Appendix 1a to JAR-FCL 

1.055, 15 & JAR-FCL 

2.055, 15. 
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(c) Chief Ground theoretical knowledge iInstructor 

(CTKGI). AnThe ATO providing theoretical 

knowledgeflight instruction shall nominate a CTKGI 

that who shall be responsible for the supervision of all 

theoretical knowledgeground instructors and for the 

standardisation of all theoretical knowledge instruction. 

The CTKGI shall havea practical background in aviation 

and have undergone a course of training in 

instructional techniques or have had extensive 

previous experience in giving theoretical knowledge 

instruction. extensive experience as a theoretical 

knowledge instructor in the areas relevant for the 

training provided by the ATO. 

See (b) See (b) 

The change of the term “Chief Ground 

Instructor” is based on the decision made in 

Section 1. It should be clarified that this 

instructor is responsible for the TK 

instruction. As the term “Ground Instructor” 

is used in a lot of Member States for the 

instructor supervising solo flying students 

this should clarify the requirement.   

As the Agency also decided to address some 

common requirements for all theoretical 

knowledge instructors already in OR.ATO.110 

some elements mentioned in this paragraph 

could be deleted and a general term asking 

for extensive experience as a TK instructor 

was included. 

 

Appendix 1a to JAR-FCL 

1/2.055, 19 

 

     

OR.ATO.225 Training programme 
FAA (1) 

The FAA recommends developing AMC 

material to aid the operator to develop 

their training programs. 

 

 

Noted. In Section 1 – General there is also a 

paragraph on the Training Programme: 

OR.ATO.125. There   the corresponding 

AMCs covering this issue can be found. 

Appendix 1a to JAR-FCL 

1/2.055, 24 

 

 

(a) The training programme shall include a breakdown of 

flightying and theoretical knowledge instruction, 

presented in a week-by-week or phase layout, a list of 

standard exercises and a syllabus summary. 

    

(b) The content and sequence of the training programme 

shall be specified in the training manual. 
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OR.ATO.230 Training manual and operations manual 
IA (6), I (20), IN (2), MS (3) 

One comment states that all should be 

covered by one standard syllabus and 

there are eight comments stating that the 

prescription of the different parts is too 

rigid. This should be left at the discretion 

of the CA (in consultation with the 

operator). 

Not accepted. As explained in paragraph 10 

of the Explanatory Note of NPA 2008-22a, 

when adopting its proposal, the Commission 

recommended, as suggested by the Agency 

itself, that common requirements to be 

specified in Implementing Rules be based as 

much as possible on existing JAA material.  
  
The Agency sees no need to cover this all by 

one standard syllabus. 

 

Appendix 1a to JAR-FCL 

1.055 and Appendix 1a to 

JAR-FCL 2.055 

 

 

(a) An ATO shall establish and maintain a training manual 
and operations manual containing information and instructions 
to enable staff to perform their duties and to give guidance to 
students on how to comply with course requirements. 

 Based on the comments received and further 

discussions with the experts involved during 

the review, it was decided to move these 

requirements to OR.ATO.130.. All kinds of 

training organisations (not only the ATOs 

providing training for licences other than 

LAPL / PPL /SPL or BPL) will be asked to 

establish a training and operations manual. 

  

(b) An ATO shall make available to staff and, where 
appropriate, to students the information contained in the 
training manual, the operations manual and the training 
organisations approval documentation. 

 Based on the comments received and further 

discussions with the experts involved during 

the review, it was decided to move these 

requirements to OR.ATO.130. All kinds of 

training organisations (not only ATOs 

providing training for licences other than 

LAPL / PPL /SPL or BPL) will be asked to 

establish a training and operations manual. 

It should be mentioned however that the 

level of detail of such documents will be 

different for the non-complex training 

organisations providing training only for the 

LAPL, PPL, SPL or BPL. 
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(ac) The training manual shall state the standards, objectives 

and training goals for each phase of training that the 

students are required to comply with and shall 

addressinclude the following subjectsparts: 

Some comments recommend having more 

flexibility in the creation of the training 

manual. They find this requirement sub-

paragraph (c) to be cumbersome when an 

organisation conducts a variety of 

courses, especially TRTO courses where 

one organisation provides multiple type 

rating training. An individual document is 

required for each course while many 

aspects are common. They propose 

commonality with requirements for the 

operations manual in sub-paragraph (d). 

 

Partially accepted. As explained in paragraph 

10 of the Explanatory Note of NPA 2008-22a, 

the Commission recommended, when 

adopting its proposals (this was also 

suggested by the Agency), that common 

requirements to be specified in implementing 

rules should be based as much as possible on 

existing JAA material. This was the reason 

why the Agency transferred most of the 

elements of Appendix 1a to 1.055 without 

any change. However, as the Agency 

understood that certain flexibility should be 

provided, it was decided to change the text 

slightly. Nevertheless the training 

programme for each course must be 

developed. 

  

- Part 1 – tTraining pPlan, One MS suggests moving the text in AMC1 

OR.ATO.230 into OR.ATO.230. 

Noted. In JAR-FCL additional information 

could be found in IEM No 3 to JAR-FCL 1.055 

and 2.055. 

This information can now be found in 

AMC1OR. ATO.230(c).  

 

 
 

- Part 2 – bBriefing and aAir eExercises,     

- Part 3 – Synthetic fFlight tTraining in an FSTD, if 
applicable, 

    

- Part 4 – tTheoretical kKnowledge iInstruction.     

(db) The operations manual shall provide relevant information 

to particular groups of staffpersonnel, as flight 

instructors, flight simulation training 

instructorssynthetic flight, ground theoretical 

knowledge instructors, operations and maintenance 

staffpersonnel, and shall include general, technical, 

route and staff training information. 

For ‘synthetic flight instructor’ see also 

comment under OR.ATO.210 (a)(1). 

 

Accepted. The term ‘synthetic flight 

instructor’ has been amended to ‘flight 

simulation training instructor’. This will then 

be in line with the term used in OR.ATO.110. 

This will then cover: 

- The synthetic flight instructor - the SFI in 

FCL 
- The synthetic training instructor – the STI 

in FCL 

- And any other instructor that can provide 

training in an FSTD – as is the case of the 

TRI, for example. 
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(e) The operations manual shall establish flight time limitation schemes for 
flight instructors, including the maximum flying hours, maximum flying duty 
hours and minimum rest time between instructional duties in accordance with 
Subpart OPS. 

 

 

 

 

 

 

 

 

 

a. There are a few stakeholders with a 

similar comment on this subparagraph. 

For flight time limitations, four possibilities 

of operations for a flight instructor exist: 

1. Full-time instructor with no commercial 

flying 

2. Full-time instructor with commercial 

flying 

3. Part-time instructor with no commercial 

flying 

4. Part-time instructor with commercial 

flying 

In case of commercial flying, the duty and 

rest times of Subpart OPS have to be 

respected. Due to the different nature of 

these operations and the related stress it 

should be possible to deviate from OPS 

requirements if the instructor only 

provides instruction or is a part-time 

instructor. 

They all propose: erase "in accordance 

with Subpart OPS". 

  

b. Clarification is required on what is the 

type of operations of an ATO. Depending 

on the type of operation, various FTL 

schemes may appear in various CSs. 

Specific CSs should be developed to 

regulate the instructional activities. 

 

 

Some of the elements of OR.ATO.230 were 

moved to OR.ATO.130 as all training 

organisations have to comply with these 

rules. Subparagraph (e) was moved to 

OR.ATO.130. 

 

a. The Agency discussed this issue. As FTL 

schemes are needed also for instructors the 

obligation for the training organisation to 

establish an FTL scheme will be kept. This 

will be addressed in the subpart OR.OPS.    

 

 

 

 

 

 

 

 

 

 

 

b. Noted. All the requirements and the AMC 

and CS to these requirements can be found 

in OR.OPS.FTL and in OPS.GEN as applicable. 

OR.OPS.FTL and related Certification 

Specifications will cover all types of 

organisations for which FTL requirements 

apply. They are covered by a separate 

rulemaking task (OPS.055). 

 
 

 

 

 

There are many stakeholders with a 

similar comment on OR.ATO.230 (c).  

Their comment is that if this ATO is a part 

of an airline group, these manuals can be 

combined with the airline operational 

manual.  

 

 

Partially accepted. The Agency sees the 

point and agrees with the comments made. 

However, it should be highlighted that with 

the amendment made in OR.GEN.200 this 

kind of combination between different 

manuals is already possible. Therefore no 

clarification is needed within this 

requirement. 
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SECTION III – ADDITIONAL REQUIREMENTS FOR 

APPROVED TRAINING ORGANISATIONS 
(ATOS)PROVIDING TRAINING 

INOPERATINGFLIGHT SIMULATION TRAINING 
DEVICES (FSTDs) AND THE QQUALIFICATION OF 

FSTDs 

    

Chapter 1 - Requirements for ATOs organisations 
providing training in operating FSTDs 

    

OR.ATO.300 General 

(a) An applicant for an FSTD qualification shall 

demonstrateAn ATO shall only provide training in FSTDs, when it 

demonstrates  to the competent authority(1) that it has 

established a management system in accordance with 

OR.GEN.200 to ensure that it has, directly or through 

contract, the capability to maintain the performance, functions 

and other characteristics specified for the FSTD’s qualification 

level and to control the installation of the FSTD; 

(2) the adequacy between the FSTD specifications and the 

related training programme. 

[MS:8; IND:0; INDIV:0] 

1. A commentator  proposes to suppress 

this paragraph because it is not the tasks 

of an ATO to verify that the performance 

functions and other characteristics of 

FSTD is are maintained  

 

2. A commentator addresses the 

following: In (a)(1), is the word 

'installation' being is used as a gerund - 

i.e. "the act or an instance of installing" - 

or as the pure noun - i.e. "a piece of 

apparatus, a machine, etc. installed" - or 

both?  If it is the former, it will be 

relatively straightforward for an ATO to 

control through contract, but if it is the 

latter, it will be almost impossible for an 

ATO, which is using the device of a third 

party, to comply with this rule. 

1. Not accepted. It is the task of the 

organisation operating an FSTD to take care 

that the qualified level will be maintained 

during the time between the evaluations. 

2. Noted. The third party will be an 

organisation as well which has to follow the 

requirements for organisations operating 

FSTDs. 

 

The deleted paragraph is moved to 

OR.ATO.125(c) due to the change of the 

headline of this chapter, which was 

necessary to cover both 

� ATOs operating FSTDs and providing 
training programmes; and 

� organisations only operating FSTD 

Further text changes were made to ensure 

consistency regarding organisations only 

operating FSTDs. 
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(b) If the applicant is the holder of a certificate issued 

in accordance with this Part, Tthe FSTD specifications 

shall be detailed: 

(1) in the terms of the approvalATO certificate; or 

(2) in the case of an AOC holder, in the training 

manual. 

1. It is proposed that the FSTD 

specification shall be detailed in the terms 

of the user approval by the competent 

authority as the user approval is 

paramount to provide details in the 

training program compared to what the 

training device is actually capable of. The 

authority has to decide which difference/ 

familiarisation training is required to fulfill 

Part-FCL and OPS requirements. 

 

2. A question was raised if the mentioned 

'approval' is the FSTD user approval, or 

the ATO approval.  Normally the FSTD 

specifications are listed only on the 

qualification certificate, and on the user 

approval only the user's requirements are 

listed, subject to continued qualification of 

the device.  It would be a waste of time to 

list all the specifications of every FSTD 

that an ATO uses on the ATO approval, 

especially if the ATO was not authorised to 

use some of the capabilities of the device.  

For example, the device is capable of Cat 

IIIb, but the ATO only has approval for 

Cat I. The FSTD specifications are well 

documented elsewhere and therefore (b) 

is redundant and should be removed to 

avoid confusion.  Some of this confusion 

will arise because some ATO's will operate 

and provide training in a device or 

devices, but, because of these rules, an 

organisation which operates simulators 

but does not itself provide training, will 

also have to be an ATO. 

 

1. Noted.  

The FSTD still has to be user approved by 

the competent authority for the exercises 

and training courses to be conducted. 

 

2. 'Approval' is replaced by 'certificate'.  

The qualification certificate contains the 

specifications/capability of the device (amended 

by a section “Training, Testing and Checking 

Considerations” as laid down in the evaluation 

report). 

 

 

Further text changes were made to ensure 

consistency regarding organisations only 

operating FSTDs. 

 

The rules will be restructured to consider that 

there are organisations operating FSTDs but not 

providing training programmes. 

 

  

OR.ATO.305 FSTD qualification maintenance 

(a) In order to maintain the qualification of the FSTD, the 

complete set of tests contained within the master 

qualification test guide (MQTG) and functions and 

subjective tests shall be run progressively between 

each annual evaluation conducted by the competent 

authority. 

[MS:2; IND:1; INDIV:0] 

Input was given to make the requirement 

more clear. 

Partially accepted. Text modified after 

internal review. 

  

(b) The results shall be dated and retained in accordance 

with OR.ATO.120(b)390 in order to demonstrate that 

the FSTD standards are being maintained.  

Input was given to provide a reference. Accepted. Reference added.   
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(c) A configuration control system shall be established to 

ensure the continued integrity of the hardware and 

software of the qualified FSTD. 

It is stated that the reason why a 

configuration management system is 

essential is not clear or understood.    

It is offered that the need for 

configuration management is to ensure 

that the device continues to replicate a 

known aircraft, or that differences in 

configuration between simulator and 

specific aircraft can be identified for 

training purposes. A revised text is 

proposed. 

  

 

Not accepted. This paragraph addresses the 

hard- and software of the FSTD and is not 

intended to apply to the cockpit 

configuration. The cockpit configuration is 

covered in OR.ATO.310(a) and does not 

necessarily require a configuration 

management system. The FSTD 

configuration management system addresses 

changes to the software modules or FSTD 

hardware components. 

 

  

OR.ATO.310 Modifications 

(a) An ATOThe holder of an FSTD qualification shall 

establish and maintain an informationa system with the 

competent authority and the relevant FSTD 

manufacturers to identify, assess and incorporate any 

important modifications into the FSTDs it operates, 

especially: 

(1) any aircraft modifications that are essential for 

training, testing and checking, whether or not 

enforced by an airworthiness directive; and 

(2) any modification of an FSTDs, including motion and 

visual systems, when essential for training, testing 

and checking, as in the case of data revisions. 

[MS:2; IND:5; INDIV:0] 

1. Change proposed by a commentator 

saying that the responsibility for 

identifying and reviewing modifications is 

with the operator of a simulator. There is 

no need to define who should be involved 

in the rule. 

 

2. A commentator has difficulties to 

understand how an ATO would monitor 

embodiment of those “discretionary” 

modifications as may be issued from time 

to time. 

1. Accepted. Text is modified. 

 

2. Noted. The aerodynamic data and flight 

control system of the B737NG is a good 

example for modifications carried out not due 

to an AD but due to improvements made by 

the A/C manufacturer which has influence on 

training, testing and checking. The Agency 

cannot prescribe the kind of system for the 

organisation operating an FSTD for getting 

such information. 

The responsibility lies with the FSTD operator 

to put in place processes, which ensure that 

any important modification is reviewed and a 

decision made to incorporate it or not into an 

FSTD.  Current FSTD operators have a 

system in place that suits their individual 

needs and depends upon their own 

circumstances.  It is for the FSTD operator to 

determine what they need and to 

demonstrate that it is sufficient.  Examples of 

various sources of information which would 

contribute might be using the resources of 

customer airlines, relationships with the 

aircraft manufacturer, monitoring regulatory 

web sites to identify applicable ADs etc.  

 

  

(b) Modifications of the FSTD hardware and software that 

affect handling, performance and systems operation or 

any major modifications of the motion or visual system 

shall be evaluated to determine the impact on the original 

qualification criteria. The ATOsorganisation shall 

prepare amendments for any affected validation tests. 

The ATO organisation shall test the FSTD to the new 

criteria. 
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(c) The ATOorganisation shall inform Tthe competent 

authority shall be advised in advance of any major 

changes to determine if the tests carried out by the ATO 

organisationare satisfactory. The competent 

authority shall determine if Aa special evaluation of 

the FSTD may beis necessary prior to returning it to 

training following the modification. 

One commentator proposed to set a 

deadline to the competent authority for a 

response to the notice for a modification. 

If the competent authority will not 

respond or do an evaluation within this 

period the change can automatically be 

implemented into the training 

environment. 

Not accepted. OR.ATO.310 para (c) 

addresses modifications which will lead to a 

major change and that the competent 

authority shall be advised in advance – but 

the commentator is expecting a 

response/decision or an evaluation by the 

authority within 21 days after the FSTD 

operator already implemented the change 

and to use it in the training load after 21 

days if the competent authority does not 

react. That would be a type of self-approval. 

Beyond that this procedure may lead to the 

following risk: 

Major changes may affect the FSTD 

qualification or handling qualities, 

performances or system representations 

(see OR.ATO.380). If training, testing and 

checking are continued after the major 

change without a special evaluation (if 

necessary) or approval by the competent 

authority and a later evaluation shows that 

the implementation is not correct, all checks 

of pilots performed in the meantime could 

become invalid.  

  

Therefore it is recommended that 

the competent authority is notified in 

advance of an intended change (before the 

change is implemented) to the device, and 

confirmation obtained as to the need for an 

evaluation. If an evaluation is seen as 

necessary, plans can be made in advance for 

the evaluation with a view to assuring 

ongoing validity after the change. 
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OR.ATO.315 Installations 

(a) The ATO holder of an FSTD qualification shall ensure 

that: 

(1) the FSTD is housed in a suitable environment that 

supports safe and reliable operation; 

(2) all FSTD occupants and maintenance personnel are 

briefed on FSTD safety to ensure that they are 

aware of all safety equipment and procedures in the 

FSTD in case of an emergency;. and 

(3) the FSTD and its installations comply with the 

local regulations for health and safety. 

[MS:2; IND:1; INDIV:0] 

 

Stated by 2 commentators: Compliance 

with local, country or state regulations for 

health and safety is missing like it has 

been in JAR-STD and JAR-FSTD. 

 

Partially accepted. Requirement added. 

“Local” implies country and state regulations. 

  

(b) The FSTD safety features, such as emergency stops and 

emergency lighting, shall be checked at least annually 

and recorded. 
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OR.ATO.320  Additional equipment 

Where additional equipment has been added to the FSTD, even 

though not required for qualification, it will be assessed by the 

competent authority to ensure that it does not adversely affect 

the quality of training. 

[MS:1; IND:1; INDIV:0] 

There is a concern about the introduction 

of new and novel features as “additional 

equipment” where there are no 

requirements to assess if the feature 

adversely affects training.  An example 

might be the recent developments in 

motion seats or the “upset recovery” 

functions on some simulators.  There is a 

need to establish what to do if there is no 

basis for making a judgement about the 

effect on training (restrict use of the 

feature perhaps) or provide guidance in a 

new AMC. 

 

Not accepted. The requirement to assess if 

the additional equipment affects the training 

is clearly stated in this rule. ‘Additional 

equipment’ covers a wide range of items and 

it is impossible to provide guidance material 

for the evaluation of whether training is 

affected or not. 

 

  

Chapter 2 -Requirements for the qualification of 
FSTDs 

    

OR.ATO.350 Application for FSTD qualification 

(a) An application for an FSTD qualification shall be made, in 

a form and manner established by the competent 

authority: 

(1) in the case of Basic Instrument Training Devices 
(BITD)s, by the BITD manufacturer; 

(2) in all other cases, by the organisation intending to 
operate the FSTD., by the ATO, except for basic 
instrument training devices (BITDs), for which the 
applicant shall be the BITD manufacturer. 

(b) Applicants for an initial qualification shall provide 

the competent authority with documentation 

demonstrating how they will comply with the 

requirements established in this Part. Such 

documentation shall include the procedure 

established to ensure compliance with OR.ATO.130 

and OR.ATO.380. 

[MS:1; IND:2; INDIV:0] 

A clarification on “competent authority” 

has been addressed in context with the 

different possibilities in “using” an FSTD 

and “operating” an FSTD, respectively 

where the FSTD is located. 

OR.GEN.005 is modified to clarify the 

meaning of “competent authority”. 

 

Subparagraph (b) was added to properly 

address organisations only operating FSTDs. 

  

OR.ATO.355 Certification specifications for FSTDs 

(a) The Agency shall issue, in accordance with Article 14 19of 
the Regulation (EC) No 216/2008,Basic Regulation 
certification specifications as standard means to show 
compliance of FSTDs with the essential requirements of 
Annex III to the Regulation (EC) No 216/2008.Basic 
Regulation. 

[MS:0; IND:0; INDIV:0] 

 

   

(b) Such certification specifications shall be sufficiently 
detailed and specific to indicate to applicants the conditions 
under which qualifications will be issued. 
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OR.ATO.360 Qualification basis 

(a) The qualification basis for the issuance of an FSTD 
qualification shall consist of: 

(1)  the applicable certification specifications established 

by the Agency that are effective on the date of the 

application for the initial qualification;, 

(2)  as applicable the aircraft validation data 

defined by the operational suitability data 

(OSD) as approved under Part-21, if 

applicable; and  

(3)  any special conditions prescribed by the competent authority if the related 
certification specifications do not contain adequate or appropriate safety 
standards for the FSTD because : 

(1) the FSTD has novel or unusual different design 
features to those relative to the design practices on 
upon which the applicable certification specifications 
are based.; 

(2) the intended use of the FSTD is novel or unconventional; 

(3) experience with similar FSTDs already used in 
training has shown that unsafe conditions may 
develop. 

[MS:3; IND:0; INDIV:1] 

1. Commentators ask for the origin of this 

section and for clarification. 

 

2. A commentator raised the question how 

simulators that were granted approval by 

competent authorities (such as the FAA) 

prior to EASA's formation and that are 

currently being utilised by EU Member 

State operators will be qualified?  If not 

fully recognized as being compliant, their 

removal from service could have a 

significant impact on the availability of full 

flight simulator training devices available 

to EU Member State operators. 

1. Partially accepted. OR.ATO.360 is 

redrafted. In the drafting document of NPA 

22 these paragraphs have been derived from 

Regulation 1702 Part 21A.16B and 21A.17 

but this is not completely appropriate way for 

FSTDs. 

2. Noted. For already existing simulators in 

the US and Canada this is covered by the 

catch-up process which is well known by 

FSTD operators there. All newly built 

simulators in the US are compliant with both 

the FAA requirements and the actual JAR-

FSTD requirements and may achieve (if 

applied by the simulator operator) the same 

qualification level as devices in the Member 

States. 

 

  

(b) The qualification basis shall be applicable for future 
recurrent qualifications of the FSTD, unless it is re-
categorised. 
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OR.ATO.365 Issue of an FSTD qualification certificate 

An FSTD qualification certificate shall be issued by the 
competent authority when, after completion of an evaluation of 
the FSTD, the applicant has shown that the FSTD meets the 
applicable qualification basis in accordance with OR.ATO.360 and 
the organisation operating the FSTD meets the applicable 
requirements to maintain the qualification of the FSTD in 
accordance with OR.ATO.300. 

[MS:0; IND:0; INDIV:0] 

 

Change added after internal review to assure 

that an FSTD will not be operated without a 

CM programme in place. 

 

  

OR.ATO.370 Interim FSTD qQualification 

(a) In the case of the introduction of new aircraft 
programmes, when compliance with the requirements 
established in this Subpart for FSTD qualification is not 
possible, the competent authority shall may issue an 
interim FSTD qualification level. 

 

[MS:3; IND:1; INDIV:1] 

Clarity and explanation on how SET 

activities are integrated into the rules is 

expected by one commentator addressing 

the following:  

The IRs provide for the qualification of 

simulators for new aircraft types 

(OR.ATO.370) and indicate the 

responsibilities and the procedures to be 

followed by the operator.  The competent 

authority is defined in OR.GEN.005, as 

being an authority of one of the Member 

States or EASA, but makes no distinction 

between initial or first of type and 

depends on where the device is situated.  

For first of type simulators where they are 

placed in a Member State, these rules 

appear to give the qualification 

responsibility to the Member state, rather 

than a SET. 

 

 

If the new type of aircraft will be certified by 

EASA, EASA will chair the OEB. The SET as a 

part of the OEB is a group of experts 

evaluating the first of type simulator. An 

EASA representative will be part of the SET. 

The qualification responsibility for the FSTD 

will be to the competent authority as defined 

in OR.GEN.005.  

“May” used instead of “shall” to give the 

possibility to issue the interim qualification, 

without creating an obligation to do so. 

  

(b) For full flight simulators (FFS) for helicopters, an 
interim qualification level shall only be granted at levels 
A, B or C. 

It was proposed to delete the paragraph, 

because there is no reason to exclude 

interim qualification on other levels of 

type specific devices. 

Not accepted. The paragraph only specifies 

the levels of an FFS suitable for interim 

qualification. It does not exclude other type 

specific devices. 

  

(c) This interim qualification level shall be valid until a final 
qualification level can be issued and, in any case, shall 
not exceed three 3 years. 
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OR.ATO.375 Duration and continued validity 

(a) An full flight simulator (FFS), flight training device 
(FTD) or flight and navigation procedures trainer 
(FNPT) qualification shall be issued for an unlimited 
duration, and shall remain valid subject to: 

(1) The FSTD and the training operating organisation 
remaining in compliance with the applicable 
requirements; and 

(2)   the competent authority being granted access 

to the organisation as defined in OR.GEN.140 

to determine continued compliance with the 

relevant requirements of Regulation (EC) No 

216/2008 and its implementing rules; and 

 

(32) The FSTD being evaluated on a recurrent basis for 
compliance with the applicable qualification basis at 
periods not exceeding 12 monthsThe FSTD being 
evaluated at recurrent 12 month periods for 
compliance with the applicable qualification 
basis. The start for each recurrent 12 month 
period is the date of the initial qualification. 
The FSTD recurrent evaluation shall take place 
within the 60 days prior to the end of this 12 
month recurrent evaluation periodThe FSTD 
recurrent evaluation may take place at any 
time within the 60 days prior to the end of this 
12 month recurrent evaluation period; and 

 

(34) The qualification not being surrendered or revoked. 

[MS:4; IND:11; INDIV:0] 

1. A commentator proposes to provide a 

better definition about the start date for 

the 12 month period for recurrent 

evaluations and the option to perform the 

evaluation in the 60 days before the end 

of the validity. 

2. A commentator proposes to extend the 

period for recurrent evaluations of FNPTs 

to 36 months and in case of complying 

with the requirements of OR.ATO.375(b) 

to extend them up to 60 months. 

1. Accepted. The text is modified 

2. Experiences made in the past by different 

competent authorities during their recurrent 

evaluations of FNPTs and  the way of CM at 

FNPT operators showed that it is not yet the 

right time for this extension for FNPTs. 
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(b) This period of 12 months established in (a)(32) may be 
extended up to a maximum of 36 months, in the 
following circumstances: 

(1) tThe FSTD has been subject to an initial and at 
least one recurrent evaluation that has established 
its compliance with the qualification basis; 

(2) All the FSTDs of the ATO have been subject to 
positive evaluations of compliance over the last 3 
yearstThe FSTD operator has got a satisfactory 
record of successful regulatory FSTD 
evaluations over a period of at least three3 
years; 

(3) tThe ATO has been approved held an FSTD 
qualificationfor at least three3 years; 

(34) tThe competent authority performs a formal audit 
of the compliance monitoring system as defined in 
OR.GEN.200 (a)(75) of the ATO organisation 
every 12 months; and 

(45) aAn accountable assigned person of the ATO 
organisation with FSTD and trainingadequate 
experience reviews the regular re-runreruns of the 
qualification test guide (QTG) and conducts the 
relevant function and subjective tests every 12 
months and sends a report of the results to the 
competent authority.The assigned person may 
have FSTD experience or training experience 
with an education in FSTD evaluation 
procedures only, provided the other element 
of expertise is available within the 
ATOorganisation and a procedure for 
undertaking the annual review and reporting 
to the competent authority is documented 
within the cCompliance mMonitoring sSystem 
(CMS)function. 

  

1. Eight commentators suggest to delete 

paragraph (b)(2) because the failed 

evaluation of one device of an FSTD 

operator would affect the extended 

validity of other devices.  

2. One commentator proposes to change 

(b)(2) back to the version as per JAR-

FSTD 

3. A concern is raised that the 

requirement for an annual formal audit of 

the compliance monitoring system is an 

expensive and time-consuming burden for 

both the ATOs and the authority, followed 

by the proposal to perform audits on an 

interval determined to be acceptable to 

the authority and the ATO. 

4. A commentator proposes to extend 

(b)(5) by:   

Accountable person with FSTD experience 

but not direct training experience might 

be acceptable if he is supported all the 

time by an approved person with training 

experience. 

The commentator justifies their proposal 

by the importance for ATOs not providing 

training courses but only providing 

training devices. They might not have 

employed pilots (TRE/TRI)but they use 

TRI from customers for the extended 

validity activity. 

Similar comments to this point are raised 

by three other commentators stating that 

it is very often impossible to find a person 

experienced in both. 

 

1. Not accepted. The extended validity of an 

FSTD qualification to a specific organisation 

operating FSTDs for a specific FSTD is an 

exception and shall not become the rule. 

Therefore the validity can be extended on a 

case-by-case basis but the standard 

period remains 12 months. This option 

requires certain prerequisites. One of them is 

that the FSTD operator demonstrates their 

capability to maintain all devices they 

operate over a longer period at the qualified 

level. That does not mean that unforeseeable 

occurrences during an evaluation (e.g. a 

sudden mechanical defect) with the effect 

that the evaluation fails and must 

be repeated at another date will affect the 

extension of the validity for other devices. 

More critical are the kind and number of 

unacceptable items or unserviceabilities 

demonstrating failures in the operator's 

compliance monitoring function and 

thus leading to a "negative" evaluation. This 

failure of the compliance monitoring function 

is a systematic shortcoming of the 

organisation operating FSTDs and will then 

negatively affect the extended validity for all 

devices. 

Concerning large ATOs: if a 

large organisation is applying for one 

ATO approval for the entire 

company, actions implemented by 

the competent authority or the Agency will 

affect all different satellites (training centers) 

operating under this ATO certificate. If there 

are single ATO certificates for the different 

satellites measures may only apply to a 

single centreer. 

2. Accepted. Text changed  
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  3. The content of OR.ATO.375(b) relates to 

an organisation which has a privilege for an 

extended validity of an FSTD qualification. It 

is considered appropriate that FSTD 

operators having the benefit of such a 

privilege will be audited on an annual basis.  

 

4. Not accepted. Any TRIs from the 

customers: 

• are not necessarily familiar with functions 
and subjective test procedures during an 
FSTD evaluation; 

• might change from one internal inspection 
of the device to the next (missing 
continuity); 

• are not permanently contracted by the 
FSTD operator and cannot take over the 
responsibility. 

It might be acceptable by the competent 

authority if the TRI/TRE is contracted by the 

organisation operating the FSTD and well 

educated in FSTD evaluation procedures 

(function and subjective testing) - for 

instance by means of specific training 

courses. 

  

If the prerequisites cannot be fulfilled the 

organisation is not prepared for an extension 

of the validity of FSTD qualification. 

 

Point (b)(3) has been deleted because it is 

included in (b)(1) and (b)(2). There will be 

no qualification of a device if the 

organisation operating the FSTD(s) does not 

comply with all applicable requirements.  

The second part of the former point (b)(5) 

(beginning with: The assigned person should 

have.. ) has been moved to AMC1-

OR.ATO.375(b)(4) as has been considered as 

AMC material. 

  

(c) A basic instrument training device (BITD) qualification 
shall be issued for an unlimited duration and shall remain 
valid subject to regular evaluation for compliance with the 
applicable qualification basis by the competent authority at 
the request of the ATOorganisation. This evaluation shall 
be made at periods not exceeding 36 months. 

    

(d) Upon surrender or revocation, the FSTD qualification 
certificate shall be returned to the competent authority. 
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OR.ATO.380 Changes to the qualified FSTD 

(a) The holder of an FSTD qualificationATO operating a 
qualified FSTD shall inform the competent authority of any 
proposed major changes to the FSTD, such as: 

(1) aircraft modifications, which could affect the FSTD qualification; 

(2) FSTD hardware or software modifications that 
could affect the handling qualities, performances 
or system representations;Major modifications; 

(32) Relocation of the FSTD; and 

(43) Any de-activation of the FSTD. 

[MS:2; IND:7; INDIV:0] 

This paragraph is inconsistent with the 

AMC to OR.ATO.310 (b) 

Inconsistency is corrected by putting all the 

examples of major changes (modifications) 

into one place (AMC OR.ATO.310 (b)) 

  

(b) The ATO may apply to the competent authority for an 
upgrade of the FSTD qualification level. In case of an 
upgrade of the FSTD qualification level, the 
organisation shall apply to the competent authority 
for an upgrade evaluation. The organisationThis 
organisation shall run all validation tests for the 
requested qualification level. Results from previous 
evaluations shall not be used to validate FSTD 
performance for the current upgrade. 

    

(c) When an FSTD is moved to a new location, the ATO 
organisation shall inform the competent authority 
before the planned activity along with a schedule of 
related events. 

 An evaluation of the FSTD in accordance with its original 
qualification basis shall be required by the competent 
authority. 

 Prior to returning the FSTD to service at the new 
location, the ATO organisation shall perform at least 
one third of the validation tests, and functions and 
subjective tests to ensure that the FSTD performance 
meets its original qualification standard. A copy of the 
test documentation shall be retained together with the 
FSTD records for review by the competent authority. 

 It shall be at the discretion of tThe competent 
authority tomay perform an evaluation of the FSTD 
after relocation. The evaluation shall be in 
accordance with the original qualification basis of 
the FSTD. 

The combination of these words implies 

that the major evaluation takes place prior 

to the re-location rather than after it 

which is not correct.  There is room for 

confusion in the interpretation of the 

words here.  

The text is changed back to the text of JAR-

FSTD, because the competent authority may 

decide to perform an evaluation. 

The position of the text is changed to make 

clear that the evaluation takes place after 

the re-location. 

 

  

(d) If an ATO organisation plans to remove an FSTD from 
active status for prolonged periods, the competent 
authority shall be notified and suitable controls 
established for the period during which the FSTD is 
inactive. 

 The ATO organisation shall agree with the competent 
authority a plan for the de-activation, any storage 
and re-activation with the competent authority to 
ensure that the FSTD can be restored to active status at 
its original qualification level. 

 
Editorial change for clarity because the 

second paragraph of (d) does not say what 

has to be agreed with the competent 

authority. 
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OR.ATO.385 Transferability of an FSTD qualification 

(a) When there is a change of the ATO organisation 
operating an FSTD, the new organisation shall inform the 
competent authority in advance in order to agree upon a 
plan of transfer of the FSTD. 

[MS:1; IND:1; INDIV:0] 

 

   

(b) The competent authority may perform Aan evaluation 
in accordance with the initial original qualification basis of 
the FSTD. shall be at the discretion of the competent 
authority.performed by the competent authority. 

 The text is changed using the wording of 

JAR-FSTD, because the competent authority 

may decide to perform an evaluation. 

  

(c) When the FSTD no longer complies with its initial 
qualification basis, the ATO organiszation shall apply 
for a new FSTD qualification. 

    

OR.ATO.390 Record Keeping 

The holder of an FSTD qualification shall keep records of: 

(a) all documents describing and proving the initial 

qualification basis and level of the FSTD for the 

duration of the FSTD’s lifetime; 

(b) any recurrent documents and reports related to 

each FSTD and to compliance monitoring activities 

for a period of at least five years. 

    

SECTION IV -ADDITIONAL REQUIREMENTS FOR 

ATOS PROVIDING SPECIFIC TYPES OF TRAINING 

    

Chapter 1 – Distance lLearning cCourses 
There is one comment asking if the name 

of this kind of training is distant learning 

course, or distance learning course. 

 

Noted. The right wording is distance learning 

course. This term was also used in JAR-FCL. 

 

  

OR.ATO.400 General 
IA (2), I (14), MS (1), FAA (1) 

 

   

An ATO may be approved to conduct modular course programmes 

using distance learning in the following cases: 

    

(a) modular courses of theoretical knowledge instruction;     
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(b) courses of additional theoretical knowledge for a class or 

type rating for a single pilot high performance aeroplane; 

or 

There are many stakeholders with a 

similar comment: distance learning 

courses should also be available for multi-

pilot type rating training with the same 

restrictions as are listed for single-pilot 

type rating candidates. There is little 

difference between a Citation Jet and 

Citation 500 series aircraft, for example, 

that would indicate the need to exclude 

one from distance learning while allowing 

it for the other. 

Their proposal; delete “for a single-pilot 

high performance aeroplane” from the 

sentence.   

 

Accepted. 

The Agency is aware that web-based 

distance learning is becoming increasingly 

available for type rating training and sees the 

pedagogic benefit: students can study at 

times most suitable to them.  

  
Additionally, in AMC2-OR.ATO.125, 8 it is 

already stated that type rating courses could 

be delivered by distance learning. 

 

Appendix 3 to JAR-FCL 

1.055, 6 & Appendix 3 to 

JAR-FCL 2.055, 6.  

 

 

(c) courses of approved pre-entry theoretical knowledge 

instruction for a first type rating for a multi-engined 

helicopter. 

The FAA recommends developing 

appropriate AMC material. 

 

Noted. The JAR-FCL Regulation for 

helicopters had no AMC material to this 

paragraph developed either. At this stage the 

Agency is not in the position to develop 

further new material. But this could be a 

future rulemaking task. 

 

Appendix 3 to JAR-FCL 

2.055, 6(b).  

 

     

OR.ATO.405 Classroom instruction 
IA (2), I (11), MS (5), IN (1) 

 

All the stakeholders here have a similar 

comment on the classroom instruction:  

They do not see any reason for distance 

learning courses to include classroom 

instruction. Instruction can be remote 

through video-conferencing or similar, or 

even through web-cameras. 

Their proposal:  

a. The whole OR.ATO.405 paragraph 

should be deleted. If not, then:  

b. at least (b) concerning the availability 

or classroom accommodation;  

c. the 10% duration of the course in an 

actual classroom. 

 

 

 

Not accepted. 

The possibility for 100% distance learning 

was never included in JAR-FCL. 

To change this would require further 

consideration and work, which should be the 

object of a separate rulemaking task. The 

Agency suggests therefore that a rulemaking 

proposal should be presented by these 

stakeholders. 

 

 

  

(a) An element of classroom instruction shall be included in 

all subjects of modular distance learning courses. 

  Appendix 3 to JAR-FCL 

1.055, 4 &Appendix 3 to 

JAR-FCL 2.055, 4 
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(b) The amount of time spent in actual classroom instruction 

shall not be less than 10% of the total duration of the 

course. 

    

(c) To this effect, classroom accommodation shall be 

available either at the principal place of business of the 

ATOtraining organisation or within a suitable facility 

elsewhere. 

  Appendix 3 to JAR-FCL 

1.055, 1 &Appendix 3 to 

JAR-FCL 2.055, 1 

 

     

OR.ATO.410 Instructors 
IA (2), I (5), MS (4), IN (2)  Appendix 3 to JAR-FCL 

1.055, 5& Appendix 3 to 

JAR-FCL 2.055, 5 

 

(a) All instructors shall be fully familiar with the requirements 

of the distance learning course programme. 

 Editorial change for clarification.   

 (b) The instructors’ initial training shall take place at the 
principal place of business of the ATO. 

All the stakeholders commenting to this 

paragraph raise a similar issue: the 

requirement of paragraph (b) is an 

unnecessary burden on ATOs, as training 

for these instructors can be done at any 

site the organisation uses. Delete 

paragraph b. The important thing is the 

quality of the training - not the place of 

the training. 

 

Accepted. The Agency understands this 

argument and has deleted paragraph (b) 

accordingly.  

 

  

Chapter 2 -Zero Flight Time Training 
IA (3), I (12), MS (2) 

 

 
Appendix 1 to JAR-FCL 

1.261(c)(2) & Appendix 1 

to JAR-FCL 2.261(c)(2) 

 

 

OR.ATO.430 General 
There is one comment asking to add the 

requirements of EU-OPS 1.945 (d) in a 

new subparagraph (c). 

  

 

Noted. The requirements of EU-OPS 1.945(d) 

concerning the ZFTT course can be found in 

OR.OPS.FC.220(e) in Subpart OPS.  

 

  

(a) Approval for zero flight-time training (ZFTT), as 

specified in Part-FCL, shall only be given to an ATO that 

also has the privileges to conduct commercial air 

transport operations or an ATO having a specific 

arrangement with a commercial air transport operator. 
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(b) Approval for ZFTT shall only be given if the operator has 

at least 90 days of operational experience on the 

aeroplane type. 

a. All the stakeholders commenting that 

clarification is needed here: in the case of 

ZFTT provided by an ATO having a specific 

arrangement with an operator, the 90 

days operational experience requirements 

will not apply if the TRI(A) involved in the 

additional takeoffs and landings, as 

required in subpart OPS, has sufficient 

operational experience on the aeroplane 

type. 

They question what is a sufficient amount 

of operational experience? Who is to 

assess this operational experience?  

In the JAR-FCL requirement it was 

written: has operational experience 

acceptable to the Authority on the 

aeroplane type. 

 

b. There is one comment recommending 

to add „ATO“ to the operator (“ATO-

operator”). 

 

a. Noted. The text has been transferred from 

JAR-FCL. It was decided not to accept any 

longer the wording “acceptable to the 

competent authority” as this would not 

establish a level playing field in the different 

Member States. The Agency agrees that the 

wording used in the NPA “sufficient 

operational experience” leaves also some 

space for interpretation. The Agency decided 

therefore to delete the word “sufficient”. On 

a later stage an AMC or GM will be developed 

to clarify the issue. 

b. Partially accepted. Paragraph (b) has to be 

read in conjunction with paragraph (a) and 

there it is stated that the operator is an 

‘ATO-operator’ (an ATO that also has the 

privileges to conduct commercial air 

transport or an ATO having a specific 

arrangement with a commercial air transport 

operator). 

Appendix 1 to JAR-FCL 

1.261(c)(2) & Appendix 1 

to JAR-FCL 2.261(c)(2).  

 

 

(c) In the case of ZFTT provided by an ATO having a specific 

arrangement with an operator, the 90 days of operational 

experience requirements will not apply if the type rating 

instructor (TRI(A)) involved in the additional take-offs 

and landings, as required in Ssubpart OPS, has sufficient 

operational experience on the aeroplane type. 

    

     

OR.ATO.435 Full fFFlight sSimulatorSimulation Training 

Devices 

IA (1), I (1), MS (3) 

There are two comments with the request 

to change FSTD into FFS. 

 

 

Accepted. The chapter is applicable only to 

ZFTT which can only be achieved in a Full 

Flight Simulator (FFS). 

 

Appendix 1 to JAR-FCL 

1.261(c)(2), 2(b)& 

Appendix 1 to JAR-FCL 

2.261(c)(2), 2(b).  

 

 

(a) The FFSflight simulator approved for ZFTT shall be 

serviceable according to the management system criteria 

of the ATO. 

There is a proposal to delete 

subparagraph (b) and put in subparagraph 

(a) the wording ‘fully serviceable’ instead 

in subparagraph (b). 

 

Not accepted. As explained in paragraph 10 

of the Explanatory Note of NPA 2008-22a, 

when adopting its proposal, the Commission 

recommended, as suggested by the Agency 

itself, that common requirements to be 

specified in implementing rules be based as 

much as possible in existing JAA material.  

The Agency sees no safety justification for 

amending the text of this paragraph.  
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(b)  The motion and the visual system of the FFS 

flightsiumlator shall be fully serviceable. 

    

Chapter 3 – Multi-crew pilot licence (MPL) 

courses 

    

OR.ATO.450 General 
IA (1), I (2), MS (1), IN (1) 

 

   

The privileges to conduct MPL integrated training courses and MPL 

instructor courses shall only be given to an ATO if it also has the 

privilege to conduct commercial air transport operations or a 

specific arrangement with a commercial air transport operator. 

All the comments are about the wording in 

this paragraph. The requirement for 'or a 

specific arrangement with a commercial 

air transport operator' is felt to impose an 

unfair restriction on the trainee when 

qualified. Next to that the comment: 

Delete 'the privilege to conduct 

commercial air transport or'. A FTO is not 

holder of an AOC and does not have 

privileges to conduct commercial air 

transport. 

 

Not accepted. As explained in paragraph 10 

of the Explanatory Note of NPA 2008-22a, 

when adopting its proposal, the Commission 

recommended, as suggested by the Agency 

itself, that common requirements to be 

specified in implementing rules be based as 

much as possible in existing JAA material.  

The Agency sees no safety justification for 

amending the text of this paragraph.  

 

Appendix 1 to JAR-FCL 

1.520 & 1.525, 2 and 

Appendix 1 JAR-FCL 2.520 

& 2.525, 2.  
 

 

Appendix 2. 

Approved Training 

Organisation, Annex 

1 to the Chicago 

Convention 
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Chapter 4 – Flight testing qualification courses 

training 
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OR.ATO.455 GeneralFlight test training organisations 

 

 

IA (6), IND (2), MS (3), INDIV (13), 

FAA(1) 

 

 

 

 

a. There are several comments stating 

that the flight testing courses in this 

implementing rule are not defined. 

b. There is one comment recommending 

to delete this chapter and include all 

material related to flight test in a separate 

subpart. 

c. One comment recommends that the 

fact that today most schools training flight 

test pilots are military should be taken 

into account. 

d. One comment suggests that the 

possibility for other organisations (such as 

air sports organisations) to give flight test 

training is included (specifically for ELA 

aircraft).  

e. Two comments state that these 

requirements should not apply to non-EU 

manufacturers that train their own flight 

test pilots. 

f. One comment asks to delete this 

paragraph since flight testing is a very 

rare and specific area of aviation, where 

there is no need for common rules. 

Based on the comments received, and after 

reviewing them with the help of a specific 

group with flight test experts, the Agency 

has amended several aspects of the 

requirements applicable to flight test 

training.  

a. Noted. The syllabi for the flight test 

courses are defined in Part-FCL (AMC to 

FCL.820) and Part-21. 

b. The Agency does not consider it necessary 

to create a specific Subpart for AFTTOs. It is 

clear that the large majority are identical to 

the requirements for other types of ATO. 

Where differences in requirements have been 

proposed, they have been accepted and 

included in the text. Please see amended 

text. 

c. Noted. All the flight test related comments 

were reviewed with the help of a dedicated 

group, which included members coming from 

military schools. 

d. Noted. Nothing will prevent an air sports 

organisation from asking for an approval as 

an ATO to provide flight test training. 

However the Agency considers that, taking 

into account the complexities of the flight 

test training activity any organisation 

providing training for this activity should 

comply with the requirements proposed. 

Please note that pilots undertaking flight 

testing on ELA aircraft are excluded from the 

requirement to hold a flight test rating. 

Please see FCL.820.  

e. Noted. These requirements will not apply 

to training organisations that are providing 

training for flight test pilots for non-EU 

manufacturers. The scope of these provisions 

needs to be read in conjunction with the 

requirements of Part-FCL. 

f. Not accepted. Common requirements for a 

flight test rating, as were included in Part-

FCL need to be accompanied by specific 

requirements on the training organisation 

providing the related training. 
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(a) The privileges to conduct flight testing qualification courses shall 

only be given to an ATO that demonstrates that: 

(1) its fleet of training aircraft contains an adequate number of 

aircraft appropriately equipped with flight testing instrumentation. 

 

    

(a) An ATO that has been approved to provide flight 

test training for the issue of a category 1 or 2 flight 

test rating in accordance with Part-FCL may have 

its privileges extended to providing training for 

other categories of flight tests and other categories 

of flight test personnel, provided that the relevant 

requirements of Part-21 are met, and a specific 

arrangement exists between the ATO and the Part-

21 organisation that employs, or intends to employ, 

such personnel. 

 

a. One comments asks to define how an 

adequate number of aircraft can be 

defined 

b. One comment suggests adding the 

provision that training aircraft can be 

leased only for the training courses. 

a. Noted. Please see the amended text and 

the AMC to FCL.820. 

 

b. Not accepted. The Agency considers that 

this addition is not necessary. Please see 

amended text of OR.ATO.105. 

  

(2) The head of training has extensive experience in the flight test 

activity as a test pilot in the relevant flight test category. 

 

a. One comment suggests that also a 

flight test engineer can be the HT. 

 

b. One comment states that requiring that 

the HT has extensive experience is not 

precise enough. 

a. Not accepted. The Agency considers that 

the HT needs to be not only experienced in 

the subject of the course, but also an 

experienced instructor. Currently, Part-FCL 

only includes the provision for a flight test 

instructor that holds a pilot licence. 

Therefore, only a pilot with experience in 

instructing flight test can be the HT. This 

may change in the future, if new rules on 

flight test engineers are developed. 

 

b. Noted. This has been a requirement in 

JAR-FCL for a long time. Since it is an open 

requirement, in the end it will be subject to 

the appreciation of the competent authority, 

as you suggest. The Agency sees no need to 

delete it. However, it was decided to delete 

the requirement proposed in this section but 

to include the HT for an ATO providing flight 

test training in OR.ATO.110. Please check 

the comments and responses of this 

segment. 

 

  

(3) The ground instructors have an adequate 
background to deliver theoretical instruction taking into account 
particular aspects relevant to flight testing. 

 It was decided to delete the requirement 

proposed in this section but to include the HT 

for an ATO providing flight test training in 

OR.ATO.110. Please check the comments 

and responses of this segment. 
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 (4) The flight instructors have experience in the flight 

test category for which they are demonstrating or monitoring any 

specific type of flight tests. 

a. One comment suggests that the 

requirements for flight test instructors 

should be included 

Noted. Please see Part-FCL and the 

requirements for the FTI. 

  

(cb(b) The training records shall include a the written reports by 

the student, as required by the training programme, 

for any flight performed including, where applicable, data 

processing and analysis of recorded parameters relevant 

to the type of flight testing. 

a. One comment recommends that reports 

are not required for each flight.  

b. One comment recommends that 

recorded parameters as well as training 

records should be subject to flight data 

protection in the same way as CAT flight 

data are. 

a. Accepted. See amended text and also the 

amended text of AMC to FCL.820. 

b. Not accepted. The Agency does not see 

the need for such a provision. 

  

     

     

Subpart AEMC AeMC -–Aero-medical Centres     

SECTION I – GENERAL 
    

OR.AeMC.005105 Scope 
1 pilot organisation proposes to change 

“to qualify for the issue”, into “to apply for 

an approval”. 

No change. The proposal does not provide 

additional clarity of the text. 

JAR-FCL 3.085 N/A 

This Subpart establishes the additional requirements to be met by 
an organisation to qualify for the issue or continuation of an 
approval as an aAero-medical cCentre (AeMC) to issue medical 
certificates, including initial class 1 medical certificates. 

    

OR.AeMC.1015 Application 
NAAs recommended to requiring AeMCs to 

provide details of attachments to the best 

medical specialists, clinics and 

departments that may be located in 

different centres.  

Accepted, "a designated" will be deleted and 

plural will be used for hospitals and medical 

institutes. 

JAR-FCL 3.085 N/A 

Applicants for an AeMC approval certificate shall      

(a) comply with Part-Medical MED.C.005; and      

(b) in addition to the documentation for the approval of an 
oOrganisation required in OR.GEN.015, provide details of clinical 
attachments to a designated hospitals or medical institutesion. 
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OR.AeMC.1035 Continued validity 
NAAs recommended: 

• to ensure that each MS will have at 
least  one AeMC 

• change “medical staff” to “AMEs” 

8 NAAs recommended allowing NAAs to 

determine the minimum number of class 1 

examinations per year, 1 NAA 

recommended limiting this number to 

100. 1 NAA supported the NPA text in (b).  

 

 

“Medical staff” has been replaced by “AMEs”. 

Subparagraph (b) on continued experience 

will be further explained in an AMC. Basic 

experience requirements will be ensured by 

making IR MED.C.030 applicable in full. A 

requirement to ensure that all MS certify at 

least one AeMC is not considered to be 

necessary. 

N/A N/A 

An AeMC approval certificate shall remain validbe issued for an 
unlimited duration. It shall remain valid subject to the holder and 
the aero-medical examiners medical staff of the oOrganisation:  

    

(a) complyinging  with MED.C.030 (a), (b), (d) and (e), and     

(b) ensuring their continued experience is ensured by 
having performing edat least 500 an adequate number of class 
1 medical examinations every year.;  

    

     

OR.AeMC.045 Findings  Moved to AR.AeMC for consistency with 

changes made in OR.GEN.045 (now 

OR.GEN.150). 

N/A N/A 

The following shall be considered as level 1 findings:     

(a) lack of nominating a head of the AeMC,     

(b) failure to ensure data protection of aeromedical records.     

(c) failure to provide the Medical Assessor with the medical 
and statistical data for oversight purposes. 

    

 
    

SECTION II –MANAGEMENT 
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OR.AeMC.200 Management system 
8 NAAs recommended to delete (b) or to 

move it to AMC. In addition to this, 1 NAA 

recommended to either completely delete 

OR.AeMC 200, or to distribute the relevant 

subparagraphs into the corresponding 

paragraphs of OR.ATO, OR.AeMC and 

OR.OPS. 

Provisions of the OR.GEN.200 apply to 

AeMCs in full. Subparagraph (b) was moved 

to AMC. 

N/A N/A 

An AeMC shall establish and maintain a management system that 
includes the items addressed in OR.GEN.200(a) (2), (4) and (6) 
and, in addition, processes: 

    

(a) for medical certification in compliance with Part-Medical; 
and 

    

(b) to conduct aeromedical research and publish the results;     

(cb) to ensure medical confidentiality at all times.     

     

OR.AeMC.210 Personnel requirements 

All NAAs recommended: 

1. to allow the deputy head of an AeMC 
or other AMEs in the AeMC to sign 
reports and certificates 

2. to change “Authorised Medical 
Examiners” to “aero-medical 
examiners” 

3. 1 pilot organisation requested to insert 
a rule to ensure medical 
confidentiality. 

4. 1 NAA recommended to include “other 
technical staff” in (b).  

1. Text has been amended to allow all 
AMEs to sign their reports and the 
corresponding medical certificates as is 
included in the privileges of their AME 
certificates. HHowever, initial class 1 
medical certificates shall be signed by 
the head of the AeMC. 

2. accepted 

3. medical confidentiality is covered in 
OR.AeMC 200 and in Part-Med and in 
Part-AR 

4. accepted 

JAR-FCL 3.085 N/A 

(a) An AeMC shall:     

(a1) have nominate an aero-medical examiner 
(AME)nominated as head of the AeMC, with privileges to issue 
class 1 medical certificates and sufficient experience in aviation 
medicine to exercise their his/her duties;. They shall be 
responsible for coordinatingthe assessment of results and sign 
reports and certificates; and 

    

(b2) have on staff an adequate number of fully qualified aero-
medicalexaminersAuthorised Medical Examiners (AMEs) and 
other technical staff and experts.; 

    

(b) The head of the AeMC shall be responsible for coordinating 
the assessment of examination results and signing reports,and 
certificates, andsign initial class 1 medical certificates. 
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OR.AeMC.215 Facility requirements 
NAAs proposed to delete “extensive”. accepted. JAR-FCL 3.085 N/A 

An AeMC shall be equipped with medico-technical facilities 
adequate to perform extensive aero-medical examinations 
necessary for the exercise of the privileges included in the scope 
of the approval. 

    

     

OR.AeMC.220 Record keeping 
NAAs recommended to either change the 

reference from OR.GEN.220 

to‘OR.AeMC.200’ or to delete the 

reference.  

1 NAA proposed moving OR.AeMC.220 (b) 

to MED.A.050 (d),to delete the rest of 

OR.AeMC.220 and to change ”in 

accordance with applicable national rules” 

to ”for a minimum period of 10 years after 

the examination date”. 

No reference change, because OR.AeMC.200 

provides requirements for an AeMC 

management system, not record-keeping 

rules. The recommendation to establish a 

minimum time for keeping medical records 

was accepted, although in this case national 

rules on record keeping of medical files may 

require to keepkeeping the records for a 

longer period of time. Compliance will then 

be under the responsibility of the Head of the 

AeMC.  

N/A N/A 

In addition to the records required in OR.GEN.220 the AeMC 
shall: 

    

(a) maintain records with details of medical examinations and 
assessments performed for the issue, revalidation or renewal of 
medical certificates and their results, in accordance with 
applicable national rules.for a minimum period of 10 years 
after the last examination date; and 

    

(b) keep all medical records in a way that ensures that medical 
confidentiality is respected at all times. 

    

 Appendix1 Appendix I to Annex 1 Part-OR to 

OR.OPS.041.DECTemplate  Declaration Form 

 Editorial change. No ICAO SARPS.  

Declaration 

Operator 

Name: 

Principal place of business: 

Contact details: Name and contact details of the accountable manager: 

CAMO 

Name: 

Contact details: 

Aircraft operation 

Starting date of operation / applicability date of the change: 

 Explanation to revisions:  

All operator related data are collected in one 

segment. 

The term “principal place of business” is 

added since it is a defined term 

(OR.GEN.010) and is the relevant place 

which has to be taken into account for 

determining the state of the competent 

authority. 

The term “accountable manger” in an NCC 

context is further described in a GM to 

OR.GEN.210. It should be the person 
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Address of main base of operation 

Type(s) of operation: 

�Part-NCC: (specify if passenger and/or cargo) 

�Part-SPO: (specify the specialised task)  

Type(s) of aircraft and registration(s): 

Details of approvals held (attach the OPSPECSlist of specific approvals 

to the declaration, if applicable) 

List of alternative AMCs with references to the AMCsthey replace 

(attach to the declaration) 

Management system 

Description including organisational structure 

Name and contact details of Accountable Manager 

Name and contact details of person responsible for the operation  

(if different from the accountable manager) 

Statements 

�  The management system documentation including the operations manual as 
required by PART Part-OR reflects the applicable requirements set out in PART Part-
OR, Part-NCC, Part-SPO, and Part-SPA and PART OPS. 

All flights will be carried out in accordance with that operations manual. 

� All aircraft operated hold a valid certificate of airworthiness and comply in 
compliance with Regulation (EC) No 2042/2003PART M and are of a type that has 

been certificated by EASA.  

� All flight crew members, and cabin crew members and technical crew 
members,(if applicable,) members are trained in accordance with PART Part-OR. 

� (If applicable)  

 The operator has implemented and demonstrated conformance to an officially 

recognised industry standard. 

 Name of theReference of the standard: 

Certification body: 

Date of the last conformance audit of their conformance: 

� Any change in the operation that affects the information disclosed in this 

declaration will require a new declaration to be provided to the competent authority. 

� The operator confirms that the information disclosed in this declaration is correct. 

 

Date, name of and signature by of the aAccountable mManager  
 

responsible for the operation of the aircraft. 

List of acceptable means of compliance was 

added to be aligned with OR.GEN.045. 

For the types of operations it has been 

clarified that the applicability to Part-NCC 

and/or Part-SPO shall be declared.  

The management system description has 

been deleted but the management system 

documentation has been included to the 

statement.  

To cater for 4(1)(c) operations: 

- Part-M was replaced by Regulation (EC) No 

2042/2004;  

-the reference to the TC has been deleted 

because Regulation (EC) No 2042/2003 will 

provide a link to 1702/2003; 

-the reference to the CAMO has been deleted 

since it is not yet decided if 4(1)(c) operators 

would need a CAMO. 

The airworthiness requirements for 4(1)(c) 

operations will be dealt with in a separate 

rulemaking tasks.  

OPSPECS has been changed into “List of 

Specific Approvals” as used in AR.OPS; if 

required was added to account for 4(1)(c) 

operations. 
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IV. Draft Decision AMC and GM to PART-OR     

Acceptable Means of Compliance and Guidance Material to Annex I 

– Part Organisation requirements (OR) 

    

SUBPART GEN -– General requirements     

SECTION I– GENERAL 
    

     

GM1-OR.GEN.0105 COMPETENT AUTHORITY 

GENERAL 

    

1. When reference is made to the competent authority 

conducting oversight, this means either the 

competent authority responsible for the certificate 

or declaration, or the competent authority 

monitoring activities in the territory of the Member 

State that has not issued the certificate or received 

the declaration.  

2. The Competent authority certifying or receiving the 

declaration means the competent authority that has 

issued the organisation certificate or received the 

declaration, and is responsible for these. 

  

GM deleted, as it is already provided as GM1 

AR.GEN.350. 
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GM12-OR.GEN.0105 Competent authority 
    

NON-COMMERCIAL OPERATIONS     

1. For the determination of the principal place of 

business “activities referred to in this Part” means 

those activities to which Part-OR, Part-NCC or Part-

SPO apply. For organisations that also exercise 

activities that are not subject to Part-OR, Part-NCC 

or Part-SPO, 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 Part-OR, Part-NCC and Part-SPO. 

For non-commercial operations, this is usually the 

home base or the main maintenance base of the 

aircraft concerned, or the location of the flight 

department.  

2. For organisations that also exercise activities not 

subject to Part-OR, Part-NCC or Part-SPO, the 

reference to the accountable manager is intended 

to mean the manager who has the authority to 

ensure  that all activities subject to Part-OR, Part-

NCC or Part-SPO can be financed and carried out in 

accordance with the applicable requirements  

3. If the accountable manager is not located in that 

part 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 place of business.  

  

This new GM is added based on feedback 

received from the OPS Review Group NCC.   

  

     

AMC1-OR.GEN.0120(a)Means of compliance 

DEMONSTRATION OF COMPLIANCE 

 Title changed to “Means of Compliance” in 

line with changes made in AR.GEN.120 and 

OR.GEN.120. 

  

In order to demonstrate that the implementing rules are 

met, a risk assessment should be completed and 

documented. The result of this risk assessment should 

demonstrate that an equivalent level of safety to that 

established by the acceptable means of compliance 

adopted by the Agency is reached. 

 Transferred from GM to AR.GEN.120 for 

consistency. Changed into AMC and amended 

to introduce “risk assessment”. 

“and documented” added following feedback 

from OPS Review Groups. 
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AMC1-OR.GEN.1025 Terms of approval and privileges of an 

organisation 

MANAGEMENT SYSTEM DOCUMENTATION 

 New AMC added in response to comments 

requesting further clarification regarding the 

terms of approval. 

  

The management system documentation should contain 

the privileges and detailed scope of activities for which the 

organisation is certified, as relevant to the applicable Parts 

or Subparts. The scope of activities defined in the 

management system documentation should be consistent 

with the terms of approval.  

    

     

AMC1-OR.GEN.0130 Changes to the organisation’s 

approval to organisations subject to certification 

One comment raised (Industry) to point 

out inconsistency in use of “to” in the AMC 

reference. 

Accepted: AMC references no longer use 

“to”. 

  

APPLICATION TIME FRAMES – AOC HOLDERS Five comments (NAAs) raised to suggest 

removing this OPS specific AMC from 

Subpart GEN. 

Two comments (NAAs) raised to request 

that such provisions should be defined for 

all organisations and suggesting a 

timeframe of 60 days before the date of 

the intended change. 

One comment (Industry) raised to claim 

lack of coherence between the IR and the 

AMC and to suggest that similar provisions 

be defined for initial certification. 

Partially accepted: There is no related 

implementing rule in OR.OPS. Taking into 

account comments under point 2., the AMC 

is amended to make it generic. 

Accepted: The AMC is amended to make it 

generic. 

Not accepted: Upon initial certification, an 

audit & inspection of the organisation has to 

be performed in addition to the review of 

relevant documentation. For this reason it is 

difficult to define fixed timeframes.  

  

1. The application for the amendment of an air 

operatororganisation certificate should be submitted at 

least 30 days, before the date of intended 

changesoperation. 

Two comments raised (NAA) to indicate 

that the timeframe of 30 days may not 

always be appropriate (e.g. new type of 

aircraft) – suggestion to remove 

timeframe and replace by “in a timely 

manner”. 

One comment raised (NAA) to request 60 

days in the case of ATOs, due to the fact 

that OPS manuals would only need to be 

acceptable to the authority and ATO 

manuals required approval. 

1. Partially accepted: “In a 
timely manner” would be too vague.  

2. Not accepted: The ATO 
manual is not formally approved by the 
competent authority. The 30 days 
foreseen in EU-OPS for AOC holders 
should be workable for all 
organisations subject to Part-OR.  

 

NB: EU-OPS 1.185: 90 days for initial 

certification, 30 days for change and 30 days 

for renewal.  

  



Part-OR 

Page 212 of 612 

A: Rule B: Summary of comments C: Response D: Source ref. and 

compliance 

E: ICAO ref. and 

compliance 

2. However, iIn the case of a planned change of a 

nominated post holder, the organisation perator should 

inform the competent authority at least 10 days before 

the date of the proposed change. 

One comment (Industry) raised to claim 

that the time frame for reporting staff 

changes should not be defined by "hard" 

time but should read "at earliest 

opportunity" and that AR.GEN should 

require the competent authority to handle 

such changes to the organisation’s 

approval also within a specified 

timeframe. 

Noted: AMC1-OR.GEN.130 addresses the 

case of unforeseen changes. For foreseeable 

changes in nominated post holders, a 10 day 

timeframe is seen as reasonable.  

  

3.  Unforeseen changes should be notified at the 

earliest opportunity, in order to enable the 

competent authority to determine continued 

compliance with this Part and to amend, if 

necessary, the organisation certificate and related 

terms of approval. 

 

 New item added in reply to comments to the 

Implementing Rule claiming that the case of 

unforeseen changes was not addressed.  

  

 
    

GM1-OR.GEN.130(a) Changes to organisations subject to 

certification 

 New GM to clarify type of changes affecting 

the certificate. 

  

GENERAL 

Typical examples of changes that may affect the certificate 

or the terms of approval are listed below:  

1.  the name of the organisation; 

2.  the organisation’s principal place of business; 

3. the organisation’s scope of activities; 

4.  additional locations of the organisation; 

5.  the accountable manager; 

6.  any of the persons referred to in OR.GEN.210 

(a) and (b); 

7. the organisation’s documentation as required 

by Part-OR, safety policy, procedures; or 

8.  the facilities. 

Any changes to the organisation’s procedure describing 

how changes not requiring prior approval will be managed 

and notified to the competent authority require prior 

competent authority approval. 

  

 

  

Changes requiring prior approval may only be implemented 

upon receipt of formal approval by the competent 

authority. 
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GM2-OR.GEN.130(a) Changes to organisations subject to 

certification 

CHANGE OF NAME OF THE ORGANISATION 

 

 New GM - transfer of GM to AR.GEN.330 

Changes – ATO § 1. 

  

A change of name of the ATO requires the organisation to submit 

a new application as a matter of urgency stating that only the 

name of the organisation has changed including a copy of the 

documentation submitted to the competent authority 

demonstrating how it complies with the applicable 

requirements organisation manual with the new name. On 

receipt of the application and the manual, the competent 

authority should re-issue the approval certificate. 

 Text further amended to ensure consistency 

with changes made in OR.GEN.130. 

  

     

AMC OR.OPS.015.MLR(h)GM1-OR.GEN.130(b)

 Operations ManualChanges to organisations subject 

to certification 

1. MS:1: Re-align with EU-OPS as an IR. 

2. MS: 1: For major changes, use 
approval/acceptance list based on 
JAR-OPS1/EU-OPS. 

3. IND: 1: Delete “minor amendments 
procedure” entirely. Only major 
changes to be approved. 

4. IND: 1: Add to the list “The individual 
flight time specification scheme 
approved by the Agency”. 

1,2&3. Text changed and moved from NPA 

AMC OR.OPS.015.MLR(h). The amended 

text reflects the EU-OPS/JAR-OPS 3 

principle of approvals in accordance with 

the provisions. The list of associated 

changes requiring prior approval is now 

provided as GM to OR.GEN.130. It is GM 

because it is a non-exhaustive check list 

of items which require approval in 

accordance with the IRs. It takes into 

account IEM to JAR-OPS 1/3.1040(b) 

and JAA JIPs Appx 6A and 7A. 

4. Text for flight time specification schemes 

will be addressed by RM task OPS.055. 

+1. The order of the list has been amended 

to be in alphabetical order to make it 

more user-friendly. 

~IEM OPS 1.1040(b) 

~IEM OPS 3.1040(b) 

~ICAO Annex 6 Part 

I, 3.3 

MINOR/MAJOR CHANGESCHANGES REQUIRING PRIOR 

APPROVAL - OPERATORS 

        

1 The procedure for minor amendments should be included 

in the operations manual. 
  +1. Text changed and moved from NPA AMC 

OR.OPS.015.MLR(h). The amended text 

reflects the EU-OPS/JAR-OPS 3 principle 

of approvals in accordance with the 

provisions. The list of associated 

changes requiring prior approval is now 

provided as GM to OR.GEN.130. It takes 

into account IEM to JAR-OPS 

1/3.1040(b) and JAA JIPs Appx 6A and 

7A. The procedure for items requiring 
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notification to the CA is now included in 

this list of changes requiring prior 

approval.  

2 Changes affecting the terms of the certificate as defined in 

the Operations Specification including the following items should 

be considered as major changes and not be subject to the minor 

amendment procedure:For commercial operations, the 

following Guidance Material is a non-exhaustive checklist, 

in alphabetical order, of items which require prior approval 

from the competent authority as specified in the applicable 

Implementing Rules: 

  +1. Text changed and moved from NPA AMC 

OR.OPS.015.MLR(h). The amended text 

reflects the EU-OPS/JAR-OPS 3 principle 

of approvals in accordance with the 

provisions. The list of associated 

changes requiring prior approval is now 

provided as GM to OR.GEN.130. It takes 

into account IEM to JAR-OPS 

1/3.1040(b) and JAA JIPs Appx 6A and 

7A. 

    

1 Alternative means of compliance;   +1.  Text added, to align with the provisions 

(AR.GEN.120). 

    

2 Cabin crew: 

a. Evacuation procedures with a reduced number 

of required cabin crew during ground 

operations or in unforeseen circumstances; 

  +1. Text added, to align with the provisions 

(OR.OPS.CC). 

    

b. For commercial air transport (CAT) operators, 

conduct of the training, examination and 

checking required by Part-CC, and issue of 

cabin crew attestations; 

 +1. Text added, to align with the provisions 

(OR.OPS.AOC.120). 

  

c. Procedures for cabin crew to operate on four 

aircraft types; 

  +1. Text added to align with the provisions 

(OR.OPS.CC). 

~EU-OPS 1.1030(a) 

~JAR-OPS 3.1030(a) 

  

d. Training programmes, including syllabi;   +1. Text added to align with the provisions 

(OR.OPS.CC). 

~EU-OPS 1.1010(a)   

3 Code share agreements;   +1.  Text added, to align with the provisions 

(OR.OPS.AOC.115). 

  ~Article 4.1(c) of 

Regulation (EC)No 

216/2008 

o4. Dangerous gGoods awareness training programmes; 1. MS x6, IND x2: Delete “awareness”, 
to be consistent with the associated 
IRs and with the TIs. 

1. Text changed, to take comment into 

account and align with the provisions 

(CAT.GEN.180). 

~EU-OPS 1.1220(a) 

~JAR-OPS 3.1220(a) 

=ICAO Annex 6 Part 

I, 3.3 

~ICAO Annex 6 Part 

I, 9.3.1, Note 5 

5 Flight crew: 

a. For commercial air transport (CAT) operations, 

alternative training and qualification 

programmes (ATQPs); 

  +1. Text added, to align with the provisions 

(OR.OPS.FC). 

~EU-OPS 1.978(a)   

bm. PProcedures for flight crew members to operate on 

more than one type or variant; 

  +1. Text amended ,to cater for separate 

wording for Cabin Crew 

(OR.OPS.FC.240) 

~EU-OPS 1.980(d) 

~JAR-OPS 3.980(a)(2) 
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cl. TTraining and/ checking programmes, including 

syllabi and use of flight simulation training 

devices(FSTDs) for crew members; 

  +1. Text amended to align with the 

provisions for flight crew and FSTD use 

(OR.OPS.FC.145(c)). Cabin crew training 

approval now listed separately. 

~EU-OPS 1.965(a)(2) 

~EU-OPS 1.1015(b) 

=ICAO Annex 6 Part 

I, 3.3 

~ICAO Annex 6 Part 

I, 9.3.1 

~ICAO Annex 6 Part 

I, 9.3.1, Note 2 

~ICAO Annex 6 Part 

I, 9.4.4, Note 1 

~ICAO Annex 6 Part 

I, 12.4 

6 Fuel policy;   +1.  Text added, to align with the provisions 

(CAT.OP.145.A). 

Appx 1 to EU-OPS 1.255, 

1.3(a)(iv) 

  

7 Helicopter operations: 

a. Airborne radar approaches; 

  +1.  Text added, to align with the provisions.     

b. Over a hostile environment located outside a 

congested area, unless the operator holds an 

approval to operate according to SPA.HEMS; 

  +1.  Text added, to align with the provisions 

(CAT.POL.420.H). 

    

ec. Helicopter operations:Procedures for selecting 

selection ofoff-shore alternates; 

        

d. To/from a public interest site;   +1.  Text added, to align with the provisions 

(CAT.POL.225.H). 

~Appx 1 to JAR-OPS 

3.005(i) 

  

e. Without an assured safe forced landing 

capability; 

  +1.  Text added, to align with the provisions 

(CAT.POL.305.H). 

~JAR-OPS 3.517   

8 Leasing agreements;   +1.  Text added, to align with the provisions 

(OR.OPS.AOC.110). 

=EU-OPS.1.165(b) & (c).   

9 Local area: “use of local area”;   +1.  Text added, to align with the provisions 

(AR.OPS). 

    

10i. Mass and balance: 

a. SStandard masses for  valuesother load items 

other than those specified in Part-OPS and relevant 

AMCsstandard masses for passengers and 

checked baggage; 

  +1.  Text changed, to align with the 

provisions (CAT.POL.MAB.100(d)). 

~Appx 1 to EU-OPS 

1.605(b) 

~EU-OPS 1.620(g) 

  

bv. UUse of on-board mass and balance computer 

systems; 

  +1.  Text changed, to align with the 

provisions (CAT.POL.MAB.105(c)). 

~Appx 1 to EU-OPS 

1.625(c) 

~Appx 1 to JAR-OPS 

3.625(c) 

  

11i. Minimum equipment list (MEL) and procedures to use 

the MEL: 

  +1. Text changed to align with the provisions 

(OR.OPS.MLR.105). 

~EU-OPS 1.030(a) 

~JAR-OPS 3.030(a) 

=ICAO Annex 6 Part 

I, 3.3 

~ICAO Annex 6 Part 
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a. MEL;; I, 6.1.3 

b. Operating other than in accordance with the 

MEL, but within the constraints of the MMEL; 

 +1. Text added, to align with the provisions 

(CAT.IDE.A.105(a)(2) and 

CAT.IDE.H.105(a)(2)). 

~EU-OPS 1.030(b)  

c. RIE procedures;   +1. Text added to align with the provisions 

(OR.OPS.MLR.105). 

~JAR-MMEL/MEL.081   

12b. Method of determination of mMinimum flight alttitudes: 

method of determination; 
  +1.  Typo corrected. This text aligned with 

the provisions (CAT.OP.140). 

~EU-OPS 1.250(b) 

~JAR-OPS 3.250(b) 

=ICAO Annex 6 Part 

I, 3.3 

~ICAO Annex 6 Part 

I, 4.2.7.3 

13 Non-commercial operations by AOC holders;   +1.  Text added, to align with the provisions 

(OR.OPS.AOC.125). 

    

14 Performance: 

a. Increased bank angles at take-off 

(performance class A aeroplanes); 

  +1.  Text added, to align with the provisions 

(CAT.POL.A). 

~EU-OPS1.495(c)(3)   

b. Short landing operations (performance class A 

and B aeroplanes); 

  +1.  Text added, to align with the provisions 

(CAT.POL.A). 

~Appx 1 to OPS 

1.515(a)(4) 

~EU-OPS 1.550(a)(2) 

~Appx 2 to EU-OPS 

1.550(a) 

  

c. Steep approach procedures (performance 

class A and B aeroplanes); 

  +1.  Text added, to align with the provisions 

(CAT.POL.A). 

~Appx 1 to EU-OPS 

1.515(a)(3) 

  

15 Procedures regarding items to be notified to the 

competent authority; 

  +1.  Text added, to align with the provisions 

(AR.GEN.310(c)). 

    

16 Specific approvals in accordance with Part-SPA.   +1. Text added, to take account of new Part-

SPA. 

    

c. Descent below specified minimum altitudes;   +1. Text deleted, as it will covered by the 

new Standard European Rules of the Air 

(SERA). 

    

d. Different departure and approach procedures than 

published (State approval); 
  +1. Text deleted, as this is not for CA 

approval iaw EU-OPS, but for the State 

of the aerodrome operator. 

    

f. Performance criteria;   +1. Text deleted, to take account of changes 

made in CAT.POL due to alignment with 

EU-OPS/JAR-OPS 3. 

    

g. Mass and balance:   +1. Text deleted, as specific mass and 

balance items are listed individually. 
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ii. Special standard masses for traffic load;   +1. Text deleted, as covered in “Standard 

masses for other load items than 

standard masses for passengers and 

checked baggage”. 

    

iv. Mass control programmes;   +1. Text deleted, as covered by Part-M.     

h. ETOPS operations;   +1. Text deleted, to take account of new 

Part-SPA. Prior approval for Part-SPA 

has been included as one item in the list 

of changes requiring prior approval in 

GM1-OR.GEN.130. 

    

j. Maximum passenger seating configuration;   +1. Text deleted, as the provisions do not 

require an approval. 

    

k. Operational change of the maximum landing mass;   +1. Text deleted, to take account of changes 

made in the performance provisions due 

to alignment with EU-OPS/JAR-OPS 3. 

    

n. Procedures/restrictions for the operation of helicopters and 

aeroplanes; 
  +1.  Text deleted, as it is covered in by 

approval for flight crew to operate on 

more than one type or variant in the list 

of prior approvals. 

    

a. Method of exercising operational control;   +1.  Text deleted, as covered by 

OR.GEN.130, as during discussions with 

RG01 CAT, operational control was 

identified as being part of the 

Management System. 

~EU-OPS 1.195 

~ACJ OPS 1.195 

~JAR-OPS 3.195 

~ACJ OPS 3.195 

=ICAO Annex 6 Part 

I, 3.3 

~ICAO Annex 6 Part 

I, 4.2.1.3 

~ICAO Annex 6 Part 

I, 10.1 

iii. Weighing survey plan;   +1.  Text deleted, to align with the 

provisions, which are at AMC level and 

do not require an approval as such. 

However, implementation of this plan 

would require CA approval of an 

alternative AMC. 

~EU-OPS 1.620(g)   
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AMCOR.GEN.0135. Continued validity-OPS 
Several commenters (Industry) claimed 

that this AMC should be transferred to 

OR.OPS. 

Partially  accepted:  

This AMC is transferred to CAT.GEN.165 

“Power to inspect” 

 

 

 

 

EU-OPS 1.145  

ACCESS TO THE ORGANISATION   

Any person authorised by the competent authority should be 

permitted at any time to board and fly in any aircraft operated in 

accordance with an Air Operator Certificate and to enter and 

remain on the flight deck provided that the pilot-in-command may 

refuse access to the cockpit if, in his opinion, the safety of tshe 

aircraft would thereby be endangered. 

1. One specific comment was 

raised (NAA) to indicate that the 

AMC provided an exemption from 

the rule defined in OR.GEN.035 

and to claim that this possibility 

should not be defined in an AMC, 

but be part of the implementing 

rule. 

 

 

1. Accepted: The 
text is now included in CAT.GEN as an 
implementing rule. 
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AMC1-OR.GEN.0400145 Declaration 
    

CHANGES     

 

The new declaration Changes should be submitted 14 days 

before when the change becomesing effective. 

Comments on this AMC (5) mainly relate 

to: 

 

1. the type of changes requiring 
notification not being specified 
(Industry);  

2. the need to transfer this AMC to 
OR.OPS (NAA);  

3. the need to increase the delay for 
notification to 30 days (NAA). 

Not accepted:  

 

1. The text in OR.GEN.145 (a) (4) is self-

explanatory.   

2. This is the “generic” requirement and 
therefore it is kept in Subpart GEN. 

3. As it is not an application for a 
certificate, it should be sufficient to 
require that the declaration is 
submitted before the change becomes 
effective. Therefore, the 14 days 
deadline has been removed.   

 

  

     

GM1 OR.GEN.0150 Findings 

GENERAL 

Remedial action is the action to eliminate the effects of a 

non-conformity. Corrective action is the action to eliminate 

the root cause of a non-conformity, in order to prevent its 

recurrence.  

Determination of the root cause is crucial for defining 

effective corrective actions.  

 AMC added to complement changes 

introduced in OR.GEN.150. 

  

 
    

GM2-OR.GEN.0150 Findings 

COMPETENT AUTHORITY 

 New GM added to clarify responsibilities in 

relation to findings. It is the same as GM1-

AR.GEN.350. 

  

1. When reference is made to the competent 

authority, this means either the competent 

authority responsible for the certificate or 

declaration or the competent authority ensuring 

oversight of activities in the territory of the Member 

State that has not issued the certificate or received 

the declaration.  

2. Competent authority certifying or receiving the 

declaration means the competent authority that has 

issued the organisation certificate or received the 
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declaration in accordance with Part-AR. 

3. Findings may be raised by the competent authority 

certifying or receiving declaration, or the 

competent authority performing oversight of 

activities in the territory of the Member State. In 

the case of level 1 finding, the competent authority 

certifying or receiving declaration or the competent 

authority performing oversight of activities in the 

territory of the Member State may take immediate 

appropriate action to prohibit or limit the activities.  

4. Only the competent authority certifying may take 

action on the certificate.    

 

    

AMC1-OR.GEN.0160-OPS Occurrence reporting 

GENERAL 

 This new AMC is added to create a reference 

to applicable means of compliance and to the 

relevant national rules implementing 

Directive 2003/42, as well as to incorporate 

EU-OPS 1.420 § (d)(6). 

  

1. The organisation should report all occurrences 

defined in AMC 20-8, andas required by the 

applicable national rules implementing Directive 

2003/43/EC of the European Parliament and of the 

Council of 13 June 2003 on occurrence reporting in 

civil aviation.  

    

2. In addition to the reports required by AMC 20-8 and 

the Directive 2003/43/EC of the European 

Parliament and of the Council of 13 June 2003 on 

occurrence reporting in civil aviation, the 

organisation should report volcanic ash clouds 

encountered during flight. 

    

 
    

  

SECTION II  –MANAGEMENT 
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AMC1 to-OR.GEN.200(a)(1);(2);(3);(5)-non-complex

 Management System 

GENERAL 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

AMC 1 to OR.GEN.200(a)(2) 

1.“Simplified manner” too vague. 

2. AMC does not comply with ICAO Doc 

9859. 

3. Para 1 is repeat of OR.GEN.200(b) – 

delete Para 1. 

4. Numerous comments regarding the 

status and definition of small 

organisations. 

 

 

 

 

AMC 1 to OR.GEN.200(a)(3) 

1. Small organisations need safety 

manager role as well. 

2. ERP may involve other organisations. 

3. “Simplified manner” too vague. 

4. Efficiency implies business; should be 

safety. 

5. Numerous comments regarding the 

status and definition of small 

Given the nature of the comments it was 

determined that it would be advantageous to 

have a single AMC for small organisations, as 

far as possible. The amount of AMC is small 

and it is clearer if it is included in one AMC 

rather that spread throughout this Part.  This 

AMC incorporates most of the AMC for non 

complex organisations, after applicable 

comments have been addressed. 

In effect AMC 1 to OR.GEN.200(a)(2) and 

AMC 1 to OR.GEN.200(a)(3) have been 

combined, with resultant textual changes to 

accommodate a single AMC.  AMC 1 to 

OR.GEN.200(a)(4) has been combined with 

AMC 2 to OR.GEN.200(a)(4) – the AMC were 

practicably identical and was felt that there 

should be no material differences between 

small and other organisations. 

However, the numbering of the AMCs had to 

be changed from the one given in the NPA, 

as a result of the changes made in the 

implementing rule. 

 

 

1. Agreed and amended 

2. EASA AMC/GM are not supposed to repeat 

ICAO Safety Management Manual (SMM). 

Organisations are not precluded from doing 

more than is required by the AMC, though. 

The ICAO SMM is subject to change beyond 

EASA’s control and could lead to 

inconsistencies between ICAO and EASA if 

differences arose. 

Agreed and amended. 

4. New AMC dealing with complex/non 

Complex organisation to address comments 

on small/large organisations. 

 

 

1. Agreed and amended. 

2. Agreed and amended. 

3. Agreed (text unnecessary when AMC 

combined). 

4. Agreed and amended. 

5. New AMC dealing with complex/non 

Complex organisation to address comments 

  



Part-OR 

Page 222 of 612 

A: Rule B: Summary of comments C: Response D: Source ref. and 

compliance 

E: ICAO ref. and 

compliance 

organisations. 

6. Safety accountabilities should be safety 

responsibility (only the accountable 

manager has safety accountability). 

7. Procedures contain processes 

 

AMC 1 to OR.GEN.200(a)(4) 

1. Numerous comments regarding the 

status and definition of small 

organisations. 

2. No need for any differences between 

small and other organisations wrt training 

and communication. 

3. Competency not specifically included. 

4. Lack of consistency between AMC 1 and 

AMC 2. 

 

on small/large organisations. 

6. Agreed (text unnecessary when AMC 

combined). 

7. “Processes” deleted. 

 

 

5. New AMC dealing with complex/non 

Complex organisation to address comments 

on small/large organisations. 

2. Agreed; AMC 1 and AMC 2 combined into 

a single AMC. 

3.Included in the Rule. 

4. Agreed; AMC 1 and AMC 2 combined into 

a single AMC. 

NON-COMPLEXSMALL ORGANISATIONS     

1. The sSafety risk management system may be 

performed usinge hazard checklists or similar risk 

management tools or processes, which are integrated into 

the activities of the organisation. 

 This is unchanged (was AMC 1 to 

OR.GEN.200(a)(2) 2.) 

  

22. The organisation should manage safetyrisks related 

to a change. The management of change should be a 

documented formal process to that identifiyes external 

and internal change that may have an adverse effect 

on safety.affect the activities of the organisation. It 

should make use of utilises the organisation’s existing 

hazard identification, risk assessment and mitigation 

processes to ensure that there is no adverse effect on 

safety. 

 This is sourced form AMC 2 to 

OR.GEN.200(a)(2) as it was thought 

necessary that small organisations should 

manage change appropriately. 

First sentence was added to clarify link with 

OR.GEN.200(a)(3). 

  

3. The organisation should identify a person that fulfils the 

role of safety manager and who is responsible for co-

ordinating the safety management system. This person 

may be the accountable manager or a person with an 

operational role within the organisation. 

 This is sourced from AMC 2 to 

OR.GEN.200(a)(3) as it was thought 

necessary that small organisations should 

have a safety manager role. 

  

4. Within the organisation, responsibilities should be 

identified for hazard identification, risk assessment and 

mitigation. 

 This is unchanged (was AMC 1 to 

OR.GEN(a)(3) 1.a.) 

  

5. The organisation should, in co-operation with other 

stakeholders, develop, coordinate and maintain an emergency 

response plan that ensures orderly and safe transition from 

normal to emergency operations, and return to normal 
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operations. 

6565. The organisation should develop and maintain SMS 

documentation that documentescribes the organisation’s 

safety policy, the accountable manager’s safety 

accountability, organisational structure (including safety 

responsibilities) and safety procedures.The safety policy 

should include a commitment toimprove towards 

the highest safety standards, comply with all 

applicable legal requirements, meet all applicable 

standards, consider best practices and provide 

appropriate resources. 

 This is modified to include the need to assess 

organisational change and “process” has 

been deleted as procedures contain 

processes (was AMC 1to OR.GEN.200(a)(3) 

3.a.) 

  

7. The SMS documentation should contain a safety 

management manual (SMM). 

 This was AMC 1 to OR.GEN.200(a)(3) 3.b. 

and has been deleted as IR is sufficient. 

  

86. The safety management documentationSMM may be 

includeda chapter in the organisation 

manualdocumentation. 

 This is now addressed in GM1 

OR.GEN.200(a)(5) 

  

6. The organisation should, in co-operation 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. 

    

An Emergency Response Plan (ERP) should be established that 

provides the actions ItThe ERP should provide the actions to 

be taken by the organisation or specified individuals in an 

emergency and reflects the size, nature and complexity of the 

activities performed by the organisation.78. The Emergency 

Response Plan. 

Comments proposed that AMC 2 to 

OR.GEN.200(a)(3) 7. and 8. were not 

suited to Organisation and 

Accountabilities. 

Agreed; AMC 2 to OR.GEN.200(a)(3) 7. and 

8. moved to AMC 2 to OR.GEN.200(a)(2). 

  

a. An Emergency Response Plan (ERP) should be established 

that provides the actions to be taken by the organisation or 

specified individuals in an emergency and reflects the size, nature 

and complexity of the activities performed by the organisation. 

    

b. The Emergency Response Plan should ensure:     

i. an orderly and safe transition from normal to emergency 

operations; 

    

ii. safe continuation of operations or return to normal 

operations as soon as practicable; and 

    

iii. co-ordination with the emergency response plans of other 

organisations, where appropriate. 

The ERP may need to be in co-operation 

with other organisations. 

Agreed and amended.   



Part-OR 

Page 224 of 612 

A: Rule B: Summary of comments C: Response D: Source ref. and 

compliance 

E: ICAO ref. and 

compliance 

     

AMC1 2to OR.GEN.200(a)(13)-complex Management 

System 

    

SAFETY MANAGEMENT SYSTEM –ORGANISATION AND 

ACCOUNTABILITIES 

The AMC does not align with the related 

IR. 

Agreed; AMC 2 to OR.GEN.200(a)(3) 7. and 

8. moved to AMC 2 to OR.GEN.200 (a)(2); 

AMC 2 to OR.GEN.200(a)(3) 6. has been 

made GM. It is believed that the remainder 

of the AMC aligns with the related IR. 

  

COMPLEXOTHER ORGANISATIONS     

The management system of an organisation should encompass 

safety by implementing including a safety manager and a safety 

review board in the organisational structure..the following: 

    

1. SMS organisational structure.     

a. Typically tThis should include a safety manager and, a 

safety review board. and a safety action group. 

“Typically” implies the possibility for 

variation. 

Agreed and amended.   

21. The sSafety manager.     

a. The safety manager should act as the focal point 

and be responsible and the focal point for the 

development, administration and maintenance of an 

effective safety management system. 

    

b. The functions of the safety manager should be to: Many comments that the role of the safety 

manager is confusing and contradictory 

and proposals for improvement 

suggested. 

Agreed; text amended and i., viii., x. and xii. 

deleted. 

i. an aspect of the implementing plan could 

be to appoint a safety manger. 

viii. this is subsumed by vii. 

x. the safety manger cannot oversee the 

hazard identification system if they are 

responsible for the effectiveness of the SMS. 

xii. confuses the safety manger role with the 

compliance manager role. 

  

i. manage the implementation plan on behalf of the 

accountable manager; 

    

ii. facilitate hazard identification, risk analysis 

and management; 

Safety manager should not participate in 

hazard identification, risk analysis and 

management. 

Disagree; facilitate is not the same as 

participate.  Facilitate means to enable 

hazard identification, risk analysis and 

management to take place. 
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iii. monitor the implementation of the safety 

related corrective action plan to ensure their 

accomplishment; 

Should this be safety related corrective 

actions in order limit scope? 

Amended for consistency with the SMM 

content (cf. AMC 2 OR.GEN.200(a)(5). 

  

iiiv. provide periodic reports on safety 

performance; 

    

iv. ensuremaintain maintenance 

ofsafetymanagement documentation; 

It is not the role of the safety manager to 

maintain all of an organisation’s safety 

documentation. 

Agreed, however the safety manager is 

responsible for the maintenance of safety 

management documentation. 

  

vi. ensure that there is safety management 

training available and that it meets 

acceptable standards;plan and organise 

staff safety training; 

It is not the safety manager’s 

responsibility to plan and organise safety 

training. 

Agreed; however safety management 

training is required within an organisation.  

Text amended. 

  

vii. provide independent advice on safety matters; 

and 

    

viii. advise senior managers on safety matters;     

vii. assist line managers with discharging their 

safety responsibilities; and 

What does the safety manager assist line 

managers with? 

Deleted as it is covered by point above..   

x. oversee hazard identification systems;     

viiixi. be participateinvolved in initiate and 

participate in internal occurrence / accident 

investigations.; and 

Existing text implies that safety manager 

is the cause of accidents/incidents. 

Agreed and amended.   

xii. monitor compliance.     

32. Safety review board. 1. As 3.c.iii. is a specific circumstance 

(which should be covered by the SMS) 

then either add all other circumstances or 

delete. 

 

1. The SRB should not monitor the 

effectiveness of the SMS implementation 

plan. 

Agreed; text deleted. 

 

 

1. Agreed; text deleted. 

 

  

a. The Safety review board should be a high level 

committee that considers matters of strategic 

safety functionsin support of the accountable 

manager’s safety accountability. 

The SRB is in support of the accountable 

manger. 

Agreed and amended.   

b. The board should be chaired by the accountable 

manager and be composed of heads of functional 
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areas. 

c. The safety review board should monitor:     

i. safety performance against the safety policy 

and objectives; 

    

ii. the effectiveness of the SMS implementation plan; and     

iii. the effectiveness of the safety supervision of contracted 

operations. 

    

ii. that any correctivesafety action is taken in a 

timely manner; and  

The SRB should monitor that corrective 

action is taken in a timely manner and the 

effectiveness of the organisations safety 

management processes. 

Agreed and amended. However, corrective 

action is replaced by safety action in order to 

differentiate with compliance monitoring. 

  

iii. the effectiveness of the organisation’s 

safety management processes. 

The SRB should monitor that corrective 

action is taken in a timely manner and the 

effectiveness of the organisations safety 

management processes. 

Agreed and amended.   

d. The safety review board should ensure that 

appropriate resources are allocated to achieve the 

established safety performance. 

Delete as not SRB role to ensure resource. Disagree; the SRB should ensure within their 

line management arrangements adequate 

resource is available to achieve the agreed 

safety performance. 

  

e. The safety review board should give strategic direction to 

the safety action group. 

    

4. Safety action group.     

a. The safety action group should report to and take strategic 

direction from the safety review board; and should be comprised 

of managers, supervisors and staff from operational areas. 

    

b. The safety action group should:     

i. oversee operational safety;     

ii. resolve identified risks;     

iii. assess the impact on safety of operational changes; and     

iv. implement corrective action plans; and     
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iv. ensure that corrective action plans are implemented is 

achieved within agreed timescales. 

    

c. The safety action group should review the effectiveness of 

previous safety recommendations, and safety promotion. 

    

5. Safety accountabilities and safety responsibilities. In order to ensure that there is no 

confusion add safety to responsibility. 

 

Delete as covered by OR.GEN210 

 

Deletion agreed, as it duplicates  

OR.GEN.200(a)(3) 

  

a. The organisation should define the safety accountabilityies 

of the accountable manager and the safety responsibilities of key 

personnel. 

It should be the safety accountability of 

the accountable manager. 

Text deleted.   

6. SMS implementation plan.     

a. The SMS implementation plan should be a realistic 

strategy for the implementation of SMS that meets the needs of 

the organisation and defines the approach taken for managing 

safety. The plan should be endorsed by senior management and 

completed within a period of 2 years. 

    

b. SMS implementation plan – contents:     

i. safety policy;     

ii. safety planning, objectives and goals;     

iii. system description;     

iv. gap analysis;     

v. SMS components;     

vi. safety roles and responsibilities;     

vii. safety reporting policy;     

viii. means of personnel involvement;     

ix. safety communication;     
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x. safety performance measurement; and     

xi. management review of safety performance.     

b. The organisation should review and update the safety 

accountability of the accountable manager and safety 

responsibilities on a regular basis. 

The organisation should review and 

update safety accountability and safety 

responsibilities on a regular basis. 

Text deleted.   

7. The Emergency Response Plan.     

a. An Emergency Response Plan (ERP) should be established 

that provides the actions to be taken by the organisation or 

specified individuals in an emergency and reflects the size, 

nature and complexity of the activities performed by the 

organisation. 

    

b. The Emergency Response Plan should ensure:     

i. an orderly and efficient transition from normal to 

emergency operations; and 

    

ii. safe continuation of operations or return to normal 

operations as soon as practicable. 

    

8. Documentation     

a. Documentation should consist of:     

i. applicable regulations;     

ii. safety management system manual;     

iii. SMS records; and     

iv. records management.     

b. Safety policy should include a commitment to:     

i. achieve the highest safety standards;     

ii. observe all applicable legal requirements, standards and 

best practices; 

    



Part-OR 

Page 229 of 612 

A: Rule B: Summary of comments C: Response D: Source ref. and 

compliance 

E: ICAO ref. and 

compliance 

iii. provide appropriate resources;     

iv. enforce safety as one primary responsibility of all 

managers; and 

    

v. ensure that the policy is implemented and understood at 

all levels both internally and externally. 

    

c. The safety management manual (SMM) should be the key 

instrument for communicating the approach to safety for the 

whole of the organisation and documents all aspects of the SMS, 

including the safety policy, objectives, procedures and individual 

safety accountabilities. The contents of the safety management 

system manual should include: 

    

i. scope of the safety management system;     

ii. safety policy and objectives;     

iii. safety accountabilities;     

iv. key safety personnel;     

v. documentation control procedures;     

vii. hazard identification and risk management schemes;     

viii. safety performance monitoring;     

ix. emergency response planning;     

x. management of change;     

xi. safety promotion; and     

xii. contracted activities.     

d. The SMM may be a chapter in the organisation manual.     

 Safety training is omitted. Text has been deleted   
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GM1 OR.GEN.200(a)(1)-complex  Management 

System– Complex organisations 

    

SAFETY ACTION GROUP. SAG may not be appropriate even in a 

non-small organisation. 

Disagree; the SAG’s role and purpose is 

strategic and necessary for any non-small 

organisation to ensure that safety is being 

afforded the appropriate priority within an 

organisation. 

  

a. A safety action group may be established as a 

standing group or as an ad-hoc group to assist 

or act on behalf of the safety review board. 

 

    

b. More than one safety action group may be 

established depending on the scope of the task 

and specific expertise required. 

 

    

ca. The A safety action group should report to and take 

strategic direction from the safety review board; 

and should be comprised of managers, supervisors 

and staffpersonnel from operational areas. 

    

db. The safety action group should:     

i. overseemonitor operational safety;     

ii. resolve identified risks;     

iii. assess the impact on safety of operational 

changes; and 

    

iv. ensure that safety actions are implemented 

within agreed timescales. 

4.b.iv. and 4.b.v. should be combined. Agreed and amended.   

cv. The A safety action group should review the 

effectiveness of previous safety 

recommendations and safety promotion. 
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AMC1 toOR.GEN.200(a)(21)-complex Management System 
    

SAFETY POLICY– COMPLEX ORGANISATIONS     

1. The safety policy should:     

a. be endorsed by the accountable manager; A comment asked the endorsement to be 

in the IR. 

The endorsement is a means of compliance.   

b. reflect organisational commitments regarding safety 

and its proactive and systematic management; 

and 

A comment suggested improving the 

expectations regarding the organisational 

commitment. 

Agreed and amended. 

 

  

c. be communicated, with visible endorsement, 

throughout the organisation;. and 

    

d. include safety reporting principles.  Include reporting procedures and 

disciplinary action in safety policy. 

Agreed and amended. “Conditions for 

disciplinary actions” is considered too 

prescriptive. However, an item was added to 

what the safety policy should include (see 

2e) to address that. 

 

  

2. The safety policy should include a commitment to: AMC 2 to OR.GEN.200(a)(3) 8.b. would be 

better positioned as part of AMC to 

OR.GEN.200(a)(1) as it is the safety policy 

commitment. 

Agreed and amended. AMC 2 to 

OR.GEN.200(a)(3) 8.b.v. has been deleted 

as it is redundant. 

 

  

a. to improve towards the highest safety 

standards; 

 This is unchanged (was AMC 2 to 

OR.GEN.200(a)(3) 8.b.i) 

  

b. to comply with all applicable legal 

requirements, meet all applicable standards, 

consider best practices; 

 This is unchanged (was AMC 2 to 

OR.GEN.200(a)(3) 8.b.ii) 

  

c. to provide appropriate resources; and  This is unchanged (was AMC 2 to 

OR.GEN.200(a)(3) 8.b.iii) 

  

d. to enforce safety as one primary responsibility 

of all managers; and. 

 This is unchanged (was AMC 2 to 

OR.GEN.200(a)(3) 8.b.iv) 

  

e.     not to blame someone for reporting something 

which would not have been detected 

otherwise. 

    

23. Senior management should:     

a. develop andcontinuouscontinually promote the 

safety policy to all staffpersonnel and demonstrate 

Someone has to develop the safety policy;  Agreed, but why prescribe that it should be 

the senior management? 
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their commitment to it;   

b. provide necessary human and financial resources 

for its implementation; and 

    

c. establish safety objectives and performance 

standards. The safety objectives and performance 

standards should be linked to the safety 

performance indicators, safety performance targets 

and safety requirements. 

Second sentence unclear and confusing. Second sentence deleted as of no added 

value. 

  

     

GM1 toOR.GEN.200(a)(21) Management System 
    

SAFETY POLICY     

The safety policy is the means whereby the organisation 

demonstratesstates its intention to maintain and, where 

practicable, improve safety levels in all its activities and to 

minimise its contribution to the risk of an aircraft accident as far 

as is reasonably practicable. 

 Given the role of OR.GEN as the basis of 

horizontal regulation across the whole 

aviation industry, taking into account 

feedbacks received, it is useful to add GM to 

identify the role and purpose of a safety 

policy. 

  

     

AMC1 2 toOR.GEN.200(a)(32)-complex Management 

System 

    

SAFETY MANAGEMENT SYSTEM – SAFETY RISK MANAGEMENT     

COMPLEXOTHER ORGANISATIONS     

1. Hazard identification processes. Whilst this refers to hazard identification 

the subsequent text include analysis, 

acting on and generating feedback etc. 

Agreed.  AMC 2 to OR.GEN.200(a)(2) 1.b. 

and 1.c. have been deleted as 1.a. includes 

the essence of 1.b. and 1.c. 

  

a. Reactive and,Pproactive and predictive schemes 

for hazard identification processes should be the 

formal means of collecting, recording, analysing, 

acting on and generating feedback about hazards 

and the associated risks that affect the safety of the 

operational activities of the organisation. 

Proactive alone is too limiting. Agreed and amended. 

 

  

b. Hazards, events or safety concerns should be assessed, 

analysed, reported, the data collected and stored. 
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c. Information provided by analysis should be distributed.     

db. All reporting systems, including confidential 

reporting schemes, should be based on 

established human factors principles includeing an 

effective feedback process. 

Human factors principles too vague. Agreed and amended.   

2. Risk assessment and mitigation processes.     

a. A formal risk management process should be 

developed and maintained that ensures analysis (in 

terms of probability and severity of occurrence), 

assessment (in terms of tolerability) and control (in 

terms of mitigation) of risks to an acceptable level. 

    

b. The levels of management who have the authority 

to make decisions regarding the tolerability of 

safety risks, in accordance with 2.a. above, 

tolerability  should be specified. 

Safety risks tolerability confusing. Agreed and amended.   

3. Internal safety investigation.     

a. The scope of internal safety investigations should 

extend beyond the scope of thoseoccurrences 

required include occurrences that are not required 

to be investigated orto be reported to the 

competent authority. 

Existing text confusing. Agreed and amended.   

4. Safety performance monitoring and measurement. It is not necessary for small organisations 

to be further defined in other AMC. 

Agreed, 4.c. text deleted as this is addressed 

by the IR. 

  

a. Safety performance monitoring and measurement 

should be the process by which the safety 

performance of the organisation is verified in 

comparison to the safety policiesy and objectives. 

There is only one safety policy. Agreed and amended.   

b. This process should include:  Additional text added following RG feedback 

to clarify meaning of items ii. to v. based on 

ICAO SMM. 

  

i. safety reporting;     

ii. safety studies, which are rather large 

analyses encompassing broad safety 

concerns;; 

    

iii. safety reviews including trends reviews, 

which are conducted during introduction 

and deployment of new technologies, 

change or implementation of procedures, 
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or in situations of structural change in 

operations; 

iv. safety audits which focus in the integrity of 

the organisation’s management system, 

and periodically assess the status of 

safety risk controls;and 

    

v. safety surveys, which examine particular 

elements or procedures 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. 

. 

    

c. The process should be proportional to the size of the 

organisation and complexity of the activities and be compatible 

with other management systems and processes used by the 

organisation. 

    

5. The management of change.     

a.  The organisation should manage safetyrisks 

related to a change. The management of change should 

be a formal documented process to identify that 

identifies external and internal change that may have an 

adverse effect on safetyaffect the activities of the 

organisation. It should make use of utilises the 

organisation’s existing hazard identification, risk 

assessment and mitigation processes to ensure that there 

is no adverse effect on safety. 

1. A comment argued that change 

management especially important for 

small operators. 

2. Another comment requested 

confirmation that activities are safety 

related. 

1. Agreed and added to non complex 

organisations. 

2. The text was reviewed to make clearer 

that the process, though its scope is general, 

focuses on the effect on safety. 

3. First sentence was added to clarify link 

with OR.GEN.200(a)(3). 

  

6. Continuous improvement. of the safety system. Comments expressed that continuous 

improvement of the Safety System was 

not clear, nor was. 

Title changed and subsequent text modified 

and 6.a. deleted. 

  

a. Continuous improvement should determine the immediate 

causes of below standard performance and their implications for 

the management system, and rectify situations involving below 

standard performance identified through safety assurance 

activities. The changes should be tracked to ensure that they are 

effective. 

    

ba. The organisation should continuously seek to 

improve theirits safety performance. Continuous 

improvement should be achieved through:proactive 

evaluation of: 
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i. proactive and reactive evaluations of 

facilities, equipment, documentation and 

procedures through safety audits and surveys; 

When read as a complete paragraph the 

bullets do not make sense. 

Agreed; lead in text removed and inserted 

into a.i. and a.ii. as appropriate. 

  

ii. proactive evaluation of Iindividuals’ 

performance to verify the fulfilment of their 

safety responsibilities; and 

    

iii. reactive evaluations in order to verify the 

effectiveness of the system for control and 

mitigation of risk. 

Impossible to understand. 6.a. has been amended which makes iii more 

clear. 

  

7. The Emergency Response Plan. Comments proposed that AMC 2 to 

OR.GEN.200(a)(3) 7. and 8. were not 

suited to Organisation and 

Accountabilities. 

Agreed; AMC 2 to OR.GEN.200(a)(3) 7. and 

8. moved to AMC 2 to OR.GEN.200(a)(2). 

  

a. An Emergency Response Plan (ERP) should be 

established that provides the actions to be taken by 

the organisation or specified individuals in an 

emergency. The ERP should and reflects the size, 

nature and complexity of the activities performed by 

the organisation. 

    

b. The Emergency Response Plan should ensure:     

i. an orderly and safe transition from normal to 

emergency operations; 

    

ii. safe continuation of operations or return to 

normal operations as soon as practicable; and 

    

iii. co-ordination with the emergency response 

plans of other organisations, where 

appropriate. 

The ERP may need to be in co-operation 

with other organisations. 

Agreed and amended.   

     

AMC GM1toOR.GEN.200(a)(35) Management System 
    

INTERNALVOCCURRENCE REPORTING SCHEME There is only one “should” in this AMC 

therefore what is its status? 

AMC has been made GM, and the single 

“should” removed. 

  

1. The overall objective purpose of the scheme is to use 

reported information to improve the level of safety 

performance of the organisationflight safety and not 

to attribute blame. 

The objective of the internal occurrence 

reporting scheme is to improve the level 

of safety performance of the organisation. 

Agreed and amended. “Internal” added to 

avoid confusion with reporting to the 

competent authority (cf. OR.GEN.060). 
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2.  The objectives of the scheme are:     

a. to enable an assessment to be made of the safety 

implications of each relevant incident and accident 

to be made, including previous similar occurrences, 

so that any necessary action can be initiated; and 

    

b. to ensure that knowledge of relevant incidents and 

accidents is disseminated, so that other persons and 

organisations may learn from them. 

    

3. The scheme is an essential part of the overall monitoring 

function and it is complementary to the normal day-to-

day procedures and ‘control’ systems and is not intended 

to duplicate or supersede any of them. The scheme is a 

tool to identify those occasions where routine procedures 

have failed. 

    

4. Occurrence reports should will should be retained 

remain in the database when judged reportable by the 

person submitting the report as the significance of such 

reports may only become obvious at a later date. 

Use of the term database implies a 

technological solution which may not be 

appropriate. 

Agreed and amended.    

     

AMC11OR.GEN.200(a)(4) Management System 
    

TRAINING AND COMMUNICATION ON SAFETY Many comments over the degree of 

similarity between AMC 1 to 

OR.GEN.200(a)(4) and AMC 2 to 

OR.GEN.200(a)(4).  The noted differences 

were queried (e.g. use of e-learning). The 

need for differing AMC for small and other 

organisations was queried. 

Agreed; only one AMC for all organisations 

with suitable amendments to text to address 

comments. 

  

SMALL ORGANISATIONS     

1. Training.     

a. All personnel should receive safety training as 

appropriate for their safety responsibilities. 

 AMC 2 had staffpersonnel which personnel 

would include. 

  

b. The safety training programme for a small 

organisation may consist of e-learning or similar 

training provided by training service providers. 

 Original text for AMC 1 used and reference to 

small organisations deleted. 

AMC 2 had “trained and competent”, but this 

is covered by the IR. 
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2. Communication.     

a. The organisation should establish communication 

about safety matters that: 

    

i. ensures that all staffpersonnel are fully 

aware of the SMSsafety management 

activities; 

 Text amended for more clarity.   

ii. conveys safety critical information, and 

especially that relatedrelating to assessed 

risks and analysed hazards; 

    

iii. explains why particular actions are taken; and     

iv. explains why safety procedures are introduced 

or changed. 

    

b.  Regular meetings with personnel where information, 

actions and procedures are discussed  may be 

used for the purpose of communications onto 

communicate safety matters. 

    

     

AMC1OR.GEN.200(a)(56) Management System 
    

ORGANISATION MANAGEMENT SYSTEM 

MANUALDOCUMENTATION– CONTENT 

2. is covered by OR.GEN.030. Delete AMC OR.GEN.200(a)(6) 2. 

Manual was replaced with documentation to 

reflect the possibility for the organisation to 

organise its documentation as it wishes. 

  

1. The organisation management 

systemmanualdocumentation should at least include 

the following information: 

    

(i) a statement signed by the accountable 

manager to confirm that the organisation will 

continuously work in accordance with the 

applicable requirements and Part-OR and 

other applicable sub-parts as well as the 

organisation’s manual documentationat all 

times as required by Part-OR;; 

The organisational manual may 

encompass more than one part. 

Agreed and explained in the GM.   

(ii) the organisation's scope of activityactivities;     
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(iii) the titles and names of persons referred to in 

OR.GEN.210 (a) and (b); 

    

(iv) an organisation chart showing associated 

chainsthe lines of responsibility between the 

persons referred to in OR.GEN.210; 

    

(v) a general description and location of the 

facilities referred to in OR.GEN.215; 

    

(vi) procedures specifying how the organisation 

ensures compliance with this Part and other 

applicable sub-partsthe applicable 

requirements; and 

The organisational manual may 

encompass more than one part. 

Agreed and amended.   

(vii) theamendment procedure for 

theorganisation management system 

documentationmanual amendment 

procedure. 

    

2.  The organisation management system 

documentation may be included in a separate 

manual or in (one of) the manual(s) as required by 

the applicable Subpart(s). A cross reference should 

be included. 

 

 Added following review of OR.ATO.230   

GM1 OR.GEN.200(a)(5) Management System 
    

ORGANISATION MANAGEMENT SYSTEM DOCUMENTATION     

It is not required to duplicate information in several manuals. The 

information may be contained in any of the organisation 

manuals (e.g. aerodrome manual, operations manual, training 

manual ….), which may also be combined. 

 Added following review of OR.ATO.230   

     

GM to OR.GEN.200(a)(65)  Management System     

ORGANISATION MANUAL     

The organisation manual is meant to be the top level 

documentfor structures, policies and procedures applicable to the 

whole organisation.owever, in the organisation. I it is not 

required to duplicate information in several manuals.The 

information may be contained in other manuals, e.g. aerodrome 

manual, operations manual or training organisation manual. 

Confusion over use and purpose of top 

manual. 

Proposed GM reviewed as a consequence of 

not mentioning the organisation manual any 

more. 
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AMC121OR.GEN.200(a)(56)-complex Management System 
 New AMC based on AMC2 OR.GEN.200(a)(3)   

ORGANISATION SAFETY MANAGEMENTMANUAL– CONTENT     

1. The safety management manual (SMM) should be the key 

instrument for communicating the approach to safety for 

the whole of the organisation. The SMM and should 

documents all aspects of safety management, including 

the safety policy, objectives, procedures and individual 

safety accountabilities responsibilities. 

    

2.  The contents of the safety management manual should 

include: 

    

i. scope of the safety management system;     

ii. safety policy and objectives;     

iii. safety accountabilitiesy of the accountable 

manager; 

Cannot have safety accountabilities, only 

the accountable manager has safety 

accountability. 

Agreed and amended.   

iv. safety responsibilities ofkey safety 

personnelsafety responsibilities; 

What as part of key personnel? Agreed and amended.   

v. documentation control procedures;     

vii. hazard identification and risk management 

schemes; 

    

viii. safety action plan; Safety assurance is missing. Safety assurance is ensured through this 

whole process. There is no need to mention 

the exact ICAO words. 

  

viiix. safety performance monitoring;     

ix. incident investigation and reporting; Incident investigation and reporting is 

missing. 

Agreed and amended.   

xi. emergency response planning;     

xii. management of change (including 

organisational changes with regard to 

safety responsibilities); and 

Change needs to include organisational 

change and possible impact upon safety 

responsibilities. 

Agreed and amended.   
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xiii. safety promotion.     

 xiv.  contracted activities  This item has been deleted, as it is not 

specific to the SMM.  

  

3. The SMM may be a chapter in (one of) the organisation 

manual(s). of th eorganisation. 

 Changed following review of OR.ATO.230   

     

GM2-OR.OPS.GEN.2100.GEN(ad)(52) Operator 

responsibilitiesManagement system 

 This was originally included in Subpart OPS 
as GM OR.OPS.100(d) Operator 
responsibilities.   

The Agency acknowledges that this GM 
needs to be amended for consistency with 
other AMCs and GMs to OR.GEN.200. It is 
included here for completeness of the CRST. 

 

  

DEVELOPMENT OF NEW/ AND AMENDING STANDARD 
OPERATING PROCEDURES (SOP) 

IA: 2, IND: 5: MS: 2 

Comments suggested to delete this GM 
OR.OPS.100.GEN(d) as it is too 
prescriptive and does not differentiate 
between major and minor changes and 
consider publishing in an information 
paper instead 

Other comments suggested transferring it 
to AMC and attach to OR.GEN.200(a) 
since most of the material and its scope 
go beyond an individual operator. 

As requested by several commentators, it is 
now included as GM to OR.GEN.200.    

  

1 General     

 Risk assessment is an element in the operator’s risk 

management and as such part of its management 

system. Risk assessment should provide a basis for 

decision-making in processes like: 

IA: 1 

Comment questioning relationship 
between risk Management and SMS 

 

Risk Management is one of the core 
components of an SMS 

 ICAO Doc 9859 

a. Strategic option or priority setting;     

b. Planning;     

c. Project management;     

d.  Performing activities;     
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e.  Prioritising of activities in operations; and     

f.  Organisational change.     

Two categories of decisions related to risk may be 

relevant in this context: 

    

g.  Business case decisions where safety risk is one of 

several other factors. In such cases, safety is 

weighed against other requirements such as 

functionality and profit. 

    

h.  Decisions on solutions to specific risk problems, e.g. 

choice of risk reducing measures for one specific 

solution or a decision to chose between alternative 

solutions. 

    

This guidance material is intended to provide basic guidelines to 
operators helping them to develop SOPs based on a safety risk 
assessment as part of managing risk as called for by the 
management system MS requirements. It only addresses the 
principles and provides one very basic method and some skeleton 
forms to help operators with little or no previous experience in 
such work to get started. It is not a means of compliance as such. 
As an operator gathers experience, the method should be 
developed or changed to suite individual needs. 

 Editorial change for consistency   

Assessments of safety risks are also required for other purposes, 
and the principles should be similar for all applications. However, 
these guidelines are especially adapted and simplified for the 
purpose mentioned above. Examples of other applications for 
assessment of safety risk in management processes are: 

    

a.  eEstablishment of technical, organisational and 

operational risk control measures; 

    

b.  eEstablishment of emergency response measures; 

and 

    

c.  rRisk management of technical, organisational and 

operational changes. 

    

The result of the development process of an SOP should be one 
safe standard operating procedure for a certain type of operation, 
accompanied by one matching risk assessment providing evidence 
of the development process and the considerations and the 
measures taken to ensure that the risk of the operation will be 
acceptable. This material mainly gives guidance to the risk 
assessment part of the process and the interaction between the 
two. When applying to the competent authority for alternative 
means of compliance including a SOP, the risk assessment should 
be enclosed to document the development process. 
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A similar process as described here may be employed if 
organisations or operators intend to develop “Codes of Practice” 
that could be published and made available for other operators 
organisations as best industry practices. 

    

2 Scope     

This guidance material only addresses the assessment of safety 
risks. It does not consider other kinds of risk, such as economic 
risk or opportunities, other than implicit in that the purpose of the 
operation normally is to gain a benefit such as to make profit. The 
safest option would of course in most cases be not to perform an 
operation at all, but in this context it is not considered as a 
relevant option if the operation can be performed with an 
acceptable risk. 

    

Risk assessment consists of planning and completion of the risk 
analysis as well as of risk evaluation. Risk assessment includes 
identifying hazards and accidental events, analysing and 
evaluating risk and indentifying measures that could eliminate or 
reduce the risk. This guidance material also indicates how the risk 
assessment of SOPs should be documented. 

    

This risk assessment is one part of an operator’s safety and risk 
management. Other parts of these management processes will 
influence the planning and completion of a risk assessment and 
are, when relevant, mentioned here. These parts are 
communication and consultation, the context/framework, risk 
treatment, monitoring and review. 

IND: 1; INDIV: 1 

The comments question whether risk 
assessment should apply to existing 
procedures or only to new procedures. 

Risks should be assessed both for existing 
documents and for new documents to be 
created. 

  

3 Definitions     

a. Accidental event: An event that might cause injury 

to or loss of life or damage to or loss of property. 

    

Note 1: Property may include health, material, functions, public values 

and reputation. 

    

Note 2: An accidental event may be intentional (security related) or 

unintentional (safety related). 

    

Note 3: The term “hazardous event” is often used simultaneously.     

b. Barrier: Something that can either prevent an event 

form taking place or protect against its 

consequences. 

    

Note: Barrier may also be referred to as a control or treatment measure.     

c. Consequence: Possible outcome or impact of an event.     
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Note 1: There can be more than one consequence from one event.     

Note 2: Only negative consequences are considered in this context     

Note 3: Consequences can be expressed qualitatively or quantitatively.     

d. Frequency: A measure of the number of 

occurrences per unit of time. 

    

e. Hazard:The condition, object or activity with 

the potential of causing injuries to personnel, 

damage to equipment or structures, loss of 

material or reduction of ability to perform a 

prescribed function.A source (action or condition) 

that could cause an accidental event. 

One MS commented that ‘Hazard’ is used 
extensively in other parts of Part OR  and 
claimed the definition should be moved to 
OR.GEN. 

One MS suggested using ICAO definitions 
to facilitate global understanding: 
“Condition, object or activity with the 
potential of causing injuries to personnel, 
damage to equipment or structures, loss 
of material or reduction of ability to 
perform a prescribed function.” 

 

Noted:  The GM is now provided with 
OR.GEN.  

 

 

Noted: To be considered when reviewing the 
GM for consistency with OR.GEN.200.  

  

Note: Hazard is also often described as a source that could cause harm.     

f. Likelihood: Chance of something happening.     

Note: In this guidance material likelihood is used as a general term. The 

equivalent but more precise terms probability and frequency 

are often used depending on the context. 

    

g. Probability: Extent to which an accidental event is 

likely to occur. 

    

Note 1: Normally expressed as a number between 0 and 1.     

Note 2: Frequency rather than “probability” may be used in describing 

risk. 

    

Note 3: Degrees of belief about probability can be chosen as classes or 

ranks, such as 

    

h.  rare/unlikely/moderately likely/almost certain, or     

i. 

 incredible/improbable/remote/occasional/probable/f

requent. 
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j.  Residual risk: Risk remaining after implementation 

of risk treatment. 

    

k.  Risk/Safety risk:The likelihood of injury to 

personnel, damage to equipment or 

structures, loss of material or reduction of 

ability to perform a prescribed function, 

measured in terms of probability and severity. 

 Expression for the combination of the probability of 

an accidental event and its consequence. 

One MS suggested using ICAO definitions 
to facilitate global understanding: The 
likelihood of injury to personnel, damage 
to equipment or structures, loss of 
material or reduction of ability to perform 
a prescribed function, measured in terms 
of probability and severity 

Noted: To be considered when reviewing the 
GM for consistency with OR.GEN.200. 

  

l.  Risk acceptance criteria: Criteria that form the basis 

for a decision on acceptable risk. 

    

Note 1: Risk acceptance criteria may be expressed qualitatively of 

quantitatively. 

    

Note 2: Acceptable risk is the risk that in the given circumstances is 

acceptable according to current values in society and the 

organisation. 

    

mk.  Risk analysis: Systematic process to understand the 

nature of and to deduce the level of safety risk. The 

risk analysis involves identifying accidental events 

and their causes/contributing factors and 

consequences. 

    

Note: Provides the basis for risk evaluation and decisions about risk 

treatment. 

    

ol.  Risk assessment: The overall process of planning, 

hazard identification, risk analysis and risk 

evaluation. 

    

pm.  Risk evaluation: Procedure based on the risk 

assessment to determine whether acceptable risk 

has been achieved. 

    

Note 1: The process includes identification and documentation of risk 

reducing measures and recommendations. 

    

Note 2: Risk evaluation assists in decisions about risk treatment.     

qn. Risk identification: The process of determining what, 

where, when, why and how something could 

happen. 

    

ro. Risk management process: The systematic application 

of management policies, procedures and practices 

to the tasks of communicating, establishing the 

context, identifying, analysing, evaluating, treating, 

monitoring and reviewing risk. 
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sp. Risk reduction: Actions taken to lessen the likelihood, 

negative consequences, or both, associated with a 

safety risk. 

    

tq. Risk treatment: Process of selection and 

implementation of measures to modify risk. 

    

Note 1: The term ‘risk treatment’ is sometimes used for the measures 

themselves. 

    

Note 2: Risk treatment measures can include avoiding, modifying, 

sharing or retaining risk. 

    

ur. Safety: Is the state in which the risk of harm to 

persons or property damage is reduced to, and 

maintained at or below, an acceptable level through 

a continuing process of hazard identification and 

risk management. 

    

vs. Stakeholders: Those persons and organisations who 

may affect, be affected by, or perceive themselves 

to be affected by a decision, activity or risk. 

    

wt. Threat: Something that can release a hazard.     

4 Communication and consultation 

 Good communication with internal and external interested 

parties is essential when performing risk assessments to 

help ensure access to all relevant information and assist 

in ensuring buy-in from all relevant parties affected by 

the assessment’s conclusions and recommendations. 

Communication and consultation should take place at all 

relevant stages of the process. 

    

5 Establishing the context     

5.1 General     

 The need to establish a SOP normally stems from a desire 

to carry out business. This might be either directly as a 

commercial flight or as a flight in preparation for such 

flight, such as technical test flights and training flights. 

Sometimes flights are performed without any mercantile 

goal but to obtain other benefits, such as pleasure flights 

for a pilot. 

 Text deleted to make this a GM applicable to 
all organisations subject to Part-OR. 
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 Most flights might be called “standard flights”, meaning 

they are performed repeatedly under a predetermined set 

of conditions. Such flights are performed according to 

SOPs and are promoted and sold as part of an operator’s 

regular business. 

 Text deleted to make this a GM applicable to 
all organisations subject to Part-OR. 

  

 Experience has shown that the organisation’s 

operator’s personnel is sometimes challenged to 

determine if an activity requested by a customer could be 

performed as a standard operationflight, i.e. if the task 

can be performed within the predetermined set of 

conditions that are the basis for the existing SOPs. 

Coupled with a system of pre-authorisation or delegation 

of authorisation, this problem could potentially put 

pressure on personnel the crew to conduct an activity 

for which no SOP exists, for which it is not qualified or 

does not have the right equipment. The organisation 

operator should not commit itself to carry out an activity 

until it is determined that it the flight can be performed 

safely and in accordance with the organisation’s 

operator’s privileges to avoid undue commercial pressure 

on its personnelthe crew. 

 Text amended to make this a GM applicable 
to all organisations subject to Part-OR. 

  

 If a requested activity does not fall within the 

predetermined set of conditions of an existing SOP, a new 

procedure should be developed. If it is a single flight or 

just few flights, such flights may be considered “non-

standard flights”. Non-standard flights could be risk 

assessed as a single case, but it is generally advisable to 

establish a new procedure for that type of flight. 

 Text deleted to make this a GM applicable to 
all organisations subject to Part-OR 

  

 It should be noted that often the organisation’s 

operator’s approvals are limited by the SOPs that are 

subject to prior approval by have been approved by or 

notified to the competent authority. In such cases no 

changes or additions to the set of SOPs are allowed 

without prior arrangement with that authority. 

 Text amended to ensure consistency with 
OR.GEN.130. 

  

 The method described in here may be used for 

development of SOPs for “standard operationsflights” 

and procedures for “non-standard operationsflights”. 

 Text amended to make this a GM applicable 
to all organisations subject to Part-OR. 

  

 Often a new operation activity is in many aspects similar 

to activities operations for which the operator 

organisation already has established SOPs. In such 

cases, only the elements of the operation that are 

different need a full assessment. It is however important 

to make sure that all aspects of the changes are included. 

This includes particularly an assessment whether the 

changes affect any of the standard elements and the 

interface between new and old elements. 

 Text amended to make this a GM applicable 
to all organisations subject to Part-OR. 
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5.2 External and internal context     

 The external and internal context as well as stakeholder 

context should be established and taken into 

consideration particularly with respect to how they relate 

to the operation activity in question and influence the 

planning and completion of risk assessments. 

    

 The external context is associated with the environment 

where the operation takes place. The external context 

includes factors that the operator organisation should 

consider when developing the risk criteria such as: 

 Text amended to make this a GM applicable 
to all organisations subject to Part-OR. 

  

a. Legal legal and regulatory requirements;     

b. Industry industry best practices;     

c. External external interested parties’ needs and 

perceptions; 

    

d. Company company reputation; and     

e. Cultural cultural and social values.     

 The internal context is the internal environment that will 

be involved with or could affect the operationactivity. 

These may be factors such as: 

 Text amended to make this a GM applicable 
to all organisations subject to Part-OR. 

  

f. Strategiesstrategies, objectives and goals;     

g. Cultureculture, ethical guidelines, common values, 

etc.; 

    

h. Organisationorganisation; and     

i. Available available resources.     

 Available resources are relevant with respect to capacity 

and competence: 

    

j.  for the risk assessment process (see below); and     

k. for performing the operationactivity, i.e. available 

to be considered for use in the SOPs (aircraft, 

equipment, personnel, experience, finances, etc.). 

 Text amended to make this a GM applicable 
to all organisations subject to Part-OR. 
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5.2.1 Stakeholders/Interested parties     

External stakeholders may be persons living in the vicinity of 
where the operation takes place and that could be affected by 
noise and flights at low altitude (frightened) or even more directly 
if the operation involves dropping of objects/spraying or certain 
helicopter operations like heli logging, power line maintenance, 
etc. In addition to posing a safety risk to persons on the ground, 
such operations might also pose a risk to the operator’s reputation 
if, e.g. the public does not feel it has been properly informed or 
warned beforehand. The latter part is not subject to further 
discussion in this guidance material. 

 Text deleted to make this a GM applicable to 
all organisations subject to Part-OR. 

  

5.2.21. Regulatory requirements     

 The organisationperator should determine the 

regulatory requirements applicable for a particular 

activityoperation as well as the necessary privileges. 

 Text deleted to make this a GM applicable to 
all organisations subject to Part-OR. 

  

 Compliance with the relevant rules and regulations must 

be assured and an assessment should be made if 

additional privileges are required before the operation 

activity can be started. 

    

 Regulations are generally developed to control or mitigate 

certain safety risks that stem from specific or general 

hazards. Such hazards controlled by regulations do notn’t 

need to be further developed in the 

organisationperator’s risk assessment if the assessment 

determines that the regulatory treatment is sufficient. If 

the regulation is not specific, has several options or 

directly calls for a risk assessment, the hazard obviously 

should be assessed and the appropriate treatment 

implemented. 

    

5.2.32. Industry standard/best practice     

 If an industry best practice exists for a particular type of 

activityoperation, its applicability and suitability should 

be evaluated by the organisationoperator. This 

evaluation could provide valuable input to the SOP and 

risk assessment. Some industry best practices (code of 

practices/COP) are developed specifically to function as 

basis for SOPs and should have associated hazard lists 

and proposals for treatment of relevant safety risks. 

Operators Organisations developing SOPs based on 

such industry standard/best practice should still perform 

their own risk assessment to ensure the COP is suitable 

and customised to their own operation. 

IND:1  

One comment suggests adding a final 
sentence: “ The competent authority has 
to be informed, before an industrial 
standard will be used, to decide if the 
industrial standard would be an 
Acceptable Means of Compliance to the 
Implementing Rules following AR.GEN.” 

Noted:  As guidance material, the section 
offers basic guidelines to develop an SOP and 
only addresses the principles and provides a 
very basic method to help organisations with 
little or no previous experience in such work.  
Therefore, it is for the organisation to decide 
on the validity of any industry standards as 
related to the development of SOPs. 
Guidance on the use of Industry Standards 
by the competent authority is defined in 
GM1-AR.GEN.305 
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5.2.43. Organisationperator’s resources     

 The organisation’s operator’s current aircraft, 

equipment and personnelstaff are normally part of the 

risk assessment when planning an activityoperation as 

most changes in this field are often time-consuming and 

costly. One outcome of an operational risk assessment 

may be that the organisationoperator does not possess 

the right equipment or personnel for the activity. If this is 

the case for a single mission or missions on short notice, 

it would mean that the organisationoperator is unable to 

perform the activity. 

 Text amended to make this a GM applicable 
to all organisations subject to Part-OR. 

  

 If the organisation operator however plans to expand 

into new activitiestypes of operations, a 

recommendation to acquire different aircraft/equipment 

or employ or train personnelstaff could be a risk 

treatment measure to enable the organisation operator 

to perform the new activityoperation by making the risk 

acceptable. In such cases the current aircraft/equipment 

and /staffpersonnel would not be part of the risk 

assessment, but the delivery and certification/approval 

times for new equipment or time to employ or train 

personnelstaff might be as well as the changes required 

in the organisation to accommodate for example the 

more advanced and complex technology. 

 Text amended to make this a GM applicable 
to all organisations subject to Part-OR. 

  

5.3. Risk acceptance criteria  Text amended to make this a GM applicable 
to all organisations subject to Part-OR. 
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 As part of the overall management system, safety and 

risk strategies and goals should have been established. 

For the particular assessments, risk acceptance criteria 

should be established based on these strategies and 

goals. Furthermore, management responsibility on the 

acceptability of risks should be defined in the 

organisation’s management system operator’s SMS 

along with what constitutes minor and substantial 

risks. Minor risks may be accepted by line managers, 

whereas more significant risks may need to be accepted 

by senior management. The risk acceptance criteria 

should help in decision making with respect to risk 

acceptance. The established criteria influence the 

planning and completion of a risk assessment, e.g. the 

selection of method as the assessment results will be 

compared with the acceptance criteria during risk 

evaluation. Risk acceptance criteria may be fixed targets 

or refer to accepted methods, standards and norms, such 

as regulations, Certification Specifications, AMCs and 

guidance material. The maximum acceptable risk is in 

most cases directly or indirectly influenced or determined 

by regulations which either specify a target (e.g. for safe 

forced landing it requires a reasonable expectancy of no 

injuries to persons in the aircraft or on the surface) or an 

acceptable means on how to achieve the minimum 

required safety level. 

MS: 1 

The statement concerning minor and more 
significant risks conflict with safety being 
under direct accountability of senior 
management under OR.GEN.200(a)(3) 

1. The paragraph introduces “minor” and 
“significant” risk which are not defined.  The 
definition applicable to the individual 
organisation should be included in the 
organisation’s SMS which senior 
management is responsible for.    

  

 Safety risk acceptance criteria should at least address, in 

the following order of priority and as applicable to the 

type of activity: 

 Text amended to make this a GM applicable 
to all organisations subject to Part-OR. 

  

a. third parties’ life, health and property;     

b. passengers and operational personnel;     

c. crew members;     

d. the natural environment; and     

e. corporate well-being.     
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 As low as reasonably practicable (ALARP) is a risk 

acceptance criterion that is not exclusively based on fixed 

risk level targets but is a systematic and documented 

process to reduce safety risk below the maximum allowed 

by requirements, standards or when the risk is otherwise 

considered unacceptable. For ALARP to be an acceptable 

method of establishing risk acceptance criteria, an 

adequate risk management system is required to form a 

solid basis for the decisions made when evaluating the 

risk. 

    

 ALARP means that the safety risk is managed to a level 

as low as reasonably practical whilst at all times staying 

below the maximum allowed risk. It also implies that the 

risk level should be monitored and ALARP considerations 

applied to any new identified treatment measures to 

contribute to a further reduction in the risk level. Increase 

in the risk level at any time should be considered 

unacceptable, even if the safety risk is below the 

maximum allowed. (An exception might be for very short 

periods when the reason for the risk increase is known 

and measures are immediately implemented to correct 

the situation.) 

    

 All identified treatment measures should be implemented 

unless it can be shown that the cost or disadvantages of 

the measure areis grossly disproportionate to the safety 

risk reduction potential. It should be noted that ALARP is 

different from basic cost-benefit considerations and may 

not be implemented using just these as ALARP in this 

context addresses safety risk. 

    

 Related responsibilities and decisions should be 

documented to justify why an identified risk reduction 

measure has not been implemented and that the retained 

risk is still ALARP without the implementation of such 

measures. 

    

 Another method for establishing risk acceptance criteria is 

to compare the risk with ongoing safe 

activitiesoperations. The risk acceptance criteria would 

in such a case be to ensure that new operations 

activities are at least as safe as the organisation’s 

operator’s ongoing activitiesoperations. 

 Text amended to make this a GM applicable 
to all organisations subject to Part-OR. 

  

6 Risk Assessment     

6.1 Planning     

6.1.1 Establishment, description and purpose     
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 The risk assessment should be initiated in time for the 

results to be available before the decisions regarding the 

operation activity have to be made. The person 

responsible for performing the risk assessment should be 

made aware of the background, objectives, conditions 

and the context for the assessment and of the risk 

acceptance criteria. 

 Text amended to make this a GM applicable 
to all organisations subject to Part-OR. 

  

 The following should be documented:     

a. bBackground;     

b. pPurpose; and     

c. sStakeholders and their potential interest.     

6.1.2 Organisation 

 A work plan should be established. 

    

 The risk assessment should be performed by a working 

group that includes suitable subject matter experts but 

may exceptionally be performed by one individual if the 

extent and complexity of the task allows. Particularly for 

‘one-off’ assessments, personnel that will be involved in 

the operation activity should participate in the working 

group. Considerations should be given to the need for 

independence between the person(s) performing the risk 

assessment and the persons deciding if the risk is 

acceptable. 

 Text amended to make this a GM applicable 
to all organisations subject to Part-OR. 

  

 The working group should have participation to ensure 

availability of: 

    

a. knowledge of and experience with the use of 

relevant risk analysis methods; 

    

b. knowledge of the operation activity and associated 

hazards; 

    

c. knowledge of the relationship between the operation 

activity and relevant internal and external factors; 

and 

    

d. familiarity with all relevant disciplines associated 

with the activityoperation. 
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 It should be determined to what extent and how other 

stakeholders should be involved before the work starts. 

This should particularly consider the safety risk exposure 

of the stakeholder as well as practical considerations such 

as their availability. All working group meetings should be 

minuteddocumented. 

    

6.1.3 Selection of methods and data basis     

 The method proposed here is a basic analysis to 

determine, record, analyse and treat safety risk. This 

method should be complemented by other methods when 

the analysis in hand so dictates. Methods to determine 

causes and likelihood (e.g. fault tree analysis; failure 

mode, effects, and criticality analysis (FMECA); influence 

diagrams) as well as consequences (e.g. event tree 

analysis) of hazards may be useful. 

    

 Data used should be described, such as:     

a. rRegulatory requirements;     

b. eExisting SOPs and risk assessments;     

c. Operator organisation’s risk register;  Text amended to make this a GM applicable 
to all organisations subject to Part-OR. 

  

d. Operator organisation’s analyses including 

occurrences and safety concerns raised within the 

organisation; 

    

e. Accident Investigation Board 

(AIB)investigations; 

    

f. European Strategic Safety Initiative (ESSI) 

results; 

    

g. aAuthority audit and inspection reports;     

h. eExpert judgment;     

i. sSimulations;     

j. cCodes of pPractice; and     
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k. iIndustry standards.     

 Data sources should be assessed for suitability such as 

relevance, currency, representative amount of data, 

underestimation and accuracy. 

    

 An operator organisation should ensure that its own 

experience is available in a collated and systematized 

form. This ‘databank’ should contain information from 

investigation of internal occurrences and accidents, 

reported deviations and proposals for improvement as 

well as experience collected from monitoring of normal 

operations. Whenever possible, it should be augmented 

with similar data exchanged with other 

organisationsoperators. Analysis of relevant experience 

data should provide input to a risk assessment. 

    

 Every organisation operator is expected to establish and 

maintain a register of significant hazards and their 

treatment as part of its safety management system. The 

risk register should be a valuable source of information 

on the various hazards that are immanent inherentin a 

particular operation activity and how these have been 

addressed in the past and are currently treated in existing 

activitiesoperations. 

    

 The risk register should reflect that different types of 

operations activities (e.g. for OPS: commercial air 

transport and commercial operations other than 

commercial air transport), which may be exposed to 

different hazards. It may also reflect that different 

treatment methods could be required and that different 

risk levels may be acceptable. 

    

6.1.4 System description     

 The operation activity to be analysed should be 

described. The major part of the detailed description may 

be by reference to a procedure/SOP. 

    

 The risk assessment should contain a detailed description 

of what has been analysed and which factors have and 

have not been assessed such as, and as applicable: 

    

a. tType of the operation;     

b. tType(s) of aircraft;     

c. pPhases of the operation;     
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d. eEnvironmental conditions (visibility, wind, 

turbulence, contrast, light, elevation, etc. unless 

evident from the SOP); 

    

e. eExisting barriers and available emergency 

preparedness; 

    

f. aAnnual usage/exposure.     

 A risk assessment can build often upon parts of existing 

risk assessments. For example, for an assessment of a 

new type of operation activity conducted in a hostile 

environment, the organisationoperator might already 

have a risk assessment for flights over hostile 

environment in general. What would be required for a 

complete new risk assessment is the assessment of new 

aspects of the operation activity and the combination 

with the relevant existing one(s). In such cases particular 

attention should be paid to the intersecting or overlapping 

areas to ensure that no gaps exist or that the 

combination does not give rise to new hazards. 

 Text amended to make this a GM applicable 
to all organisations subject to Part-OR. 

  

SOP     

 The procedure elements and sequence should be outlined 

and detailed as far as possible based on existing 

requirements and previous experience. Known controls, 

safety measures and precautions should be included in 

the procedure. 

    

6.2 Risk analysis     

6.2.1 Hazard identification IA: 1 

One comment requests this should not 
apply for aeroplanes with a maximum 
(seating) configuration of less than 20 

As this is GM, there is no need to foresee any 
restrictions on applicability.  

  

 Hazards should be identified as part of the risk analysis. 

The purpose of hazard identification is to ensure that 

representative and relevant accidental events that might 

occur during the operation are described. 

    

 Hazard identification should:     

a. eEstablish a list of all hazards relevant to the 

operation activity and the causes/threats that 

could release them; 
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b. dDescribe accidental events based on the hazard 

information and specify the place, time, extent, 

nature, etc. of the event as required; and 

    

c. eEstablish a systematic overview of possible 

accidental events for the operationactivity. 

    

 Where information on accidental events for the type of 

operation activity is available directly from databases 

(e.g. from reported accidents and occurrences or from 

results of analyses already entered in the risk register), it 

may be included in the list directly. However, direct use 

of reported accidental events may lead to unintended 

gaps in the list of accidental events as hazards that are 

contributing factors to one accidental event may under 

other circumstances contribute to a different accidental 

event. It must also be noted that the absence of past 

accidents does not mean absence of risk. It is therefore 

important to identify the underlying hazard. One way of 

doing it is to group similar events to find the underlying 

hazards. 

    

 The level of detail in the specification of accidental events 

should be adequate for the SOP/procedure to be 

developed. In some cases, major groups of 

hazards/events may be adequate (e.g. for OPS: flight 

over a hostile environment, forced landing, deviation 

from intended flight path, flight at low altitude), in other 

cases it may be necessary to be more specific (e.g. for 

OPS: single engine failure, tail rotor drive failure, loss of 

visual references, altitude judgement error, turbulence, 

etc.). 

    

 The procedure/SOP should be systematically examined to 

determine hazards and potential accidental events that 

could occur during operations. 

    

 Aids to the identification of accidental events may be:     

d. oOther risk assessments;     

e. oOccurrence and accident reports;     

f. aAudits/deviation reports;     

g. iInternal reviews;     

h. mMonitoring results including flight data monitoring 

information; 
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i. pPrognoses;     

j. tThreat assessments; and     

k. sStandard checklists (origin should be identified if 

used and the lists assessed and revised as required 

to suit the purpose). 

    

 Examples of methods that may be used for hazard and 

risk identification are Preliminary Hazard Analysis (PHA), 

Hazard Identification (HAZID) and brainstorming. 

    

 If a hazard or accidental event is identified but not 

analysed further for probability or consequence, the 

reason should be documented (e.g. too insignificant 

consequence, too unlikely, outside the organisation’s 

operator’s control, not relevant for the assessment, etc.). 

    

 In this context, it is not so much of importance, and 

sometimes not even possible, to distinguish exactly 

between hazards and accidental events. For the purpose 

of risk assessing procedures, accidental events are the 

tangible objects of the analysis. Hazards and threats are 

the sources in the background that could 

cause/trigger/escalate accidental events and that 

influence the likelihood of events. 

    

6.2.2 Analysis of causes/contributing factors and likelihood     

 The main purpose of this analysis is to establish the 

likelihood for each accidental event. 

    

 Each accidental event should be analysed to establish 

possible causes/contributing factors. Causes/contributing 

factors should then be analysed to determine likelihood. 

    

 The causal analysis should normally be of a descriptive 

(qualitative) nature but where relevant calculations 

(quantitative) should be applied. A qualitative analysis 

describes the potential hazards and threats and the 

chains of events that could lead to the accidental events. 

Quantitative analysis calculates the probability or 

frequency of the accidental events. 

    

 In the causal analysis of each accidental event, human 

and organisational factors should always be considered 

for their possible contributing effects. It is normally 

necessary to consider direct causes (“unsafe acts”), 

workplace factors and organisational factors (“error 

provoking or latent conditions”). 
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 The effects of existing likelihood-reducing factors and 

barriers that influence the chain of events should be 

considered and listed in the risk analysis sheet such as: 

    

a. cCertification requirements;     

b. mMaintenance procedures;     

c. eExisting normal and abnormal procedures;     

d. tTechnical measures/equipment;     

e. tTraining; and     

f. oOther human and organisational factors.     

 Likelihood may be expressed using terminology such as 

“very low, low, medium, high and very high”. In such 

cases the terms should be explained to indicate their 

meaning. For example, the meaning of each term could 

be expressed in words and/or numbers/ranges. 

    

 Causal analysis should be done to the level of detail 

necessary to establish relevant likelihoods. 

    

 Examples of methods that may be used for causal and 

likelihood analysis are Fault tree analysis, FMECA, 

influence diagrams and brainstorming. 

    

SOP     

 Existing likelihood-reducing factors and barriers that 

influence the chain of events are those that are already 

described in the SOP or other relevant documentation 

(OM, FM, etc.). As the risk assessment progresses it is 

possible that there will be an iterative process where new 

factors and barriers could be found during analysis. These 

should then be added to the procedure and included in 

the analysis. 

    

6.2.3 Analysis of consequences     
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 Consequences of all accidental events should be 

analysed. The analysis should consider immediate 

consequences and consequences that only become 

apparent afterwards such as effects on the natural and 

work environment (e.g. for OPS: noise and vibration). 

    

 Consequences could be grouped such as loss or damage 

of life/health, environment, material values/assets, 

functions and reputation. 

    

 The consequence analysis should normally be of a 

descriptive (qualitative) nature but where relevant 

calculations (quantitative) should be applied. A qualitative 

analysis describes the chains of events that could follow 

from the accidental events and the possible 

consequences. Quantitative analysis could calculate the 

likelihood and extent of damage that could be caused by 

the accidental event. 

    

 In the consequence analysis of each accidental event, 

human and organisational factors should always be 

considered for their possible contributing effects. 

    

 The effects of existing consequence reducing 

factors/barriers that influences the consequence itself or 

the consequence chain should be considered such as, as 

applicable: 

    

a. cCertification requirements (e.g. fire protection);     

b. eExisting abnormal and emergency procedures;     

c. sSecondary safety measures (e.g. crashworthiness, 

personal protective equipment); 

    

d. tTechnical measures/equipment;     

e. tTraining;     

f. hHuman and organisational factors; and     

g. eEmergency preparedness.     

 Existing in this context means that they are already part 

of the operator’s organisation’s management system or 

built into/part of the aircraft and equipment and included 

in the SOP description. 
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 Consequences may be expressed using terminology like 

“very small, small, medium, large and very large”. In 

such cases the terms should be explained to indicate their 

meaning. For example, the meaning of each term could 

be expressed in words and/or numbers/ranges. 

    

 Consequence analysis should be done to the level of 

detail necessary to establish relevant consequences. 

    

 Examples of methods that may be used for consequence 

analysis are event tree analysis, structured “what-if”, 

checklists and brainstorming. 

    

 Existing consequence factors and barriers that influence 

the chain of events are those that are already described 

in the SOP or other relevant documentation (OM, FM, 

etc.). As the risk assessment progresses it is possible that 

there will be an iterative process where new factors and 

barriers could be found during analysis. These should 

then be added to the procedure and included in the 

analysis. 

    

6.2.4 Risk description     

 The risk should be described based on the results of the 

causal and consequence analysis. 

    

 The risk should be expressed as a combination of the 

consequence and the associated likelihood. If an 

accidental event has more than one consequence, the risk 

may be expressed as a combination of the consequence 

and associated likelihood for each of the consequences. 

    

 The risk description should form a relevant basis for risk 

evaluation and treating risk. 

    

 Depending on the analysis method and the risk 

acceptance criteria, the description could be qualitative 

and/or quantitative. The level of detail will depend on the 

level of detail in the causal and consequence analysis. 

    

 Uncertainties in the risk description should be presented 

and reviewed. If the analysis is based on critical 

assumptions or other conditions that could affect the risk, 

it should be identified and presented (if necessary in the 

form of a sensitivity analysis). 

    

 Examples of a method that may be used for risk 

description is a risk matrix. 

    

 SOP     
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 The SOP should contain general statements about the 

safety risk involved and the management of the risk. 

    

6.3 Risk evaluation     

6.3.1 Comparison with risk acceptance criteria     

 The results of the risk analysis should be compared to the 

criteria for acceptable risk. 

    

 The comparison description should be in such a format 

that it can be used by decision makers and stakeholders. 

    

 If the risk acceptance criteria require the optimisation, for 

example with the ALARP principle, the comparison 

(iterative process) should describe the optimisation 

process. If the risk is compared to criteria that are not 

absolute or may be exempted, it should be elaborated in 

the description. 

    

SOP     

No activity.     

6.3.2 Identification of risk reduction measures and their effect     

 The risk evaluation forms the basis for deciding on new 

mitigating measures and to assess the risk reduction 

effects of these measures. 

    

 Risk reducing measures should be identified for accidental 

events with an unacceptable risk and for accidental 

events where further risk reduction measures are feasible 

and reasonable. Identification of possible controls should 

be based on the hazards, chain of events and 

consequences described in the analysis. Controls that 

could eliminate the accidental event, likelihood-reducing 

measures and consequence-reducing controls should be 

identified. The controls could be related to human factors 

(e.g. training and competence), equipment or 

organisational factors (e.g. procedures). 

    

 Identification of risk reducing measures should be 

performed in a systematic way and should involve the 

relevant parties. 

    

 Risk reducing measures should be implemented based on 

the following priorities with respect to accident 

development: 
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a.  eliminate hazards and accidental events (e.g. OPS:  

fly around the hostile environment); 

    

b.  reduce the probability of accidental events (e.g. 

OPS: use multi-engine instead of single-engine 

aircraft); and 

    

c.  reduce the consequence of accidental events (e.g. 

use personal protective equipment). 

    

 The controls should be implemented in the following 

priority with respect to reliability: 

    

a.  passive technical controls (e.g. system redundancy, 

firewall); 

    

b.  active technical controls (e.g. automatic fire 

extinguishing system); and 

    

c. controls by procedure (e.g. use of hand fire 

extinguisher). 

    

 The risk reducing effect of the controls should be 

assessed with respect to: 

    

a. fFunctionality (does the measure influence the 

ability to perform the activityoperation); 

    

b.  rRobustness (will the measure be effective under 

varying conditions and over time); and 

    

c.  pPossible other effects such as introduction of new 

risks. 

    

 Any new risk reducing measures should be included in the 

SOP/procedure as appropriate. 

    

6.3.3 Conclusions and documentation     

 The risk assessment should contain conclusions. The 

conclusion(s) should be unambiguous, precise and robust 

to enable decision makers to perform the risk treatment. 

    

 Conclusions should address issues such as:     

a. tThe operation activity could be performed with an 

acceptable risk (the risk of performing the operation 

according to the SOP is acceptable); 

    

b. tThe operation activity complies with regulatory 

requirements; 
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c. tThe activity operation is within the operators 

privileges; and 

    

d. tThe organisation’s operator’s aircraft and 

equipment isare adequate for the 

activityoperation. 

    

 The risk assessment should be in a written format. Any 

references to other documents should be specified. Any 

need for further work should be pointed out. 

    

 The risk assessment documentation should include or 

reference, as required, descriptions of: 

    

The purpose of the risk assessment; 

a. tThe operation activity analysed; 

b. iInvolvement of personnelstaff and stakeholders; 

c. pPreconditions, assumptions and simplifications; 

d. cContext/framework for the activityoperation; 

e. tThe assessment of who is affected by the 

activityoperation and how; 

f. dData used; 

g. tThe analysis method; 

h. tThe hazard(s); 

i. tThe risk(s); 

j. tThe risk reduction measures; 

k. tThe risk evaluation; and 

l. tThe conclusions. 

    

If the task includes developing a new procedure, it should also 
include proposals for, as applicable: 

a. The detailed procedure/SOP (OM Part B); 

b. Detailed training requirements (OM Part D); 

c. Changes in general procedures (OM Part A); 

d. Changes in aircraft/equipment; 

e. Applications for approvals (alternative means of 

compliancenew AMC, if required); and 

f. Risk register update. 

 Text amended to make this a GM applicable 
to all organisations subject to Part-OR. 

  

 If the task is to re-assess a procedure, it should include 

proposals for change in any of the above mentioned 

issues based on the conclusions of the risk assessment. 
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 The risk assessment and the SOP should be considered a 

matched pair and changes in either of them would require 

reassessment of the other and the totality to cater for the 

changes and ensure continued consistency. 

    

7 Monitoring and review     

 Monitoring and review should be planned as part of the 

risk management process. Responsibilities for monitoring 

and review of risk assessments and SOP should be 

defined. 

    

7.1 General     

 Monitoring should be conducted through the 

organisation’soperator’s normal monitoring 

programmes such as occurrence and deviation reporting, 

monitoring of normal operations, flight data monitoring, 

proposals for improvement, etc. 

    

 SOPs and risk assessments should be subject to 

monitoring for the purpose of: 

    

a. analysing and learning from events, changes and trends;     

b. detecting changes in the internal and external context 

including changes to the risk itself; 

    

c. ensuring that the risk control and treatment measures 

are effective; and 

    

d. identifying emerging risks.     

 Monitoring and review should include periodic review, 

inspections and audits of the procedures, risk 

assessments and the risk management process. 

    

7.2 Changes     

 Changes that could invalidate a risk assessment’s 

conclusions (or require a reassessment) are: 

    

a. significant changes in the preconditions and 

context; 
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b. new knowledge of risks involved (experience from 

accidents and occurrences, reporting of safety 

concerns, research, better risk analysis methods, 

internal inspections, audits and reviews, hazard 

reporting, risk register update); 

    

c. significant changes in the data basis;     

d. significant organisational changes that could affect 

the assessment; and 

    

e. several smaller changes that together might 

constitute a significant change. 

    

7.3 Improvements 

 As any amount of risk is considered to be negative in the 

context of safety risk, organisations operators should in 

managing risk, and regardless of the risk acceptance 

criteria chosen, always strive for a continuous reduction 

in the risk level through monitoring, analysis and 

improvements. 

    

AMC 1 OR.GEN.200(a)(67)Management System 
    

COMPLIANCE MONITORING SYSTEM -- GENERAL 1. Several comments questioned the 

applicability of this AMC to all 

organisations and requested a more 

proportionate approach. 

2. A commenter wished the requirements 

for quality systems to be put instead. 

3. A comment suggested addressing 

product compliance. 

4. Two comments suggested this to be 

GM. 

5. A commenter suggested that GM1 to 

OR.ATO.300 is not needed, as it gives the 

impression that an additional system to 

what is described in this AMC is needed.  

1. The AMC was reviewed and will be 

applicable to all organisations. 

2. The proposed requirements clarify what 

the safety rules require, be compliance 

achieved through an already existing quality 

system or not. 

3. This is meant to be compliance with the 

rule. If the rule requires product compliance 

with specific standards, it will be addressed 

within the overall regulatory compliance. 

4. The content suggests that it is means of 

compliance, therefore it will stay AMC. 

5. GM1 OR.ATO.300 has been reviewed, 

taking this comment into account. 

  

1. Compliance Monitoring System.     

a. The implementation and employmenuset of a 

cCompliance mMonitoring System function should 

enable the organisation to monitor compliance with 

therelevant requirements of Part-OR and other applicable 

Parts, and any other standards as established by that 

organisation, to ensure safe and efficient activities. 

Two comments suggested using 

“effective” instead of “efficient”. 

A comment suggested deleting the end of 

the sentence which is not related to 

compliance monitoring. 

The suggestion for deletion is agreed.   
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ba. The organisation should specify the basic structure 

of the cCompliance mMonitoring System function 

applicable to the activities conducted. 

    

cb. The cCompliance mMonitoring System function 

should be structured according to the size of the 

organisation and the complexity of the activities to 

be monitored. 

    

2. Organisations should monitor compliance with the 

procedures they have designed to ensure safe activities. 

In doing so, they should as a minimum, and where 

appropriate, monitor: 

1. A comment expressed that 2. 

duplicates 4. 

2. A comment suggested rewording 2. to 

focus on document monitoring (manuals, 

procedures, legal and statutory 

requirements, training). 

3. A comment suggested adding 

“management system” to the list. 

1. 4 is deleted. 

2. The present wording allows monitoring 

said documents. 

3. “Management system” is added to the list. 

  

a. oOrganisational structure;     

b. Pplans and objectives;     

c. Pprivileges of the organisation;  1. A commenter requested the definition 

of privileges. 

1. The privileges are the activities which the 

organisation has been approved to perform. 

  

d. Mmanuals, Llogs, and Rrecords;     

e. Ttraining standards;.     

f. management system     

3. TasksOrganisational set up. 1. A comment argued that “set up” is 

addressed in this paragraph rather than 

tasks. 

2. Another comment argued that those 

tasks should not be additional to those of 

a QMS. 

1. The paragraph is renamed accordingly. 

2. Those tasks are not required in addition to 

a QMS. If the QMS already encompasses 

them, then the organisation will comply. 

  

a. To ensure that the organisation continues to meet 

the requirements of this Part and other applicable 

Parts, the aAccountable mManager should 

designate a compliance monitoring manager 

whose role is to verify, by monitoring the activities 

of the organisation, that the standards required by 

Part-OR and other applicable Parts, and any 

additional requirements as established by the 

organisation, are being carried out properly under 

the supervision of the relevant nominated post 

1. A comment expressed that the 

responsibility should stay with the 

accountable manager. 

2. Comments suggested not referring to a 

“manager”. A comment suggested using 

“management representative” instead. 

3. A commenter suggested naming the 

manager to avoid possible confusions.  

1. The fact that the accountable manager 

designates somebody to ensure specific tasks 

does not transfer its safety accountabilities. 

2. “Management representative” was not 

found clearer than “manager”. 

3. The AMC qualifies the manager as 

compliance monitoring manager. 
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holderhead of functional area. 

b. The compliance monitoring manager should be 

responsible for ensuring that the cCompliance 

mMonitoring pProgramme is properly implemented, 

maintained and continuouscontinually reviewed 

and improved. 

    

c. The compliance monitoring manager should:     

i. have direct access to the aAccountable 

mManager; 

    

ii. not be one of the nominated post 

holdersother persons referred to in 

OR.GEN.210(b); and 

A commenter expressed concerns that 

there might be a contradiction in saying 

that the compliance monitoring manager 

is not one of the nominated post holders. 

Others suggested using the wording “not 

hold another nominated post”. 

The nominated post holders are defined in 

the specific subparts of Part OR. The 

compliance monitoring manager is not one of 

them. The wording “not hold another 

nominated post” could be interpreted as “not 

be the safety manager”. 

  

iii. have access to all parts of the organisation, 

and as necessary, any contracted 

organisation. 

    

d. In the case of a smallnon-complex organisation, 

this task may be exercised by the aAccountable 

mManager. 

    

4. Scope. A commenter suggested changing 

“address” into “assess”, as a typo 

correction. 

A commenter wished “policy” and 

“processes” to be clarified. 

A comment suggested rewording 4 to 

mention i. scope of the CMS, ii. 

Procedures that contain the relevant 

processes accountabilities, vii. compliance 

monitoring audit and inspections 

programme. 

4 is deleted, since it is covered by 2.   

54. Compliance monitoring Ddocumentation.     

a. Relevant documentation should include the relevant 

part(s) of the organisation manualmanagement 

system documentation. 

A comment argued that consistency 

should be ensured with AMC 2 

OR.GEN.200(a)(3). 

AMC 2 OR.GEN.200(a)(3) has been 

reviewed. 

  

b. In addition, relevant documentation should also 

include the following: 
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i.  Compliance policy; A comment suggested deleting compliance 

policy, as it is already addressed by the 

overall policy. 

Suggested deletion is agreed.   

ii.  tTerminology, Corporate core values and 

governance criteria; 

 The phrase “Corporate core values and 

governance criteria” was deleted following a 

comment that it was out of the scope of 

compliance monitoring. 

  

iii. sSpecified activity standards; A comment wished “activity” to be 

replaced with “operational”. 

“Activity” is considered more appropriate, as 

operational standards do not necessarily 

apply to training, e.g.. 

  

iiiv.  aA description of the organisation;     

iv.  tThe allocation of duties and responsibilities;     

vi.  Pprocedures to ensure regulatory compliance;     

vii.  tThe cCompliance mMonitoring pProgramme, 

reflecting: 

    

  A.  sSchedule of the monitoring 

programme; 

    

  B.  Aaudit procedures;     

  C.  Rreporting procedures;     

  D.  Ffollow-up and corrective 

action procedures; and 

    

  E.  Rrecording system.     

viii.  Tthe training syllabus referred to in 65b; 

and 

Commenters requested clarification on the 

syllabus, especially as the FCL training 

syllabus will already be published in Part 

FCL. 

The syllabus concerned is clarified.    

viiix.  dDocument control.     

56.  Training.     

a. Correct and thorough training is essential to 

optimise compliance in every organisation. In order 

to achieve significant outcomes of such training, the 

organisation should ensure that all staffpersonnel 
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understands the objectives as laid down in the 

oOrganisation mManual. 

b. Those responsible for managing the 

compliance monitoring System function should 

receive training coveringon this task. Such 

training should cover the requirements of 

compliance monitoring, mManuals and 

procedures related to the task, aAudit 

techniques, Rreporting and recording:. 

1. A commenter argued that the training 

should not be limited to safety. 

2. A comment suggested replacing the list 

with “Requirements of a Compliance 

Monitoring System, Manuals and 

procedures in the CMS, Audit techniques, 

Reporting and recording”. 

3. A commenter requested specification of 

who provides the training. 

1. This covers the items necessary for the 

training of those in charge of managing the 

compliance monitoring function. Of course, 

any other training necessary for the 

staffpersonnel to perform its tasks will have 

to be performed. 

2. The suggested wording is agreed. 

3. It is up to the organisation to decide who 

will provide training. 

  

a. An introduction to the concept of Compliance 

monitoring; 

    

b. Compliance management; A comment suggested mentioning 

“compliance assurance” instead. 

The wording has been reviewed.   

c. Concept of compliance monitoring;     

d. Manuals;     

e. Audit techniques;     

f. Reporting and recording; and     

g. The way in which the Compliance Monitoring System 

will function in the organisation. 

    

c. Time should be provided to train every individualall 

staffpersonnel involved in compliance 

management and for briefing the remainder of the 

employeesstaffpersonnel. 

A commenter argued that other 

employees should be briefed as 

applicable. 

Every employee should be aware of the CMS. 

StaffPersonnel instead of individual / 

employee to ensure consistency with terms 

used in Part-OPS. 

  

d. The allocation of time and resources should be 

governed by the volume and complexity of the 

activities concerned. 
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AMC2 GM1-OR.GEN.200(a)(67)-complex-ATO

 Management System ATO 

Comments raised the issue of 

proportionality regarding this AMC 

It will be specified that this AMC is for 

complex organisations. 

The content was reviewed and agreed with 

the Group dealing with Subpart ATO.  

  

COMPLIANCE MONITORING PROGRAMME – APPROVED TRAINING 

ORGANISATION 

    

1. Typical subject areas for compliance monitoring 

inspections for ATOs should be: 

A comment suggested adding “Change 

Management and Change Notification 

processes 

- Standardisation process” 

It is agreed that this should be monitored, 

but it is not a “typical subject area”. 

  

a. Ffacilities;     

b. Aactual flight and ground training;     

c. Ttechnical Sstandards.     

2. ATOs should monitor compliance with the training and 

operations manuals they have designed to ensure safe 

and efficient training. In doing so, they should as a 

minimum, and where appropriate, additionally monitor: 

A comment suggested replacing second 

sentence with “In doing so, they should at 

least monitor”. 

It is felt clearer to mention that this is 

additional. 

  

a. Ttraining procedures;     

b. Fflight Ssafety;     

c. Fflight and Dduty Ttime Llimitations, Rrest 

Rrequirements, and Sscheduling; 

Comments requested adding that this is 

specifically for flight training. 

It is specified that this is “regarding flight 

training. 

 

  

d. Aaircraft Mmaintenance/Ooperations interface. Comments requested adding that this is 

specifically for flight training. 

The addition is not felt necessary as the 

issue is the interface with flight training. 
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AMC41OR.GEN.200(a)(67)-non-complex-OPS

 Management System-OPS 

    

COMPLIANCE MONITORING PROGRAMME – NON COMPLEX 

OPERATORS 

A comment argued that the AMC is not 

applicable to all small operators (cf. de-

icing for balloon operators). 

The items that may not be appropriate have 

been amended by adding “if applicable” 

  

1. Compliance monitoring inspections     

a. Compliance monitoring inspections should be 

documented on a “Compliance Monitoring 

Inspection Checklist”, and any findings shall 

shouldbe recorded ion a “DeviationNon-

compliance Report”. The following documents 

should be used for this purpose. 

    

b. To report the outcome of the Management 

Evaluation meeting the “Management Evaluation 

Report” form should be used. 

A comment asked why a management 

evaluation meeting was only felt 

necessary for small operators. 

This AMC aims at helping non complex 

operators in complying with the rule. 

Complex operators may define their own 

compliance monitoring procedures, using 

Management evaluation meetings or other 

tools. 

  

 

COMPLIANCE MONITORING INSPECTION CHECKLIST 

Year:  

 

 

Subject 

 

Date 

checked 

 

Checked 

by 

Comments / 

DeviationNon-

compliance 

Report No. 

Flight Operations 

Aircraft checklists checked for 

accuracy and validity.  

   

Minimum 5 fiveflight plans checked 

and verified for proper and correct 

information.   

   

A comment argued that “Quality” should 

not be mentioned in the form. 

“Quality records” is replaced with 

“Compliance records”. “QAP” is replaced with 

“compliance monitoring”. 
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Flight planning facilities checked for 

updated manuals, documents and 

access to relevant flight 

information. 

   

Incidents reports evaluated and 

reported to the appropriate 

competent authority 

   

Ground Handling 

Contracts with ground handling 

organiszations established and 

valid, if applicable 

   

Instructions regarding fuelling and 

de-icing issued, if applicable 

   

Instructions regarding Dangerous 

Goods issued and known by all 

relevant personnel, if applicable 

   

Weight & Balance 

Min.5 fiveload sheets checked and 

verified for proper and correct 

information. , if applicable 

   

Aircraft fleet checked for valid 

weight check , if applicable  . 

   

Minimum one check per aircraft of 

correct loading and distribution, , if 

applicable  . 

   

Training 

Training records updated and 

accurate  

   

All pilot licenses checked for 

currency, correct ratings and valid 

medical check 

   

All pilots received recurrent training     
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Training facilities & Instructors 

approved 

   

All pilots received Daily Inspection 

(D.I.) training 

   

Documentation 

All issues of Operations Manual 

(OM) checked for correct 

amendment status  

   

AOC checked for validity and 

appropriate Operations 

Specifications 

   

Aviation Requirements applicable 

and updated 

   

Crew flight and duty time record 

updated, , if applicable   

   

Flight documents record checked 

and updated 

   

Quality Compliance monitoring 

records checked and updated 

   

 

 

-  DEVIATIONNON-COMPLIANCE REPORT  - No: 

 

To MANAGER in charge of 

the compliance 

monitoring system 

 

Reported by: 

 

Date: 

Category 

Flight Operations    Ground Handling    Weight & Balance     Training

    Documentation    Other   

 

A comment argued that level and cause of 

finding was missing. 

New spaces were created to address the 

missing elements. 
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Description:   

 

 

 

 

 

Reference: 

 

Level of finding: 

 

 

 

Cause of non-compliance: 

 

 

 

Suggested solution: 

 

 

 

 

 

Manager in charge of the compliance monitoring system:     

 

   Corrective action required                      Corrective action not 

required 

 

 

Responsible Person: 

 

Time limitation: 

Corrective action: Reference: 

 

 

 

 

Signature Responsible Person: 

 

Date: 
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 Manager in charge of the compliance monitoring system: 

 

   Corrective action verified                         Report Closed 

 

 

Signature Manager in charge of the compliance 

monitoring system: 

 

Date: 

 

 

MANAGEMENT EVALUATION REPORT  

 

Date; Attendees; 

 

 

 

Number of DeviationNon-compliance reports recorded during the period 

from................................to............................ 

 

Flight 

Operatio

ns 

Ground 

Handling 

Weight & 

Balance 

Training Documen

ts 

Other Total 

 

 

 

Significant changes of trend compared with previous evaluation:       No      

 Yes 

 

Auditors objective review of the QAP compliance monitoring 

effectiveness: 
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General comments: 

 

 

 

 

 

 

 

 

 

 

Improvements of the CMS compliance monitoring function or parts 

thereof regarded necessary: 

 

 No          Yes, ref. DeviationNon-compliance Report(s)  

 

No..................................................... 

 

 

 

.........................

........ 

Signature 

Manager in 

charge of the 

compliance 

monitoring 

system 

 

 

……………………………

…….. 

Signature  

Accountable 

Manager 

 

 

........................................ 

Signature 

Auditor 
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AMC3 GM21OR.GEN.200(a)(76)-complex-OPS

 Management System- OPS 

1. A comment argued that the AMC should 

not be applicable to non commercial 

organisations operating other than 

complex aircraft. 

2. Comments suggested deleting or 

keeping as a GM. 

1. Those organisations may use the means of 

compliance they wish. 

2. It is agreed to make it a GM. The same 

applies to AMC 2, applicable to ATOs. 

  

COMPLIANCE MONITORING SYSTEM– LARGE COMPLEX 

OPERATORS 

A comment wished “small” and “large” to 

be defined. Another one outlined that 

“Other” should be used instead of “large”. 

Large is changed into “Complex”, which is 

defined in another AMC. 

  

1. Typical subject areas for compliance monitoring 

inspections for operators should be: 

    

a. aActual flight operations;     

b. gGround Dde-icing/Aanti-icing;     

c. fFlight sSupport sServices;     

d. lLoad Ccontrol; and     

e. tTechnical Sstandards.     

 A comment suggested adding SMS.  The management system was added to the 

AMC. 

  

2. Operators should monitor compliance with the operational 

procedures they have designed to ensure safe operations, 

airworthy aircraft and the serviceability of both 

operational and safety equipment. In doing so, they 

should as a minimum, andwhere appropriate, additionally 

monitor: 

1. A comment suggested replacing second 

sentence with “In doing so, they should at 

least monitor”. 

2. A comment suggested deleting 

“serviceability of both operational and 

safety equipment” as this is not related to 

compliance monitoring. 

3. A comment suggested replacing “where 

appropriate” with “if applicable”. 

4. A comment suggested adding “Ground 

operations” to the list. 

1. It is felt clearer to mention that this is 

additional. 

2. The suggested deletion is not agreed as 

the wording gives only an indication of the 

objectives. 

3. “If applicable” was not considered clearer 

than “where appropriate”. 

4. The suggested addition is agreed. 

  

a. oOperational Pprocedures;      

b. fFlight sSafety;      

c. operational control and Ssupervision;  A comment suggested adding “Operational 

control” before. 

The suggested addition is agreed.   
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d. Aaircraft Pperformance;      

e. aAll Wweather oOperations;      

f. cCommunications and Nnavigational Eequipment 

and Ppractices; 

    

g. mMass, bBalance and aAircraft lLoading;     

h. iInstruments and Ssafety Eequipment;     

i.       gGround operationsi. Manuals, Logs, and 

Records;; 

    

j. Fflight and Dduty Ttime Llimitations, rRest 

Rrequirements, and sScheduling;  

    

k. aAircraft mMaintenance/oOperations interface;      

l. uUse of the MEL;     

m. fFlight cCrew;     

n. Ccabin Ccrew;     

o. dDangerous Ggoods; and     

p. sSecurity.     

     

AMC1 AMC1-OR.GEN.200(b) Management System-OPS 
    

SIZE, NATURE AND COMPLEXITY OF THE ACTIVITY     

1. For this purpose, an organisation employing 20 or less full 

time equivalent (FTE) should be regarded as a “small 

organisation”. 

    

2. An organisation employing more than 20 FTE’s should be 

regarded as a “large organisation”. 
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3. FTE in this context shall mean not less than 35 working 

hours per week, excluding vacation periods. 

     

1. An organisation should be assessed as complex 
when it has a workforce of more than 20 full time 
equivalents involved in the activity subject to the 
approval or the declaration. 

2. Without prejudice to the size of the organisation, in 
terms of complexity, the extent and scope of 
contracted activities subject to the approval or the 
declaration should also be assessed.: 

3. Without prejudice to the criteria above, the following 
risk criteria should also be assessed: 

(a) use of the following special approvals: 
RNP-X, LVO, ETOPS, HHO, HEMS, NVIS, DG, 
SFL; 

(b) different types of aircraft used;   

(c) the environment (offshore, mountainous 
area etc…); and 

(d) commercial operators of other than 
complex motor powered aircraft 
performing local operations; 

  

4. Notwithstanding the size of the organisation, the 
following organisations should be considered as non 
complex: 

(a) approved training organisations only 
providing training for LAPL, PPL, SPL or 
BPL; 

(b) commercial operators of other than 
complex motor powered aircraft 
performing local operations; 

(c) aero-medical centres. 

 

 

 Changed as suggested by OPS NCC RG 

 

 

 

 

 

 

 

 

Changed as a result of a suggestion from 

OPS SPO RG 
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AMC1 to OR.GEN.205 Contracting and purchasing 
1. Two comments expressed concerns 

regarding the proportionality of the AMC. 

2. Two comments requested redrafting of 

the rule and the AMC, one with a view to 

outlining the safety-related, quality-

related and management related 

requirements, the other with a view to 

preventing performance of activities 

subject to an approval by a non approved 

organisation. 

1. The AMC is considered to be 

proportionate. 

2. The redrafting proposals were not 

considered appropriate. The Basic Regulation 

allows contracting, provided the contracting 

organisation ensures that the rules are 

complied with. 

  

COMPLIANCE MONITORING RESPONSIBILITY BY WHEN 

CONTRACTING ACTIVITIES. 

A comment suggested replacing the title 

with “Organisation responsibility by 

contracting” 

It is understood that this AMC deals with 

compliance monitoring. The title has been 

amended to be clearer. 

  

1. Contracted activities.     

a. An organisation may decide to contract certain 

activities to external organisations. 

    

b. A written agreement should exist between the 

organisation and the contracted organisation clearly 

defining the services requiredcontracted 

activities and their applicable requirements. 

performance measuressafety related services and 

quality to be provided. 

A comment indicated that the word 

“quality” did not describe what was 

required and proposed an alternate 

wording. 

The text has been amended to make it 

clearer. 

  

c. The contracted safety related activities relevant to 

the agreement should be included in the 

organisation's cCompliance Mmonitoring 

Pprogramme. 

    

d. The organisation should ensure that the contracted 

organisation has the necessary authorisation or 

approval when required, and commands the 

resources and competence to undertake the task. 

    

e. If the organisation requires the contracted 

organisation to conduct an activity which exceeds 

the contracted organisation’s authorisation or 

approval, the organisation is responsible for 

ensuring that the contracted organisation's 

compliance monitoring takes account of such 

additional requirements. 
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GM1 OR.GEN.205 Contracting and purchasing 
    

CONTRACTING AND PURCHASING - OPERATORS     

1.  Operators may decide to outsource contract certain 

activities to external organisations for  the provision of 

services related to areas such as: 

Two comments argued that maintenance 

is missing in this list. 

Performance of maintenance and continuing 

airworthiness management are activities 

subject to a different approval. 

  

a. gGround Dde-icing/aAnti-icing; 

b. Gground handling; 

dc. fFlight Ssupport (including performance 

calculations, flight planning, navigation database 

and dispatch); 

d. tTraining; and 

e. Mmanual preparation. 

    

2. The ultimate responsibility for the product or service 

provided by external organisations  should always 

remains with the operator. 

A comment stated that the GM is 

unrealistic, as an operator can not control 

everything. 

The decision to contract implies that the 

control mechanisms are in place. 

  

     

AMC1 to OR.GEN.215-ATOFacilities– ATO 
    

APPROVED TRAINING ORGANISATIONSNOTPROVIDING TRAINING 

FOR TO OTHER THAN FOR LAPL, BPL, SPL AND PPL 

Two comments argued that the proposed 

wording would imply that the AMC is not 

applicable to an ATO for CPL which 

provide also training for PPL, for instance. 

Several commenters argued that the AMC 

does not consider those ATOs providing 

only flight training, those providing only 

simulator training and those only 

providing theoretical knowledge training. 

The AMC was reviewed and clarified, taking 

those comments into account. 

 

  

1. For Approved Training Organisationsproviding flight 

training, Tthe following flight operations accommodation 

should be available: 

 a. Aan operations room with facilities to control flying 

operations; 

 b. aA flight planning room with the following facilities: 

i. appropriate current maps and charts; 

ii. current AIS information; 
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iii. currentmeteorological information; 

iv.  communications to ATC and the operations 

room; 

v. any other flight safety related material. 

c. aAdequate briefing rooms/cubicles of sufficient size 

and number. 

d. sSuitable offices for the supervisory staffpersonnel 

and room(s) to allow flying instructors to write 

reports on students, complete records, etc. 

e. fFurnished crew-room(s) for instructors and 

students. 

 FCL.001 RG prefers offices   

2. For Approved Training Organisations providing 

theoretical knowledge training,Tthe following facilities 

for theoretical knowledge instruction should be available: 

 FCL.001 RG suggests adding “only” 

Ensure that those doing not only a particular 

type of training are covered 

  

a. Aadequate classroom accommodation for the 

current student population. 

b. sSuitable demonstration equipment to support the 

theoretical knowledge instruction. 

c. aA radiotelephony training and testing facility. 

d. aA reference library containing publications giving 

coverage of the syllabus. 

e. oOffices for the instructional staffpersonnel. 

A commenter wished adequate to be 

defined. 

The AMC already specifies adequate for the 

current student population. 

  

     

AMC2 to OR.GEN.215-ATOFacilities– ATO 
    

APPROVED TRAINING ORGANISATIONSPROVIDING TRAINING 

FOR BASIC LAPL, LPLLAPL, BPL, SPL AND OR PPL ONLY 

Two comments argued that this AMC is 

not proportionate, in particular for balloon 

training. 

Subparagraph (e) provides an alleviation for 

this type of training. 

  

1. The following flight operations accommodation should be 

available: 

a. Aa flight planning room with the following facilities: 

i appropriate current aviation maps and charts; 

ii current AIS information; 

iii currentmeteorological information; 

iv communications to ATC (if applicable); and 

v any other flight safety related material. 
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b. Aadequate briefing room(s)/cubicles of sufficient 

size and number. 

c. Ssuitable office(s) to allow flight instructors to write 

reports on students, complete records, etc. 

d. sSuitable rest areas for instructors and students, 

where appropriate to the training task. 

e. iIn the case of training organisations providing 

training for the BPL or LPLLAPL(B) only, the flight 

operations accommodation listed in (a) to (-d) 

above may be replaced by other suitable facilities 

when operating outside aerodromes. 

    

2. The following facilities for theoretical knowledge 

instruction should be available: 

a. aAdequate classroom accommodation for the 

current student population;. 

b. sSuitable demonstration equipment to support the 

theoretical knowledge instruction; and. 

c. sSuitable office(s) for the instructional 

staffpersonnel. 

    

3. In a smalltraining organisationA a single room mayight 

be sufficient to provide the above mentioned functions. 

Two comments objected that this should 

also be applicable to ATOs within an air 

sport federation. 

One commenter argued that this is also 

applicable to very small organisations. 

This is addressed in the responses to the 

comments on the definition of small 

organisations. 

Text further amended following advice of the 

FCL.001 RG. 

  

     

AMC1 to OR.GEN.220(b) Record-keeping 
Text considered restricted and 

cumbersome by a commenter. 

A commenter requested harmonisation of 

the record-keeping requirements for 

authorities and organisations. 

The text has been revised to replace 

“computer database” with “electronic 

format”. Related AMCs have also been 

harmonised. 

  

RECORDS     

1. Records should be kept in paper form or on in a 

computer database electronic format or a combination 

of bothmethods. Records stored oin microfilm or optical 

disc format are also acceptable. The records should 

remain legible throughout the required retention period. 

The retention period starts when the record has 

been created or last amended. 

 Definition of the start of the retention period 

added for consistency with changes made to 

AMC1 AR.GEN.220(a). 

  

2. Paper systems should use robust material which can 

withstand normal handling and filing. 
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3. Computer systems should have at least one backup 

system which should be updated within 24 hours of any 

new entry. Each terminal is required to contain 

programmeComputer systems should include 

safeguards against the ability of unauthorised personnel 

to alter the database. 

Two commenters argued that this text 

does not fit with a network architecture. 

Another one requested deleting the 

paragraph. 

The text has been adjusted to take the 

comment into account. 

  

4.  All computer hardware used to ensure data backup 

should be stored in a different location from that 

containing the working data andin an environment 

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 the 

absence of such indication, all records should be 

kept for a minimum period of five years. 

 Added to ensure consistency with 

AR.GEN.220. 

  

     

GM1 toOR.GEN.220(b) Record-keeping 
    

RECORDS 

1. Microfilming or optical storage of records may be carried 

out at any time. The records should be as legible as the original 

record and remain so for the required retention period. 

    

     

AMC1 to -OR.GEN.220 (d)-OPS -Record-keeping-OPS A Two commenters wished the AMC to be 

generalised to other areas. 

The implementing rule is applicable to all 

organisations and is actually sufficient. The 

AMC will be deleted. 

  

1. A person authorised by the competent authority should be 

given access to any documents and records which are related to 

flight operations. 

A commenter wished the text to specify 

whether the person should be from the 

authority or not. 

   

2. All such documents and records should be produced within 

a reasonable period of time, when so requested by the competent 

authority. 

    

3. The pilot-in command should produce within a reasonable 

time of being requested to do so by the competent authority, the 

documentation required to be carried on board. 

A commenter argued that this is more 

linked to the right to inspect an aircraft 

and should not be placed in an AMC for 

record-keeping. 
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Subpart OPS – Air operations     

SECTION I – OPERATOR GENERALREQUIREMENTS [MS: 1;INDIV: 1] 

Rules are completely overburdened for 

balloons 

Section 1 should be renamed “General 

requirements” for consistency with Draft 

Opinion Part OR.  

 

Noted. The requirements have been reviewed 

for proportionality.  

Accepted: text changed for consistency. 

  

AMC1-OR.OPS.100.GEN.105(cb) Operator responsibilities 
    

OPERATIONAL CONTROL     

1. 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 diversion of each flight. 

1. IND: 1: The definition neglects the 

current work environment and lacks a 

description of advantages flight operations 

support.  Propose revised text: “The OM 

shall include the means, methods and 

processes by which operational control is 

exercised during initiation, planning, 

continuation, termination, division or 

accident of a flight. The OM shall contain 

resources and information available for 

the conducting safe and efficient flight 

operation.” 

1. The rule outlines the requirement which is 

amplified in the CAT and NCC AMCs to 

OR.OPS.MLR.100 (OM contents) which 

contains the points made by the 

commentator. However, the comment may 

be considered as a future rulemaking task. 

Appendix 1 to EU-OPS 

1.1045 

Appendix 1 to JAR-OPS 

3.1045 

ICAO Annex 6: 

Part I – Appendix 2 

Part II – Appendix 3A 

Part III – Appendix H 

GM1- OR.OPS.100.GEN.105 (cb) Operator responsibilities 
    

OPERATIONAL CONTROL     

1  Operational control means the exercise by the operator, in 

the interest of safety, of responsibility for the initiation, 

continuation, termination or diversion of a flight. 

1. IA: 1: Amend text: “…. the operator’s 

operational control personnel, in the 

interest …”. 

1. The requirement rests with the operator 

and not his/her operational personnel. 

This paragraph is a definition and will be 

moved to the Cover Regulation to Part-OR. 

EU-OPS. 1.195  

21. This OR.OPS.GEN.100 (c) does not imply a requirement 

for licensed flight dispatchers or a full flight watch 

system. 

1. IA: 1 and IND: 5: Strongly supported. 

2. IA: 1: Transfer subparagraph to AMC.  

ICAO Doc 7192 shall be reference for 

training flight operations officers. 

3. IA: 1: Amend text: “This does imply a 

requirement for licensed flight operations 

officers and for a full pro-active flight 

watch system. A pro-active flight watch 

system is …” 

4. IND: 1 define the necessity of licensed 

flight dispatch personnel and make it an 

EU initiative. Include requirement for 

1. Support from multiple commenters for this 

paragraph is noted. 

2. Subparagraph 1 refers to requirement of 

flight dispatchers /flight watch system, 

whereas 2 refers to training of operations 

officers. 

3. The proposal goes against the flexibility 

offered by ICAO:  “Responsibility for 

operational control shall be delegated only 

…..to a flight operations officer/flight 

dispatcher if an operator’s approved method 

of control and supervision of flight operations 

 ICAO Annex 6 Part I 

paragraphs 3.1.3 and 

10.1 
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operators to conduct operational control 

through a flight watch system. 

requires the use of flight operations 

officer/flight dispatcher personnel.”  Neither 

ICAO, EU-OPS nor JAR-OPS 3 mandates the 

employment of operations officers/flight 

dispatch officers. 

4. This suggestion is outside the scope of the 

NPA which is to transpose EU-OPS. However, 

it may be considered as a future rulemaking 

task. 

32. If an operator employs flight operations officers in 

conjunction with a method of operational control, training 

for these personnel should be based on relevant parts of 

ICAO Doc 7192 Training Manual, Part D-3. This training 

should be described in the operations manual. 

1. IA: 1: Amend text: “Since flight crew 

should not self-dispatch, training for 

operational control personnel, other than 

pilot-in-command should be based on 

ICAO Doc 7192 D3.” 

2. IND: 1: Operators have invested in 

developing effective training programmes. 

Add “ and/or operational experience.” 

3. IND: 1: requirement for detailed 

training and recurrent scheme for all 

personnel in safety critical areas shall be 

included in the operations manual 

1. The proposal goes against the flexibility 

offered by ICAO:  “Responsibility for 

operational control shall be delegated only 

…..to a flight operations officer/flight 

dispatcher if an operator’s approved method 

of control and supervision of flight operations 

requires the use of flight operations 

officer/flight dispatcher personnel.”  Neither 

ICAO, EU-OPS nor JAR-OPS 3 mandates the 

employment of operations officers/flight 

dispatch officers 

2. This is guidance material.  ICAO states A 

flight operations officer/flight dispatcher shall 

not be assigned to duty unless that person 

has satisfactorily completed an operator-

specific training course that addresses all the 

specific components of its approved method 

of control and supervision of flight 

operations.  Note.— Guidance on the 

composition of such training syllabi is 

provided in the Training Manual (Doc 7192), 

Part D-3 

3. This suggestion is outside the scope of the 

NPA which is to transpose EU-OPS; However, 

it may be considered as a future rulemaking 

task 

 ICAO Annex 6  

Part I paragraph  

10.3 

Part II paragraph  

3.10 

Part III paragraph  

8.3 

GM OR.OPS.GEN.2100(.GEN(ad)(2)Operator responsibilities 1. IA: 1 and IND: 5: Delete this GM 

OR.OPS.100.GEN(d) as it is too 

prescriptive and does not differentiate 

between major and minor changes and 

consider publishing in an information 

paper instead 

2. MS: 1 and IA: 1: Transfer to AMC and 

attach to OR.GEN.200(a) since most of 

the material and its scope go beyond an 

individual operator 

1 & 2. GM OR.OPS.100(d) Operator 

responsibilities renumbered/renamed GM1-

OR.OPS.GEN.200(a)(2). The final text is 

pending as it is still under review by the 

Agency. However, this GM is moved to Part-

OR (GEN) Management system to more 

accurately reflect its content and to address 

the comments. 

 

  

DEVELOPMENT OF NEW / AND AMENDING STANDARD 

OPERATING PROCEDURES (SOP) 

 Amended for clarity purposes   
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1 General 1. IND: 1: Future SOP changes require a – 

f 

1. The comment is unclear.   

Risk assessment is an element in the an operator’s risk 

management and as such part of its management system. Risk 

assessment should provide a basis for decision-making in 

processes like: 

1. IA: 1: What is the relationship between 

risk Management and SMS? 

1. Risk Management is one of the core 

components of an SMS 

 ICAO Doc 9859 

Strategic option or priority setting;     

Planning;     

Project management;     

Performing activities;     

Prioritising of activities in operations; and     

Organisational change.     

Two categories of decisions related to risk may be relevant in this 

context: 

    

Business case decisions where safety risk is one of several other 

factors. In such cases, safety is weighed against other 

requirements such as functionality and profit. 

    

Decisions on solutions to specific risk problems, e.g. choice of risk 

reducing measures for one specific solution or a decision to chose 

between alternative solutions. 

    

This guidance material is intended to provide basic guidelines to 

operators helping them to develop SOPs based on a safety risk 

assessment as part of managing risk as called for by the 

management system MS requirements. It only addresses the 

principles and provides one very basic method and some skeleton 

forms to help operators with little or no previous experience in 

such work to get started. It is not a means of compliance as such. 

As an operator gathers experience, the method should be 

developed or changed to suite individual needs. 

    

Assessments of safety risks are also required for other purposes, 

and the principles should be similar for all applications. However, 

these guidelines are especially adapted and simplified for the 

purpose mentioned above. Examples of other applications for 

assessment of safety risk in management processes are: 

    

eEstablishment of technical, organisational and operational risk 

control measures; 

    

eEstablishment of emergency response measures; and     

rRisk management of technical, organisational and operational     
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changes. 

The result of the development process of an SOP should be one 

safe standard operating procedure for a certain type of operation, 

accompanied by one matching risk assessment providing evidence 

of the development process and the considerations and the 

measures taken to ensure that the risk of the operation will be 

acceptable. This material mainly gives guidance to the risk 

assessment part of the process and the interaction between the 

two. When applying to the competent authority for alternative 

means of compliance including a SOP, the risk assessment should 

be enclosed to document the development process. 

    

A similar process as described here may be employed if 

organisations or operators intend to develop “Codes of Practice” 

that could be published and made available for other operators as 

best industry practices. 

    

2 Scope     

This guidance material only addresses the assessment of safety 

risks. It does not consider other kinds of risk, such as economic 

risk or opportunities, other than implicit in that the purpose of the 

operation normally is to gain a benefit such as to make profit. The 

safest option would of course in most cases be not to perform an 

operation at all, but in this context it is not considered as a 

relevant option if the operation can be performed with an 

acceptable risk. 

    

Risk assessment consists of planning and completion of the risk 

analysis as well as of risk evaluation. Risk assessment includes 

identifying hazards and accidental events, analysing and 

evaluating risk and indentifying measures that could eliminate or 

reduce the risk. This guidance material also indicates how the risk 

assessment of SOPs should be documented. 

    

This risk assessment is one part of an operator’s safety and risk 

management. Other parts of these management processes will 

influence the planning and completion of a risk assessment and 

are, when relevant, mentioned here. These parts are 

communication and consultation, the context/framework, risk 

treatment, monitoring and review. 

1. IND: 1 and INDIV: 1: “does the risk 

assessment apply to procedures in 

currently in OM or only to new procedures 

as they are added?” 

1. As stated in text to section “It only 

addresses the principles and provides one 

very basic method etc. It is not a means of 

compliance. As an operator gathers 

experience, the method should be developed 

or changed to suite individual needs. An 

operator/owner could have been expected to 

complete some sort of risk assessment with 

the relevant sections of their OM and with 

the AMC expanded here will develop their 

method in future 

  

3 Definitions     

Accidental event: An event that might cause injury to or loss of 

life or damage to or loss of property. 
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Note 1: Property may include health, material, functions, public 

values and reputation. 

    

Note 2: An accidental event may be intentional (security related) 

or unintentional (safety related). 

    

Note 3: The term “hazardous event” is often used simultaneously.     

Barrier: Something that can either prevent an event form taking 

place or protect against its consequences. 

    

Note: Barrier may also be referred to as a control or treatment 

measure. 

    

Consequence: Possible outcome or impact of an event.     

Note 1: There can be more than one consequence from one 

event. 

    

Note 2: Only negative consequences are considered in this 

context 

    

Note 3: Consequences can be expressed qualitatively or 

quantitatively. 

    

Frequency: A measure of the number of occurrences per unit of 

time. 

    

e. Hazard: The condition, object or activity with the 

potential of causing injuries to personnel, damage to 

equipment or structures, loss of material or reduction of 

ability to perform a prescribed function.A source (action or 

condition) that could cause an accidental event. 

1. MS: 1: ‘Hazard’ is used extensively in 

other parts of Part OR. The definition 

should be moved to OR.GEN 

2. MS: 1:  Use ICAO Definition to facilitate 

global understanding: Condition, object or 

activity with the potential of causing 

injuries to personnel, damage to 

equipment or structures, loss of material 

or reduction of ability to perform a 

prescribed function. 

1. This provision is moved to OR.GEN as an 

AMC 

2. Accepted. However, the source of the 

mentioned ICAO definition could not be 

established. 

  

Note: Hazard is also often described as a source that could cause 

harm. 

    

f.Likelihood: Chance of something happening.     

Note: In this guidance material likelihood is used as a general 

term. The equivalent but more precise terms probability and 

frequency are often used depending on the context. 

    

g.Probability: Extent to which an accidental event is likely to 

occur. 

    

Note 1: Normally expressed as a number between 0 and 1.     
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Note 2: Frequency rather than “probability” may be used in 

describing risk. 

    

Note 3: Degrees of belief about probability can be chosen as 

classes or ranks, such as 

    

rare/unlikely/moderately likely/almost certain, or     

incredible/improbable/remote/occasional/probable/frequent.     

h. Residual risk: Risk remaining after implementation of risk 

treatment. 

    

i. Risk/Safety risk: The likelihood of injury to personnel, 

damage toequipment or structures, loss of material or 

reduction ofability to perform a prescribed function, 

measured interms of probability and severity. 

Expression for the combination of the probability of an accidental 

event and its consequence. 

1. MS: 1: Use ICAO Definition to facilitate 

global understanding: The likelihood of 

injury to personnel, damage to equipment 

or structures, loss of material or reduction 

of ability to perform a prescribed function, 

measured in terms of probability and 

severity 

1. Accepted. However, the source of the 

mentioned ICAO definition could not be 

established. 

  

j. Risk acceptance criteria: Criteria that form the basis for a 

decision on acceptable risk. 

    

Note 1: Risk acceptance criteria may be expressed qualitatively of 

quantitatively. 

    

Note 2: Acceptable risk is the risk that in the given circumstances 

is acceptable according to current values in society and the 

organisation. 

    

k. Risk analysis: Systematic process to understand the nature of 

and to deduce the level of safety risk. The risk analysis involves 

identifying accidental events and their causes/contributing factors 

and consequences. 

    

Note: Provides the basis for risk evaluation and decisions about 

risk treatment. 

    

l. Risk assessment: The overall process of planning, hazard 

identification, risk analysis and risk evaluation. 

    

m. Risk evaluation: Procedure based on the risk assessment to 

determine whether acceptable risk has been achieved. 

    

Note 1: The process includes identification and documentation of 

risk reducing measures and recommendations. 

    

Note 2: Risk evaluation assists in decisions about risk treatment.     

n. Risk identification: The process of determining what, where, 

when, why and how something could happen. 
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o. Risk management process: The systematic application of 

management policies, procedures and practices to the tasks of 

communicating, establishing the context, identifying, analysing, 

evaluating, treating, monitoring and reviewing risk.) 

    

p. Risk reduction: Actions taken to lessen the likelihood, negative 

consequences, or both, associated with a safety risk. 

    

q. Risk treatment: Process of selection and implementation of 

measures to modify risk. 

    

Note 1: The term ‘risk treatment’ is sometimes used for the 

measures themselves. 

    

Note 2: Risk treatment measures can include avoiding, modifying, 

sharing or retaining risk. 

    

r. Safety: Is the state in which the risk of harm to persons or 

property damage is reduced to, and maintained at or below, an 

acceptable level through a continuing process of hazard 

identification and risk management. 

    

s. Stakeholders: Those persons and organisations who may affect, 

be affected by, or perceive themselves to be affected by a 

decision, activity or risk. 

    

t. Threat: Something that can release a hazard.     

4 Communication and consultation 

Good communication with internal and external interested parties 

is essential when performing risk assessments to help ensure 

access to all relevant information and assist in ensuring buy-in 

from all relevant parties affected by the assessment’s conclusions 

and recommendations. Communication and consultation should 

take place at all relevant stages of the process. 

    

5 Establishing the context     

5.1a. General     

The need to establish a SOP normally stems from a desire to carry 

out business. This might be either directly as a commercial flight 

or as a flight in preparation for such flight, such as technical test 

flights and training flights. Sometimes flights are performed 

without any mercantile goal but to obtain other benefits, such as 

pleasure flights for a pilot. 

    

Most flights might be called “standard flights”, meaning they are 

performed repeatedly under a predetermined set of conditions. 

Such flights are performed according to SOPs and are promoted 

and sold as part of an operator’s regular business. 

    

Experience has shown that operator’s personnel is are sometimes     
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challenged to determine if an activity requested by a customer 

could be performed as a standard flight, i.e. if the task can be 

performed within the predetermined set of conditions that are the 

basis for the existing SOPs. Coupled with a system of pre-

authorisation or delegation of authorisation, this problem could 

potentially put pressure on the crew to conduct an activity for 

which no SOP exists, for which it is not qualified or does not have 

the right equipment. The An operator should not commit itself to 

carry out an activity until it is determined that the flight can be 

performed safely and in accordance with the operator’s privileges 

to avoid undue commercial pressure on the crew. 

If a requested activity does not fall within the predetermined set 

of conditions of an existing SOP, a new procedure should be 

developed. If it is a single flight or just a few flights, such flights 

may be considered “non-standard flights”. Non-standard flights 

could be risk assessed as a single case, but it is generally 

advisable to establish a new procedure for that type of flight. 

    

It should be noted that often the an operator’s approvals are 

limited by the SOPs that have been approved by or notified to the 

competent authority. In such cases no changes or additions to the 

set of SOPs are allowed without prior arrangement with that 

authority. 

    

The method described in here may be used for development of 

SOPs for “standard flights” and procedures for “non-standard 

flights”. 

    

Often a new operation is in many aspects similar to operations for 

which the an operator already has established SOPs. In such 

cases, only the elements of the operation that are different need a 

full assessment. It is however important to make sure that all 

aspects of the changes are included. This includes particularly an 

assessment whether the changes affect any of the standard 

elements and the interface between new and old elements. 

    

5.2b. External and internal context     

The external and internal context as well as stakeholder context 

should be established and taken into consideration particularly 

with respect to how they relate to the operation in question and 

influence the planning and completion of risk assessments. 

    

The external context is associated with the environment where 

the operation takes place. The external context includes factors 

that the an operator should consider when developing the risk 

criteria such as: 

    

lLegal and regulatory requirements;     

iIndustry best practices;     
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External interested parties needs and perceptions;     

cCompany reputation; and     

cCultural and social values.     

The internal context is the internal environment that will be 

involved with or could affect the operation. These may be factors 

such as: 

    

sStrategies, objectives and goals;     

cCulture, ethical guidelines, common values, etc.;     

oOrganisation; and     

aAvailable resources.     

Available resources are relevant with respect to capacity and 

competence: 

    

for the risk assessment process (see below); and     

for performing the operation, i.e. available to be considered for 

use in the SOPs (aircraft, equipment, personnel, experience, 

finances, etc.). 

    

5.2.1 Stakeholders/Interested parties     

External stakeholders may be persons living in the vicinity of 

where the operation takes place and that could be affected by 

noise and flights at low altitude (frightened) or even more directly 

if the operation involves dropping of objects/spraying or certain 

helicopter operations like heli logging, power line maintenance, 

etc. In addition to posing a safety risk to persons on the ground, 

such operations might also pose a risk to the an operator’s 

reputation if, e.g. the public does not feel it has been properly 

informed or warned beforehand. The latter part is not subject to 

further discussion in this guidance material.AMC. 

    

5.2.2. Regulatory requirements     

The An operator should determine the regulatory requirements 

applicable for a particular operation as well as the necessary 

privileges. 

    

Compliance with the relevant rules and regulations must be 

assured and an assessment should be made if additional 

privileges are required before the operation can be started. 

    

Regulations are generally developed to control or mitigate certain 

safety risks that stem from specific or general hazards. Such 

hazards controlled by regulations do notn’t need to be further 

developed in the an operator’s risk assessment if the assessment 
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determines that the regulatory treatment is sufficient. If the 

regulation is not specific, has several options or directly calls for a 

risk assessment, the hazard obviously should be assessed and the 

appropriate treatment implemented. 

5.2.3. Industry standard/best practice     

If an industry best practice exists for a particular type of 

operation, its applicability and suitability should be evaluated by 

the operator. This evaluation could provide valuable input to the 

SOP and risk assessment. Some industry best practices (code of 

practices/COP) are developed specifically to function as basis for 

SOPs and should have associated hazard lists and proposals for 

treatment of relevant safety risks. Operators developing SOPs 

based on such industry standard/best practice should still perform 

their own risk assessment to ensure the COP is suitable and 

customised to their own operation. 

1.  IND: 1: add final sentence: “ The 

competent authority has to be informed, 

before an industrial standard will be used, 

to decide if the industrial standard would 

be an Acceptable Means of Compliance to 

the Implementing Rules following 

AR.GEN.” 

1. This GM is now moved to OR.GEN as an 

AMC. The proposal is not necessary: 

AR.GEN.120 addresses this procedure; the 

competent authority shall evaluate all 

alternative means of compliance proposed by 

an organisation. Moreover, the Agency can 

propose to accept and refer to industry 

standards in AMC, as is already done in the 

field of airworthiness and OPS, e.g. on icing. 

  

5.2.4. Operator’s resources     

The An operator’s current aircraft, equipment and staff 

personnel are normally part of the risk assessment when 

planning an operation as most changes in this field are often time-

consuming and costly. One outcome of an operational risk 

assessment may be that the operator does not possess the right 

equipment or personnel for the activity. If this is the case for a 

single mission or missions on short notice, it would mean that the 

operator is unable to perform the activity. 

    

If the an operator however plans to expand into new types of 

operations, a recommendation to acquire different 

aircraft/equipment or employ or train staff personnel could be a 

risk treatment measure to enable the operator to perform the new 

operation by making the risk acceptable. In such cases the 

current aircraft/equipment/personnelstaff would not be part of 

the risk assessment, but the delivery and certification/approval 

times for new equipment or time to employ or train 

personnelstaff might be as well as the changes required in the 

organisation to accommodate for example the more advanced and 

complex technology. 

    

5.3. Risk acceptance criteria     

As part of the overall management system, safety and risk 

strategies and goals should have been established. For the 

particular assessments, risk acceptance criteria should be 

established based on these strategies and goals. Furthermore, 

management responsibility on the acceptability of risks should be 

defined in the operator’s SMS along with what constitutes 

minor and substantial risks. Minor risks may be accepted by 

line managers, whereas more significant risks may need to be 

accepted by senior management. The risk acceptance criteria 

should help in decision making with respect to risk acceptance. 

The established criteria influence the planning and completion of a 

1. MS: 1: The statement concerning minor 

and more significant risks conflict with 

safety being under direct accountability of 

senior management under 

OR.GEN.200(a)(3). 

1. The paragraph introduces “minor” and 

“significant” risk which are not defined.  The 

definition applicable to the individual 

operator should be included in the operator’s 

SMS which senior management is responsible 

for.  Suggest the following amendment: 

“Furthermore, management responsibility on 

the acceptability of risks should be defined in 

the operator’s SMS along with what 

constitutes minor and substantial risks.. 

Minor risks may be accepted by line 
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risk assessment, e.g. the selection of method as the assessment 

results will be compared with the acceptance criteria during risk 

evaluation. Risk acceptance criteria may be fixed targets or refer 

to accepted methods, standards and norms, such as regulations, 

certification specificationsCSs, AMCs and guidance material. 

The maximum acceptable risk is in most cases directly or 

indirectly influenced or determined by regulations which either 

specify a target (e.g. for safe forced landing it requires a 

reasonable expectancy of no injuries to persons in the aircraft or 

on the surface) or an acceptable means on how to achieve the 

minimum required safety level. 

managers, whereas more significant risks 

may need to be accepted by senior 

management 

Safety risk acceptance criteria should at least address, in the 

following order of priority: 

    

third parties’ life, health and property;     

passengers and operational personnel;     

crew members;     

the natural environment; and     

corporate well-being.     

As low as reasonably practicable (ALARP) is a risk acceptance 

criterion that is not exclusively based on fixed risk level targets 

but is a systematic and documented process to reduce safety risk 

below the maximum allowed by requirements, standards or when 

the risk is otherwise considered unacceptable. For ALARP to be an 

acceptable method of establishing risk acceptance criteria, an 

adequate risk management system is required to form a solid 

basis for the decisions made when evaluating the risk. 

    

ALARP means that the safety risk is managed to a level as low as 

reasonably practical whilst at all times staying below the 

maximum allowed risk. It also implies that the risk level should be 

monitored and ALARP considerations applied to any new identified 

treatment measures to contribute to a further reduction in the risk 

level. Increase in the risk level at any time should be considered 

unacceptable, even if the safety risk is below the maximum 

allowed. (An exception might be for very short periods when the 

reason for the risk increase is known and measures are 

immediately implemented to correct the situation.) 

    

All identified treatment measures should be implemented unless it 

can be shown that the cost or disadvantages of the measure is 

are grossly disproportionate to the safety risk reduction potential. 

It should be noted that ALARP is different from basic cost-benefit 

considerations and may not be implemented using just these as 

ALARP in this context addresses safety risk. 

    

Related responsibilities and decisions should be documented to 

justify why an identified risk reduction measure has not been 
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implemented and that the retained risk is still ALARP without the 

implementation of such measures. 

Another method for establishing risk acceptance criteria is to 

compare the risk with ongoing safe operations. The risk 

acceptance criteria would in such a case be to ensure that new 

operations are at least as safe as the operator’s ongoing 

operations. 

    

6 Risk Assessment     

6.1a. Planning     

6.1.1i. Establishment, description and purpose     

The risk assessment should be initiated in time for the results to 

be available before the decisions regarding the operation have to 

be made. The person responsible for performing the risk 

assessment should be made aware of the background, objectives, 

conditions and the context for the assessment and of the risk 

acceptance criteria. 

    

The following should be documented:     

Background;     

Purpose; and     

Stakeholders and their potential interest.     

6.1.2ii. Organisation 

A work plan should be established. 

    

The risk assessment should be performed by a working group that 

includes suitable subject matter experts but may exceptionally be 

performed by one individual if the extent and complexity of the 

task allows. Particularly for ‘one-off’ assessments, personnel that 

will be involved in the operation should participate in the working 

group. Considerations should be given to the need for 

independence between the person(s) performing the risk 

assessment and the persons deciding if the risk is acceptable. 

    

The working group should have participation to ensure availability 

of: 

    

knowledge of and experience with the use of relevant risk analysis 

methods; 

    

knowledge of the operation and associated hazards;     

knowledge of the relationship between the operation and relevant 

internal and external factors; and 
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familiarity with all relevant disciplines associated with the 

operation. 

    

It should be determined to what extent and how other 

stakeholders should be involved before the work starts. This 

should particularly consider the safety risk exposure of the 

stakeholder as well as practical considerations such as their 

availability. All working group meetings should be minuted. 

    

6.1.3iii. Selection of methods and data basis     

The method proposed here is a basic analysis to determine, 

record, analyse and treat safety risk. This method should be 

complemented by other methods when the analysis in hand so 

dictates. Methods to determine causes and likelihood (e.g. fault 

tree analysis; failure mode, effects, and criticality analysis 

(FMECA); influence diagrams) as well as consequences (e.g. event 

tree analysis) of hazards may be useful. 

    

Data used should be described, such as:     

rRegulatory requirements;     

eExisting SOPs and risk assessments;     

oOperator risk register;     

oOperator analyses including occurrences and safety concerns 

raised within the organisation; 

    

AIB investigations;     

ESSI results;     

aAuthority inspection reports;     

eExpert judgment;     

sSimulations;     

cCodes of pPractice; and     

iIndustry standards.     

Data sources should be assessed for suitability such as relevance, 

currency, representative amount of data, underestimation and 

accuracy. 

    

An operator should ensure that its own experience is available in a 

collated and systematized form. This ‘databank’ should contain 

information from investigation of internal occurrences and 

accidents, reported deviations and proposals for improvement as 

well as experience collected from monitoring oversight of normal 

operations. Whenever possible, it should be augmented with 
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similar data exchanged with other operators. Analysis of relevant 

experience data should provide input to a risk assessment. 

Every operator is expected to establish and maintain a register of 

significant hazards and their treatment as part of its safety 

management system. The risk register should be a valuable 

source of information on the various hazards that are immanent 

inherent in a particular operation and how these have been 

addressed in the past and are currently treated in existing 

operations. 

    

The risk register should reflect that different types of operations 

(e.g. commercial air transport and commercial operations other 

than commercial air transport) may be exposed to different 

hazards. It may also reflect that different treatment methods 

could be required and that different risk levels may be acceptable. 

    

6.1.4iv. System description     

The operation to be analysed should be described. The major part 

of the detailed description may be by reference to a 

procedure/SOP. 

    

The risk assessment should contain a detailed description of what 

has been analysed and which factors have and have not been 

assessed such as: 

    

tType of the operation;     

tType(s) of aircraft;     

pPhases of the operation;     

eEnvironmental conditions (visibility, wind, turbulence, contrast, 

light, elevation, etc. unless evident from the SOP); 

    

eExisting barriers and available emergency preparedness;     

aAnnual usage/exposure.     

A risk assessment can build often upon parts of existing risk 

assessments. For example, for an assessment of a new type of 

operation conducted in a hostile environment, the an operator 

might already have a risk assessment for flights over hostile 

environment in general. What would be required for a complete 

new risk assessment is the assessment of new aspects of the 

operation and the combination with the relevant existing one(s). 

In such cases particular attention should be paid to the 

intersecting or overlapping areas to ensure that no gaps exist or 

that the combination does not give rise to new hazards. 

    

SOP     

The procedure elements and sequence should be outlined and     
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detailed as far as possible based on existing requirements and 

previous experience. Known controls, safety measures and 

precautions should be included in the procedure. 

6.2b. Risk analysis     

6.2.1i. Hazard identification IA:1: does this apply for aeroplanes with a 

maximum (seating) configuration of less 

than 20? 

There is no discrimination associated with 

this AMC 

  

Hazards should be identified as part of the risk analysis. The 

purpose of hazard identification is to ensure that representative 

and relevant accidental events that might occur during the 

operation are described. 

    

Hazard identification should:     

eEstablish a list of all hazards relevant to the operation and the 

causes/threats that could release them; 

    

dDescribe accidental events based on the hazard information and 

specify the place, time, extent, nature, etc. of the event as 

required; and 

    

eEstablish a systematic overview of possible accidental events for 

the operation. 

    

Where information on accidental events for the type of operation 

is available directly from databases (e.g. from reported accidents 

and occurrences or from results of analyses already entered in the 

risk register), it may be included in the list directly. However, 

direct use of reported accidental events may lead to unintended 

gaps in the list of accidental events as hazards that are 

contributing factors to one accidental event may under other 

circumstances contribute to a different accidental event. It must 

also be noted that the absence of past accidents does not mean 

absence of risk. It is therefore important to identify the underlying 

hazard. One way of doing it is to group similar events to find the 

underlying hazards. 

    

The level of detail in the specification of accidental events should 

be adequate for the SOP/procedure to be developed. In some 

cases, major groups of hazards/events may be adequate (e.g. 

flight over a hostile environment, forced landing, deviation from 

intended flight path, flight at low altitude), in other cases it may 

be necessary to be more specific (e.g. single engine failure, tail 

rotor drive failure, loss of visual references, altitude judgement 

error, turbulence, etc.). 

    

The procedure/SOP should be systematically examined to 

determine hazards and potential accidental events that could 

occur during operations. 

    

Aids to the identification of accidental events may be:     
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oOther risk assessments;     

oOccurrence and accident reports;     

aAudits/deviation reports;     

iInternal reviews;     

mMonitoring results including flight data monitoring information;     

pPrognoses;     

tThreat assessments; and     

sStandard checklists (origin should be identified if used and the 

lists assessed and revised as required to suit the purpose). 

    

Examples of methods that may be used for hazard and risk 

identification are Preliminary Hazard Analysis (PHA), Hazard 

Identification (HAZID) and brainstorming. 

    

If a hazard or accidental event is identified but not analysed 

further for probability or consequence, the reason should be 

documented (e.g. too insignificant consequence, too unlikely, 

outside the operator’s control, not relevant for the assessment, 

etc.). 

    

In this context, it is not so much of importance, and sometimes 

not even possible, to distinguish exactly between hazards and 

accidental events. For the purpose of risk assessing procedures, 

accidental events are the tangible objects of the analysis. Hazards 

and threats are the sources in the background that could 

cause/trigger/escalate accidental events and that influence the 

likelihood of events. 

    

SOP     

No activity.     

6.2.2ii.  Analysis of causes/contributing factors and 

likelihood 

    

The main purpose of this analysis is to establish the likelihood for 

each accidental event. 

    

Each accidental event should be analysed to establish possible 

causes/contributing factors. Causes/contributing factors should 

then be analysed to determine likelihood. 

    

The causal analysis should normally be of a descriptive 

(qualitative) nature but where relevant calculations (quantitative) 

should be applied. A qualitative analysis describes the potential 

hazards and threats and the chains of events that could lead to 

the accidental events. Quantitative analysis calculates the 
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probability or frequency of the accidental events. 

In the causal analysis of each accidental event, human and 

organisational factors should always be considered for their 

possible contributing effects. It is normally necessary to consider 

direct causes (“unsafe acts”), workplace factors and 

organisational factors (“error provoking or latent conditions”). 

    

The effects of existing likelihood-reducing factors and barriers that 

influence the chain of events should be considered and listed in 

the risk analysis sheet such as: 

    

cCertification requirements;     

mMaintenance procedures;     

eExisting normal and abnormal procedures;     

tTechnical measures/equipment;     

tTraining; and     

oOther human and organisational factors.     

Likelihood may be expressed using terminology such as “very low, 

low, medium, high and very high”. In such cases the terms should 

be explained to indicate their meaning. For example, the meaning 

of each term could be expressed in words and/or 

numbers/ranges. 

    

Causal analysis should be done to the level of detail necessary to 

establish relevant likelihoods. 

    

Examples of methods that may be used for causal and likelihood 

analysis are Fault tree analysis, FMECA, influence diagrams and 

brainstorming. 

    

SOP     

Existing likelihood-reducing factors and barriers that influence the 

chain of events are those that are already described in the SOP or 

other relevant documentation (OM, AFM, etc.). As the risk 

assessment progresses it is possible that there will be an iterative 

process where new factors and barriers could be found during 

analysis. These should then be added to the procedure and 

included in the analysis. 

    

6.2.3iii. Analysis of consequences     

Consequences of all accidental events should be analysed. The 

analysis should consider immediate consequences and 

consequences that only become apparent afterwards such as 

effects on the natural and work environment (e.g. noise and 

vibration). 

    



Part-OR 

Page 302 of 612 

A: Rule B: Summary of comments C: Response D: Source ref. and 

compliance 

E: ICAO ref. and 

compliance 

Consequences could be grouped such as loss or damage of 

life/health, environment, material values/assets, functions and 

reputation. 

    

The consequence analysis should normally be of a descriptive 

(qualitative) nature but where relevant calculations (quantitative) 

should be applied. A qualitative analysis describes the chains of 

events that could follow from the accidental events and the 

possible consequences. Quantitative analysis could calculate the 

likelihood and extent of damage that could be caused by the 

accidental event. 

    

In the consequence analysis of each accidental event, human and 

organisational factors should always be considered for their 

possible contributing effects. 

    

The effects of existing consequence reducing factors/barriers that 

influences the consequence itself or the consequence chain should 

be considered such as: 

    

cCertification requirements (e.g. fire protection);     

eExisting abnormal and emergency procedures;     

sSecondary safety measures (e.g. crashworthiness, personal 

protective equipment); 

    

tTechnical measures/equipment;     

tTraining;     

hHuman and organisational factors; and     

eEmergency preparedness.     

Existing in this context means that they are already part of the 

operator’s management system or built into/part of the aircraft 

and equipment and included in the SOP description. 

    

Consequences may be expressed using terminology like “very 

small, small, medium, large and very large”. In such cases the 

terms should be explained to indicate their meaning. For example, 

the meaning of each term could be expressed in words and/or 

numbers/ranges. 

    

Consequence analysis should be done to the level of detail 

necessary to establish relevant consequences. 

    

Examples of methods that may be used for consequence analysis 

are event tree analysis, structured “what-if”, checklists and 

brainstorming. 

    

 SOP     
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Existing consequence factors and barriers that influence the chain 

of events are those that are already described in the SOP or other 

relevant documentation (OM, FM, etc.). As the risk assessment 

progresses it is possible that there will be an iterative process 

where new factors and barriers could be found during analysis. 

These should then be added to the procedure and included in the 

analysis. 

    

6.2.4iv. Risk description     

The risk should be described based on the results of the causal 

and consequence analysis. 

    

The risk should be expressed as a combination of the 

consequence and the associated likelihood. If an accidental event 

has more than one consequence, the risk may be expressed as a 

combination of the consequence and associated likelihood for each 

of the consequences. 

    

The risk description should form a relevant basis for risk 

evaluation and treating risk. 

    

Depending on the analysis method and the risk acceptance 

criteria, the description could be qualitative and/or quantitative. 

The level of detail will depend on the level of detail in the causal 

and consequence analysis. 

    

Uncertainties in the risk description should be presented and 

reviewed. If the analysis is based on critical assumptions or other 

conditions that could affect the risk, it should be identified and 

presented (if necessary in the form of a sensitivity analysis). 

    

Examples of a method that may be used for risk description is a 

risk matrix. 

    

 SOP     

The SOP should contain general statements about the safety risk 

involved and the management of the risk. 

    

6.3c. Risk evaluation     

6.3.1i. Comparison with risk acceptance criteria     

The results of the risk analysis should be compared to the criteria 

for acceptable risk. 

    

The comparison description should be in such a format that it can 

be used by decision makers and stakeholders. 

    

If the risk acceptance criteria require the optimisation, for 

example with the ALARP principle, the comparison (iterative 

process) should describe the optimisation process. If the risk is 

compared to criteria that are not absolute or may be exempted, it 
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should be elaborated in the description. 

SOP     

No activity.     

6.3.2ii.  Identification of risk reduction measures and their 

effect 

    

The risk evaluation forms the basis for deciding on new mitigating 

measures and to assess the risk reduction effects of these 

measures. 

    

Risk reducing measures should be identified for accidental events 

with an unacceptable risk and for accidental events where further 

risk reduction measures are feasible and reasonable. Identification 

of possible controls should be based on the hazards, chain of 

events and consequences described in the analysis. Controls that 

could eliminate the accidental event, likelihood-reducing measures 

and consequence-reducing controls should be identified. The 

controls could be related to human factors (e.g. training and 

competence), equipment or organisational factors (e.g. 

procedures). 

    

Identification of risk reducing measures should be performed in a 

systematic way and should involve the relevant parties. 

    

Risk reducing measures should be implemented based on the 

following priorities with respect to accident development: 

    

a. eliminate hazards and accidental events (e.g. fly around the 

hostile environment); 

    

b. reduce the probability of accidental events (e.g. use multi-

engine instead of single-engine aircraft); and 

    

c. reduce the consequence of accidental events (e.g. use personal 

protective equipment). 

    

The controls should be implemented in the following priority with 

respect to reliability: 

    

passive technical controls (e.g. system redundancy, firewall);     

active technical controls (e.g. automatic fire extinguishing 

system); and 

    

c.  controls by procedure (e.g. use of hand fire extinguisher).     

The risk reducing effect of the controls should be assessed with 

respect to: 

    

fFunctionality (does the measure influence the ability to perform 

the operation); 
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rRobustness (will the measure be effective under varying 

conditions and over time); and 

    

pPossible other effects such as introduction of new risks.     

SOP     

Any new risk reducing measures should be included in the 

SOP/procedure as appropriate. 

    

6.3.3iii. Conclusions and documentation     

The risk assessment should contain conclusions. The conclusion(s) 

should be unambiguous, precise and robust to enable decision 

makers to perform the risk treatment. 

    

Conclusions should address issues such as:     

tThe operation could be performed with an acceptable risk (the 

risk of performing the operation according to the SOP is 

acceptable); 

    

tThe operation complies with regulatory requirements;     

tThe operation is within the operators privileges; and     

tThe operator’s aircraft and equipment are adequate for the 

operation. 

    

The risk assessment should be in a written format. Any references 

to other documents should be specified. Any need for further work 

should be pointed out. 

    

The risk assessment documentation should include or reference, 

as required, descriptions of: 

    

The purpose of the risk assessment; 

a. tThe operation analysed; 

b. iInvolvement of personnel staff and stakeholders; 

c. pPreconditions, assumptions and       simplifications; 

d. cContext/framework for the operation; 

e. tThe assessment of who is affected by the operation and 

how; 

f. dData used; 

g. tThe analysis method; 

h. tThe hazard(s); 

i. tThe risk(s); 

j. tThe risk reduction measures; 
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k. tThe risk evaluation; and 

l. The conclusions. 

SOP     

If the task includes developing a new procedure, it should also 

include proposals for: 

a. tThe detailed procedure/SOP (OM Part B); 

b. dDetailed training requirements (OM Part D); 

c. cChanges in general procedures (OM Part A); 

d. cChanges in aircraft/equipment; 

e. aApplications for approvals (new AMC, if required); and 

f. rRisk register update. 

    

If the task is to re-assess a procedure, it should include proposals 

for change in any of the above mentioned issues based on the 

conclusions of the risk assessment. 

    

The risk assessment and the SOP should be considered a matched 

pair and changes in either of them would require reassessment of 

the other and the totality to cater for the changes and ensure 

continued consistency. 

    

7 Monitoring and review     

Monitoring and review should be planned as part of the risk 

management process. Responsibilities for monitoring and review 

of risk assessments and SOP should be defined. 

    

7.1a. General     

Monitoring Oversight should be conducted through the operator’s 

normal monitoring programmes such as occurrence and deviation 

reporting, monitoring of normal operations, flight data monitoring, 

proposals for improvement, etc. 

    

SOPs and risk assessments should be subject to monitoring for 

the purpose of: 

    

(a)i. analysing and learning from events, changes and trends;     

ii.(b) detecting changes in the internal and external context 

including changes to the risk itself; 

    

iii.(c) ensuring that the risk control and treatment measures are 

effective; and 

    

iv.(d) identify emerging risks.     

Monitoring Oversight and review should include periodic review, 

inspections and audits of the procedures, risk assessments and 
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the risk management process. 

7.2b. Changes     

Changes that could invalidate a risk assessment’s conclusions (or 

require a reassessment) are: 

    

i.(a) significant changes in the preconditions and context;     

ii.(b) new knowledge of risks involved (experience from accidents 

and occurrences, reporting of safety concerns, research, better 

risk analysis methods, internal inspections, audits and reviews, 

hazard reporting, risk register update); 

    

iii.(c) significant changes in the data basis;     

iv.(d) significant organisational changes that could affect the 

assessment; and 

    

v.(e) several smaller changes that together might constitute a 

significant change. 

    

7.3c. Improvements 

As any amount of risk is considered to be negative in the context 

of safety risk, operators should in managing risk, and regardless 

of the risk acceptance criteria chosen, always strive for a 

continuous reduction in the risk level through 

monitoringoversight, analysis and improvements. 

    

AMC1- OR.OPS.100.GEN(f) Operator responsibilities 

 

 This AMC is upgraded to IR   

DANGEROUS GOODS TRAINING     

1. An operator should establish and maintain personnel 

training programmes as required by the ICAO Technical 

Instructions (ICAO Doc 9284 - Technical Instructions for the Safe 

Transport of Dangerous Goods by Air). 

    

2 Training programmes should commensurate with the 

responsibilities of personnel [and only address awareness training 

for those operators not approved in accordance with 

OPS.SPA.DG.] 

1. MS: 1: and IA:3: Amend to remove use 

of expression “awareness training” 

1. Text changed and moved to 

OR.OPS.100.GEN. The text in [] is not 

transferred. 
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SECTION II – MANUALS, LOGS AND RECORDS     

AMC1-OR.OPS.015.MLR.100 Operations mManual - General 

1. MS: 1: NPA AMCs 1, 2 and 4 to be 
combined and AMC 3 (NCC) should 
have the same structure as that in 
NPA AMC 5, but not so detailed. 

2. MS: 1: Re-align with EU-OPS as a rule 
and not an AMC. 

3. INDIV: 1: Proposal for the OM to be 
quality controlled through a 
committee consisting of personnel 
from all relevant departments 
involved in flight operations. 

4. IND: 1: Comment on NPA AMC 
OR.OPS.015.FTL(l) Operator 
Responsibilities – comment submitted 
in NPA OR.OPS.MLR section instead. 

1&2. RG01 CAT input: NPA AMC1 on OM 

general (only parts copied from EU-OPS) 

and NPA AMC 4 on OM Structure for 

Commercial Ops moved to IR, leaving 

AMCs for OM content for NCC, CAT and 

commercial SPO. This provides for 

proportionality. Structure for NCC to 

match ICAO as opposed to EU-OPS. 

3. This level of detail should be left to the 
operator. 

4. OR.OPS.FTL addressed under separate 
RM task OPS.055. 

~International Standard 

for Business Aircraft 

Operations (IS-BAO) 

 

GENERAL     

1 The operations manual (OM) may be an integral part of the 

organisation manual as required by OR.GEN.200(a)(6). 
1. INDIV: 1: Allowing the OM to be an 

integral part of the Organisation 
Manual means that information will 
not be duplicated – this is supported. 
OM=Org Manual and Ops Manual – 
this needs to be resolved. 

+1. Deleted, as OR.GEN.200 has been 

amended during the comment response 

phase, so that it no longer refers to an 

organisation manual. 

1. This has been deleted anyway (See +1 
above). However, AMC1-
OR.OPS.MLR.100 also supports the 
principle of no duplication. 

  

21 The operations manual (OM) may vary in detail in 

accordance with according to the complexity of the 

operation and of the type and number of aircraft 

operated. 

1. MS: 1: Request to refer to at least the 
AMCs containing the OM content 
requirements and add the role of the 
competent authority during the 
approval process, because it is 
unclear to what extent the OM may be 
varied. 

2. MS: 1: Guidelines needed for empty 
sections in OMs (e.g. “not 
applicable”). 

+1. Stays as AMC, as source not EU-OPS  

1. No change in the text, as the role of the 
Competent Authority is addressed in 
AR.OPS Section II. Additionally, if AMCs 
are referred to here, then all AMCs 
should be cross-referenced in all of the 
IRs. 

2. The penultimate sentence in NPA AMC 5 
OR.OPS.015.MLR addresses handling of 
sections which are not applicable – this 
has been clarified and moved to GM, as 
it is more of guidance nature. 

  

3 The operator should ensure that information taken from 

approved documents, and any amendment of such approved 

documentation, is correctly reflected in the OM. This does not 

prevent an operator from using more conservative data and 

procedures. 

1. MS: 1: This item should be moved to 
IR. 

1. Text moved to IR; OR.OPS.MLR.100.   

4 Crew members should be provided with a personal copy of 

the relevant sections of the OM pertaining to their duties. The 

crew membersEach holder of an Operations Manual, or 

1. IND: 1: Safety and OM compliance is 
not only applicable to crew members, 
but to all staff. 

+1. RG01 CAT input: Text moved to 

OR.OPS.MLR.100. 

1. OR.OPS.MLR.100 states that all 
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appropriate parts of it, should be responsible to for keeping 

their copies up to date with the amendments or revisions 

supplied by the operator. 

2. IND: 6: “personal copy” could be 
interpreted as hard copy; text 
modification suggested. 

3. INDIV: 1: Access to information 
should be IR. 

personnel shall have easy access to the 
portions of the OM that are relevant to 
carry out their duties. 

2. No text change, as it is aligned with EU-
OPS and “personal copy” does not 
prevent issue in other formats. 

3. Text moved to OR.OPS.MLR.100, so 
having easy access to the relevant OM 
parts and keeping own copies up to 
date, are now both mandated in IR. 

5 The OM may be issued in separate parts.  +1. RG01 CAT input: Text moved to 

OR.OPS.MLR.100. 

  

26 The OM or parts thereof may be presented in any form, 

including electronic form. In all cases, the accessibility, 

usability and reliability should be assured. 

1. MS: 1: Reference to Electronic Flight 
Bag provisions is required. 

2. INDIV: 1: Allowing publication on 
other than printed paper without 
additional approval is supported. 

+1. Although this text comes from EU-OPS, 

it has not been moved to IR because the 

nature of the text is not IR ie “may be 

presented…” 

1. The text does not prevent use of EFBs, 
as it allows electronic form. 

2. The support for this sub-paragraph is 
acknowledged. 

~EU-OPS 1.1040(m) 

~JAR-OPS 3.1040(m) 

 

732 The OM should be such that:     

a. all parts of the manual are consistent and 

compatible in form and content; 

 +1. Stays as AMC, as source not EU-OPS.   

b. the manual can be readily amended; and  +1. Stays as AMC, as source not EU-OPS.   

c. the content and amendment status of the manual is 

controlled and clearly indicated. 

 +1. Stays as AMC, as source not EU-OPS.   

843 The OM should include a description of its amendment 

and revision process specifying: 

1. INDIV: 1: Suggestion to include the 
actual revision process. 

1. This level of detail should be left to the 
operator. 

  

a. the person(s) who may approve amendments or 

revisions; 

 +1. Stays as AMC, as source not EU-OPS.   

b. the conditions for temporary revisions and/or 

immediate amendments or revision required in the 

interest of safety; and 

 +1. Stays as AMC, as source not EU-OPS.   

c. the methods by which operator personnel are 

advised of the changes. 

 +1. Stays as AMC, as source not EU-OPS.   

9 If the OM contains all the relevant information of the 

aircraft, the AFM may not be carried. 
1. MS:1: Missing “The AFM may be 

issued in parts”. Also missing 
requirements on whether it should be 
carried on flights. 

1. Text deleted, as this is addressed in 
Part-CAT/SPO/NCC/NCO.GEN – 
Documents, manuals and information to 
be carried, by the expression “AFM or 
equivalent”, which is defined in the AMC. 
In addition, B. 4.1.2 in the AMC for OM 
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contents addresses it. 

1054 The OM content may be compiled in accordance with an 

based on, or may refer to,industry codes of practice. 

1. MS: 1: Text implies that the entire OM 
can be replaced by “industry codes”, 
which is not desirable. 

2. IND: 7: Clarification required on what 
industry code of practice is and about 
grandfathering of OMs. 

+1. Stays as AMC, as source not EU-OPS  

1. Text changed for clarification.Also, 
AMC1-OR.OPS.MLR.100, provides control 
elements if such sources are used to 
compile the OM. 

2. Paragraph (2) of AMC3-OR.OPS.MLR.100 
addresses grandfathering. AMC1-
OR.OPS.MLR.100 describes how 
information from other relevant 
documents may be used or referred to. 
This is meant to include SOPs. 

 ~Annex 6 Part II, 

3.4.2.2 Note 1 

AMC1-2- OR.OPS.015..MLR.100 Operations mManual– 

General 

1. IND:1: Add a requirement that the 
material should be made adequately 
available to all relevant staff 
members. 

2. MS: 1: Re-align with EU-OPS as an IR 
and not an AMC. 

3. INDIV: 1: Allowing substitution by 
applicable parts of the AFM etc (see 
(1) and (4)) and referencing from the 
OM into other material is supported. 

1. This comment is addressed by revised 
rule text; OR.OPS.MLR.100; All 
operations personnel shall have easy 
access to the portions of the OM that are 
relevant to their duties. 

2. Text is consistent with JAA TGL 44, no 
safety justification for upgrade to rule; 
however, it may be considered in a 
future rulemaking task via an EASA 
proposal form. 

3. The support for this provision is 
acknowledged. 

+1. NPA AMC1 OR.OPS.015.MLR and AMC2 

OR.OPS.015.MLR merged into AMC1-

OR.OPS.MLR.100. 

  

CONTENTS     

16 When compiling an OM, an operatorthe operator may 

take advantage of the contents of other relevant 

documents. Material produced by the an operator the 

operator for the type--related part of the OM may be 

supplemented with, or substituted by, applicable parts of 

the aircraft flight manual (AFM) or, where such a 

document exists, by an aAircraft oOperating mManual 

produced by the manufacturer of the aircraft.  

  ~AMC OPS 1.1045(1) 

(part) 

~AMC OPS 3.1045(1) 

(part) 

 

27 In the case of commercial operations with other-

than-complex motor-powered aircraft or non-

commercial operations or commercial operations with 

non-other-than-complex motor-powered aircraft, a 

“pPilot oOperating hHandbook” (POH), or equivalent 

document, may be used as the type-related part of the 

OM, provided that the POH covers the normal and 

abnormal/emergency operating procedures.  

1. INDIV: 1: This should be applicable to 
all non-complex operations (e.g. 
balloons). Suggest change to just 
“non-complex” ie delete “motor-
powered”. 

1. OR.OPS is applicable to all commercial 
operations, irrespective of the type of 
aircraft, so it will apply to commercial 
operations with balloons. It will not 
apply to non-commercial operations with 
other then complex motor-powered 
aircraft ie OM not required. Complex 
motor-powered stems from and is 
defined in Regulation (EC) 216/2008. 
Other than complex motor-powered 

~AMC OPS 1.1045(1) 

(part) 
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aircraft includes balloons and gliders. 

38 For the route and aerodrome part of the OM, material 

produced by the an operatorthe operator may be 

supplemented with or substituted by applicable rRoute 

gGuide material produced by a specialisted company. 

1. IND:7: Change “specialised” to 
“specialist”. 

1. Text corrected. ~AMC OPS 1.1045(1) 

(part) 

~AMC OPS 3.1045(1) 

(part) 

 

49 If an operator chooses to use material from another 

source in his the OM,either he should either copy the 

applicable material should be copied and includedit 

directly in the relevant part of the OM, or the OM should 

contain a reference to the appropriate section of that 

applicable material. 

 +1. Editorial correction. ~AMC OPS 1.1045(2) 

~AMC OPS 3.1045(2) 

 

510 If an operator chooses to make use of material from 

another source (e.g. a rRoute mManual producer, an 

aeroplane aircraft manufacturer or a training 

organisation) as explained above, this does not absolve 

the operator from the responsibility of verifying the 

applicability and suitability of this material. Any material 

received form from an external source should be given 

its status by a statement in the OM. 

1. IND: 8: Delete this requirement, as it 
brings no added value. 

2. INDIV: 1: This should include 
procedures of how to deal with third 
party information and how it is to be 
controlled when included in the OM. 

1 & 2. Opposing views noted. No change, as 

the text is consistent with JAA TGL 44. 

~AMC OPS 1.1045(3) 

~AMC OPS 3.1045(3) 

 

AMC123-OR.OPS.015.MLR.100 Operations mManual– 

General 

1. MS: 1: Re-align with EU-OPS as an IR 

and not an AMC. 

2. MS: 1: The content should be 

described in more detail, as it is in 

AMC 5 and 6. 

1&2.No change, as EU-OPS is applicable for 

CAT only, whereas this material is for 

NCC. Additionally, the contents list for 

NCC is based on IACO Annex 6 Part II 

Attachment 3.A, which is guidance 

material for 3.4.2.2. This list was 

supported by the RG03 NCC. 

 ~Annex 6 Part II – 

Attachment 3.A, 

Supplementary to 

3.4.2.2 

CONTENTS -– NON-COMMERCIAL OPERATIONS WITH COMPLEX 

MOTOR POWERED AIRCRAFT 

    

The OM should contain at least the following information, where 

applicable: 

    

1 Table of contents;     

2 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; 

    

3 Duties, responsibilities and succession of management 

and operating personnel; 

   ~Annex 6 Part II, 

3.1.3.3 

4 Description of the management system;     

5 Operational control system;    ~Annex 6 Part II, 

3.3.1.3 
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6 Flight time limitations;    ~Annex 6 Part II, 

3.4.2.8 

7 Standard operating procedures (SOPs);    ~Annex 6 Part II, 

3.4.2.2 Note 1 

~Annex 6 Part II, 

3.4.2.3.2 

Recommendation 

8 Weather limitations;     

9 Emergency procedures;     

10 Accidents/incidents considerations;     

11 Security procedures;     

12 Minimum eEquipment lList (MEL);    ~Annex 6 Part II, 

3.6.1.1 

134 Personnel qualifications and training; and    ~Annex 6 Part II, 

3.9.3.1 

~Annex 6 Part II, 

3.12.4.2 

Recommendation 

145 Record-keeping.;     

15 Normal flight operations;     

16 Performance operating limitations;     

17 Use/protection of flight data recorder 

(FDR)/cockpit voice recorder (CVR) records, where 

applicable; and  

    

18 Handling of dangerous goods.     

NPA AMC4 OR.OPS.015.MLR Operations Manual 

1. MS: 1: Re-align with EU-OPS as an IR 
and not an AMC. 

2. IND: 7: Clarification requested on the 
intent of the text; that it does not 
imply any given structure. 

1. Following consultation with RG01 CAT, 
the text has been moved to 
OR.OPS.MLR.101 and title changed to 
include non-commercial SPO with 
complex motor-powered aircraft. 

2. The intent is that the parts structure 
shall be respected, to ensure 
uniformpresentation for the 4 main 
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topics, as required by ICAO. The detailed 
contents list is presented as AMC, 
implying that the order should be kept, 
unless an alternative AMC is used. 
Operators may record items as ‘not 
applicable’. Operators may refer to 
external documentation. The OM may be 
presented in a form other than paper. 
OMs which are compliant with EU-OPS 
will be deemed compliant with the IR 
and AMC. 

STRUCTURE – COMMERCIAL OPERATIONS     

The OM should contain the following parts:     

1 Part A: General/Basic, comprising all non type-related 

operational policies, instructions and procedures; 
    

2 Part B: Aircraft operating matters, comprising all type-

related instructions and procedures, taking into account 

differences between types/classes, variants or individual aircraft 

used by the operator; 

    

3 Part C:     

a. Commercial air transport, comprising route/role/area and 

aerodrome/operating site instructions and information; 
    

b. Commercial operations other than commercial air 

transportSpecialised operations conducted for commercial 

purposes, comprising tasks and operating area instructions and 

information; 

    

4 Part D: Training, comprising all training instructions for 

personnel required for a safe operation. 
1. IND: 7: Specify that the training is for 

“operational” personnel. 

1. Text changed to re-align with EU-OPS.   
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AMC135-OR.OPS.015.MLR.100 Operations mManual– 

General 

1. MS: 2: Re-align with EU-OPS as an IR 
and not an AMC. 

2. INDIV: 1: Checks need to be made 
against previous compliance checklist.  

1. RG01 CAT input: NPA AMC1 on OM 

general (only parts copied from EU-OPS) 

and NPA AMC 4 on OM Structure for 

Commercial Ops moved to IR, leaving 

AMCs for OM content for NCC, CAT and 

commercial SPO. This provides for 

proportionality. 

+1. Editorial. 

  

CONTENTS – COMMERCIAL AIR TRANSPORT OPERATIONS 1. IND: 1: Change title to Commercial 
Operations. 

1. No change, as commercial Ops would 
include SPO, which have specifically 
tailored requirements listed in a separate 
AMC. 

~Appendix 1 to EU-OPS 

1.1045 

~Appendix 1 to JAR-OPS 

3.1045 

~ICAO Annex 6 Part 

I Appendix 2 

1 The OM should contain at least the following 

information,where applicable, as relevant to for the 

area and type of operation: 

1. INDIV: 1: This AMC, which is based 
on Appx 1 to EU-OPS 1.1045/JAR-OPS 
3 is not in a logical order and is a list 
of items to be covered at the same 
time mixed with instructions on 
information to be provided. To level 3 
eg A.0.0.1, the list is acceptable, but 
the detail from level 4 eg A.0.0.1.1 is 
too restrictive and illogical. Propose to 
allow a second option for the 
format/order of the OM. Make use of 
modern technology. Do not include 
the detailed format of the OM in IRs. 

1. Text changed in (1) introduction 
sentence, for clarification. 

The order/numbering has been changed 

to align with the order/numbering in EU-

OPS. The grandfathering provisions 

which were originally for OMs which are 

compliant with EU-OPS, have also been 

changed to reflect this change (see (2) 

of this AMC). 

To delete the detail at level 4 is outside 

the scope of the NPA, which is to 

transpose EU-OPS/JAR-OPS 3; however, 

it may be considered in a future 

rulemaking task via an EASA proposal 

form. Nevertheless, the alternative AMC 

process will provide a means to propose 

alternative ways of presenting an OM. 

This mechanism has been introduced to 

support proportionality. Nothing in the 

IR/AMC/GM on the OM prevents the use 

of modern technology. Reference to 

external documentation is possible. 

Electronic format, including EFBs is 

possible. The traditional 4-part structure 

has been moved from AMC to IR, in 

response to comments received and in 

consultation with the OPS.001 review 

groups. This is more in keeping with its 

EU-OPS status. 

  

A GENERAL/BASIC     

0 ADMINISTRATION AND CONTROL OF OPERATIONS 

MANUAL 
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0.1 Introduction:     

0.1.1 A statement that the manual complies with all 

applicable regulations and with the terms and 

conditions of the applicable air operator certificate 

(AOC). 

    

0.1.2 A statement that the manual contains operational 

instructions that are to be complied with by the 

relevant personnel. 

    

0.1.3 A list and brief description of the various parts, their 

contents, applicability and use. 

    

0.1.4 Explanations and definitions of terms and words 

needed for the use of the manual. 

    

0.2 System of amendment and revision:     

0.2.1 Details of the person(s) responsible for the issuance 

and insertion of amendments and revisions. 

    

0.2.2 A record of amendments and revisions with 

insertion dates and effective dates. 

    

0.2.3 A statement that handwritten amendments and 

revisions are not permitted, except in situations 

requiring immediate amendment or revision in the 

interest of safety. 

    

0.2.4 A description of the system for the annotation of 

pages or paragraphs and their effective dates. 

    

0.2.5 A list of effective pages or paragraphs.     

0.2.6 Annotation of changes (in the text and, as far as 

practicable, on charts and diagrams). 

    

0.2.7 Temporary revisions.     

0.2.8 A description of the distribution system for the 

manuals, amendments and revisions. 

    

1 ORGANISATION AND RESPONSIBILITIES     

1.1 Organisational structure. A description of the 

organisational structure, including the general 

organigram and operations departments 

organigrams. The organigram should depict the 
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relationship between the oOperations 

dDepartments and the other dDepartments of the 

operator. In particular, the subordination and 

reporting lines of all dDivisions, dDepartments etc, 

which pertain to the safety of flight operations, 

should be shown. 

1.2 Nominated post holderspersons. The name of each 

nominated post holderperson responsible for flight 

operations, crew training and ground operations, as 

prescribed in OR.OPS..210.AOC.130. A description 

of their function and responsibilities should be 

included. 

1. MS: 1: Add the nominated postholder 
maintenance. 

2. MS: 1: Add nominated postholder for 
monitoring compliance. 

1. Nominated postholder maintenance is 
covered in Part-M. 

2. This is covered in OR.GEN.200, which 
mandates a function to monitor 
compliance. 

+1. Nominated postholder changed to 

nominated persons to reflect change in 

other OPS parts. 

  

1.3 Responsibilities and duties of operations 

management personnel. A description of the duties, 

responsibilities and authority of operations 

management personnel pertaining to the safety of 

flight operations and the compliance with the 

applicable regulations. 

    

1.4 Authority, duties and responsibilities of the pilot-in-

commandcommander. A statement defining the 

authority, duties and responsibilities of the pilot-in-

commandcommander.  

 +1. RG01 CAT input: PIC changed to 

commander for CAT, as in EU-OPS. 

  

1.5 Duties and responsibilities of crew members other 

than the pilot-in-commandcommander. 

 +1. RG01 CAT input: PIC changed to 

commander for CAT, as in EU-OPS. 

  

2 OPERATIONAL CONTROL AND SUPERVISION 1. IND: 1: EU-OPS paragraph on 
accident prevention and flight safety 
programme is missing and should be 
added. 

2. IND: 1: Suggestion to keep 2.4 as 
“not used” in order to maintain EU-
OPS order. 

1. The accident prevention and flight safety 
programme has been omitted as it is 
superseded by OR.GEN Safety 
management. 

2. Assume commenter is referring to 2.3 in 
the NPA not 2.4. No change, as the 
numbering of information within each 
chapter of the OM is not critical, as it is 
AMC and can be annotated “not 
applicable” or refer to external document 
or electronic information. 

  

2.1 Supervision of the operation by the operator. A 

description of the system for supervision of the 

operation by the operator (see 

OR.OPS.100.GEN.100(cb)). 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: 
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2.1.1 Licence and qualification validity;     

2.1.2 Competence of operations personnel; and     

2.1.3 Control, analysis and storage of the required 

records. 

1. MS: 1: Clarify the meaning “records” 
and refer to EU-OPS requirements for 
the storage of 3 months. 

1. “Records” mean the elements that must 

be kept for 5 years or 3 months. Flight 

documents and other data are already 

covered by OR.OPS.MLR.115. The 

requirements on record-keeping are also 

addressed in OR.OPS.MLR.115. 

  

2.2 System and responsibility for promulgation of 

additional operational instructions and information. 

A description of any system for promulgating 

information which may be of an operational nature, 

but which is supplementary to that in the 

Operations ManualOM. The applicability of this 

information and the responsibilities for its 

promulgation should be included. 

 +1. Editorial   

2.3 Operational control. A description of the procedures 

and responsibilities necessary to exercise 

operational control with respect to flight safety. 

 +1. Consequential editorial change.   

2.54 Powers of the authority. A description of the powers 

of the competent authority and guidance to staff on 

how to facilitate inspections by authority personnel. 

    

3 MANAGEMENT SYSTEM 1. IND: 1: More precise definition of 
Management System is needed. 

1. No change, as this is just a list of 
subjects to be covered in the OM. The 
actual provisions are contained in 
OR.GEN. 

  

3.1 A description of the management system, including 

at least: 

    

3.1.1a. Safety policy;     

b.3.1.2 The process for identifying safety hazards 

and for evaluating and managing the associated 

risks; 

    

c.3.1.3 Compliance mMonitoring sSystem; and   +1. Editorial.   

d.3.1.4 Allocation of duties and responsibilities; and  +1. Editorial.   

3.1.5 Documentation of all key management system 

processes. 

 +1. Added to reflect OR.GEN.200.   
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4 CREW COMPOSITION     

4.1 Crew cComposition. An explanation of the method 

for determining crew compositions, taking account 

of the following: 

    

4.1.1 The type of aircraft being used;     

4.1.2 The area and type of operation being undertaken;     

4.1.3 The phase of the flight;     

4.1.4 The minimum crew requirement and flight duty 

period planned; 

    

4.1.5 Experience (total and on type), recency and 

qualification of the crew members; and 

    

4.1.6 The designation of the pilot in command 

commander and, if necessitated by the duration of 

the flight, the procedures for the relief of the pilot in 

command commander or other members of the 

flight crew. (see OR.OPS.115.FC.115);  

 +1. RG01 CAT input: PIC changed to 

commander for CAT, as in EU-OPS. 

  

4.1.7 The designation of the 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. 

    

4.2 Designation of the pilot in commandcommander. 

The rules applicable to the designation of the pilot in 

commandcommander. 

 +1. RG01 CAT input: PIC changed to 

commander for CAT, as in EU-OPS. 

  

4.3 Flight crew incapacitation. Instructions on the 

succession of the pilot in commandcommand in the 

event of flight crew incapacitation. 

 +1. RG01 CAT input: PIC changed to 

commander for CAT, as in EU-OPS. 

  

4.4 Operation on more than one type. A statement 

indicating which aircraftsaircraft are considered as 

one type for the purpose of: 

    

4.4.1 fFlight crew scheduling; and     

4.4.2 cCabin crew scheduling.     

5 QUALIFICATION REQUIREMENTS     



Part-OR 

Page 319 of 612 

A: Rule B: Summary of comments C: Response D: Source ref. and 

compliance 

E: ICAO ref. and 

compliance 

5.1 A description of the required licence, rating(s), 

qualification/competency (e.g. for routes and 

aerodromes), experience, training, 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:     

5.2.1 Pilot-in-commandCommander;  +1. RG01 CAT input: PIC changed to 

commander for CAT, as in EU-OPS. 

  

5.2.2 Pilot relieving the pilot-in-commandcommander;  +1. RG01 CAT input: PIC changed to 

commander for CAT, as in EU-OPS. 

  

5.2.3 Co-pilot;     

5.2.4. Pilot relieving the cCo-pPilot; 1. IND :1: Text to be added referring to 
NPA OR.OPS.FC.015: “Pilot relieving 
the co-pilot”. 

1. Text changed (see new 5.2.4) to take 
into account OR.OPS.FC.205.A. 

  

5.2.45 Pilot under supervision;     

5.2.56 System panel operator;     

5.2.67 Operation on more than one type or variant.     

5.3 Cabin crew:     

5.3.1 Senior cabin crew member;     

5.3.2 Cabin crew member:     

a. Required cabin crew member;     

b. Additional cabin crew member and cabin crew 

member during familiarisation flights. 

    

5.32.3 Operation on more than one type or variant.     

5.4 Training, checking and supervision personnel:     

5.4.1 For flight crew;     
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5.4.2 For cabin crew.     

5.5 Other operations personnel (including technical 

crew and crew members other than flight,and 

cabin and technical crew). 

 +1 Text changed for clarification.   

6 CREW HEALTH PRECAUTIONS     

6.1 Crew health precautions. The relevant regulations 

and guidance to crew members concerning health, 

including: 

    

6.1.1 Alcohol and other intoxicating liquids;     

6.1.2 Narcotics;     

6.1.3 Drugs;     

6.1.4 Sleeping tablets;     

6.1.5 Anti-depressants;     

6.1.6 Pharmaceutical preparations;     

6.1.7 Immunisation;     

6.1.8 Deep-sea diving;     

6.1.9 Blood/bone marrow donation;     

6.1.10 Meal precautions prior to and during flight;     

6.1.11 Sleep and rest; and     

6.1.12 Surgical operations.     

7 FLIGHT TIME LIMITATIONS     

7.1 Flight and dDuty tTime lLimitations and rest 

requirements. The scheme developed by the 

operator in accordance with OR.OPS.230.FTL.230 or 

1. IND: 1: The proposal to require an 
FRMS for all types of operations is 
impractical. It is intended for Ultra 

1. Text amended, as this will be addressed 
by RM task OPS.055. 
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OR.OPS.330.FTL.330 and description of the 

corresponding Fatigue Risk Management System 

(FRMS). 

Long Range Flights that go beyond 
the limits of current and proposed EU 
FTL Requirements. 

7.2 Exceedances of flight and duty time limitations 

and/or reductions of rest periods. Conditions under 

which flight and duty time may be exceeded or rest 

periods may be reduced, and the procedures used 

to report these modifications. 

1. IND: 2: Exceedances of flight and 
duty times and/or reductions of rest 
periods not supported at IR level. 

1. No change, as the text is based on EU-
OPS/JAR-OPS 3. 

  

8 OPERATING PROCEDURES     

8.1 Flight preparation instructions. As applicable to the 

operation: 

    

8.1.1 Minimum fFlight aAltitudes. A description of the 

method of determination and application of 

minimum altitudes including: 

    

a. aA procedure to establish the minimum 

altitudes/flight levels for visual flight rules (VFR) 

flights; and 

    

b. aA 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 and for the 

applicability of the actual visibility observed by the 

pilots, the reported visibility and the reported 

runway visual range. 

    

8.1.4 En-route oOperating mMinima for VFR flights or VFR 

portions of a flight and, where single-engine aircraft 

are used, instructions for route selection with 

respect to the availability of surfaces which permit a 

safe forced landing. 

    

8.1.5 Presentation and application of aerodrome and en-

route operating minima. 

    

8.1.6 Interpretation of meteorological information. 

Explanatory material on the decoding of 

meteorological (MET) forecasts and MET reports 

relevant to the area of operations, including the 

interpretation of conditional expressions. 
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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 be 

carried are determined and monitored in flightin-

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 flight, including the possibility of 

in-flight re-planning and of failure of one or more of 

the aircraft’s power plants. The system for 

maintaining fuel and oil records should also be 

described. 

    

8.1.8 Mass and cCentre of gGravity. The general 

principles of mass and centre of gravity including: 

    

a. 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 for determining the applicable 

passenger, baggage and cargo mass; 

    

e. The applicable passenger and baggage masses for 

various types of operations and aircraft type; 

    

f. General instructions and information necessary for 

verification of the various types of mass and 

balance documentation in use; 

    

g. Last-minute changes procedures;     

h. Specific gravity of fuel, oil and water methanol;     

i. Seating policy/procedures; and     

j. Ffor helicopter operations, standard load plans.     

8.1.9 Air traffic services (ATS)fFlight pPlan. Procedures 

and responsibilities for the preparation and 

submission of the air traffic servicesATS flight plan. 

Factors to be considered include the means of 

submission for both individual and repetitive flight 
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plans. 

8.1.10 Operational fFlight pPlan. Procedures and 

responsibilities for 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. 

    

8.1.11 Operator’s aAircraft tTechnical lLog. The 

responsibilities and the use of the operator’s 

aAircraft tTechnical lLog should be described, 

including samples of the format used. 

    

8.1.12 List of documents, forms and additional 

information to be carried. 

    

8.2 Ground handling instructions. As applicable to the 

operation: 

    

8.2.1 Fuelling procedures. A description of fuelling 

procedures, including: 

    

a. Safety precautions during refuelling and defuelling 

including when an auxiliary power unit is in 

operation or whenrotors are running or when,an 

engine is or engines(s)are running and the prop-

brakes are onand when an APU is in operation; 

 +1. Editorial.   

b. Refuelling and defuelling when passengers are 

embarking, on board or disembarking; and 

    

c. Precautions to be taken to avoid mixing fuels. 1. MS x1: Add “fuel quality checks” to 
align with fuelling procedures in OM 
for Commercial SPO. 

1. No change, as the text is aligned with 
EU-OPS and nothing prevents a CAT 
operator including such detail in the OM, 
if required by the technical IRs. 

  

8.2.2 Aircraft, passengers and cargo handling procedures 

related to safety. A description of the handling 

procedures to be used when allocating seats, or 

passenger compartment in the case of balloons, and 

embarking and disembarking passengers and when 

loading and unloading the aircraft. Further 

procedures, aimed at achieving safety whilst the 

aircraft is on the ramp, should also be given. 

Handling procedures should include: 

    

a. Special categories of passengers, including 

children/infants, persons with reduced mobility, 

inadmissible passengers, deportees or and persons 

in custody; 
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b. Permissible size and weight of hand baggage;     

c. Loading and securing of items in the aircraft;     

d. Positioning of ground equipment;     

e. Operation of aircraft doors;     

f. Safety on the aerodrome/operating site, including 

fire prevention,and safety in blast and suction 

areas; 

    

g. Start-up, ramp departure and arrival procedures 

including, for aeroplanes, push-back and towing 

operations; 

    

h. Servicing of aircraftsaircraft;     

i. Documents and forms for aircraft handling; and     

j. Special loads and classification of load 

compartments; and 

    

k. Multiple occupancy of helicopter aircraft seats. 1. MS: 1: Change “helicopter” to 
“aircraft”. 

1. Text corrected.   

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 the 

influence of drugs, are refused embarkation. This 

does not apply to medical patients under proper 

care. 

    

8.2.4 De-icing and anti-icing on the ground. A description 

of the de-icing and anti-icing policy and procedures 

for aircraftsaircraft on the ground. These should 

include descriptions of the types and effects of icing 

and other contaminants on aircraftsaircraft whilst 

stationary, during ground movements and during 

take-off. In addition, a description of the fluid types 

used should be given, including: 

1. IND: 1: New IRs/AMC/GM required for 
mandating the establishment of 
procedures on aircraft ground de-
icing/anti-icing. 

1. This AMC provides a list of subjects 
which should be included in the OM. This 
is based on EU-OPS/JAR-OPS 3. It 
includes de-icing and anti-icing on the 
ground. However, development of rules 
on procedures could be considered in a 
future RM task via an EASA RM proposal 
form, if not already sufficiently 
addressed in the Ops rules. 

  

a. Proprietary or commercial names;     

b. Characteristics;     
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c. Effects on aircraft performance;     

d. Hold-over times; and     

e. Precautions during usage.     

8.3 Flight Procedures:     

8.3.1 VFR/IFR Policy. A description of the policy for 

allowing flights to be made under VFR, or of for 

requiring flights to be made under IFR, or of 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: 

    

a. Standard navigational procedures, including policy 

for carrying out independent cross-checks of 

keyboard entries where these affect the flight path 

to be followed by the aircraft; 

    

b. Required navigation performance (RNP), 

minimum navigation performance specification 

(MNPS) and polarPOLAR 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 procedures, including use, where 

appropriate, of: 

    

a. 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 
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8.3.5 Ground pProximity wWarning sSystem 

(GPWS)/tTerrain aAvoidance wWarning sSystem 

(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 OM-D 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 in-flight fuel management.     

8.3.8 Adverse and potentially hazardous atmospheric 

conditions. Procedures for operating in, and/or 

avoiding, adverse and potentially hazardous 

atmospheric conditions, including: 

    

a. Thunderstorms;     

b. Icing conditions;     

c. Turbulence;     

d. Windshear;     

e. Jetstream;     

f. Volcanic ash clouds;     

g. Heavy precipitation;     

h. Sand storms;     

i. Mountain waves;     

j. Significant temperature inversions;, and     

k. For balloons, severe thermal activity.     
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8.3.9 Wake tTurbulence. Wake turbulence separation 

criteria, taking into account aircraft types, wind 

conditions and runway/final approach and take-

off area (FATO) location. For helicopters, 

consideration should also be given to rotor 

downwash. 

    

8.3.10 Crew members at their stations. The 

requirements for crew members to occupy their 

assigned 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 on in the 

cockpitflight crew compartment. 

 +1. Editorial.   

8.3.11 Use of restrainting devices for crew and 

passengers. The requirements for crew members 

and passengers to use safety belts and/or 

harnesses or, in the case of balloons, the landing 

hand-holds during the different phases of flight or 

whenever deemed necessary in the interest of 

safety. 

    

8.3.12 Admission to Cockpit/Pilot flight crew 

Ccompartment. The conditions for the admission to 

the cockpit/pilot compartmentflight crew 

compartment of persons other than the flight 

crew. The policy regarding the admission of 

inspectors from the ancompetent authority should 

also be included. 

 +1. Editorial.   

8.3.13 Use of vacant crew seats. The conditions and 

procedures for the use of vacant crew seats. 

1. IND: 1: Clarification of “vacant crew 

seats” required. 

1. No change, as this is aligned with EU-

OPS/JAR-OPS 3 and this AMC is just a 

list of subjects to be covered in the OM. 

The actual provisions are contained in 

other parts eg the technical provisions. 

  

8.3.14 Incapacitation of crew members. Procedures 

to be followed in the event of incapacitation of crew 

members in flightin-flight. Examples of the types 

of incapacitation and the means for recognising 

them should be included. 

1. MS:1: Amend to “Examples of the 
most likely types of incapacitation of 
cabin crew…”, because causes of 
incapacitation of cabin crew are highly 
likely to be differ from that of flight 
crew. 

1. No change, as text aligned with EU-
OPS/JAR-OPS 3 and the intent is to 
address flight crew as well as cabin 
crew. 

  

8.3.15 Cabin Safety Requirements. Procedures: 1. IND : 1: e and g are new – more 

detail requested. 

1. No change, as this is just a list of 

subjects to be covered in the OM. The 

actual provisions are contained in other 

parts eg the technical provisions. 

  

a. covering cabin preparation for flight, in-flight 

requirements and preparation for landing, including 

procedures for securing the cabin and galleys; 
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b. ensuring to ensure that passengers are seated 

where, in the event that an emergency evacuation 

is required, they may best assist and not hinder 

evacuation from the aircraft; 

 +1. Editorial.   

c. being to be followed during passenger embarkation 

and disembarkation; 

 +1. Editorial.   

d. when refuelling/defuelling with passengers involving 

embarking, on board or disembarking; 

    

e. including covering the carriage of special 

categories of passengers; 

 +1. Editorial.   

f. covering smoking on board; and     

g. covering the handling of suspected infectious 

diseases. 

    

8.3.16 Passenger briefing procedures. The contents, 

means and timing of passenger briefing in 

accordance with Part-OPSCAT. 

    

8.3.17 Procedures for aeroplanes aircraft operated 

whenever required cosmic or solar radiation 

detection equipment is carried. 

    

8.3.18 For aeroplane equipped aircraft 

operations, pPolicy on the use of aAuto-pilot and 

aAuto-throttle for aircraft fitted with these 

systems. 

1. IND x1: replace “aeroplane” with 
“equipped aircraft” to take into 
consideration this equipment on 
helicopters, powered-lift and airships. 

1. Text amended.   

8.4 Low visibility operations (LVO). A description of 

the operational procedures associated with low 

visibility operationsLVO. 

1. IND x1: This section should be 
renamed “AWO” because most 
operators will still be conducting AWO, 
not LVO. 

1. Text not changed; in order to stay 
consistent with the other parts of the 
IRs, the term LVO should remain. There 
is no change in the substance; it is just a 
wording harmonisation. 

  

8.5 Extended-range twin-engine operations 

(ETOPS) for two-engine aeroplanes. A description of 

the ETOPS operational procedures. (Refer to EASA 

AMC 20-6) 

    

8.6 Use of the mMinimum eEquipment and 

cConfiguration dDeviation lList(s). 

    

8.7 Non-revenue flights. Procedures and limitations for: 1. MS: 1: Text to be further developed 
to address accident investigation 
recommendations (D-AXLA 11 Nov 
2008) eg define non-revenue and list 
types included; require more detail in 
the OM for non-revenue flights. Add a 
requirement for such flights to be 
subject to an 

1. This suggestion is outside the scope of 
the NPA which is to transpose EU-OPS; 
an associated rulemaking task 
(OPS.075) has already been raised. In 
the meantime, a paragraph providing 
more details on the process to be 
followed is inserted in OR.OPS.AOC. 
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authorisation/declaration on a case-
by-case. 

8.7.1 Training flights;     

8.7.2 Test flights;     

8.7.3 Delivery flights; 1. INDIV: 1: Change to “check flights”. 1. No change, as aligned with EU-OPS/JAR-
OPS 3. 

  

8.7.4 Ferry flights;     

8.7.5 Demonstration flights; and     

8.7.6 Positioning flights,including the kind of persons who 

may be carried on such flights. 

    

8.8 Oxygen Requirements:     

8.8.1 An explanation of the conditions under which 

oxygen should be provided and used;. 

    

8.8.2 The oxygen requirements specified for:     

a. Flight crew;     

b. Cabin crew; and     

c. Passengers.     

9 DANGEROUS GOODS AND WEAPONS     

9.1 Information, instructions and general guidance on 

the transport of dangerous goods, including: 

    

9.1.1 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; 

1. MS: 6, IND: 1: Add specific 
requirements for the loading of dry ice 
and radioactive material. 

2. IND: 1: Delete “labelling”, as it is the 
shipper’s responsibility. 

1. No change, as the text is aligned with 
EU-OPS and the associated provisions 
are contained in SPA.DG. However, 
nothing prevents the operator from 
including procedures for loading dry ice 
and radioactive material in the OM. 

2. No change, as the text is aligned with 
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EU-OPS and the associated provisions 
are contained in SPA.DG. 

9.1.3 Special notification requirements in the event of an 

accident or occurrence when dangerous goods are 

being carried; 

    

9.1.4 Procedures for responding to emergency situations 

involving dangerous goods; 

    

9.1.5 Duties of all personnel involved in accordance with 

OPS.SPA.DG; and 

1. IND: 1: This only refers to operators 
holding an approval to carry DG, but it 
should address undeclared DGs where 
operators are not approved to carry 
DG. 

1. No change, as the text is aligned with 
EU-OPS. The text in EU-OPS applies to 
operators holding an approval to carry 
DG. The carriage of DG outside the 
scope of a specific approval, is covered 
in CAT.GEN.180 Transport of dangerous 
goods; “The operator shall provide 
personnel with the necessary 
information enabling them to carry out 
their responsibilities, as required by the 
Technical Instructions”. 

  

9.1.6 Instructions on the carriage of the operator’s 

personnel on cargo aircraft when dangerous goods 

are being carried. 

    

9.2 The conditions under which weapons, munitions of 

war and sporting weapons may be carried. 

    

10 SECURITY 1. IND: 1: Either delete, as this point 
overlaps with Regulation 300/2008, or 
apply it to every commercial operation 
and ensure consistency with 
Regulation 300/2008. 

2. IND: 1: Review to avoid conflict with 
Reg (EC) 300/2008. 

1&2. Changes made following the transfer of 

the related security requirements to the 

Commission for further regulation under 

Regulation (EC) 300/2008. 

  

10.1 Security instructions, and guidance, procedures, 

trainingand responsibilities, taking into accountfor handling 

and reporting crime on board such as unlawful interference, 

sabotage, bomb threats, and hijacking should also be included 

Regulation (EC) No 300/2008.Some parts of the security 

instructions and guidance may be kept confidential. 

    

10.2 A description of preventative security measures and 

training. However, it should be considered that some parts of the 

security instructions and guidance may be kept confidential. 

    

11 HANDLING, NOTIFYING AND REPORTING ACCIDENTS, 

INCIDENTS AND OCCURRENCES 

1. IND: 1: Transfer material to point A 3, 
because these provisions are under 
the scope of the Management System. 

2. IND: 1: The details on reporting 
described in EU-OPS 1.420 were 
useful. While this is contained in a 

1. Main structure is maintained to follow as 
closely as possible EU-OPS/JAR-OPS 3; it 
may be considered in a future 
rulemaking task via an EASA proposal 
form. 

2. EU-OPS 1.420 occurrence reporting has 
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separate Directive, operators and 
crew require more details. Need to 
know how the interface with directives 
and other regulation on safety and 
Regulation 216/2008 should be 
handled. 

been transposed into OR.GEN. EU-OPS 
text which is also covered in other EU 
publications has not been transposed to 
the OPS IRs, but is referred to instead 
eg paragraph 10 on Security. 

+1. Editorial. 

Procedures for the handling, notifying and reporting accidents, 

incidents and occurrences. This section should include: 

 +1. Editorial.   

11.1 Definition of accident, incident and occurrences 

and of the relevant responsibilities of all persons 

involved; 

 +1. Editorial.   

11.2 Illustrations of forms to be used for reporting all 

types of accident, incident and occurrences (or 

copies of the forms themselves), instructions on 

how they are to be completed, the addresses to 

which they should be sent and the time allowed for 

this to be done; 

 +1. Editorial.   

11.3 In the event of an accident, descriptions of which 

departments, authorities and other organisations 

that have to be notified, how this will be done and 

in what sequence; 

    

11.4 Procedures for verbal notification to air traffic 

service units of incidents involving ACAS resolution 

advisories (RAas), bird hazards, dangerous 

goods and hazardous conditions; 

1. IND: 1: This should include dangerous 
goods incidents, as in JAR-OPS 3. 

1. Text changed to reflect JAR-OPS 3.   

11.5 Procedures for submitting written reports on air 

traffic incidents, ACAS RAas, bird strikes, dangerous 

goods incidents or accidents, and unlawful 

interference; 

    

11.6 Reporting procedures. These procedures should 

include internal safety-related reporting procedures 

to be followed by crew members, designed to 

ensure that the pilot-in-commandcommander is 

informed immediately of any incident that has 

endangered, or may have endangered, safety 

during the flight, and that he the commander is 

provided with all relevant information. 

 +1. RG01 CAT input: PIC changed to 

commander for CAT, as in EU-OPS. 

  

11.7 Procedures for the preservation of recordings 

following a reportable event. 

    

12 RULES OF THE AIR     

12.1 Visual and instrument flight rules;     
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12.2 Territorial application of the rRules of the aAir;     

12.3 Communication procedures, including 

communication-failure procedures; 

    

12.4 Information and instructions relating to the 

interception of civil aircraftsaircraft; 

    

12.5 The circumstances in which a radio listening watch 

is to be maintained; 

    

12.6 Signals;     

12.7 Time system used in operation;     

12.8 ATC clearances, adherence to flight plan and 

position reports; 

    

12.9 Visual signals used to warn an unauthorised aircraft 

flying in or about to enter a restricted, prohibited or 

danger area; 

    

12.10 Procedures for flight crew observing an accident or 

receiving a distress transmission; 

    

12.11 The ground/air visual codes for use by survivors, 

and description and use of signal aids; and 

    

12.12 Distress and urgency signals.     

13 LEASING / CODE SHARE     

A description of the operational arrangements for leasing and 

code share, associated procedures and management 

responsibilities. 

 +1. Amended for consistency with 

OR.OPS.AOC. 

  

B AIRCRAFT OPERATING MATTERS – TYPE RELATED 1. MS: 1: Why Part B order iaw JAR-OPS 
3, rather than EU-OPS? 

2. INDIV: 1: Checks need to be made 
against previous compliance checklist. 

3. IND: 1: For "normal procedures", 
"abnormal and/or emergency 
procedures" and "flight planning" 
there is a change in numbering 
between 2, 3, 5 and 7. This would 
create administrative delays without 
any real justification. Numbering 
should remain the same as EU-OPS. 

1-3. The order/numbering has been changed 

to align with the order/numbering in EU-OPS. 

The grandfathering provisions which were 

originally for OMs which are compliant with 

EU-OPS, have also been changed to reflect 

this change (see (2) of this AMC). 
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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 iInformation (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 

applicable operational limitations should include: 

    

a. Certification status (e.g. EASA (sSupplemental) 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/III, RNP, flights in known icing conditions 

etc.); 

    

d. Crew composition;     

e. Mass and centre of gravity and for balloons lifting 

capacity; 

    

f. Speed limitations;     

g. Flight envelope(s);     

h. Wind limits including operations on contaminated 

runways; 

    

i. Performance limitations for applicable 

configurations; 

    

j. (Runway) slope;     

k. For aeroplanes, limitations on wet or contaminated 

runways; 

    

l. Airframe contamination; and     
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m. System limitations.     

32 NORMAL PROCEDURES     

3.1 The normal 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 following 

normal procedures and duties should include: 

    

a. Pre-flight;     

b. Pre-departure;     

c. Altimeter setting and checking;     

d. Taxi, tTake-oOff and cClimb;     

e. Noise abatement;     

f. Cruise and descent;     

g. Approach, lLanding preparation and briefing;     

h. VFR approach;     

i. IFR approach;     

j. Visual approach and circling;     

k. Missed approach;     

l. Normal lLanding;     

m. Post-l Landing; and     

n. For aeroplanes, operation on wet and contaminated 

runways. 
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32 ABNORMAL AND/OR EMERGENCY PROCEDURES     

2.1 The abnormal and/or emergency procedures and duties 

assigned to the crew, the appropriate checklists, the system for 

their use and a statement covering the necessary co-ordination 

procedures between flight and cabin/other crew members (the 

design and utilisation of which shall observe Human Factors and 

CRM principles). The following abnormal and/or emergency 

procedures and duties should include: 

 +1. Text in brackets deleted, as it is 

contained in OR.OPS.GEN.105(h). 

  

a. Crew iIncapacitation;     

b. Fire and sSmoke dDrills;     

c. For aeroplanes, unpressurised and partially 

pressurised flight; 

    

d. For aeroplanes, exceeding structural limits such as 

overweight landing; 

    

e. Lightning Strikes;     

f. Distress communications and alerting ATC to 

emergencies; 

    

g. Engine/burner failure;     

h. System failures;     

i. Guidance for diversion in case of serious technical 

failure; 

    

j. Ground pProximity wWarning;     

k. TCAS Warning for aeroplanes/aAudio vVoice 

aAlerting dDevice (AVAD) warning for helicopters; 

    

l. Windshear;     

m. Emergency landing/ditching; and     

n. For aeroplanes, departure contingency procedures.     

4 PERFORMANCE     
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4.0 Performance data should be provided in a form in 

which it can be used without difficulty. 

    

4.1 Performance data. Performance material which 

provides the necessary data for compliance with the 

performance requirements prescribed in Part-

OPSCAT. For aeroplanes, this performance data 

should be included to allow the determination of: 

    

a. Take-off climb limits – Mmass, Aaltitude, 

Ttemperature; 

    

b. Take-off field length (for dry, wet and contaminated 

runway conditions); 

    

c. Net flight path data for obstacle clearance 

calculation or, where applicable, take-off flight path; 

    

d. The gradient losses for banked climb-outs;     

e. En-route climb limits;     

f. Approach climb limits;     

g. Landing climb limits;     

h. Landing field length (for dry, wet and contaminated 

runway conditions) including the effects of an in-

flight failure of a system or device, if it affects the 

landing distance; 

1. INDIV: 1: Manufacturers should be 
obliged to present data for the actual 
landing distance on wet runways. This 
data should be presented in OM part 
B. Unfactored actual landing distance 
for dry, wet and contaminated 
runways should be added. 

1. No change, as the text is aligned with 

EU-OPS which includes wet runways. 

Also, this AMC is just a list of subjects to 

be covered in the OM. The actual 

provisions are contained in other parts 

eg technical provisions. 

 Regarding the suggestion to add 

unfactored actual landing distance for 

dry, wet and contaminated runway 

conditions; thiscould be considered in a 

future rulemaking task via an EASA 

proposal form. 

  

i. Brake energy limits; and     

j. Speeds applicable for the various flight stages (also 

considering dry, wet and contaminated runway 

conditions). 

    

4.1.1. Supplementary data covering flights in icing 

conditions. Any certificatedcertified performance 

related to an allowable configuration, or 

configuration deviation, such as anti-skid 

1. INDIV: 1: Manufacturers should be 
obliged to present data for the higher 
fuel flow with cowl and wing anti-ice 
on during one-engine-inoperative 

1. No change, as the text is aligned with 

EU-OPS and it does not preclude 

inclusion of data for the higher fuel flow 

with cowl and wing anti-ice on during 
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inoperative. operation. This data should be 
presented in OM part B. Data for the 
higher fuel flow with cowl and wing 
anti-ice on during one-engine-
inoperative operation should be 
added. 

one-engine-inoperative operation. Also, 

this AMC is just a list of subjects to be 

covered in the OM. The actual provisions 

are contained in other parts. Eg technical 

provisions. 

 Regarding the suggestion to add Data 

for the higher fuel flow with cowl and 

wing anti-ice on during one-engine-

inoperative operation; thiscould be 

considered in a future rulemaking task 

via an EASA proposal form. 

4.1.2. If performance data, as required for the 

appropriate performance class, is not available 

in the approved AFM, then other data should 

be included. The OM may contain cross-reference to 

the approved data contained in the AFM where such 

data is not likely to be used often or in an 

emergency. 

1. IND: 1, MS: 1: Re-instate missing 
JAR-OPS 3 text regarding 
performance data. 

1. Text changed to re-instate missing JAR-
OPS 3/EU-OPS text.“Acceptable to the 
Authority” has not been transposed, as 
the concept of CA acceptance is no 
longer used. Acceptable is the same as 
informing CA, and this has to be done 
before OM changes, required to be 
notified to the CA, are implemented. 

+1. Editorial changes regarding the AFM, 

because the AFM approval is covered in 

other legislation. 

  

4.2 Additional performance data for aeroplanes. 

Additional performance data, where applicable, 

including: 

    

a. All engine climb gradients;     

b. Drift-down data;     

c. Effect of de-icing/anti-icing fluids;     

d. Flight with landing gear down;     

e. For aircraftsaircraft with 3 or more engines, one-

engine-inoperative ferry flights; and 

    

f. Flights conducted under the provisions of the 

configuration deviation list (CDL). 

    

57 FLIGHT PLANNING     

57.1 Data and instructions necessary for pre-flight and 

in-flight planning including, for aeroplanes, factors 

such as speed schedules and power settings. Where 

applicable, procedures for engine(s)-out operations, 

ETOPS for aeroplanes (particularly the one-engine-
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inoperative cruise speed and maximum distance to 

an adequate aerodrome determined in accordance 

with Part-OPSCAT) and flights to isolated 

aerodromes should be included. 

57.2 The method for calculating fuel needed for the 

various stages of flight. 

    

57.3 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 operation calculation 

based on approved aircraft performance data. The 

following data should be included: 

    

a. Detailed engine(s)-inoperative performance data 

including fuel flow for standard and non-standard 

atmospheric conditions and as a function of 

airspeed and power setting, where appropriate, 

covering: 

    

i. Drift down (includes net performance), where 

applicable; 

    

ii. Cruise altitude coverage including 10,000feetft;     

iii. Holding;     

iv. Altitude capability (includes net performance); and     

v. Missed approach.     

b. Detailed all-engine-operating performance data, 

including nominal fuel flow data, for standard and 

non-standard atmospheric conditions and as a 

function of airspeed and power setting, where 

appropriate, covering: 

    

i. Cruise (altitude coverage including 10,000feetft); 

and 

    

ii Holding.     

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, rRam aAir 

tTurbine (RAT) deployment, thrust-reverser 

deployment, etc. 
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d. The altitudes, airspeeds, thrust settings, and fuel 

flow used in establishing the ETOPS area of 

operations for each airframe-engine combination 

should be used in showing the corresponding terrain 

and obstruction clearances in accordance with Part-

OPSCAT. 

    

56 MASS AND BALANCE     

Instructions and data for the calculation of the mass and balance 

including: 

    

6.1 Calculation system (e.g. iIndex system);     

6.2 Information and instructions for completion of mass 

and balance documentation, including manual and 

computer generated types; 

    

6.3 Limiting masses, lifting capacity for balloons and 

centre of gravity for the types, variants or individual 

aircrafts used by the operator; and 

    

65.4 Dry operating mass and corresponding centre of 

gravity or index. 

    

67 LOADING     

 Procedures and provisions for loading and unloading, and 

securing the load in the aircraft. 

    

8 CONFIGURATION DEVIATION LIST     

 The Configuration Deviation List(s) (CDL)(s), if provided 

by the manufacturer, taking account of the aircraft types 

and variants operated including 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 dispatch conditions associated to with 

operations required for a specific approval (e.g. RNAV, 

RNPA, RVSM, ETOPS). Consideration should be given to 

use using the ATA number system when allocating 

chapters and numbers. 
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10 SURVIVAL AND EMERGENCY EQUIPMENT INCLUDING 

OXYGEN 

    

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 take-off. 

Instructions regarding the location, accessibility and 

use of survival and emergency equipment and its 

associated check listchecklist(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 considered. 

    

11 EMERGENCY EVACUATION PROCEDURES     

11.1 Instructions for preparation for emergency 

evacuation including crew co-

ordinationcoordination 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     

 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. IND: 1: This part C needs to be 
explained in detail eg why integrate 
airport data into the OM? 

1. No change, as this is aligned with EU-

OPS/JAR-OPS 3 and this AMC is just a 

list of subjects to be covered in the OM. 

The actual provisions are contained in 

other parts eg technical provisions. 

 Regarding the question on airport data 

being integrated into the OM; This is not 

the intent of the text. AMC1-

OR.OPS.MLR.100 explains how to 

use/refer to such information. For the 

route and aerodrome part of the OM, 

material produced by an operator may 

be supplemented with or substituted by 

applicable Route Guide material 

produced by a specialist company. 
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 If an operator chooses to use material 

from another source in the OM, either 

the applicable material should be copied 

and included it directly in the relevant 

part of the OM, or the OM should contain 

a reference to the appropriate section of 

that applicable material. 

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: 

    

a. Minimum flight level/altitude;     

b. Operating minima for departure, destination and 

alternate aerodromes; 

    

c. Communication facilities and navigation aids;     

d. Runway/final approach and take-off area 

(FATO) data and aerodrome/operating site 

facilities; 

2. IND: 1: What is FATO data? 1. Text changed for clarification.   

e. Approach, missed approach and departure 

procedures including noise abatement procedures; 

    

f. Communication-failure 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; 

    

j. En-route communication/navigation procedures;     

k. For aeroplaneoperations,A aerodrome/operating 

site categorisation for flight crew competence 

qualification; and 

1. MS: 1: Extend the requirement to 
helicopter operations. 

1. Text amended. Note: In Appendix 1 to 
JAR-OPS 3 for the OM Part C item (k) 
was left intentionally blank. 

  

l. Special aerodrome/operating site limitations 

(performance limitations and operating procedures 

etc.). 
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D. TRAINING     

1 Description of scope: Training syllabi and checking 

programmes for all operations personnel assigned to 

operational duties in connection with the preparation 

and/or conduct of a flight. 

 +1. Text amended for clarification.   

2 Content: Training syllabi and checking programmes 

should include the following: 

 +1. Text amended for clarification.   

2.1 For flight crew,. Aall relevant items prescribed in 

Part-OPS CAT, Part-SPA and OR.OPS.FC; 

1. IND: 1: Add references to Part-FCL, 
because OPS recurrent training is 
combined with FCL, and syllabi should 
reflect this. 

1. Text amended to refer to relevant Ops 
rules. Nothing prevents the operator 
from including additional information. 

  

2.2 For cabin crew,. Aall relevant items prescribed in 

Part-OPS CAT, Part-CC and OR.OPS.CC; 

1. IND:1, MS: 1: Add references to Part-
CC, because OPS recurrent training is 
combined with CC, and syllabi should 
reflect this. 

1. Text changed to include reference to 
Part-CC. 

  

2.3 For technical crew, all relevant items 

prescribed in Part-CAT, Part-SPA and 

OR.OPS.TC; and 

 +1. Text added for technical crew.   

2.43 For operations personnel concerned, including crew 

members: 

    

a. All relevant items prescribed in OPS.SPA.DG; 

and 

    

b. All relevant items prescribed in Part-OPS CAT 

and OR.OPS.SEC. 

    

2.54 For operations personnel other than crew members 

(e.g. dispatcher, handling personnel etc.), a. All 

other relevant items prescribed in Part-OPS CAT 

and in this Part pertaining to their duties. 

    

3 Procedures: 1. IND: 1: 3.1 and 3.2 to be merged in 
order to keep the information 
together. 

1. No change, as the text is aligned with 
EU-OPS. Even if 3.1 and 3.2 were 
merged, this would not prevent 
information from being in separate 
locations, as this is permitted. 

  

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 application of part or all of 

the abnormal or emergency procedures, and 
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simulation of instrument meteorological 

conditions (IMC) by artificial means, are not 

simulated during commercial air 

transportationflightsoperations. 

4 Description of documentation to be stored and storage 

periods. 

    

If there are sections which, because of the nature of the 

operation, do not apply, it is recommended that operators 

maintain the numbering system described above and insert ‘Not 

applicable’ or ‘Intentionally blank’ where appropriate. 

 +1. Text moved to GM1-OR.OPS.MLR.100, 

because it is more of guidance nature 

than AMC. 

  

2(b) Notwithstanding paragraph (a)(1), aAnOMswhich is 

compiled in accordance with Annex III of Regulation 

3922/91, as amendedJAR-OPS 3 amendment 5are 

ismay beconsidered to be acceptablecompliant. 

1. IND: 8, MS: 1: Support for this 
provision, but it should be moved to 
IR or CR. 

2. IND: 1: There must be more 
information about grandfathering 
rights or transition measures 

1. As this grandfathering provision gives an 
alternative means to comply with the 
order of the OM, which is AMC level, it 
should stay as AMC. 

2. Transition measures will be covered in 
the Cover Regulation. Grandfathering of 
EU-OPS-compliant OMs remains in this 
AMC, as it is related directly to this AMC. 

+1. Text amended for clarification. 

  

AMC146-OR.OPS.015.MLR.100 Operations mManual - 

General 

1. MS: 1: Re-align with EU-OPS as an IR 
and not an AMC. 

1. RG01 CAT input: NPA AMC1 on OM 

general (only parts copied from EU-OPS) 

and NPA AMC 4 on OM Structure for 

Commercial Ops moved to IR, leaving 

AMCs for OM content for NCC, CAT and 

SPO. This provides for proportionality. 

  

CONTENTS – COMMERCIAL OPERATIONS OTHER THAN 

COMMERCIAL AIR TRANSPORTNON-COMMERCIAL 

SPECIALISED OPERATIONS WITH COMPLEX MOTOR-

POWERED AIRCRAFT AND COMMERCIAL SPECIALISED 

OPERATIONS 

 +1.The former part “COM” changed to “non-

commercial specialised operations with 

complex motor-powered aircraft and 

commercial specialised operations”. 

  

The operations manualOM should contain at least the following 

information, where applicable, as relevant to the area and 

type of operation: 

 +1. Editorial.   

A. GENERAL/BASIC      

For chapters 0-7 refer to AMC5AMC31-OR.OPS.015.MLR.100.  +1. Editorial.   

In addition:     

6.2 The relevant regulations and guidance to crew 

members concerning dangerous goods used for 

specialised purposes tasks (pesticides and 

chemicals, etc.). 

1. MS: 4: Delete, as it appears to relate 

to occupational and not flight safety. 

1. No change, as it relates to provisions in 

Part-SPO, and comes under the heading 

crew health precautions in the OM. 

+1. Changed, to ensure consistency with 
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Part-SPO. 

8 OPERATING PROCEDURES     

8.1 Flight preparation instructions. As applicable to the 

operation: 

    

8.1.1 General procedures;     

8.1.2 Minimum fFlight aAltitudes. 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/operating sites 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 of the 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 in flightin-

flight. The system for maintaining fuel and oil 

records should also be described;. 

    

8.1.6 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 of NOTAMS, meteorological and 

other safety-critical 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.);. 

    

8.1.10 Guidance on the Configuration Deviation List 

(CDL) and Minimum Equipment List (MEL);. 

    

8.1.11 Policy on completion and carriage of 

documents including operator's aircraft tTechnical 
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lLog and Journey Logjourney log, or equivalent;. 

8.1.12 Any task-specific standard operating 

procedures not covered above. 

    

8.2 Ground handling instructions. As applicable to the 

operation: 

    

8.2.1 Briefing requirements for operational personnelin-

flight and ground task specialists;, including 

ground specialists. 

 +1. Changed, to ensure consistency with 

Part-SPO. 

  

8.2.2 Decontamination procedures;.     

8.2.3 Fuelling procedures, including safety precautions 

during refuelling and defuelling including quality 

checks required in the field location, precautions 

against spillage and environmental damage;. 

    

8.2.4. De-icing and aAnti-icing on the ground. A 

description of the de-icing and anti-icing policy and 

procedures for aircraftsaircraft on the ground. 

    

8.3 Flight Procedures. As applicable to the operation:     

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 OM-D 2.1); 

1. IND: 1: GPWS/TAWS to be added. 1. Text on GPWS/TAWS added (copied from 
the AMC on OM content for CAT, which is 
based on EU-OPS/JAR-OPS 3). 

  

8.3.5 Policy and procedures for the use of 

TCAS/ACAS for aeroplanes and, when 

applicable, for helicopters; 

1. IND: 1: TCAS to be added. 1. Text on TCAS/ACAS added (copied from 
the AMC on OM content for CAT, which is 
based on EU-OPS/JAR-OPS 3). 

  

8.3.64 Policy and procedures for in-flight fuel 

management;. 

    

8.3.75 Procedures for operating in adverse and 

potentially hazardous atmospheric conditions;. 

    



Part-OR 

Page 346 of 612 

A: Rule B: Summary of comments C: Response D: Source ref. and 

compliance 

E: ICAO ref. and 

compliance 

8.3.86 Wake turbulence and rotor downwash for 

helicopters;. 

    

8.3.97 Use of restrainting devices;.     

8.3.108 Policy on use of vacant seats;.     

8.3.119 Cabin safety requirements including 

smoking. 

    

8.4 Task-specific weather limitations.     

8.5 Use of the mMinimum eEquipment and 

cConfiguration dDeviation lList(s). 

    

8.6 Oxygen Requirements. An explanation of the 

conditions under which oxygen should be provided 

and used (altitude, exposure times, night etc.). 

    

9 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 including measures to ensure security of 

hazardous material (chemicals, pesticides, fuel, 

etc.) in field locations; 

1. MS: 4:, IND: 1: Delete text “including 
measures to ensure security of 
hazardous material…etc”. It is not 
clear whether the text relates to the 
operator’s property or to cargo. 
Assuming it is the former there is no 
corresponding requirement in the 
Technical Instructions and it does not 
relate flight safety. Note also that 
“hazardous material” is an American 
term and not used in Europe. If it is 
intended to relate to cargo, the TIs 
contain recommendations concerning 
only “high consequence” dangerous 
goods. 

1. Text amended; resultant text does not 
prevent the operator from including in 
the OM items which are required in 
accordance with the Technical 
Instructions and Part-SPO. 

  

9.1.2 Guidance on the requirements for acceptance, 

labelling, handling, stowage, and segregation of 

dangerous goods; 

1. IND:1: Delete “labelling”, as it is not 
the operator’s responsibility. 

1. No change, as the text is aligned with 
EU-OPS and the associated provisions 
are contained in SPA.DG. 

  

9.1.3 Procedures for responding to emergency situations 

involving dangerous goods; 

    

9.1.4 Duties of all personnel involved; and     
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9.1.5 Instructions on carriage of the operator’s personnel 

on cargo aircraft when dangerous goods are being 

carried. 

    

9.2 The conditions under which weapons, munitions of 

war and sporting weapons may be carried. 

    

10 SECURITY 1. IND: 1: Delete, as this point overlaps 
with Regulation 300/2008. 

1. Text amended to take account of 

Regulation (EC) No 300/2008. 

  

10.1 Security instructions, and guidance of a non-confidential 

nature which should include the competent authority and 

responsibilities of operations personnel. Policies and ,procedures, 

trainingand responsibilities, taking into accountfor handling 

and reporting crime on board such as unlawful interference, 

sabotage, bomb threats, and hijacking should also be included 

Regulation (EC) No 300/2008.Some parts of the security 

instructions and guidance may be kept confidential. 

    

10.2 A description of preventative security measures and 

training. However, it should be considered that some parts of the 

security instructions and guidance may be kept confidential. 

    

11 HANDLING, NOTIFYING AND REPORTING ACCIDENTS 

AND OCCURRENCES 

1. IND: 1: Transfer material to point A 3, 
because these provisions are under 
the scope of the Management System. 

1. Main structure is maintained to follow as 
closely as possible EU-OPS/JAR-OPS 3; it 
may be considered in a future 
rulemaking task via an EASA proposal 
form. 

  

 Procedures for the handling, notifying and reporting of 

accidents and occurrences. This section should include: 

    

11.1 Definitions of accidents and occurrences and 

responsibilities of all persons involved; 

    

11.2 Reporting procedures (including any mandatory 

forms); and 

    

11.3 Special notification when dangerous goods are 

carried. 

    

12 RULES OF THE AIR     

12.1 In addition to the items referred to in AMC531-

OR.OPS.015.MLR.100, territorial procedures for 

obtaining permissions and exemptions, e.g. for 

underslung loads and lowflying clearances. 

 +1. Editorial.   

13 LEASING     

 Refer to AMC31-5 OR.OPS.015.MLR.100.  +1. Editorial.   
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B. AIRCRAFT OPERATING MATTERS – TYPE RELATED  +1. The order/numbering has been changed 

to align with the order/numbering now in 

the AMC for CAT OM contents, which has 

been changed to align with the order in 

EU-OPS. 

  

 For chapters 0-1 refer to AMC315 -

OR.OPS.015.MLR.100. 

 +1. Editorial.   

23 NORMAL PROCEDURES     

3.1 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. 

    

23 ABNORMAL AND/OR EMERGENCY PROCEDURES     

2.1 The abnormal 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. 

    

4 PERFORMANCE     

4.1 Performance data should be provided in a form in 

which it can be used without difficulty. 

    

4.21 Performance data. Performance material which 

provides the necessary data for compliance with the 

performance requirements prescribed in Part-

OPSCAT. 

    

57 FLIGHT PLANNING     

57.1 Data and instructions necessary for pre-flight and 

in-flight planning. 

    

57.2 Procedures for specific specialised tasks.  +1. Changed, to ensure consistency with 

Part-SPO. 

  

56 MASS AND BALANCE     

 Instructions and data for the calculation of the mass and 

balance, including: 

    

65.1 Calculation system (e.g. iIndex system);     
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65.2 Information and instructions for completion of mass 

and balance documentation; and 

    

65.3 Limitations.     

67 LOADING     

 Refer toAMC5 OR.OPS.015.MLRAMC3-OR.OPS.MLR.100.  +1. Editorial.   

8 CONFIGURATION DEVIATION LIST (CDL)     

 Refer to AMC315-OR.OPS.015.MLR.100.  +1. Editorial.   

9 MINIMUM EQUIPMENT LIST (MEL)     

 The MEL for each aircraft type or variant operated and 

the type(s)/area(s) of operation. It should also contain 

information on the tasks procedures to be performed 

followed prior or with the item inoperativewhen an 

aircraft is being dispatched with one or more 

inoperative item, in accordance with the MEL. 

 +1. Editorial correction.   

10 SURVIVAL AND EMERGENCY EQUIPMENT INCLUDING 

OXYGEN 

    

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 non-hostile environment. 

    

10.2 A checklist for assessing the serviceability of the 

equipment and instructions for its use prior to take-

off. 

    

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 co-

ordinationcoordination and occupant handling in 

the event of a forced landing, ditching or other 

emergency. 

    

12 AIRCRAFT SYSTEMS     
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 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 or equivalent document. 

    

C TASKS AND OPERATING AREAS INSTRUCTIONS AND 

INFORMATION 

    

 Specific instructions related to the specialised tasks and 

operating areas in accordance with AMC31-5 

OR.OPS.015.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, a. All relevant items prescribed in 

Part-OPS SPO, Part-SPA and OR.OPS.FC;. 

1. IND:1: Add references to Part-FCL, 
because OPS recurrent training is 
combined with FCL, and syllabi should 
reflect this. 

1. Text amended to refer to relevant Ops 

rules. Nothing prevents the operator 

from including additional information. 

  

2.2 For other crew members, a. All relevant items 

prescribed in Part-OPS SPO,Part-CCand this Part, 

as applicable;. 

1. IND: 1: Add references to Part-CC, 
because OPS recurrent training is 
combined with CC, and syllabi should 
reflect this. 

1. Text amended to refer to relevant Ops 
rules. Nothing prevents the operator 
from including additional information. 

  

2.3 Foroperations personnel in-flight and ground task 

specialists concerned, including crew members: 

 +1. Changed, to ensure consistency with 

Part-SPO. 

  

a. All relevant items prescribed in OPS.SPA.DG; and  +1. Editorial.   

b. All relevant items prescribed in Part-OPS SPO and 

OR.OPS.SEC; and. 

 +1. Editorial.   

2.4 For operations personnel other than crew members, 

a. All other relevant items pertaining to their 

duties prescribed in Part-OPS SPO and in this Part 

pertaining to their duties. 

 +1. Editorial.   

3 Procedures:     

3.1 Procedures for training and checking.     
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3.2 Procedures to be applied in the event that personnel 

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. 

    

GM1-OR.OPS.MLR.100 Operations manual–General 

CONTENTS 

    

If there are sections which, because of the nature of the 

operation, do not apply, it is recommended that operators 

maintain the numbering system described above in 

OR.OPS.MLR.101 and associated AMCsand insert ‘Not 

applicable’ or ‘Intentionally blank’ where appropriate. 

 +1. Text moved from NPA AMC5 

OR.OPS.015.MLR, because it is more of 

guidance nature than AMC. 

  

GM1-OR.OPS..001015.MLR.100(kf) Operations mManual 

- General 

 +1. Editorial.   

HUMAN FACTORS PRINCIPLES     

Guidance material on the application of human factors principles 

can be found in the ICAO Human Factors Training Manual (Doc 

9683). 

1. MS: 1: Re-align with EU-OPS as an 
IR. 

1. No change, as text is of GM nature.  =ICAO doc. 9683 

NPA AMC OR.OPS.015.MLR(g) Operations Manual 

1. MS: 2, INDIV: 1, IND: 1: Re-align 
with EU-OPS as an IR. 

2. IND: 1: Amend to include “an 
operator must immediately inform the 
personnel affected..”. 

3. IND: 2, MS: 1: Amend to ensure the 
CA has sufficient time to process the 
approval. 

4. IND: 9, INDIV: 1: Full approval of the 
OM not supported. Only major 
changes to be approved. Merge NPA 
AMC OR.OPS.015.MLR(g) and NPA 
AMC.OR.OPS.015.MLR(h). 

1. Text amended and moved to 

OR.OPS.MLR.100. (supported by RG01 

CAT).  

2. OR.OPS.MLR.100 includes text from EU-

OPS 1.1040(g) which covers informing 

the affected personnel. 

3. Providing sufficient time for the CA to 

process the approval is covered in 

OR.GEN. 

4. Text changed to follow the principle in 

EU-OPS ie only prior approval of those 

sections of the OM which are related to 

those IR provisions which require 

approval. The list of the changes that 

require prior approval is contained in 

OR.GEN.130. The operator shall “supply” 

the CA with those parts of the OM which 

have to be “acceptable” to the authority 

in EU-OPS. 

  

AUTHORITY APPROVAL     
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The operator should supply the competent authority with intended 

amendments and revisions in advance of the effective date.  

When immediate amendments or revisions are required in the 

interest of safety, they may be published and applied 

immediately, provided that the operator also applied for approval 

at the competent authority. 

    

     

NPA AMC OR.OPS.015.MLR(h) Operations Manual 

5. MS: 1: Re-align with EU-OPS as an 
IR. 

6. MS: 1: For major changes, use 
approval/acceptance list based on 
JAR-OPS1/EU-OPS. 

7. IND: 1: Delete “minor amendments 
procedure” entirely. Only major 
changes to be approved. 

1&2. AMC and the related IR deleted, as a 

list of changes requiring prior approval is 

now in OR.GEN.130. The list takes into 

account IEM to JAR-OPS 1.1040(b) and 

JAA JIPs Appx 6A. 

3.  Text changed to follow the principle in 

EU-OPS ie only prior approval of those 

sections of the OM which are related to 

those IR provisions which require 

approval. The list of the changes that 

require prior approval is contained in 

OR.GEN.130. The operator shall “supply” 

the CA with those parts of the OM which 

have to be “acceptable” to the authority 

in EU-OPS. 

  

MINOR/MAJOR CHANGES     

1 The procedure for minor amendments should be included 

in the operations manual. 
    

2 Changes affecting the terms of the certificate as defined in 

the Operations Specification including the following items should 

be considered as major changes and not be subject to the minor 

amendment procedure: 

1. IND: 1: Add to the list “The individual 
flight time specification scheme 
approved by the Agency”. 

1. Flight Time Specification scheme has 

been added. 

  

a. Method of exercising operational control;     

b. Method of determination of minimum flight attitudes;     

c. Descent below specified minimum altitudes;     

d. Different departure and approach procedures than 

published (State approval); 
    

e. Helicopter operations: selection of off-shore alternates;     

f. Performance criteria;     
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g. Mass and balance:     

i. Standard mass values other than those specified in Part-

OPS and relevant AMCs; 
    

ii. Special standard masses for traffic load;     

iii. Weighing survey plan;     

iv. Mass control programmes;     

v. Use of on-board mass and balance systems;     

h. ETOPS operations;     

i. MEL and procedures to use the MEL;     

j. Maximum passenger seating configuration;     

k. Operational change of the maximum landing mass;     

l. Training/checking programmes for crew members;     

m. Procedures for crew members to operate on more than one 

type or variant; 
    

n. Procedures/restrictions for the operation of helicopters and 

aeroplanes; 
    

o. Dangerous Goods awareness training programmes. 2. MS: 6, IND: 2: Delete “awareness”, to 
be consistent with the associated IRs 
and with the TIs. 

1. This AMC has been deleted, as a list of 

changes requiring prior approval is now 

in OR.GEN.130. The list takes into 

account IEM to JAR-OPS 1.1040(b) and 

JAA JIPs Appx 6A. Wording changed to 

“Dangerous goods staff training 

programmes”. 
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AMC1-OR.OPS.020.MLR.105(c) Minimum eEquipment lList 

AMENDMENTS TO THE MEL FOLLOWING CHANGES TO THE MMEL 

– APPLICABLE CHANGES AND ACCEPTABLE TIMESCALES 

1. IND: 1: AMC to be added to cover the 

process for entry into the MEL. 

2. MS: 1: AMC/GM to be added to define 

the basic concepts of an MEL approval 

procedure, and MEL indirect approval 

procedure with levels (e.g. 

administrative, standard, full). 

1. This could be considered through a 

future rulemaking task via an EASA 

proposal form. A basic premise of MEL 

deferral is that sufficient fault 

identification has occurred prior to 

applying the dispatch relief potentially 

available via the MEL. The MEL is not 

intended to provide fault identification 

guidance. 

2. Refer to response to comment #1 toNPA 

OR.OPS.020.MLR(b). 

  

AMC2 AMC1-OR.OPS.020.MLR.105(c) Minimum 

eEquipment lList 

AMENDMENTS TO THE MEL FOLLOWING CHANGES TO THE MMEL 

– APPLICABLE CHANGES 

1. IND: 1: Applicable Changes concept; 

FAA concept of Standard Revision and 

Interim Revision to be introduced. 

1. Both EASA and FAA concepts are 

equivalent. From a practical point of 

view however, FAA concept is interesting 

as the MMEL revision number implies the 

change status (“applicable” or “non-

applicable”). The suggestion could be 

considered through a future rulemaking 

task via an EASA proposal form. 

+1. Editorial: AMC on applicable changes 

merged with AMC on acceptable 

timescales. 

  

1 The following are applicable changes to the MMEL which 

require the amendment of the MELwithin the applicable 

acceptabletime scales: 

1. IND: 11:Lack of consistent 

terminology between NPA AMC1 

(acceptable timescales) and NPA 

AMC2 (applicable timescales). 

Wording change: “acceptable”. 

1. Editorial change for consistency. 

+1. Change in consultation with RG01 CAT. 

~JAA A&GM Section 4: 

Operations, Part 3: TGL26: 

2.7.2(a) 

 

a.1 Aa reduction of the rRectification iInterval;   ~JAA A&GM Section 4: 

Operations, Part 3: TGL26: 

2.7.2(a) 

 

b.2 Cchange of annew item, only when the change is 

applicable to the aircraft or type of operations and 

is more restrictive and when the modified item is 

applicable to the aircraft or type of operations; .and 

1. IND: 1: “new” to be deleted.  

2. IND: 1: “and” to be replaced by “or”. 

1. Editorial change. 

2. Editorial change. 

+1. Change in consultation with RG01 CAT. 

~JAA A&GM Section 4: 

Operations, Part 3: TGL26: 

2.7.2(a) 

 

3 changes to the MMEL as a result of an airworthiness 

directive and/or safety directive issued by the Agency. 
1. MS: 1: Until further clarification 

related to the Safety Directives 

concept, “Safety directive” to be 

deleted. 

1.  Pending output from RM task 21.039 

regarding OSD and Safety Directives. 

+1. Paragraph 3 deleted. Such changes are 

already covered by Paragraphs 1 & 2 

and OPS.GEN.550(b). In addition, JAR-

MMEL/MEL.001(b) indirectly allows the 

OEM to not change an MMEL following 

AD impacts. 

  

4 Significant changes to the operational and maintenance 

procedures. 
1. MS:1, IND:1: “Significant changes” 

and associated criteria to be defined. 

2. IND: 1: Bullet 4 to be deleted, since 

1. AMC OR.OPS.020.MLR(h) added. 

2. The fully developed M&O procedures are 

not part of the MEL. However, as part of 
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“significant” is not defined, and M&O 

procedures referenced in the MMEL 

are not approved. 

3. IND: 1: M&O procedures may not be 

part of the MEL. So changes to M&O 

procedures can not necessarily trigger 

an amendment. 

the compensating conditions, significant 

changes to M&O procedures referenced 

in the MMEL require changes to M&O 

procedures referenced in the MEL. 

OR.OPS.MLR.105(h) and associated AMC 

added. 

3. The fully developed M&O procedures are 

not part of the MEL. 

12 An acceptable time scaletimescale for amending 

submittingthe amended MEL to the competent 

authorityafter the (Supplemental) Operational Suitability 

Certificate (S)OSC holder has changed the MMEL is 90 

days from the date of applicability specified in the 

approved change to the MMEL. 

1. MS: 1, IND: 8: Timeframe more 

restrictive than JAR-

MMEL/MEL.060(c). Wording change 

for realignment: acceptable timescale 

for submitting the MEL amendment to 

the competent authority. 

2. IND: 7:Timeframe within which the 

competent authority would need to 

approve the amendment, to be 

defined. 

3. IND: 1: Date of applicability to be 

defined. 

4. IND: 1: 90-day timescale suitable for 

a traditional paper document 

amendment system. Suitability to be 

discussed in an electronic document 

management environment. 

1. Changed in line with JAR-

MMEL/MEL.060(c). 

2. Covered by AMC1-AR.GEN.310(a) 

paragraphs 3. and 6. 

3. “Date of Applicability” to be defined in 

the CS-MMEL Book 1. 

4. Text is in line with JAR-

MMEL/MEL.060(c). However, the 

comment could be considered through a 

future rulemaking task via an EASA 

proposal form. 

=JAR-MMEL/MEL.060(c)  

23 Reduced time scaletimescales for the implementation of 

safety related revisions amendmentsmay be required if 

the Agency and/or competent authority consider it 

necessary. 

1. MS: 1: A rule, not an AMC only. 1. “Performance-based” rule: the operator 

is required to change the MEL within an 

acceptable timescale following any 

applicable MMEL change. The applicable 

changes as well as the acceptable 

timescales are then defined in the AMC. 

+1. Editorial change in consultation with 

RG01 CAT. 

~JAR-MMEL/MEL.060(d)  

AMC OR.OPS.020.MLR(d)  Minimum Equipment List 

FORMAT OF THE MEL 

1. MS: 1: Stick to the JAR-MMEL/MEL 

examples. 

1. Text is in line with ACJ-MMEL/MEL.065. 

+1. This AMC deleted because: 

⇒ As long as the referred appendices are 
not provided, there is no added value to 
have this AMC. 

⇒ The current appendices provided in the 
JAR-MMEL/MEL are outdated, thus they 
are not considered appropriate for 
including in this proposal without any 
changes. 

⇒ The safety is addressed at the MEL 
content level, and prevails over the MEL 
format.  

<ACJ-MMEL/MEL.065  
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1 A five column format should be 

used. Other format may also be used if (e.g. message-oriented 

MEL) or if it is a message oriented MEL. 

An example of five column format can be found in Appendix 1 to 

AMC OR.OPS.MLR.020(d) [tbd]. 

1. IND: 7: Editorial change: “or if it is a 

message oriented MEL” to be deleted. 

2. IND: 1: More flexible approach to be 

taken. Emergent technology, such as 

EFBs, may lead to use of formats 

more appropriate than the 5-column 

format. 

3. IND: 1: Wording change: Other 

format may also be used provided 

they are clear and unambiguous (e.g. 

message-oriented MEL). 

1. Editorial change. 

2. The text is in line with ACJ-

MMEL/MEL.065. This AMC should 

however be limited to the specification of 

the content, and provide the 5-column 

format as an example only. Ref. CS-

MMEL Book 1. However, the comment 

could be considered through a future 

rulemaking task via an EASA proposal 

form. 

3. The text is in line with CS-MMEL Book 2 

and existing JAA A&GM Section 4: 

Operations, Part 3: TGL 26. 

~ACJ-MMEL/MEL.065(2) 

~JAA A&GM Section 4: 

Operations, Part 3: TGL26: 

2.8.2 

 

2 A model for the Preamble can be found in Appendix 2 to 

AMC OR.OPS.MLR.020(d) [tbd]. 
  ~ACJ-MMEL/MEL.065(3)  

3 The ATA 100/2200 Specification numbering system should 

be used for the item numbering system. 
1. MS: 1, IND: 2: ATA 100/2200 

numbering is only an example, and 

has been primarily established for 

maintenance purposes. May not be 

fully adapted to operational needs. 

Consistency throughout 

documentation of equipment 

designation is the key point. ATA 

100/2200 numbering is only one way. 

1. The text is in line with ACJ-

MMEL/MEL.065. This AMC should 

however be limited to the specification of 

the content, and provide the ATA 

100/2200 Specification numbering 

system as an example only. Consistency 

throughout ops documentation for the 

equipment designation is definitely the 

key point. However, the comment could 

be considered through a future 

rulemaking task via an EASA proposal 

form. 

~ACJ-MMEL/MEL.065(1)  

AMC1-OR.OPS.020.MLR.105(d)(3)Minimum eEquipment 

lList 

EXTENT OF THE MEL 

 +1. Missing information added in line with 

ACJ-MMEL/MEL.001(a) and existing JAA 

A&GM Section 4: Operations, Part 3: 

TGL 26. 

~ACJ-MMEL/MEL.001(a) 

~JAA A&GM Section 4: 

Operations, Part 3: TGL26: 

2.13 

 

The operator should include guidance in the MEL to deal 

with any failures which occur between the commencement 

of the flight and the start of the take-off. 

If a failure occurs between the commencement of the flight 

and the start of the take-off, any decision to continue the 

flight should be subject to pilot judgement and good 

airmanship. The commander/pilot-in-command may refer 

to the MEL before any decision to continue the flight is 

taken. 

 +1. RG01 CAT input: PIC changed to 

commander/PIC for CAT/other. 
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GM1-OR.OPS.020.MLR.105(e) and (f)  Minimum 

eEquipment lList 

DEFINITIONS OF RECTIFICATION INTERVAL (RI) 

 +1.  Editorial changes.   

The definitions and categories of rRectification 

iIntervalsscategories areisare provided in Book 1 of CS-MMEL. 

 +1.  Editorial changes in consultation with 

RG01 CAT. 

  

AMC1-OR.OPS.020.MLR.105(f) Minimum Equipment 

equipment lList 

RECTIFICATION INTERVAL EXTENSION (RIE) - OPERATOR 

PROCEDURES FOR THE APPROVAL BY THE COMPETENT 

AUTHORITY AND NOTIFICATION TO THE COMPETENT 

AUTHORITY 

1. IND: 1: Wording change: 

“maintenance personnel” to be 

replaced by “certifying staff”. 

1. No change, as the text is in line with 

JAR-MMEL/MEL.075. 

+1. Text moved so that NPA AMC1 

OR.OPS.020.MLR(f) and NPA AMC2 

OR.OPS.020.MLR(f) are merged. 

~ACJ-MMEL/MEL.081  

1 The operator’s procedures to address the extension of 

rectification intervals (RIE) 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 

operator’s rectification interval extension (RIE) 

procedures and details of the specific duties and 

responsibilities established to control the use of RIEs.  

  ~ACJ-MMEL/MEL.081(2)  

2 Personnel authorising RIEs should be adequately trained 

in technical and/or operational disciplines to accomplish 

his/hertheir duties. 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 in 

terms of aircraft design (e.g. knowledge of the safety 

levels criteria for type design and those applicable for the 

design of the MMEL). The authorising personnel should be 

listed by appointment and name. 

1. IND: 1: Need more detail on kind of 

training, knowledge, and qualification. 

2. IND: 7: “Experienced personnel” 

encompasses the appropriate training 

+ the required experience. Wording 

change: Personnel authorising RIEs 

should be adequately experienced in 

… 

3. IND: 1: “in terms of aircraft design”: 

cannot be expected from the 

operator. General design and 

certification principles for systems 

safety should be sufficient and 

specified. 

1. This detail is outside the scope of the 

NPA; it may be considered in a future 

rulemaking task via an EASA proposal 

form. 

2. This suggestion is outside the scope of 

the NPA; it may be considered in a 

future rulemaking task via an EASA 

proposal form. 

3. Text changed. 

+1.  Changed for consistency with ACJ-

MMEL/MEL.081(2). 

~ACJ-MMEL/MEL.081(2)  

AMC12-OR.OPS.020.MLR.105(f) Minimum eEquipment lList 

RECTIFICATION INTERVAL EXTENSION (RIE) - 

NOTIFICATION TO THE COMPETENT AUTHORITY 

    

31 Theoperator should notify to the competent authority 

within one month of the extension of the applicable 

rRectification iInterval or within the appropriated time 

scaletimescales specified by the approved procedure for 

the Rectification Interval Extension (RIE). 

 +1. Editorial change in consultation with 

RG01 CAT. 

~JAR-MMEL/MEL.081(c)  
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42 The notification should be made in 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 rRectification iInterval. 

1. MS: 1: To keep the current practices: 

the operator determines the form, and 

the authority approves the form. 

1. No change, as text is in line with ACJ-

MMEL/MEL.081(3). 

~ACJ-MMEL/MEL.081(3)  

GM1-OR.OPS.020.MLR.105(f) Minimum Equipment List 

DEFINITION OF RECTIFICATION INTERVALCATEGORIES 

1. IND: 1: For consistency, since 

referenced in the IR, categories to be 

defined at IRlevel. 

1. GM1 added to address comment #2 of 

NPA OR.OPS.020.MLR(f). 

+1. GM1-OR.OPS.MLR.105(f) included in 

GM1-OR.OPS.MLR.105(e) and (f) in 

consultation with RG01 CAT. 

  

The categories of Rectification Intervals are defined in CS-

MMEL. 
    

GM21-OR.OPS.MLR.105(f) Minimum equipment list 

RECTIFICATION INTERVAL EXTENSION (RIE) 

 +1. Editorial change   

Procedures for the extension of RI rectification intervalsshould 

only be applied under certain conditions, such as a shortage of 

parts from manufacturers or other unforeseen situations (e.g. 

inability to obtain equipment necessary for proper troubleshooting 

and repair), in which case the operator may be unable to comply 

with the specified rectification intervals.  

1. IND: 1: To be added: the operator 

must justify these unforeseen 

circumstances to the authority. To be 

upgraded to AMC level.  

1. No change, as covered by 

AR.OPS.205(b). 

~JAA A&GM Section 4: 

Operations, Part 3: TGL26: 

2.10.2 

 

AMC1-OR.OPS.020.MLR.105(g) Minimum eEquipment lList 

OPERATIONAL AND MAINTENANCE PROCEDURES 

    

1 The operational 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 as required by the 

MMEL. 

 +1. Missing information added. 

+2. Changed in consultation with RG01 CAT. 

~JAR-MMEL/MEL.050(d)  

2 Providing appropriate operational and maintenance 

procedures referenced in the MEL, regardless of 

who developed them, is the responsibility of the 

operator. 

 +1.  Missing information added.   

31 Any item in the MEL which, when inoperative sould 

requiringe an operational or maintenance procedure to 

ensure an acceptable level of safety, should be so 

identified in the "remarks" or "exceptions" 

column/part/section of the MEL. This will normally be 

"(O)" for an operational procedure, or "(M)" for a 

maintenance procedure. “(O)(M)” means both operational 

and maintenance procedures are required. 

 +1. Moved from NPA 

GM.OR.OPS.020.MLR(g) to AMC. 

=JAR-MMEL/MEL.075(d)  
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42 The satisfactory accomplishment of all procedures, 

regardless of who performs them, is the 

responsibilityof the operator. 

 +1. Missing text added. =JAR-MMEL/MEL.075(b) 

=JAR-MMEL/MEL.075(c) 

 

GM1-OR.OPS..020.MLR.105(g) Minimum eEquipment lList 

OPERATIONAL AND MAINTENANCE PROCEDURES 

    

1 Operational and maintenance procedures are an integral 

part of the compensating conditions needed to maintain 

an acceptable level of safety, enabling the 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. 

  =ACJ-MMEL/MEL.075(a) >Annex 6, Part I:Att. 

G - Paragraph 9 

>Annex 6, Part II: 

Att. 3.B - Paragraph 

9 

>Annex 6, Part III: 

Att. E - Paragraph 9 

2 Any item in the MEL which, when inoperative sould 

require an operational or maintenance procedure to 

ensure an acceptable level of safety, should be so 

identified in the "remarks" or "exceptions" 

column/part/section of the MEL. This will normally be 

"(O)" for an operational procedure, or "(M)" for a 

maintenance procedure. “(O)(M)” means both operational 

and maintenance procedures are required. 

1. IND: 1: Typo error “sould”. 1.  Editorial change. 

+1. Moved to AMC1-OR.OPS.MLR.105(g). 

  

32 Normally, operational procedures are accomplished by 

the flight crew; however, other personnel may be 

qualified and authorised to perform certain functions. 

  <JAR-MMEL/MEL.075(b)  

43 Normally, maintenance procedures are accomplished by 

the maintenance personnel; however, other personnel 

may be qualified and authorised to perform certain 

functions. 

1. IND: 1: Clarify which maintenance 

personnel will normally accomplish the 

(M) procedures. 

2. IND: 1: Specify which other personnel 

may be qualified and authorised to 

perform certain functions. 

1. No change, as text is in line with JAR-

MMEL/MEL.075(c). 

2. The text is in line with JAR-

MMEL/MEL.075(c). However, the 

proposal could be considered through a 

future rulemaking task via an EASA 

proposal form. 

<JAR-MMEL/MEL.075(c)  

54 Operator's manuals may include the Operations 

ManualOM, the Continued Airworthiness Management 

Organisation Manual, Maintenance Manual or other 

documents. 

 +1. Changed, as the aircraft maintenance 

manual is not part of the operator’s 

manuals. 

~ACJ-MMEL/MEL.075(b)  

AMC1-OR.OPS..020.MLR.105(h)Minimum eEquipment lList 

OPERATIONAL AND MAINTENANCE PROCEDURES - 

SIGNIFICANTAPPLICABLE CHANGES 

 +1. Missing information added. Refer to 

comment requesting “significant 

changes” to be defined. 

+2. Editorial change in consultation with 

RG01 CAT. 

  

Changes to the operational and maintenance procedures 

referenced in the MMEL are considered 

significantapplicable and require the amendment of the 

 +1.  Editorial change in consultation with 

RG01 CAT. 
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maintenance and operating procedures referenced in the 

MEL: 

1 when the modified procedure is applicable to the 

operator’s MEL; and 

    

2 when the purpose of this change is to improve 

compliance with the intent of the associated MMEL 

dispatch condition. 

    

AMC1- OR.OPS.020.MLR.105(i) and (gj)(3) Minimum 

Equipment List 

ACCOMPLISHMENT OF MAINTENANCE PROCEDURES REQUIRING 

A VERIFICATION TASK. 

 

+1. Text amended due to AR.OPS. 

  

Operational and Mmaintenance tasks proceduresperformed 

for verification purposesshould be accomplished whenever 

requested by the MMEL (e.g. maintenance the verification task 

should be done again if the rectification interval is extended). 

1. IND: 1: Wording change; “MMEL” to 

be replaced by “MEL”. 

2. IND: 1: To be transferred to IR level. 

3. IND: 1: Why “maintenance tasks” 

instead of “maintenance procedures”? 

4. IND: 1: Should not only be applicable 

to (M) procedures, but to any 

procedures -whatever (O) or (M)- 

requiring a verification. Change: 

ACCOMPLISHEMENT OF 

MAINTENANCE AND / OR OPERATING 

PROCEDURES: Verification tasks, i.e. 

maintenance and / or operating 

procedures, should be accomplished 

whenever requested by the MMEL 

(e.g. verification tasks should be done 

again if the rectification interval is 

extended). 

1. Changed - As requested. 

2. Covered by OR.OPS.MLR.105(g)(3) 

3. Changed - For consistency within the 

overall OR.OPS.MLR.105. 

4. Changed - As requested. 

+1. Changed in consultation with RG01 CAT. 

Paragraphs (i) and (j) already cover that 

an M&O procedure is to be accomplished 

as specified by the MEL. Regarding the 

extension of the RI, it has to be 

addressed at the MMEL 

definitions/scope-level.  

  

NPA AMC OR.OPS.025.MLR Operational flight plan - 

commercial air transport 

 This AMC is moved to CAT.OP   

OPERATIONAL FLIGHT PLAN     

1 In addition to AMC OPS.GEN.610 1., tThe operational flight plan 

should contain the following items as relevant for the type of 

operation. 

1. IND: 1: The contents of the Journey 

Log Book (AMC OPS.GEN.10) and the 

Operational Flight Plan should be 

different and discussed individually. 

2. MS: 1: Clarification requested as to 

why some requirements are not 

included in the new rule as compared 

to EU- and JAR-OPS. 

1&2. Text on contents of the OFP changed to 

align with EU-OPS and moved from NPA 

AMC OR.OPS. 025.MLR to CAT.OP. 

Contents of the journey log changed to 

align with ICAO moved from NPA AMC 

OPS.GEN.610 to AMC1-

OR.OPS.MLR.110. 

EU-OPS 1.1060 

JAR-OPS 3.1060 

Annex 6 Part I, 

4.3.3.2 
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a.  Aircraft registration; 

 

    

ab.Aircraft type and variant;     

c. date of flight;     

bd. Flight identification;     

e.  names of flight crew members;     

f. duty assignment of flight crew members;     

g. place of departure;     

h. time of departure (actual block-off time, take-off time);     

i. place of arrival (planned and actual);     

j. time of arrival (actual landing and on-block time);     

k. type of operation (ETOPS, VFR, ferry flight etc.);     

cl. Route and route segments with checkpoints/waypoints, 

distances, time and tracks; 
    

dm. Planned cruising speed and flying times between check-

points/waypoints. Estimated and actual times overhead; 
    

en. Safe altitudes and minimum levels;     

fo. Planned altitudes and flight levels;     

gp. Fuel calculations (records of in-flight fuel checks);     

hq. Fuel on board when starting engines;     

ir. Alternate(s) for destination and, where applicable, take-off and 

en-route, including information required in subparagraphs c., d., 

e. and f. above; 
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js. Initial ATS flight plan clearance and subsequent re-clearance;     

kt. In-flight re-planning calculations;     

lu. Relevant meteorological information;     

2         If any of these items Items is which are readily available 

in other documentation or from another acceptable source or are 

irrelevant to the type of operation, there is no need for this 

information to be duplicatedmay be omitted from the 

operational flight plan. 

    

2 The operational flight plan and its use should be described in 

the operations manual. 
    

3 The information recorded should be made concurrently and 

permanently. 
    

NPA AMC OR.OPS.030.MLR Information retained on 

the ground - commercial air transport 

 This AMC is moved to CAT.GEN EU-OPS 1.140 

JAR-OPS 3.140 

 

1 The information should be retained until it has been duplicated 

at the place at which it will be stored in accordance with 

OR.OPS.220.MLR. 

1. MS: 1: Requiring duplication will not 
provide a means of compliance. 

2. IND: 1: To keep paperwork at a 
reasonable level and proportional to 
the task; amend to include an 
alleviation for local flights for 
example. 

1. Text amended and moved to 
CAT.GEN.Resultant text based on EU-
OPS/JAR-OPS 3. EU-OPS refers to 
duplication, so not changed; it may be 
considered through a future rulemaking 
task via an EASA proposal form. 

2. Text amended and moved to 
CAT.GEN.Resultant text based on EU-
OPS/JAR-OPS 3.which includes 
alleviation for local flights. 

  

2 If this is impracticable, the information should be carried in a 

fireproof container in the aircraft. 
    

3 This information includes: 1. IND: 1: To ensure uniformity, change 
to “The following information must be 
retained on the ground”. 

1. Text amended and moved to 
CAT.GEN.Resultant text based on EU-
OPS/JAR-OPS 3. 

  

a copy of the operational flight plan, where appropriate;     

copies of the relevant part(s) of the aircraft technical log;     

route specific NOTAM documentation if specifically edited by the 

operator; 
    

mass and balance documentation; and 1. IND: 1: Add “when mass and balance 
documentation is sent to aeroplanes 
via data link, a copy of the final mass 
and balance documentation as 

1. This suggestion is outside the scope of 
the NPA, which is to transpose EU-OPS; 
it may be considered in a future 
rulemaking task via an EASA proposal 
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accepted by the commander must be 
available on the ground”. Only the 
final accepted documentation is valid 
for record. It is essential that the 
recording of the acceptance is also 
kept on the ground. 

form. 

notification of special categories of passenger and special loads 

including dangerous goods, if applicable. 
    

AMC1-OR.OPS.MLR.110(a) Journey log 
    

JOURNEY LOG CONTENTSGENERAL     

1 The aircraft journey logbook , or equivalent, should 

contain include the following items, where applicable: 

a. Aaircraft nationality and registration; 

b. Ddate; 

c. Name/s of crew member/s names and duty 

assignments; 

d4. Duty assignments of crew members; 

5ed. Place of departure and arrival points and times; 

6f. Place of arrival; 

7g. Time of departure; 

8h. Time of arrival; 

9ie. Hhours of flight; 

10jf. Npurpose/nature of the flight (scheduled or non-

scheduled); 

11gk. I incidents, observations,(if any); 

12hl.  sSignature of the pilot-in-commandperson in 

charge. 

2 The information, or parts thereof, may be retained 

recorded in a form other than on printed paper. In such 

cases, aAn acceptable level of accessibility, usability and 

reliability should be assured. 

3 The j’Journey log, or equivalent’, means that the 

required information may be recorded in 

documentation other than a logbook, such as the 

operational flight plan or the aircraft technical 

log.may be combined with the aircraft log book as 

required in M.A.305. 

 +1. The text in (1) comes from NPA AMC 

OPS.GEN.610, which has been amended 

to align with ICAO Annex 6 Part I 11.4.1. 

+2. The text in (2) and (3) comes from NPA 

AMC OPS.GEN.610 and (2) is aligned 

with AMC1-OR.OPS.MLR.100(2). 

~EU-OPS 1.1055(a) (for 

contents) 

~JAR-OPS 3.1055(a) (for 

contents) 

<EU-OPS 1.135(b) (for 

other than paper). < as 

other than paper 

provisions did not extend 

to journey log in EU-OPS. 

<JAR-OPS 3.135(b) (for 

other than paper). < as 

other than paper 

provisions did not extend 

to journey log in JAR-OPS 

3. 

~EU-OPS 1.1055(b) (for 

journey log or 

equivalent) 

~JAR-OPS 3.1055(b) (for 

journey log or 

equivalent) 

<ICAO Annex 6 Part I 

11.4.1 

< ICAO due to not 

requiring Roman 

Numerals for 

proportionality 

benefits eg CAT (B) 

and because it is an 

ICAO recommendation 

as opposed to a 

standard 

~Annex 6 Part II – 

2.8.2.2 

Recommendation 
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GM1-OR.OPS.MLR.110(a) Journey log 
 +1. This provision comes from NPA AMC 

OPS.GEN.610. 

  

SERIES OF FLIGHTS     

The term ‘series of flights’ is used to facilitate a single set of 

documentation. 

    

AMC1-OR.OPS.220.MLR.11520 Record-keeping 

TRAINING RECORDS 

    

When a crew member changes an operator, the crew member 

record should be made available to the new operator. 

1. IND: 1: This must be IR, to be 
harmonised with FAA regs. 

2. INDIV: 1, IND: 3: How long should 
these records be kept by the previous 
employer? 

3. MS: 1: The crew member records can 
only be made available to the new 
operator if the crew member begins 
working for the new operator within 
the timescales specified for retention. 

4. MS: 1: There does not appear to be 
any requirement for records of initial 
training to be retained therefore 
expiry dates, as appropriate to the 
attestation, would not be available. 

5. IND:3: Delete this, as it adds an 
additional administrative responsibility 
for the operator for no safety benefit, 
as the training records are only 
relevant to the operator. The type of 
records to be made available is not 
clear. Records written in one language 
will not be much use to operators 
using another language. 

6. IND: 1: Change “crew member 
record” to “a copy of their current 
attestation”. 

1&3. Text amended and moved to 

OR.OPS.MLR.115(f). 

2. This point is addressed in 

OR.OPS.MLR.115(e). 

4. Initial training is included in 

OR.OPS.MLR.115(c). 

5. This requirement is based on EU-OPS 

1.155(2), which specified flight duty, 

duty and rest period records. In 

addition, OR.OPS.MLR.115(e), which 

comes from EU-OPS, requires the 

operator to preserve the information, 

even when the crew member leaves. 

Furthermore, OR.OPS.MLR.115(d)(2), 

which is based on EU-OPS 1.985(a)(1), 

requires the operator to make the 

records available on request to the crew 

member concerned. This implies that the 

administrative action may be necessary 

anyway. The type of records is implied in 

the table in OR.OPS.MLR.115(c). The 

language issue is addressed in 

OR.OPS.MLR.100. 

6. This requirement is based on EU-OPS 

1.155(2), which specifies flight duty, 

duty and rest period records. In 

addition, OR.OPS.MLR.115(e), which 

comes from EU-OPS, requires the 

operator to preserve the information, 

even when the crew member leaves. 

Furthermore, OR.OPS.MLR.115(d)(2), 

which is based on EU-OPS 1.985(a)(1), 

requires the operator to make the 

records available on request to the crew 

member concerned. This implies that the 

all the records listed in 

OR.OPS.MLR.115(c). The records should 

be available for flight crew and cabin 
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crew, not just the attestation for cabin 

crew. 

A summary of training should be maintained by the operator to 

show a flightcrew member’s completion of each stage of training 

and checking. 

1. MS: 1, IND:3: Amend to make it 
applicable to cabin crew as well. 

2. IND: 6: Add “and should be made 
available on request to the crew 
member” as this is necessary for 
inspections. 

1. Text changed to include cabin crew. 

2. No change, as the text is aligned with 
TGL 44. Also, see 
OR.OPS.MLR.115(d)(2), which states 
that the such records shall be available 
to the crew member on request. 

~IEM OPS 1.1035 

~IEM OPS 1.985 

~IEM OPS 3.985 

 

SECTION III – AIR OPERATOR DECLARATION 
    

GM1-OR.OPS.DEC.100 Declaration 

GENERAL 

 GM added to provide further clarity. No ICAO SARPS.  

The intent of the declaration is to: 

1. have the operator acknowledge its responsibilities 

under the applicable safety regulations and that it 

holds all necessary approvals; 

2. inform the competent authority of the existence of 

an operator; and  

3. enable the competent authority to fulfil its 

oversight responsibilities in accordance with 

AR.GEN.300 and 305.  

MS: Explain the legal status of the 

acknowledgment of receipt.  

Accepted. GM added.   

MANAGED OPERATIONS   No ICAO SARPS.  

When the non-commercial operation of a complex motor-

powered aircraft is managed by a third party on behalf of 

the owner, that party may be the operator in the sense of 

article 3 (h) of Regulation (EC) No 216/2008, andtherefore 

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 be assessed whether the third 

party operator undertakes a commercial operation in the 

sense of article 3 (i) of Regulation (EC) 216/2008.  

Back to OR.OPS.DEC.100 DeclarationOR.OPS.DEC.100

 Declaration 

MS: When a third party on behalf of the 

owner is operating a complex motor-

powered aircraft as an operator, the 

operation ("fractional ownership 

operations") very often is in reality 

commercial air transport operations. 

Text moved from the IR to the GM with some 

amendments reflecting the accepted 

comment.  
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 SECTION IV – AIR OPERATOR 

CERTIFICATION 

    

AMC1-OR.OPS.015.AOC.100Application for an aAir 

oOperator cCertificate (AOC) 

    

APPLICATION TIME FRAMES 

The application for an theinitial issue of an air operator 

certificateAOC should be submitted at least 90 days before 

theintended start date of intendedoperation. The oOperations 

mManual may be submitted later, but in any case not later than 

60 days before the intended start date of intended operation. 

 

 

 

 

 

 

 

1. [MS] 60 days is too short a period for 
submission of operations manual. 
Proposing at least 90 days. 

2. [MS] If the intention is that an 
authority need not accept an application 
submitted less than 90 days. Transfer to 
IR. If that is not the intention th-n it 
should be addressed in GM.  

Proposal in case the text is moved to IR: 

“The application for an initial issue of an 
air operator certificate should be 
submitted at least 90 days before the 
intended start date of the operation. The 
operations manual may be submitted 
later, but in any case not later than 60 
days before the date of intended 
operation.” 

3. [Indiv] An application should be 
reflected in the rule. 

1. This is in line with EU-OPS 1.185, (c). 

 

 

2 and 3. Necessary flexibility is provided by 
addressing application timeframes in AMC. 
Moreover, timeframes for taking a decision 
are subject to national administrative law.  

 

EU-OPS 1.185, (c) 

 

 

 

 

 

 

 

EU-OPS 1.185, (c) 

 

AMC1-OR.OPS.030.AOC.110 Leasing agreement 

    

GENERAL 

An operator intending to lease-in an aircraft registered in a third 

country should provide the competent authority with the following 

information: 

    

1. tThe aircraft type, registration markings and serial 

number; 

    

2. tThe name and address of the registered owner;     

3. aA copy of the valid cCertificate of airworthiness;     

4 Name, address and signature of lessee or person 

responsible for operational control of the aircraft under 

the lease agreement, including a statement that such 

individual and the parties to the lease agreement fully 

understand their respective responsibilities under the 

applicable regulations; 

 Paragraph 4 is deleted. New text is provided 
at the end of this AMC. 
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4.5 cCopy of the lease agreement or description of the 

lease provisions, except financial arrangements; 

[MS] ICAO Doc 8335 CH 10 “a copy of the 
lease agreement or description of lease 
provisions…” This gives more flexibility. 
Proposed text: Copy of the lease 
agreement, or description of the lease 
provisions, except financial arrangements, 
“ 

Accepted   

6 dDuration of the lease;     

7 aAreas of operation; and.     

8. aA copy of the AOC of the third country operator.     

89. In the case of wet lease-in and when not applying the 

acceptable means of compliance or flight time 

certification schemes established by the Agency, a full 

description of the flight time scheme(s), operating 

procedures and safety assessment demonstrating 

compliance with the safety objectives set out in the 

essential requirements and applicable implementing 

rules. 

    

The information mentioned above shouldbe accompaniedby 

a statement signed by the lessee that the parties to the 

lease agreement fully understand their respective 

responsibilities under the applicable regulations. 
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AMC1-OR.OPS.AOC.110(c) Leasing 

 

WET LEASE-IN 

If an operator is not intending to apply EU safety 

requirementswhen wet-leasing-in an aircraft registered in 

a third country,it should demonstrate to the competent 

authority that the standardscomplied with are equivalent 

to the following requirements: 

1 Part-OPS.GEN; 

1. for commercial air transport (CAT) operations Part--

OPS.CAT,;excludingOPS.CAT.225.A if not authorised by the 

state of the operator; 

2. for commercial operations other than CAT, Part-

SPO;OPS.COM; 

3 Part-FCL Annex III;  

3. Part-OR: 

a. OR.GEN Section 2; 

b. OR.OPS.GEN; 

c. OR.OPS.MLR excluding OR.OPS.100105.MLR; 

d. OR.OPS.FC;the cabin crew medical and 

training requirements of 

e. OR.OPS.CC, excluding OR.OPS.CC.20005(b), 

OR.OPS.CC.210, (a) (1) and OR.OPS.CC.260; 

f. OR.OPS.TC; 

g. OR.OPS.FTL including related CS-FTL;, 

h. and OR.OPS.SEC; 

and 

4. Part-SPA, asif applicable. 

5 Part-M;  

(IA) Clarification/rewording: 1.165, (b)(2) 
and (c)(2) arenot appropriately reflected 
in the proposed text. 

EU-OPS 1.165 (b)(2) and (c)(2) are reflected 
in OR.OPS.AOC.110. 
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AMC1-OR.OPS.AOC.115(d) Code-share arrangements 

GENERAL 

Compliance of the third country operator with the Annex IV 

tothe Basic Regulation (EC) No 216/2008 should be 

demonstrated to the competent authority. For this purpose 

the communityEUoperator should ensure that the 

requirements in the following table have been met: 

TABLE TO BE DEVELOPED 

 

 

 New AMC developed after consulting Review 
Group 001. 

 

  

AMC2-OR.OPS.035.AOC.115(d) Code share arrangements 

(IA and IND) Recognise the IOSA audit 
system and follow FAA example (IACA). 
Recognise the IOSA audit system as AMC. 

(Indiv) delete! 

[MS] Many countries such as France 
consider compliance with IOSA is enough 
for code-share as a proof of conformity 
with ICAO standards. Is it enough as proof 
of conformity with Part-TCO and Part 
OPS? 

The new text of OR.OPS.AOC.115in relation 
with AMC1-OR.OPS.AOC.115 allows a third 
party provider to carry out the audits on 
behalf of the community operator provided 
that the provider is EN approved.  

  

CODE-SHARE AUDIT PROGRAMME 

1.  AacCode-share audit programme should include: 

(a.i) the audit methodology (audit report + 

compliance statements); 

(b.ii)details of the specific operational areas to 

audit; 

(icii). criteria for defining satisfactory audit 

results; 

(ivd.) a system for reporting and correcting 

findings; 

(ev). A continuous monitoring system; 

(fvi). auditor qualification and authorisation; and 

(gvii.) thefrequency of audits. 

REGULAR AUDITS 

 

 New AMC included related to the Code-share 
audit programme 

  

12. Regular audits may be performed by a third party 

provider, using an internationally recognised evaluation 

system approvedby an recogniszed standardizsation 

authority,(e.g. the European Committee for 

Standardization(CEN)), designed to assess the 

operational, management and control systems of the 

operator. Independence of the third party provider as well 

([IA and IND] Recognise the IOSA audit 
system and follow the FAA example; there 
should be no requirement for on-site 
audits if the code-share partner is IOSA 
registered. There should be a possibility to 
use a third party to carry out the audit. 
Include:(…), such as IOSA, (…) 

The Agency is investigating this possibility.   
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as the evaluation system used should be ensured;. 

Using an audit pooling system;  

Audits conducted under such pooling system may be credited 

provided the Communityoperator conducts an audit of the 

code- share third country operator itself at least once 

every 24 months. 

 

23. The date of the initial audit closing meeting establishes 

the aAudit eEffective dDate. The initial audit is valid 

for 24 consecutive months beginning with the 

aAudit eEffective dDate and ending with the aAudit 

eExpiry dDate. 

34.    The CommunityEU operator should ensure a renewal 

audit of each third country code-share operator 

prior to the aAudit eExpiry dDate of the previous 

audit. The aAudit Eexpiry Ddate for the previous 

audit becomes the Aaudit Eeffective Ddate for the 

renewal audit provided the closing meeting for the 

renewal audit is within 150 days prior to the Aaudit 

Eexpiry Ddate for the previous audit. If the closing 

meeting for the renewal audit is more than 150 

days prior to the Aaudit Eexpiry Ddate from the 

previous audit, then the Aaudit Eeffective Ddate for 

the renewal audit is the day of the closing meeting 

of the renewal audit. Renewal audits are valid for 

24 consecutive months beginning with the Aaudit 

Eeffective Ddate and ending with the Aaudit Eexpiry 

Ddate. 

45. In case a code-share audit is shared by several 

operators, the report should be made available for 

review by all duly identified sharing operators by 

electronic means or other means acceptable to the 

competent authority. 

56. After closure of all findings identified during the 

audit, the CommunityEU operator should submit an 

audit compliance statement to the competent 

authority demonstrating that the third country 

operator meets all the applicable safety standards. 

[IND and IA]Include: (…), such as IFQP 
and DAQCP, (…) 

[IA] in addition to IOSA audit the 
operators have to conduct an audit every 
12 months. Unacceptable. Delete!! 

[IND]Proposal:in addition add: “ (…) 24 
months or measures in place to ensure 
acceptable quality levels” 

Paragraph 2 has been deleted since 
paragraph 1 sufficiently provides for the 
possibility to use an audit pooling system. 

 

New points 3 -6 are related to the code-
share audit programme. 

  

GM to AMC OR.OPS.035.AOC Code share arrangements 

The operator shouldincorporate its code share audit program 
into its operating manual 
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AMC1-OR.OPS.201.AOC.130 Flight data monitoring 

(FDM)- aeroplanes 

    

FLIGHT DATA MONITORING(FDM) PROGRAMME     

1 The safety manager, as defined by the relevant AMC1-

OR.GEN.200 (a)(1), should be responsibleaccountable for 

the discovery of issues and their transmissionthe 

transmission of hereof to the manager(s) responsible for 

the process(es) concerned. The latter should be 

responsibleaccountable for taking appropriate and 

practicable safety action within a reasonable period of 

time that reflects the severity of the issue. 

[IND:6] 

1. The word accountable is misleading 

with regards to the accountable 

managers. Post holders/managers are 

responsible for their field of work, but 

accountability is never used in this 

context, rather responsibility should be 

used. 

2. NPA 2008-22c AMC to 

OR.GEN.200(a)(1) lists the 

responsibilities of the safety manager, 

this should be taken into account 

 

1. Changes made to be clarify the 

responsibilities and accountabilities of 

post-holders.  

2. The changes now reflect the function of 
the safety manager. 

 

NPA 2008-22c, 

OR.GEN.200 

 

2 An FDM programme should allow an operator to:     

a. iIdentify areas of operational risk and quantify 

current safety margins; 

    

b. Identify identify and quantify operational risks by 

highlighting when non-standard, unusual or unsafe 

circumstances occur; 

    

c. uUse the FDM information on the frequency of 

occurrence, combined with an estimation of the 

level of severity, to assess the safety risks and to 

determine which may become unacceptable if the 

discovered trend continues; 

    

d. pPut in place appropriate procedures for remedial 

action once an unacceptable risk, either actually 

present or predicted by trending, has been 

identified; and 

    

e. cConfirm the effectiveness of any remedial action 

by continued monitoring. 

    

3 Flight Data MonitoringFDMAanalysis tTechniques should 

comprise: 

    

a. ExceedencedDetection: tThis technique should 

searches for deviations from aircraft flight manual 

limits, and standard operating procedures. A set of 

core events should be selected to cover the main 

 Editorial correction   
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areas of interest to the operator. A sample list is 

provided in AMC2 OR.OPS.201.AOCAppendix 1 to 

AMC1-OR.OPS.AOC.130. The event detection 

limits should be continuously reviewed to reflect the 

operator’s current operating procedures. 

b. All fFlights mMeasurement: aA system that should 

define what is normal practice. This may be 

accomplished by retaining various snapshots of 

information from each flight.  

    

c. Statistics - aA series of data collected to support the 

analysis process: tThis technique should include the 

numbers of flights flown per aircraft and sector 

details sufficient to generate rate and trend 

information. 

    

4 Flight Data MonitoringFDMaAnalysis, Assessment 

assessment and Process process Control control 

tTools: tThe effective assessment of information obtained 

from digital flight data should be dependant dependent 

on the provision of appropriate information technology 

tool sets. A programme suite may include: aAnnotated 

data trace displays, engineering unit listings, visualisation 

for the most significant incidents, access to interpretative 

material, links to other safety information, and statistical 

presentations. 

    

5 Education and pPublication: sSharing 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 appropriate, industry. Similar media to air safety 

systems may be used. These may include: nNewsletters, 

flight safety magazines, highlighting examples in training 

and simulator exercises, periodic reports to industry and 

the regulatory authority. 

    

6 Accident and incident data requirements specified in 

OPS.GEN.505 should 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 outside the de-identification 

agreements. 

    

7 Every crew member should be responsible to report 

events. Significant risk-bearing incidents detected by FDM 

should therefore normally be the subject of mandatory 

occurrence reporting by the crew. If this is not the case 

then they should submit a retrospective report that 

should be included under the normal process for reporting 

and analysing hazards, incidents and accidents. 
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8 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. 

    

9 The data retention strategy should aim to provide the 

greatest safety benefits practicable 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 

longer-term trend analysis.  Programme managers may 

wish to retain samples of de-identified full-flight data for 

various safety purposes (detailed analysis, training, 

benchmarking etc.). 

    

10 The dData aAccess and sSecurity policy should restrict 

information access to authorised persons. When data 

access is required for airworthiness and maintenance 

purposes, a procedure should be in place to prevent 

disclosure of crew identity. 

    

11 The opProceduredDocument, which should be signed by 

all parties (airline management, flight crew member 

representatives nominated either by the union or the 

flight crew themselves) should, as a minimum, define: 

    

a. tThe aim of the FDM programme;     

b. aA data access and security policy that should 

restrict access to information to specifically 

authorised persons identified by their position; 

    

c. tThe method to obtain de-identified 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; 

    

d. tThe data retention policy and accountability 

including the measures taken to ensure the security 

of the data; 

    

e. tThe conditions under which, on rare occasions, 

advisory briefing or remedial training should take 

place; this should always be carried out in a 

constructive and non-punitive manner; 
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f. tThe conditions under which the confidentiality may 

be withdrawn for reasons of gross negligence or 

significant continuing safety concern; 

    

g. tThe participation of flight crew member 

representative(s) in the assessment of the data, the 

action and review process and the consideration of 

recommendations; 

    

h. tThe policy for publishing the findings resulting from 

FDM. 

    

12 aAirborne systems and equipment used to obtain FDM 

data should range from an already installed full Quick 

Access Recorder, in a modern aircraft with digital 

systems, to a basic crash protected 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 the 

serviceability of equipment required for accident 

investigation. 

    

     

AMC2 OR.OPS.201.AOCAppendix 1 to AMC1-

OR.OPS.130.AOC.130 Flight data monitoring - 

aeroplanes 

rINDUS:6 ;INDIV:0) 

 

The following table is meant to provide 

examples of FDM events and therefore is 

not an Acceptable Means of Compliance in 

itself (AMC) 

Regulatory justification 

 

This table is also to be found in TGL44, 

where it is in an Appendix to ACJ OPS 1.037 

(a)(4). Equivalently, it should be in an 

appendix to AMC1 OR.OPS.201.AOC 

TGL44  

TABLE OF FDM EVENTS 

The following table should provides examples of FDM events that 

may be further developed using operator and aeroplane specific 

limits. The table is considered illustrative and not exhaustive. 

    

Event Group  Description 

Rejected take-oOff  High sSpeed rRejected take-off 

Pitch rate high on take-off Take-off pPitch  

Pitch attitude high during take-off 

Unstick speed high Unstick sSpeeds  

Unstick speed low 

Initial climb height loss 20 ftaove ground level (AGL) to 400 
ftabove aerodrome level (AAL) 

Height lLoss in cClimb-out  

Initial climb height loss 400 ft to 1 500 ft AAL 
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Slow cClimb-out  Excessive time to 1 000 ft AAL after take-off 

Climb-out speed high below 400 ft AAL 

Climb-out speed high 400 ft AAL to 1 000 ft AAL 

Climb-out speed low 35 ft AGL to 400 ft AAL 

Climb-out sSpeeds  

Climb-out speed low 400 ft AAL to 1 500 ft AAL 

High rRate of dDescent  High rate of descent below 2 000 ft AGL 

Go-aroundMissed approach below 1 000 ft AAL Go-aroundMissed 
approach 

Go-aroundMissed approachabove 1 000 ft AAL 

Low aApproach  Low on approach 

Deviation under glideslope Glideslope  

Deviation above glideslope (below 600 ft AGL) 

Approach pPower  Low power on approach 

Approach speed high within 90 seconds of touchdown 

Approach speed high below 500 ft AAL 

Approach speed high below 50 ft AGL 

Approach Sspeeds  

Approach speed low within 2 minutes of touchdown 
 

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

Reduced flap landing 

Landing fFlap  

Flap load relief system operation 

Pitch attitude high on landing Landing pPitch  

Pitch attitude low on landing ] 

Excessive bank below 100 ft AGL 

Excessive bank 100 ft AGL to 500 ft AAL 

Excessive bank above 500 ft AGL 

Bank aAngles  

Excessive bank near ground (below 20 ft AGL) 

High normal acceleration on ground 

High normal acceleration in flight flaps up (+/- 

increment) 

Normal aAcceleration  

High normal acceleration in flight flaps down(+/- 

increment) 

To be covered by GAI (15.01.2010 
meeting( 

   



Part-OR 

Page 376 of 612 

A: Rule B: Summary of comments C: Response D: Source ref. and 

compliance 

E: ICAO ref. and 

compliance 

High normal acceleration at landing 

Take-off configuration warning 

Early configuration change after take-off (flap) 

Speed brake with flap 

Speedbrake on approach below 800 ft AAL 

Abnormal 

cConfiguration  

Speedbrake not armed below 800 ft AAL 

GPWS operation - hard warning 

GPWS operation - soft warning 

GPWS operation -– windshear warning 

Ground pProximity 

wWarning  

GPWS operation - false warning 

ACAS/TCAS wWarning  ACAS/TCAS operation – Resolution Advisory 

Stickshake 

False stickshake 

Reduced lift margin except near ground 

Reduced lift margin at take-off 

Margin to sStall/bBuffet  

Low buffet margin (above 20 000 ft) 

VMOmoexceedence 

MMOmoexceedence 

Flap placard speed exceedence 

Gear down speed exceedence 

Gear selection up/down speed exceedence 

Flap/sSlat altitude exceedence 

Aircraft fFlight 

mManual lLimitations  

Maximum operating altitude exceedence 
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GM1-OR.OPS.201.AOC.130Flight data monitoring - 

aeroplanes 

    

FLIGHT SAFETY PROGRAMME     

1 Guidance material for the establishment of a safety 

programme and fFlight dData mMonitoring can be found 

in: 

a. ICAO Doc 9859 (Safety Management Manual)Doc 

9422 (Accident Prevention Manual); and 

b. ICAO Doc 9376 (Preparation of an Operational 

Manual);. 

c. UK Civil Aviation Authority CAP 739 (Flight Data 

Monitoring). 

 

[INDUS:1] 

 

ICAO Doc 9422 (accident Prevention 

Manual) has been superseded by ICAO 

9859 Safety Management System Manual 

Regulatory justification: 

The ICAO reference needed to be changed 

into Doc 9859 

 

Editorial addition regarding document CAP 

739. 

  

AMC1-OR.OPS.210.AOC.135(a) Personnel requirements 

    

NOMINATED POST HOLDERSPERSONS     

1 A person may hold more than one of the nominated posts 

if such an arrangement is itconsidered suitable and 

properly matched to the scale and scope of the operation. 

[MS] According to this paragraph a person 
may hold more than one of the nominated 
posts in certain circumstances. But there 
is nothing in the rule limiting the holding 
of more than one post so with what rule is 
this a means of compliance? 

The rest of this AMC also appears to be 
more appropriate as guidance. 

The rule is in EU-OPS. 

AMC provides more flexibility. 

Editorial change after consulting Review 
Group 001.  

 

EU-OPS 1.175, (j)  

2 A description of the functions and the responsibilities of 

the nominated post holderspersons, including their 

names, should be contained in the operations manual. 

[IA] Upgrade this paragraph to IR.  Appendix 2 to EU-OPS 
1.175, (b)(1) 

 

3 The holder of an air operator certificate should make 

arrangements to ensure continuity of supervision in the 

absence of nominated post holderspersons. 

[IA] Upgrade this paragraph to IR.  Appendix 2 to EU-OPS 
1.175, (b)(2) 

 

4 A person nominated as a post holderby the holder of an 

air operator certificateAOC should not be nominated as a 

post holder by another holder of an air operator 

certificateAOC, unless agreed with the competent 

authorities concerned. 

    

5 Persons nominated as post holders should be contracted 

to work sufficient hours to fulfil the management 

functions associated with the scale and scope of the 

operation. 
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6 Whenever the posts of theaAccountable Mmanager 

and the Ccompliance Mmonitoring Managerare 

managerare combined, compliance monitoring audits 

should be conducted by independent personnel. The 

independence of the compliance monitoring audit 

should be established by always ensuring that 

audits are carried out by personnel not responsible 

for the function andprocedures being checked. 

[IA and IND] The name compliance 
monitoring manager should be changed to 
Postholder to be consistent with the IR 
OR.OPS.210.AOC(a)(4). 

Paragraph OR.OPS.210.AOC(a)(4) has been 
amended and it is now consistent. 

Additional text on independence compliance 
monitoring after consulting Review Group 
001.  

 

  

AMC2-OR.OPS.210.AOC.135(a)Personnel requirements 

    

COMBINATION OF NOMINATED POST HOLDERSPERSONS 

RESPONSIBILITIES 

    

1 The acceptability of a single person holding several posts, 

possibly in combination with being the accountable 

manager, should depend upon the nature and scale of the 

operation. The two main areas of concern should be 

competence and an individual’s capacity to meet his/her 

responsibilities. 

    

2 As regards competence in different areas of responsibility, 

there should not be any difference from the requirements 

applicable to persons holding only one post. 

    

3 The capacity of an individual to meet his/her 

responsibilities should primarily be dependent upon the 

scale 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. 

    

4 In most circumstances, the responsibilities of a 

nominated post holderperson 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 

concerned are clearly defined. 
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GM1-OR.OPS.210.AOC.135(a) Personnel requirements 

    

NOMINATED PERSONSPOST HOLDERS 

The smallest organisation that can be considered is the one-man 

organisation where all of the nominated posts are filled by the 

accountable manager, and audits are conducted by an 

independent person. 

[IA] Small organisations: audits 
responsibility lies with the Authority. 

It is an operator’s responsibility and in line 
with EU-.OPS.  

 

 

Appendix 1 to EU-OPS 
1.005(a), (b)(1) OPS 
1.035 Quality sSystem: 
In the case of a very 
small operator, the post 
of qQuality Manager 
manager may be held by 
a 

nominatedpostholder if 
external auditors are 
used. This applies also 
where the accountable 
manager is holding 

one or several of the 
nominated posts. 

 

GM2-OR.OPS.210.AOC.135(a)Personnel requirements 

1. [MS] write down the competence of the 
accountable manager 

2. [IA] In comparison with EU-OPS 1.175, 
this GM does not mention a nominated 
post-holder for the maintenance system. 

[Indiv] this section is completely 
inappropriate for most ballooning 
commercial activities. 

1. This is a prerogative of the organisation. 
Moreover OR.GEN.210(a) is clear on the 
responsibilities of the Accountable manager 

 

2. See previous response on maintenance 
system  

 

  

COMPETENCE OFNOMINATED PERSONSPOST 

HOLDERSCOMPETENCE 

[MS] provided that the Nominated 
Postholders will be subject to acceptance 
by the Competent Authority, the 
provisions in GM2.OR.OPS.210.AOC (a) 
should be adopted as AMC-material 
instead of GM. 

See previous response. 

 

The Agency considers that the GM should not 
be upgraded to AMC because a GM gives 
more flexibility for small organisations. 

EU-OPS 1.175, (i) 
nominated post holders 
must be acceptable to 
the authority 

 

TGL 44 

ACJ OPS 1.175(i) 

 

 

1 Nominated persons in accordance with 

OR.OPS.AOC.130post holdersshould be expected to 

possess the experience and licensing provisions which are 

listed in paragraphs 2 to 7 below. Exceptionally, iIn 

particular cases, and exceptionally, the competent 

authority may accept a nomination which 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 operation. 

 In line with ACJ OPS 1.175(i).  TGL 44 

ACJ OPS 1.175(i) 

 

2 Nominated post holderspersons should have:     
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a. pPractical experience and expertise in the 

application of aviation safety standards and safe 

operating practices; 

    

b. cComprehensive knowledge of:     

i. the applicable CommunityEuropean Union 

safety regulationsand any associated 

requirements and procedures; 

[IAand IND] The term community 
regulations seem to be very broad. 
Proposal:  Suggest to delete the reference 
to community regulations or be more 
specific i.e. Community regulation 
structure 

See changed text. 

 

 

  

ii. tThe operator certificate holder's operations 

specifications; 

    

iii. tThe need for, and content of, the relevant 

parts of the operator certificate holder's 

operations manual; 

    

c. fFamiliarity with management systemspreferably 

in the area of aviation; 

    

d. aAppropriate management experience, preferably 

in a comparable organisation; and 

[IND] remove the paragraph because 
there is basis in safety and no 
requirement for nominated Post Holders to 
have appropriate management experience 
in a comparable organisation. 

in line with ACJ OPS 1.175(i). By adding the 
word “preferably” the experience can be 
gained in an organisation in a different area. 

 

ACJ OPS 1.175(i) 

 

e. fFive years of relevant work experience of which at 

least two years should be from the aeronautical 

industry in an appropriate position. 

    

3 Flight Operations. The nominated post holder person 

or his deputy should hold or have held a valid Flight 

Crew Licence and the associated ratings appropriate to 

a the type of operation conducted under the oOperator 

cCertificate. In case the nominated person’s’ licence 

and ratings are not current his/her deputy should 

hold a valid fFlight Ccrew Llicence and the 

associated ratings. 

 

 

[IND] suggest to include "hold ,or have 
held, a valid...”; only one comment 
[REGA] did not agreed with it. 

[IA] comment similar to previous 
Proposal. 

GM2 OR.OPS.210.AOC(a)(3)  

Flight Operations. The nominated post 
holder or his deputy should hold a valid 
flight crew licence appropriate to the type 
of operation conducted under the operator 
certificate and at least one of the type 
ratings of the aircraft used by the 
operator, which must be valid during 
his/her function as post-holder. 
Furthermore, (s)he must be in possession 
of a valid medical certificate. 

 

Text has been changed after consulting 
Review Group 001.  

 

ACJ OPS 1.175(i)  
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4 Crew Training. The nominated post holderperson or 

his/her deputy should be a current tType rRating 

iInstructor on a type/class operated under the oOperator 

cCertificate. The nominated post holderperson should 

have a thorough knowledge of the oOperator cCertificate 

holder’s crew training concept for flight, cabin and when 

relevant other crew when relevant. 

    

5 Ground Operations. The nominated post holderperson 

should have a thorough knowledge of the operator 

certificate holder’s ground operations concept. 

    

6 Compliance monitoring. The nominated post holder 
compliance monitoring manager should possess knowledge of 
the following: 

a. The Air Operator Certificate holder’s safety policy; 

b. The concept of the compliance monitoring system; 

c. Management systems; 

d. Organisation manuals; 

e. Audit techniques; and 

f. Reporting and recording techniques. 

[IAand IND] Compliance is only one 
aspect of quality. We therefore suggest to 
re-introduce the EU-OPS terminology of 
quality manager. The quality manager 
should not be one of the post-holders and 
therefore the term post-holder should be 
avoided for this function. 

Deleted because “compliance monitoring” is 
deleted in the related IR. 

 

 

 

 

 

  

AMC OR.OPS.210.AOC(C) PERSONNEL REQUIREMENTS     

SUPERVISION OF STAFF 

The supervision of personnel may be undertaken by the 
appropriate nominated postholder(s) subject to time available. 

 This AMC is deleted. The supervision of staff 
is sufficiently regulated in the rule, there is 
no need for AMC, particularly when stating “ 
subject to the time available” (for the 
supervision by the nominated person) 

  

 SECTION V – FLIGHT CREW 
1 IND: specific AMC/GM for balloons is 

requested but none proposed. 

Noted. Additional means of compliance could 

be proposed for consideration in a new 

rulemaking task. 

  

Chapter 1 

GeneralCommon requirements 

    

AMC OR.OPS.015.FC (d) Composition of flight crew 1 IND: It is economically not bearable to 

upgrade all co-pilots to pilots-in-command 

to relieve other pilot-in-commands. 

2 MS, 1 IND (duplicated), 1 manufacturer: 

restore EU-OPS. The requirement for a 

command course is too restrictive. 

Text changed in line with EU-OPS and 

upgraded to IR. 

  

In-flight relief of flight crew members - aeroplanes     

A flight crew member should be considered suitably qualified to relieve another 
flight crew member of his duties at the controls in flight in the following cases: 
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1 The pilot-in-command may delegate the conduct of the flight to another 
qualified pilot provided the relieving pilot-in-command: 

1 IND, 1 MS: The relieving pilot will have 

no function as PiC. Change the text. 

Text changed in line with EU-OPS and 

upgraded to IR. 

  

a. holds the appropriate type or class rating;     

b. meets the applicable recent experience requirements for pilots-in-
command as specified in FCL.060; 

    

c. meets the relevant qualifications prescribed in OR.OPS.020, such as 
minimum level of experience, command course, competence regarding area, 
route, aerodrome, facilities and procedures; and 

    

d. meets any other requirements which the operator may have established 
for that purpose. 

    

2 The co-pilot may be relieved for the conduct of the flight by another 
qualified pilot provided that the relieving pilot: 

1 MS: recent experience described in FCL 

is not required. He shall meet the 90-day 

simulator and refresher training of OPS. 

Text changed in line with EU-OPS and 

upgraded to IR. 

  

a. holds the appropriate type or class rating;     

b. meets the applicable recent experience requirements for co-pilots as 
specified in FCL.060; and 

    

c. meets any other requirements which the operator may have established 
for that purpose. 

1 MS: not in line with EU-OPS Text changed in line with EU-OPS and 

upgraded to IR. 

  

3 For operations in the cruise phase of flight when operating above 
FL200 the recent experience requirements of 2.b above may be substituted by 
the recent experience requirements for cruise relief co-pilots as specified in 
FCL.060(b)(3). 

    

3.1 For commercial air transport operations in the cruise phase of flight 
when operating above FL200 the minimum requirements for a cruise relief co-
pilot include: 

1 MS: No reference to take-off and 

landing requirements and recency 

requirements in line with EU-OPS. 

Text changed in line with EU-OPS and 

upgraded to IR. 

  

a. holding a valid commercial pilot licence with an instrument rating and 
the appropriate type or class rating; and 

    

b. having undergone conversion and recurrent training and checking in 
accordance with the applicable requirements. 

    

4 A system panel operator may be relieved in flight by a crew member 
suitably qualified in accordance with applicable national rules. 

1 IND: change to flight engineer 

1 MS: term ‘system panel operator is not 

defined’. Consistent terms should be used. 

Accepted. Text changed.   

     

GM OR.OPS.015.FC Composition of flight crew 1. 1 IND: upgrade to IR 

2. 1 MS: amend title for clarification 

1. Accepted. Upgraded to IR. 

2. Upgraded to IR in accordance with EU-

OPS/JAR-OPS 3 

  

1 When engaging the services of flight crew members who are self-
employed and/or working on a freelance or part-time basis, the operator should 
pay special attention to the requirements of this section and the relevant 
elements of Part FCL, such as recent experience requirements. 

    

2 Particular attention should be paid to the total number of aircraft types 1 manufacturer: OR.OPS.055.FC does not Both referenced paragraphs address   
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or variants that a flight crew member may fly for the purposes of commercial air 
transportation, which should not exceed the requirements prescribed in 
OR.OPS.055.FC, and in OR.OPS.155.FC in the case of commercial air transport 
operations, including when his/her services are engaged by another operator.  

contain limitation on types. Delete 

reference. 

considerations to be taken into account when 

operating on more than one type or variant. 

But the references are redundant as the 

whole section has to be complied with. Text 

changed and references deleted. 

     

AMC1-OR.OPS.FC020105.FC(b)(2);(c)Nomination 

Designationas pilot-in-command/commander 

  AMC OPS 1/3.975  

ROUTE/AREA AND AERODROME EXPERIENCE KNOWLEDGEFOR 

COMMERCIAL OPERATIONS 

1 IND: Clarification required on how to 

classify offshore installations with respect 

to Ops Manual development of Part C and 

training for Cat B and C aerodromes. 

Paragraph added.   

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: 

    

1. Area and route competenceknowledge     

1.1a. Area and route competence training should include 

knowledge of: 

ia. tTerrain and minimum safe altitudes; 

bii. Sseasonal meteorological conditions; 

iiic. Mmeteorological, communication and air 

traffic facilities, services and procedures; 

ivd. Ssearch and rescue procedures where 

available; and 

ve. Nnavigational facilities associated with the 

area or route along which the flight is to take 

place. 

    

1.2b. Depending on the complexity of the area or route, 

as assessed by the operator, the following methods 

of familiarisation should be used: 

ai. fFor the less complex areas or routes, 

familiarisation by self-briefing with route 

documentation, or by means of programmed 

instruction; and 

bii. in addition, fFor the more complex areas or 

routes, in addition to sub-paragraph 

1.2.aabove, in-flight familiarisation as a pilot-

in-command/commander or co-pilot under 

supervision, observer, or familiarisation in a 

flight simulation training device n(FSTD) 

using a database appropriate to the route 

    



Part-OR 

Page 384 of 612 

A: Rule B: Summary of comments C: Response D: Source ref. and 

compliance 

E: ICAO ref. and 

compliance 

concerned. 

2. Aerodrome competenceknowledge     

2.1a. Aerodrome competence training should include 

knowledge of obstructions, physical layout, lighting, 

approach aids and arrival, departure, holding and 

instrument approach procedures,  and applicable 

operating minima and ground movement 

considerations. 

1 MS: Aerodrome competence training 

should also include ground movement 

considerations. This is part of runway 

incursion risk management. 

Accepted. Text changed.   

2.2b. The Ooperations Mmanual should describe the 

method of categorisation of aerodromes and, in the 

case of commercial air transport operations, provide 

a list of those aerodrome categorised as B or C. 

    

2.3c. All aerodromes to which an operator operates 

should be categorised in one of these three 

categories:. 

    

2.3.1i. Category A -.aAn aerodrome which meets all 

of the following requirements: 

aA. aAn approved instrument approach 

procedure; 

bB. aAt least one runway with no 

performance limited procedure for take-

off and/or landing; 

cC. pPublished circling minima not higher 

than 1000 feet above aerodrome level; 

and 

dD. nNight operations capability. 

    

2.3.2ii. Category B -.aAn aerodrome which does not 

meet the cCategory A requirements or which 

requires extra considerations such as: 

aA. nNon-standard approach aids and/or 

approach patterns; 

bB. uUnusual local weather conditions; 

cC. uUnusual characteristics or performance 

limitations; or 

dD. aAny other relevant considerations 

including obstructions, physical layout, 

lighting etc. 

    

2.3.3iii. Category C -.aAn aerodrome which 

requires additional considerations to a 

cCategory B aerodrome;. 

    

iv. Offshore installations may be categorised     
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as Category B or C aerodromes, taking 

into accountthe limitations determined in 

accordance withAMC2-CAT.OP.105.H Use 

of operating sites - helidecks. 

3. Prior to operating to: 

a. a cCategory B aerodrome, the pilot-in-

command/commander should be briefed, or self-

briefed by means of programmed instruction, on the 

cCategory B aerodrome(s) concerned. The 

completion of the briefing should be recorded.This 

recording may be accomplished after 

completion or confirmed by the pilot-in-

command/commander before departure on a 

flight involving category B aerodrome(s) as 

destination or alternate(s) aerodromes. 

b. a cCategory C aerodrome, the pilot-in-

command/commander should be briefed and visit 

the aerodrome as an observer and/or undertake 

instruction in an FSTDFflight sSimulator. The 

completion of the briefing, visit and/or instruction 

should be recorded. 

1 IND: The provisions in 3 b – requiring a 

visit or simulator training, presumably at 

12 months intervals – are particularly 

difficult for operators to comply with, 

because it reduces flexibility and carries 

additional costs without a direct safety 

benefit. This is because such a visit every 

12 months does not necessarily provide 

the pilot-in-command with the knowledge 

and skills to operate at airports that 

require additional considerations under 

circumstances other than those actually 

encountered during the visit. The industry 

had earlier raised this issue vis-à-vis JAA, 

suggesting that programmed instruction 

may fulfil the requirement. An alternative 

for operators would be to categorise all 

aerodromes that do not qualify as 

category A, as category B aerodromes. 

This would not formally constitute lack of 

compliance inasmuch as ‘additional 

considerations’ for category C aerodromes 

are not defined. However, from an 

operational perspective it does make good 

sense to have a category for the most 

challenging aerodromes. It should, 

however, be possible for an operator to 

establish an alternative means of 

compliance for currency for pilots-in-

command for such aerodromes. One 

system that could be employed would 

include an explicit scheme for assessment 

of relative difficulty of operation, for 

example with its basis in FSF CFIT 

checklist. Based on the risk factor, the 

aerodromes are categorised, possibly with 

higher differentiation than categories A, B 

and C. An operator may also want to 

specify and define the ‘additional 

considerations’ that require special 

release. An operator may introduce 

programmed instruction in the form of 

aerodrome briefing pages or CBT 

multimedia briefings, as well as simulator 

training which may be of a generic nature 

for types of operation that are unique to a 

subset of the most difficult aerodromes, 

e.g. increased bank during climb-out. An 

The comment has merit, but the suggested 

text relates only to large aeroplane 

operations to well-equipped airports. The 

existing text is more general and covers a 

much wider range of operations. The 

comments may be proposed as an 

alternative means of compliance for airline-

type operations. 

 

Further text added by review group. One 

solution today is that the commander signs 

off his/her knowledge on category B 

aerodromes with the OFP signature. It should 

be made clear in the AMC. 
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operator may require a visit for initial 

release, and programmed instruction for 

recurrency. It is therefore suggested that 

AMC OR.OPS.020.FC(b)(2) either be 

presented as GM instead of AMC, or that 

the AMC is reworded, or that the AMC is 

supplemented by an AMC2. Text proposal 

made. 

     

AMC1-OR.OPS.FC.105(c) Designation as pilot-in-

command/commander 

ROUTE/AREA AND AERODROME RECENCY 

1. The 12-month periodshould be counted from the 

last day of the month: 

a. when the familiarisation training was 

undertaken; or 

b. of the latest operation on the route or areato 

be flown and of the aerodromes, facilities and 

procedures to be used. 

2. When the operation is undertaken within the last 

threecalendar months of that period, the new 12-

month period should be counted from the original 

expiry date. 

  EU-OPS/JAR-OPS 

1/3.975, (b)+(d) 

 

     



Part-OR 

Page 387 of 612 

A: Rule B: Summary of comments C: Response D: Source ref. and 

compliance 

E: ICAO ref. and 

compliance 

AMC2-OR.OPS.FC.105(c) Designation as pilot-in-

command/commander 

ROUTE/AREA AND AERODROME RECENCY - COMMERCIAL 

OPERATIONS OTHER THAN COMMERCIAL AIR TRANSPORT 

AND PERFORMANCE CLASS B AEROPLANES OPERATED 

UNDER VISUAL FLIGHT RULES (VFR)BY NIGHT OR 

INSTRUMENT FLIGHT RULES (IFR)IN COMMERCIAL AIR 

TRANSPORT OPERATIONS 

1. In the case of commercial operations other than 

commercial air transport and commercial air transport 

operations with performance class B aeroplanes operating 

VFR by night or IFR, the knowledge should be maintained 

as follows: 

1a. except for operations to the most demanding 

aerodromes, by completion of at least 10 flight 

sectors withinthe area of operation during the 

preceding 12 months in addition to any required 

self briefing;. 

2b. operations to the most demanding aerodromes may 

be performed only if: 

ia. the pilot-in-command/commander has been 

qualified at the aerodrome within the 

preceding 36 months by a visit asan operating 

flight crew member or as an observer; 

bii. the approach is performed in visual 

meteorological conditions (VMC) from the 

applicable minimum sector altitude; and 

ciii. an adequate self-briefing has been made prior 

to the flight. 

  EU-OPS Appendix 1 to 

OPS 1.005(a), (b)37.(ii) 

 

     

GM1-OR.OPS.FC.105(d) Designation as pilot-in-

command/commander 

PERFORMANCE CLASS B AEROPLANES OPERATED VFR DAY 

IN COMMERCIAL AIR TRANSPORT OPERATIONS 

For VFR day commercial air transport operations 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. 

  EU-OPS Appendix 1 to 

OPS 1.005(a), (b)37.(i) 
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AMC1-GM OR.OPS.040.FC.125 Differences and 

familiarisation training 

    

GENERAL 

1. Differences training requires additional knowledge and 

training on the aircraft or an appropriate training device. 

It should be carried out: 

a. wWhen introducing a significant change of 

equipment and/or procedures on types or variants 

currently operated; and 

b. iIn the case of aeroplanes, when operating another 

variant of an aeroplane of the same type or another 

type of the same class currently operated; or 

c. iIn the case of helicopters, when operating a variant 

of a helicopter currently operated. 

1 MS: Amend the end of 1 and 2 as 

follows: “it should be carried out 

whenever the change requires acquisition 

of additional knowledge and training by 

the flight crew” In addition, this material 

should rather be in an AMC instead of a 

GM. 

The proposed text is already included. 

Accepted to upgrade to AMC. 

EU-OPS/JAR-OPS 

1/3.950, (a)(1) 

 

2. Familiarisation training requires only the acquisition of 

additional knowledge. It should be carried out when: 

a. operating another helicopter or aeroplane of the 

same type; or  

b. wWhen introducing a significant change of 

equipment and/or procedures on types or variants 

currently operated. 

  EU-OPS/JAR-OPS 

1/3.950, (a)(2) 

 

     

AMC OR.OPS.050.FC  Moved to IR OR.OPS.FC.235   

Commercial air transport 1 IND (duplicated): Add below FL 200 in 

all points 

Not accepted. This is a transposition of EU-

OPS/JAR-OPS 3. The proposal would alter the 

intent and should be subject to a new RM 

task. The commenter is requested to provide 

a safety justification for the request. 

  

1 Pilots-in-command whose duties require them to operate in either seat 
and carry out the duties of co-pilot, or pilots-in-command required to conduct 
training or checking duties, should complete additional training and checking as 
specified in the Operations Manual, concurrent with the operator proficiency 
checks prescribed in OR.OPS.145.FC(b). This additional training should include 
at least the following: 

1 IND: A better definition of training and 

checking elements is required to remove 

ambiguity. 

The rewording proposal is not understood. 

No text change. 

  

a. An engine failure during take-off;      

b. A one engine inoperative approach and go-around; and     

c. A one engine inoperative landing.      

1.1 In the case of helicopters, these pilots should also complete their 
proficiency checks respectively from left and right hand seats, on alternate 
proficiency checks, provided that when the type rating proficiency check is 
combined with the operator proficiency check the pilot-in-command completes 

1 IND: The requirement to complete the 

type rating proficiency check from the 

normally occupied seat is restrictive and 

unnecessary. Helicopter PiCs who operate 

This is a transposition of JAR-OPS 3. The 

issue requires further assessment, which 

should be part of a future RM task. 
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his/her training or checking from the normally occupied seat. from both seats will undergo proficiency 

checks in alternate seats under the 

requirements of this paragraph. It does 

not matter whether the proficiency check 

is for the type rating or operator check, 

since the content of each check is almost 

identical. Also, there appears to be no 

definition of “normally occupied seat”. It 

could be interpreted as the command seat 

(generally RHS in helicopters), or the seat 

most frequently occupied, which will 

depend on the nature of the operation. 

Clarify the intention of the requirement. 

Suggest deleting the last part of the 

sentence as FCL allows the type skill 

test/proficiency check for a multi-pilot 

helicopter to be conducted in either seat. 

2 When engine-out manoeuvres are carried out in an aircraft, the engine 
failure should be simulated. 

    

2.1 In the case of single engine helicopters, the auto-rotative landing 
should be carried out respectively from left and right hand seats on alternate 
proficiency checks. 

    

3 When operating in the co-pilot’s seat, the checks required by 
OR.OPS.145.FC for operating in the pilot-in-command seat should, in addition, 
be valid and current. 

    

4 A pilot relieving the pilot-in-command should have demonstrated, 
concurrent with the operator proficiency checks prescribed in OR.OPS.145.FC 
(b), practice of drills and procedures which would not, normally, be the relieving 
pilot’s responsibility. Where the differences between left and right seats are not 
significant (for example because of use of autopilot) then practice may be 
conducted in either seat. 

    

5 A pilot other than the pilot-in-command occupying the pilot-in-command 
seat should demonstrate practice of drills and procedures, concurrent with the 
operator proficiency checks prescribed in OR.OPS.145.FC (b), which would 
otherwise have been the pilot-in-command’s responsibility acting as pilot non-
flying. Where the differences between both seats are not significant (for example 
because of use of autopilot) then practice may be conducted in either seat. 

1 IND (duplicated): consider changing PNF 

to pilot monitoring 

Accepted. Text changed.   

     

AMC1-OR.OPS.FC.145(b) Provision of training 

OPERATIONAL SUITABILITY DATA 

When establishing the training programmes and syllabi, 

the operator should use the recommendations of the 

operational suitability data established in accordance with 

Part-21 for the relevant types. 

 Added to create the appropriate link with the 

OSD. 
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AMC1-OR.OPS.FC.145(d) Provision of training 

FLIGHT SIMULATION TRAINING DEVICES (FSTDS) 

An operator should classify any differences between the 

aircraft and FSTD in accordance with the Air Transport 

Association (ATA) chapters as follows: 

Compliance Levels 

1. Level A differences: 

a. no influence on flight characteristics; 

b. no influence on procedures (normal and/or 

abnormal); 

c. differences in presentation; and 

d. differences in operation. 

Method: self-instruction via the operations manual 

or flight crew information. 

2. Level B differences: 

a. no influence on flight characteristics; 

b. influence on procedures (normal and/or 

abnormal); and 

c. possible differences in presentation and 

operation. 

Method: flight crew information, computer-based 

training, system device training or special 

instruction byinstructor. 

3. Level C differences: 

a. influence on flight characteristics; 

b. influence on procedures (normal and/or 

abnormal); and 

c. 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 

programme. 

4. Level D differences: 

a. influence on flight characteristics; and/or 

b. influence on procedures (normal and/or 

abnormal); and/or 

c. differences in presentation and/or operation; 

and 

d. FSTD is level D qualified and is used for zero 

flight-time training (ZFTT). 
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Method: aspecified partial training on another FSTD or 

aircraft or a waiver because of previousexperience, special 

instruction or training programme 

     

Chapter 2 

Additional requirements for commercial air 

transport operations 

    

AMC1-OR.OPS.FC.115200.FC(a) Composition of flight crew 
    

CREWING OF INEXPERIENCED FLIGHT CREW MEMBERS 1 IND: The use of hours as a metric does 

not differentiate between different types 

of operations. Sectors are a better metric 

for the purpose of measuring experience. 

Our proposal would therefore be to use 

sectors as a measure of experience. 

For the time being, the use of hours is one of 

the basic principles for measuring pilot 

experience. The text is also atransposition of 

EU-OPS. Changes should be subject to a 

future rulemakingtask provided the 

commenter submits a detailed proposal. 

AMC OPS 1/3.940, (a)(4)  

The operator should establish procedures in the operations 

manual taking into account the following elements:. 

 The additional sentence is added to reflect 

the notion of ‘acceptable to the authority’. It 

is found to be more appropriate to require a 

description in the OM. Moreover, in 

accordance with OR.OPS.FC.145, all training 

and checking programmes require prior 

approval. 

EU-OPS/JAR-OPS 

1/3.940, (a)(4) 

 

 

A. Aeroplanes     

1. An operator should consider that a flight crew member is 

inexperienced, following completion of a Ttype Rrating or 

command course, and the associated line flying under 

supervision, until he/she has achieved on the type 

either: 

    

a. 100 flying flighthours and flown 10 sectors within a 

consolidation period of 120 consecutive days; or 

    

b. 150 flying flighthours and flown 20 sectors (no 

time limit). 

    

2. A lesser number of flying flighthours or sectors, 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 MS: The list of conditions should be 

exclusive and therefore there should be 

the word “or” after both paragraphs a. 

and b. 

Text amended.   

a. aA new operator is commencing operations;     

b. aAn operator introduces a new aeroplane type;     

c. fFlight crew members have previously completed a  Link to OSD inserted following review group   
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type conversion course with the same operator; or 

d. credits are defined in the operational 

suitability data established in accordance with 

Part-21; or 

comment. 

ed. tThe aeroplane has a Mmaximum Ttake-off Mmass 

belowof less than 10 tonnes or a Mmaximum 

Approved pPassenger Sseating Cconfiguration of 

less than 20. 

    

B. Helicopters     

31. An operator should consider that, when two flight crew 

members are required, a flight crew member, following 

completion of a Ttype Rrating or command course, and 

the associated line flying under supervision, is 

inexperienced until either: 

    

a. hHe/she has achieved 50 flight hours on the type 

and/or in the role within a period of 60 days; or 

    

b. hHe/she has achieved 100 flight hours on the type 

and/or in the role (no time limit). 

    

42. A lesser number of flight hours, on the type and/or in the 

role, and subject to any other conditions which the 

competent authority may impose, may be 

acceptable to the competent authority when one of 

the following appliesmay be considered if: 

1 MS: The wording of the opening for the 

helicopter paragraph is different to that of 

the aeroplane. For consistency it should 

be the same where possible. 

Accepted. Text changed.   

a. aA new operator is commencing operations; or     

b. aAn operator introduces a new helicopter type; or     

c. fFlight crew members have previously completed a 

type conversion course with the same operator (re-

conversion); or 

d. cCredits are defined in the operational 

suitability data established in accordance with 

Part-21. 

 Link to OSD inserted following review group 

comment. 
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AMC1-OR.OPS.FC.205.HCommand course 

COMBINED UPGRADING AND CONVERSION COURSE– 

HELICOPTER 

If a pilot is converting from one helicopter type or variant 

to another when upgrading to commander: 

1. the command course should also include a 

conversion course in accordance with 

OR.OPS.FC.220; and 

2. additional flight sectors should be required for a 

pilot transitioning onto a new type of helicopter. 

  Appendix 1 to JAR-OPS 

3.955, (a)(2) 

 

 
    

AMC1-OR.OPS.FC.030115.FCand &OR.OPS.130215.FC Crew 

Resource Management (CRM) 

CRM TRAINING 

  ACJ OPS (AMC/IEM) 

1.943/1.945(a)/1.955(b)

(6)/1.965(e) 

ACJ No 1/2 to JAR-OPS 

3.943 

ACJ OPS 1/3.945(a)(9) 

 

1. General     

a.1.1 Crew Resource Management (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.1.2 The objective of CRM is to enhance the communication 

and management skills of the flight crew member 

concerned. The emphasis is placed on the non-technical 

aspects of flight crew performance. 

    

c.1.3 CRM training should reflect the culture of the operator as 

well as type of operation and be conducted by means 

of both classroom training and practical exercises 

including group discussions and accident and serious 

incident reviews to analyse communication problems and 

instances or examples of a lack of information or crew 

management. 

1 MS: amend to also say that it has to 

reflect the kind of operations 

Accepted. Text amended.   

d.1.4 Whenever it is practicable to do so, consideration should 

be given to conducting relevant parts of CRM training in 

synthetic training devicesFSTDs which reproduce, in an 

acceptable way, a realistic operational environment and 

permit interaction. This includes, but is not limited to, 

appropriate line oriented flight training (LOFT) 

scenarios conducted in simulatorsFSTDs. 

    

e.1.5 It is recommended that, whenever possible, initial CRM 

training be conducted in a group session away from the 

1 IND: The direction to complete Initial 

CRM "outside the operator premises", 

Text amended to clarify the intent.   
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pressures of their usual working environment 

outside the operator premises so that the opportunity is 

provided for flight crew members to interact and 

communicate away from the pressures of their usual 

workingin an environment conducive to learning. 

albeit "whenever possible" is very 

restrictive. Large ATOs and operators will 

have excellent training facilities on a site 

owned and operated by the ATO or 

organisation. These should not be 

precluded as a location for CRM training. 

Proposal to add: ‘…operator premises or 

at a recognised training centre’. 

2. Initial CRM Training     

2.1a. Initial CRM training programmes are designed to 

provide knowledge of, and familiarity with, human 

factors relevant to flight operations. The course 

duration should be a minimum of one day for 

single-pilot operations and two days for all other 

types of operations. It should cover all the elements 

indicated in paragraph 6 below.  

    

2.2b. A CRM trainer should: 1. 1 MS: Should be moved to point 1 as 

1.6 and changed. Text proposal made. 

The qualification of a CRM trainer has not 

to be limited to Initial CRM as it is now, 

but applies to all kinds of CRM with 

variants related to the content of the 

training and the environment of the 

training (classroom, simulator, flight, 

initial, type, operator's, recurrent training 

and so on) but not to the competent 

behaviours that he/she shall use. Many 

surveys carried out in these years have 

demonstrated that having commercial 

flight experience as crew member is not a 

guarantee of effectiveness without 

appropriate training but is essential for 

face validity and practical value of CRM 

training.  The proposed elements of 

competence are more easily and 

objectively measured than the existing 

ones that are included anyway. To leave 

to the authorities to determine the level of 

experience and qualification that a CRM 

supervisor shall have, gives a fair amount 

of flexibility for the different cultures and 

national situations 

2. 1 IND: This AMC appears to rule out 

existing CRM instructors who were not 

aircrew but who have been found to be 

acceptable by the authority. Is it the 

intention to remove any existing approvals 

for such instructors when this NPA is 

enacted fully? Within the proposal a 

change should be made to make the role 

1. The text is transposed in accordance with 

EU-OPS/JAR-OPS 3. The comment should be 

subject to a future rulemaking task. The 

commenter is asked to submit a related 

proposal. 

2. This is now contained in AMC2. 

3. Please see response to 1 and 2 above. 
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of CRM instructor open to flight crew who 

have been declared medically unfit to fly 

or who have reached a certain age. 

3. 1 MS: An individual without commercial 

aircrew experience should only be able to 

become, or continue to be a CRM 

instructor, but only if they can 

demonstrate to the national authority that 

they have the necessary instructional and 

facilitational skills, sufficient knowledge of 

the operation and flight deck 

environment,and the credibility to be able 

to train all of the Pilot CRM Training 

syllabus to the same standard as a CRM 

Instructor with Commercial flight crew 

compartment experience. Amend 2.2 and 

add new 2.3. Text proposal made. 

     

ai. possess group facilitation skills;      

iib. have and maintain adequate knowledge of the 

operation and the aircraft type, preferably 

through current commercial air transport 

experience as a flight crew member; 

    

iiic. have successfully passed the hHuman 

pPerformance and lLimitations (HPL) 

examination whilst recently obtaining the 

airline transport pilot licence (ATPL) in 

accordance with Part-FCL; or followed a 

theoretical HPL course covering the whole 

syllabus of the HPL examination; 

    

ivd. have completed initial CRM training;     

ve. have received additional education in the fields 

of group management, group dynamics and 

personal awareness;  

    

vif.  be supervised by suitably qualified CRM 

training personnel when conducting their 

his/herfirst initial CRM training session. 

 

    

c.2.3 An operator should ensure that initial CRM training 

addresses the nature of the operations of the 

operator concerned, as well as the associated 

procedures and the culture of the operator. This will 

include areas of operations which thatproduce 

particular difficulties or involve adverse climatic 

1 MS: Should be moved after point 3.2. 

Substitute ‘initial CRM’ with ‘conversion 

course CRM training’. Initial CRM has a 

general scope. Operator’s conversion 

course should include all elements of 2.3. 

This change should be subject to a future 

rulemaking task with appropriate 

consultation. The commenter is requested to 

submit an associated proposal for a new 

rulemaking task. 
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conditions and any unusual hazards. 

d.2.4 If the operator does not have sufficient means to 

establish initial CRM training, use may be made of a 

course provided by another operator, or a third 

party or training organisation. In this event the 

operator should ensure that the content of the 

course meets his/her operational requirements. 

When crew members from several companies follow 

the same course, CRM core elements should be 

specific to the nature of operations of the 

companies and the trainees concerned. 

1 MS: should be moved as 1.7. Substitute 

‘initial CRM’ with ‘CRM training’. Many 

small operators don't have the resources 

and competence to do any CRM training in 

a classroom. For simulators they use 

mostly providers. It is not just an initial 

CRM problem. 

This change should be subject to a future 

rulemaking task with appropriate 

consultation. The commenter is requested to 

submit an associated proposal for a new 

rulemaking task. 

  

e.2.5 A flight crew member’s CRM skills should not be 

assessed during initial CRM training. 

    

3. Operator conversion cCourse -– CRM training     

3.1a..  If the flight crew member undergoes a 

conversion course with a change of aircraft type, 

elements of CRM should be integrated into all 

appropriate phases of the operator’s conversion 

course, in accordance with paragraph 6 below. 

    

3.2b. If the flight crew member undergoes a conversion 

course with a change of operator, elements of CRM 

should be integrated into all appropriate phases of 

the operator’s conversion course, in accordance with 

paragraph 6 below. 

    

3.3c. A flight crew member should not be assessed when 

completing elements of CRM training which thatare 

included in the operator conversion course. 

    

4. Command course -– CRM training     

4.1a. An operator should ensure that elements of CRM are 

integrated into the command course in accordance 

with paragraph 6 below. 

    

4.2b. A flight crew member should not be assessed when 

completing elements of CRM training which thatare 

included in the command course, although feedback 

should be given.  

    

5. Recurrent CRM training     

5.1a. An operator should ensure that:     

ai. eElements of CRM are integrated into all 

appropriate phases of recurrent training every 

year, in accordance with paragraph 6 below,; 

and that modular CRM training covers the 

same areas over a maximum period of 3 
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threeyears; and. 

Bii. rRelevant modular CRM training is conducted 

by CRM trainers qualified according to 

paragraph 2.b2. 

1 MS: Should be deleted if CRM 

competence and supervision are included 

in point 1 General. CRM trainer 

competence and qualifications are a 

general issue for all CRM training, not just 

RT. 

Please refer to response above.   

5.2b. A flight crew member should not be assessed when 

completing elements of CRM training which thatare 

included in the recurrent training. 

    

6. Implementation of CRM     

6.1a. The following table indicates which elements of CRM 

should be included in each type of training: 

Table 1: Elements of CRM to be included in training 

1 MS: Table: Recurrent Training vs. Case 

studies, to be changed from ‘as 

appropriate’ to ‘In depth’ or ‘Required’. As 

appropriate is a too ambiguous term. Case 

studies as identified by the accident 

prevention program and management 

system are the main part of the inputs to 

identify areas that warrant extra attention 

during CRM RT revision that shall take 

place over a period not exceeding three 

years. This can’t be addressed without 

proper attention to keep coherence with 

AMC1 OR.OPS.145.FC and also AMC2 

OR.OPS.115.CC page 105. 

Accepted. Text changed.   

     

Core Elements Initial 

CRM 

Training 

Operator 

conversion 

course 

when 

changing 

type 

Operat

or 

conver

sion 

course 

when 

changi

ng 

operato

r 

Comman

d course 

Recurrent 

training 

Human error 

and reliability, 

error chain, 

error 

prevention and 

detection 

In-depth In-depth 
Overvie

w 
Overview Overview 
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Operator 

safety culture, 

standard 

operating 

procedures 

(SOPs), 

organisational 

factors  

In-

depth  

Stress, stress 

management, 

fatigue & 

vigilance 

Not 

required 

Information 

acquisition and 

processing 

situation 

awareness, 

workload 

management 

Decision 

making 

Not 

require

d 

Communicatio

n and co-

ordination 

inside and 

outside the 

cockpit flight 

crew 

compartment 

Leadership and 

team 

behaviour 

synergy  

Overview 

Overvie

w 

In-depth 

Automation, 

philosophy of 

the use of 

automation (if 

relevant to the 

type) 

In-

depth 

Specific type-

related 

differences  

As 

required 
In-depth 

Not 

require

d 

As 

required 
As required 

Case based 

studies  In-depth  In-depth 
In-

depth 
In-depth 

As 

appropriateI

n-depth 
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7. Co-ordination between flight crew and cabin/technical 

crew training 

    

7.1a. Operators should, as far as is practicable, provide 

combined training for flight crew and cabin/technical 

crew including briefing and debriefing. 

    

7.2b. There should be an effective liaison between flight 

crew and cabin/technical crew training departments. 

Provision should be made for transfer of relevant 

knowledge and skills between flight and 

cabin/technical crew instructors to observe and 

comment on each others training. 

1 IND: The requirement to have cabin and 

flight crew CRM instructors observe each 

other and comment on each other'’s style 

is completely impractical and must be 

removed. In large organisations where 

CRM training takes place in many diverse 

locations it is simply not possible to 

arrange this without significant cost and 

inefficiencies. Large organisations have 

hundreds of CRM instructors. It is the task 

of training managers to oversee the 

activities of instructors and to unify their 

style and method. Once provision for this 

is in place the function is catered for. 

Text amended to be more performance-

based. 

  

8. Assessment of CRM Skills  1 IND: There should be no assessment of 

CRM skills 

Further assessment of this aspect is 

necessary. This should be subject to a future 

rulemaking task. The commenter is 

requested to submit a related rulemaking 

proposal. 

  

a.8.1 Assessment of CRM skills is the process of 

observing, recording, interpreting and debriefing 

crews’ and crew member’s performance and 

knowledge using an acceptable methodology in the 

context of overall performance. It includes the 

concept of self-critique, and feedback which can be 

given continuously during training or in summary 

following a check. In order to enhance the 

effectiveness of the programme this methodology 

should, where possible, be agreed with flight crew 

representatives. 

1. 1 IND: delete ‘where possible’.  The 

participation of the flight crew 

representatives in the programme is 

essential so that flight crew members can 

gain confidence in the process. 

2. 1 IND: Methodology should be agreed 

with Flight Crew reps. This should be ‘best 

practice’ rather than legal requirement. 

1. Not accepted. The AMC allows flight crew 

participation. 

2. The text stems from EU-OPS/JAR-OPS 3. 

  

b.8.2 NOTECHS (non-technical skills evaluation) or 

other acceptable methods of assessment should be 

used. The selection criteria and training 

requirements of the assessors and their relevant 

qualifications, knowledge and skills should be 

established. 

    

c.8.3 Assessment of CRM skills should:     

ia. pProvide feedback to the crew and the 

individual and serve to identify retraining 
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where needed; and 

bii. bdBe used to improve the CRM training 

system.  

    

8.4d. Prior to the introduction of CRM skills assessment, a 

detailed description of the CRM methodology 

including terminology used should be published in 

the oOperations mManual. 

    

8.5e. Methodology of CRM skills assessment:     

ai. An operator should establish the CRM training 

programme including an agreed terminology. 

This should be evaluated with regard to 

methods, length of training, depth of subjects 

and effectiveness. 

    

iib. A training and standardisation programme for 

training personnel should then be established. 

    

iiic. The assessment should be based on the 

following principles: 

    

iA. oOnly observable, repetitive behaviours 

are assessed; 

    

Bii. tThe assessment should positively reflect 

any CRM skills that result in enhanced 

safety; 

    

iiiC. aAssessments should include behaviour 

which contributes to a technical failure, 

such technical failure being errors 

leading to an event which thatrequires 

debriefing by the person conducting the 

line check; and 

    

ivD. tThe crew and, where needed, the 

individual are verbally debriefed. 

    

8.6f. De-identified summaries of all CRM assessments by 

the operator should be used to provide feedback to 

update and improve the operator’s CRM training. 

    

8.7g. Operators should establish procedures, including 

retraining, to be applied in the event that personnel 

do not achieve or maintain the required standards. 

1 MS: change to ‘CRM standards’. It needs 

some specification as this principle applies 

to all situations in which personnel do not 

achieve or maintain adequate standards. 

The specification is useful because it 

doesn’t imply that this training is only 

given after a failed check. 

This AMC addresses CRM. CRM should be 

part of all operational activities. 
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8.9h. If the operator proficiency check is combined with 

the tType rRating revalidation/renewal check, the 

assessment of CRM skills will satisfy the mMulti-

cCrew cCo-operation requirements of the tType 

rRating revalidation/renewal. This assessment will 

not affect the validity of the tType rRating. 

    

9. Levels of Training.     

a. Overview. When oOverview training is required it 

will normally be instructional in style. Such training 

should refresh knowledge gained in earlier training. 

    

b. In-Depth. When iIn-d Depth tTraining is required it 

will normally be interactive in style and should 

include, as appropriate, case studies, group 

discussions, role play and consolidation of 

knowledge and skills. Core elements should be 

tailored to the specific needs of the training phase 

being undertaken. 

    

10. Use of automation.     

10.1a. The operator conversion course should 

include training in the use and knowledge of 

automation and in the recognition of systems and 

human limitations associated with the use of 

automation. An operator should therefore ensure 

that a flight crew member receives training on: 

    

ai. tThe application of the operations policy 

concerning the use of automation as stated in 

the oOperations mManual; and 

    

bii. sSystem and human limitations associated 

with the use of automation. 

    

10.2b. The objective of this training should be to 

provide appropriate knowledge, skills and 

behavioural patterns for managing and operating 

automated systems. Special attention should be 

given to how automation increases the need for 

crews to have a common understanding of the way 

in which the system performs, and any features of 

automation which make this understanding difficult. 
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AMC2-OR.OPS.FC.115&.215  Crew Resource 

Management (CRM) 

CRM TRAINER 

As an alternative to paragraph 2.b. of AMC1-

OR.OPS.FC.115& .215, the following qualifications and 

experience are also acceptable for a CRM trainer: 

1. a flight crew member holding a recent qualification 

as a CRM trainer may continue to be a CRM trainer 

even after the cessation of active flying duties; 

2. an experienced non-flight crew CRM trainer having 

a knowledge of HPL; and 

3. a former flight crew member having knowledge of 

HPL may become a CRM trainer if he/she maintains 

adequate knowledge of the operation and aircraft 

type and meets the provisions of AMC1-

OR.OPS.FC.115& .215, paragraphs 2.b.i., iv., v. and 

vi. 

  ACJ OPS (AMC/IEM) 

1.943/ 1.945(a)/ 

1.955(b)(6)/ 1.965(e), 

2.2.b; ‘acceptable to the 

authority’ not transposed 

as an AMC provides for 

presumption of 

compliance with the rule. 

 

 
    

AMC1-OR.OPS.135.FC.220 Operator conversion training 

and checking 

1 IND: the text from EU-OPS should be 

hard law 

The review group advised to keep this AMC. Appendix 1 to OPS 1.945 

AMC OPS 1/3.945 

 

OPERATOR CONVERSION TRAINING SYLLABUS- PILOTS     

1. General     

a.1.1 The operator conversion training should include, in 

the following order: 

1. 1 IND: restructure the paragraph into a 

logical sequence. First ground training 

which may be combined with simulator 

training; then flight training; emergency 

and safety equipment training before or 

after flight training, depending on the use 

of aircraft or simulator; then line flying 

under supervision, then line check. The 

sequence of the training elements cannot 

be established as an optional way to train. 

Several elements may be combined, like 

ground training and simulator training; 

other elements clearly need a logical 

sequence; e.g. if no simulator is used, 

flight training must follow ground training. 

2. IND: Delete “in the following order” as 

it gives no flexibility in the programs and 

resources used. E.g. ground training and 

checking running parallel with full flight 

simulator sessions. 

The order of this paragraph is the one from 

EU-OPS. The review group agreed not to 

make any changes at this stage. 

Appendix 1 to OPS 1.945, 

(a)&(b) 
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ia. gGround training and checking, including 

aircraft systems, and normal, abnormal and 

emergency procedures; 

    

iib. eEmergency and safety equipment training 

and checking, (completed before any flying 

flighttraining in an aircraft commences); 

1. 1 IND: transfer to IR. Amend b to read 

the text in brackets: completed before line 

flying under supervision if an FSTD is used 

or before flying training in the aircraft 

commences. Delete e. It may be 

performed after b. Re-align with EU-OPS. 

2. 1 IND: There is no need to complete 

the training under b. before simulator 

training. 

In consultation with the review group it is 

agreed to keep this provision AMC. A text 

clarification is provided by the review group. 

The order of items is a transposition of EU-

OPS and not changed. 

  

iiic. fFlightying training and checking (aircraft 

and/or flight simulatorFSTD); and 

    

ivd. lLine flying under supervision and line check.; 

and 

    

e.b. When a flight crew member has not previously 

completed an operator’s conversion course, he/she 

should undergo general first-aid training and, if 

applicable, ditching procedures training using the 

equipment in water. 

  Appendix 1 to OPS 1.945, 

(d) 

 

c. Where the emergency drills require action by the 

non-handling pilot, the check should additionally 

cover knowledge of these drills. 

 Paragraph moved from GM OR.OPS.FC.230 

Recurrent Training and Checking 

  

d.1.2 The operator’s conversion may be combined with 

the a newtype/class rating training as required by 

Part-FCL. 

1 MS: add: “… combined with new 

type/class rating as required by Part FCL." 

Without this corrected formulation no 

licence endorsement would be possible. 

Accepted. Text changed.   

e. The operator should ensure that the personnel 

integrating elements of CRM into conversion 

training are suitably qualified. 

 To ensure consistency with EU-OPS. EU-OPS 1.945, (a)(3)  

2. Ground training     

2.1a. Ground training should comprise a properly 

organised programme of ground instruction 

supervised by training staff with adequate 

facilities, including any necessary audio, mechanical 

and visual aids. Self-study using appropriate 

electronic learning aids, computer-based 

training (CBT), etc. may be used with 

adequate supervision of the standards 

achieved. However, if the aircraft concerned is 

relatively simple, unsupervised private study may 

be adequate if the operator provides suitable 

1 IND (duplicated): This would preclude 

the use of e-Learning or CBTs. Also, web-

based training is a growing aspect of 

aviation training. Many airlines and 

training organisations use web-based 

training for subjects such as Dangerous 

Goods and Security. These courses and 

modules are approved by aviation 

authorities and Government Transport 

Departments alike. Provision must be 

made in these sections. 

Accepted. Text amended.   
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manuals and/or study notes. 

2.2b. The course of ground instruction should incorporate 

formal tests on such matters as aircraft systems, 

performance and flight planning, where applicable. 

    

3. Emergency and safety equipment training and checking.     

3.1a. Emergency and safety equipment training should 

take place in conjunction with cabin/technical crew 

doing undergoingsimilar training with emphasis on 

co-ordinated procedures and two-way 

communications between the cockpitflight crew 

compartment and the cabin. 

1 IND: In a small airline this might be 

possible. In an airline of any size it is not 

possible when flight crew and cabin crew 

training can be taking place half a 

continent apart. It is simply not practical 

to make this a hard and fast requirement. 

Integrated flight crew/cabin crew training 

is catered for adequately during recurrent 

training. This is the proper location for this 

activity. Co-ordinated activity can be 

instructed using audio visual training aids 

including movies. 

The emphasis lies on coordinated procedures 

and communication. Text not changed. 

Wording harmonised with recurrent training. 

  

3.2b. On the initial conversion course and on subsequent 

conversion courses as applicable, the following 

should be addressed: 

    

ai. Instruction on first-aid in general (initial 

conversion course only); iInstruction 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); 

    

bii. Aero-medical topics including: 

iA. hHypoxia;  

Bii. hHyperventilation; 

Ciii. cContamination of the skin/eyes by 

aviation fuel or hydraulic or other fluids; 

Div. hHygiene and food poisoning; and 

Ev. mMalaria. 

    

iiic. The effect of smoke in an enclosed area and 

actual use of all relevant equipment in a 

simulated smoke-filled environment; 

    

div. 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; 

 Clarification provided by review group 

member 
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ev. The operational procedures of security, rescue 

and emergency services; 

    

fvi. 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; 

    

viig. A comprehensive drill to cover all ditching 

procedures should be practised where flotation 

equipment is carried. This should include 

practice of the actual donning and inflation of 

a life-jacket, together with a demonstration or 

film audio-visual presentationof the 

inflation of life-rafts and/or slide-rafts and 

associated equipment. This practice should, on 

an initial conversion course, be conducted 

using the equipment in water, although 

previous certificated training with another 

operator or the use of similar equipment will 

be accepted in lieu of further wet-drill training; 

and 

    

viiih. 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 representative training device) 

by use of a slide where fitted should be 

included when the oOperations mManual 

procedure requires the early evacuation of 

flight crew to assist on the ground. 

    

4. Flying Flighttraining 1 IND: Add a new paragraph addressing 

ZFTT and the specific simulator session 

including six take-offs and landings. 

This is included partly in the implementing 

rule and partly in Part-FCL. 

  

4.1a. Flying Flighttraining should be conducted to 

familiarise the flight 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 

specialised operations such 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 Part-21, where they exist. 

1. 1 IND (duplicated): Operations based 

on QFE is not special as it is commonly 

used in normal operations. Delete 

reference to QFE. 

2. 1 MS: According to the paragraph, a 

suitably qualified type rating instructor 

and/or examiner should conduct the flying 

training. This excludes the use of the class 

rating instructor and examiners for single-

pilot aeroplanes. The paragraph should be 

re-written to include the CRI and/or CRE. 

1. There have been many accidents in which 

altimeter mis-setting has been a factor. Text 

not changed. 

2. Accepted. Text changed 
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4.2b. In planning flyingflighttraining on aircraft with a 

flight crew of two or more, particular emphasis 

should be placed on the practice of lLine 

oOrientated fFlightyingtTraining (LOFT) with 

emphasis on Crew Resource Management (CRM), 

and the use of crew coordination procedures, 

including coping with incapacitation. 

    

4.3c. Normally, the same training and practice in the 

flying of the aircraft should be given to co-pilots as 

well as pilots-in-commandcommanders. The ‘flight 

handling’ sections of the syllabus for pilots-in-

commandcommanders and co-pilots alike should 

include all the requirements of the operator 

proficiency check required by OR.OPS.145.FC.230. 

    

4.4d. Unless the type rating training programme has been 

carried out in anFlight SimulatorFSTD usable for 

zero flight-time training (ZFTT), the training should 

include at least 3 threetake-offs and landings in the 

aircraft. 

1 MS: Not in line with FCL. For multi-pilot 

aeroplanes where the student pilot has 

more than 500 hours MPA experience in 

aeroplanes of similar size and 

performance, these should include at least 

four landings of which at least one should 

be a full stop landing. In all other cases 

the student should complete at least six 

landings. 

This is an additional OPS requirement and  

not linked to the type-rating training. 

  

5. Line flying under supervision     

5.1a. Following completion of flying flighttraining and 

checking as part of the operator’s conversion 

course, each flight crew member should operate a 

minimum number of sectors and/or flying 

flighthours under the supervision of a flight crew 

member nominated by the operator. 

    

5.2b. The minimum flight sectors/hours should be 

specified in the oOperations mManual and should be 

determined by the following: 

ai. pPrevious experience of the flight crew 

member; 

bii. cComplexity of the aircraft; and 

ciii. tThe type and area of operation. 

    

c. For performance class B aeroplanes, the 

amount of LIFUS required is dependent on the 

complexity of the operations to beperformed. 

 Changes made to accommodate for Appendix 

1 to 1.005(a) of EU-OPS, (b)32. (i). 

EU-OPS Appendix 1 to 

1.005(a), (b)32.(i) 

 

6. Passenger handling for operations where no cabin 

crew is requiredPassenger handling.  

 Other than general training on dealing with people, 

emphasis should be placed on the following: 

1. 1 MS: 6, 7, and 8 are new items and 

should be presented via a separate NPA. 

2. 1 IND (duplicated): Delete 6,7 and 8 as 

is mostly relevant when commencing at 

1. The paragraph is transferred from the 

applicable AMC in JAR-OPS 3. It is specified 

that it applies to operations where no cabin 

crew is carried. 
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an operator. In the case of changing a 

type relevant topics are covered in the 

ground course or safety training and must 

be credited to the trainee.Split 

OR.OPS.135.FC Operator conversion 

training and checking into two chapters; 

one dealing with a change of type, the 

other with a change or start at a new 

operator. 

3 1 IND: Delete 6,7 and 8 as it is only 

relevant for cabin crew. 

2. The paragraph is transferred from the 

applicable Appendix/AMC in EU-OPS/JAR-OPS 

3. The paragraph doesn’t prevent the 

operator from taking into account previous 

flight crew training. 

3. The paragraph is transferred from the 

applicable AMC in JAR-OPS 3 regarding flight 

crew. It is specified that it applies to 

operations where no cabin crew is carried. 

a. Aadvice on the recognition and management of 

passengers who appear or become intoxicated with 

alcohol, under the influence of drugs or aggressive; 

    

b. mMethods used to motivate passengers and the 

crowd control necessary to expedite an aircraft 

evacuation; and 

    

c. Awareness of the types of dangerous goods which 

may, and may not, be carried in a passenger cabin, 

including the completion of a dangerous goods 

training programme; and 

4 MS: The text appears to require 

dangerous goods training as part of type 

conversion training and assumes that 

some dangerous goods may be allowed in 

the cabin depending on the type. Initial 

and recurrent dangerous goods training 

must be provided to flight crew in 

accordance with the provisions of the 

ICAO Technical Instructions and must 

include more information than is indicated 

in this subparagraph and may not be 

required at the time of any type 

conversion training dependant on the last 

training date. Delete. 

Accepted. Text deleted.   

dc. tThe importance of correct seat allocation with 

reference to aircraft mass and balance. Particular 

emphasis should also be given on the seating of 

special categories of passengers. 

    

7. Discipline and responsibilities, for operations where 

no cabin crew is required.Discipline and 

responsibilities.  

 Amongst other subjects, emphasis should be placed on 

discipline and an individual's responsibilities in relation to: 

    

a.  hHis/herongoing competence and fitness to 

operate as a crew member with special regard to 

flight time limitation requirements; and 

    

b. sSecurity procedures.     
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8. Passenger briefing/safety demonstrations, for 

operations where no cabin crew is 

required.Passenger briefing/safety demonstrations.  

 Training should be given in the preparation of passengers 

for normal and emergency situations. 

1 IND: What is this section trying to 

achieve? Is it to train the commander in 

the use of the PA system to "brief" 

passengers on normal and emergency 

situations? 

This is particular to helicopter operations 

where normally no cabin crew is carried. 

Applicability clarified. 

  

 
    

AMC2-OR.OPS.135.FC.220Operator conversion training and 

checking 

  AMC OPS 1.945  

OPERATOR CONVERSION TRAININGCOURSESYLLABUS – 

SYSTEM PANEL OPERATORSFLIGHT ENGINEERS 

1 IND, 2 MS: use the term ‘flight engineer’ Accepted. Text changed.   

1. Operator conversion training for system panel 

operatorsflight engineers should approximate to that of 

pilots. 

    

2. If the flight crew includes a pilot with the duties of a 

systems panel operatorflight engineer, he/she should, 

after training and the initial 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 

oOperations mManual and should be selected after due 

note has been taken of the complexity of the aircraft and 

the experience of the flight crew member. 

    

     

GM1-OR.OPS.135.FC.220 (a)(2) Operator conversion 

training and checking 

1 IND: This rule and the associated GM is 

reliant upon a nuance of the word 

'during'; will it be clear to operators that if 

a conversion course is not completed and 

the pilot reverts to another type, the 

course has been terminated and the pilot 

is no longer within (or in the terminology 

of the rule - 'during') a conversion course? 

The text might be amended so that the 

intent is clear. 

Text of the rule clarified. IEM JAR-OPS 3.945(a)(8)  

COMPLETION OF AN OPERATOR’S CONVERSION COURSE     

1. An operator conversion course is deemed to have started 

when the flying flighttraining has begun. The theoretical 

element of the course may be undertaken ahead of the 

practical element. 

    

2. Under certain circumstances the course may have started 

and 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 

1 MS: 2 and 3 are new topics compared to 

EU-OPS. They should be part of a 

separate NPA. 

The items are transposed from IEM JAR-OPS 

3.945(a)(8). 
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to the original type. 

3. Before the resumption of the operator conversion course, 

the operator should evaluate how much of the course 

needs to be re-covered before continuing with the 

remainder of the course. 

    

     

GM1-OR.OPS.135.FC.220 (c) Operator conversion 

training and checking 

  IEM OPS 1/3.945  

LINE FLYING UNDER SUPERVISION     

1. Line flying under supervision provides 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 flying flighttraining 

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. 

    

2. A variety of reasonable combinations may exist with 

respect to: 

    

a. aA flight crew member's previous experience;     

b. tThe complexity of the aircraft concerned; and     

c. tThe type of route/role/area operations.     

3.2.1 Aeroplanes.  

 The following minimum figures for details to be flown 

under supervision are guidelines for operators to use 

when establishing their individual requirements: 

1. 1 IND: 2.1 applies to aeroplanes only 

2. 1 MS: The paragraph offers guidelines 

for line flying under supervision but only 

for turbo-jet aircraft.  Similar guidelines 

should be developed for all other category 

of aircraft (unless there is a specific 

reason for writing them for turbo-jets 

only). 

1. Accepted. Text changed. 

2. This could be subject to a new RM task. 

An appropriate proposal should be provided. 

  

a.2.1.1 tTurbo-jet aircraft     

ia. cCo-pilot undertaking first operator conversion 

course: 

    

Ai. tTotal accumulated 100 hours or 

minimum 40 flight sectors; 
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bii. cCo-pilot upgrading to pilot-in-

commandcommander: 

    

Ai. mMinimum 20 flight sectors when 

converting to a new type; 

    

Bii. mMinimum 10 flight sectors when 

already qualified on the aeroplane type. 

    

 
    

AMC1-OR.OPS.145.FC.230 Recurrent training and 

checking 

1 IND (duplicated) and INDIV: It is 

claimed that the number of tests/checks is 

too high, and requested to combine some. 

The period for CAT is transposed from EU-

OPS/JAR-OPS 3. A safety justification for 

extending the period is not provided. The 

regulations are not preventing the 

combination of tests/checks when feasible. 

Appendix 1 to EU-

OPS/JAR-OPS 1/3.965 

ACJ JAR-OPS 

1/3.965(c)/(d) 

 

PILOTS RECURRENT TRAINING SYLLABUS     

1. Recurrent training.     

 Recurrent training should comprise:     

a.1.1 Ground training.    Appendix 1 to EU-

OPS/JAR-OPS 1/3.965, 

(a)(1) 

 

1.1.1i. The ground training programme should 

include: 

    

aA. aAircraft systems;     

bB. oOperational procedures and 

requirements including ground de-

icing/anti-icing and pilot incapacitation; 

and 

1 IND (duplicated): 1.1.1.b speaks at the 

end of the text about "ground de-

icing/anti-icing and pilot incapacitation..". 

Does this wording belong here? 

This is a transposition of Appendix 1 to OPS 

1.965(a)(1)(i)(B). 

  

cC. aAccident/Incident and occurrence 

review. 

    

1.1.2ii. Knowledge of the ground training should be 

verified by a questionnaire or other suitable 

methods. 

    

1.1.3iii. When the ground training is 

conducted within 3 three calendar months 

prior to the expiry 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. 

1 IND: 1.1.3, 1.4.4, 2.4 should be 

included in OR.OPS.045.FC as a general 

revalidation concept 

This is considered to be sufficiently 

addressed at rule level by paragraphs 

(g)&(h) 
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1.2b. Emergency and Safety Equipment Training   Appendix 1 to EU-

OPS/JAR-OPS 1/3.965, 

(a)(3) 

 

1.2.1i. Emergency and safety equipment training 

may be combined with emergency and safety 

equipment checking and should be conducted 

in an aircraft or a suitable alternative training 

device. 

    

1.2.2ii. Every year the emergency and safety 

equipment training programme should include 

the following: 

    

aA. aActual donning of a life-jacket, where 

fitted; 

    

bB. aActual donning of protective breathing 

equipment, where fitted; 

    

cC. aActual handling of fire extinguishers of 

the type used; 

    

dD. iInstruction on the location and use of all 

emergency and safety equipment carried 

on the aircraft; 

    

eE. iInstruction on the location and use of all 

types of exits; and 

    

fF. sSecurity procedures.      

1.2.3iii. Every three3 years the programme 

of training should include the following: 

1. 1 INDIV: The respective provision for 

cabin crew members (i.e. exits operation), 

is more prescriptive than the provision for 

flight crew members. As, however, the 

underlying safety objective seems to be 

the same (cabin crew members as well as 

flight crew members should be able to 

operate normal and emergency exits, in 

normal as well as in emergency cases, 

and including possible failures of the 

equipment, such as a failure of the power 

assist systems), the regulation should 

adequately reflect this safety objective for 

both, cabin and flight crew members. 

2. 1 INDIV: In what circumstance would 

this situation arise during a flight? In-

flight, the CC would fight a fire. On the 

ground, the flight crew would evacuate 

the aircraft. Therefore this training is not 

relevant to our operation. Suggest making 

1. The text is a transposition from EU-

OPS/JAR-OPS 3. While harmonisation may be 

desirable, this requires further assessment 

as for aircraft that carry cabin crew, the 

cabin crew are far more likely to operate the 

emergency exits than the flight crew. 

2. There could also be fire or smoke in the 

flight crew compartment. In addition, cabin 

crew is not required to be carried on all types 

of aircraft. The training can be conducted in 

a simulated smoke-filled environment. 

3. The periods are addressed in paragraphs 

(g) and (h) of the implementing rule. 
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fire fighting training relevant to operation. 

Clarification required on the term 'smoke 

filled cabin' with regard to density of 

smoke. There are serious Health and 

Safety' concerns regarding carrying out 

fire fighting drills in this environment. 

3. 1 IND: Require clarification regarding 

how this 3 yearly requirement fits in with 

the 12 month alleviation allowing the 

retention of original expiry when 

undertaken in the 3 months prior to 

expiry. 

Aa. aActual operation of all types of exits; 1 IND, 1 MS: Paragraph 1.2.3 a. requires 

every three years the actual operation of 

all types of exits. There are no suitable 

training aids available for helicopters and 

conducting the training on an actual line 

aircraft results in many hours’ 

maintenance and the possibility of 

damage to the mechanisms due to the 

varying types of exits fitted to helicopters. 

Effective training can also be achieved by 

a combination of CBT/video training 

reinforced by touch drill training on the 

actual aircraft without the need to 

physically operate the mechanisms and 

jettison the exits. 

The provision is a transposition of JAR-OPS 

3. The actual operation is considered an 

important training item to guarantee 

appropriate competency of the flight crew 

member. To sufficiently assess the issue a 

proposal for a future RM task should be 

submitted. 

  

bB. dDemonstration of the method used to 

operate a slide where fitted; 

    

cC. aActual fire-fighting using equipment 

representative of that carried in the 

aircraft on an actual or simulated 

fireexcept that, with Halon 

extinguishers, an alternative 

extinguisher may be used; 

1 IND (duplicated): An exception for 

Halon extinguisher is needed due to 

environmental protection. 

Accepted and text changed after proposal 

from review group. 

  

dD. tThe effects of smoke in an enclosed 

area and actual use of all relevant 

equipment in a simulated smoke-filled 

environment; 

    

eE. aActual handling of pyrotechnics, real or 

simulated, where applicable; 

    

Ff. dDemonstration in the use of the life-

rafts where fitted. In the case of 

helicopters involved in extended over 

water operations, demonstration and use 

of the life-rafts.; and 

  

Moved from former AMC2 

 

AMC to Appendix 1 to 

JAR-OPS 3.965 

(a)(3)(iii)(D) 
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 Helicopter water survival training 

 Where life-rafts are fitted for helicopter 

extended over water operations (such as 

sSea pPilot transfer,; offshore 

operation,; regular, or scheduled, coast-

to-coast over-water operations), a 

comprehensive wet drill to cover all 

ditching procedures should be practised 

by aircraft crews. This wet drill is to 

include, as appropriate, practice of the 

actual donning and inflation of a life-

jacket, together with a demonstration or 

film audio-visual presentationof the 

inflation of life-rafts. Crewsshould board 

the same (or similar) life-rafts from the 

water whilst wearing a life-jacket. 

Training should include the use of all 

survival equipment carried on board life-

rafts and any additional survival 

equipment carried separately on board 

the aircraft;. 

- Consideration should be given to the 

provision of further specialist training 

such as underwater escape training. 

Where operations are predominately 

conducted offshore, operators are to 

conduct three-yearly helicopter 

underwater escape training at an 

appropriate facility;. 

- Wet practice drill should always be given 

in initial training unless the crew 

member concerned has received similar 

training provided by another operator;. 

and 

gG. pParticularly in the case where 

nocabin crew is required, Ffirst-aid, 

appropriate to the aircraft type, the kind 

of operation and crew complement.; 

and. 

1. 1 INDIV: What is the value of this 

training as it is not relevant to our 

operation? In-flight, the cabin crew would 

manage a first-aid situation. On the 

ground an ambulance could be called. 

Cost impact: the addition of first-aid into 

triennial recurrent training will increase 

the duration of the course by one day. 

2. 1 IND (duplicated): Recurrent first-aid 

training is a new requirement to flight 

crew. The form of appropriate training is 

not mentioned. For passenger operator 

cabin crew members are trained to 

provide first-aid. Delete. 

The requirement stems from JAR-OPS 3. The 

provision specified that it should be 

appropriate to the aircraft type, kind of 

operation and crew complement. Applicability 

has been specified. 

  

1.2.4iv. The successful resolution of aircraft 1 MS: 1.2.4 and 1.2.5 are new topics The items are transposed from ACJ OPS   
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emergencies requires interaction between 

flight crew and cabin/technical crew and 

emphasis should be placed on the importance 

of effective co-ordination and two-way 

communication between all crew members in 

various emergency situations. 

compared to EU-OPS. They should be part 

of a separate NPA. 

3.965(d). 

1.2.5v. Emergency and sSafety eEquipment training 

should 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 

joint discussion of emergency scenarios. 

    

1.2.6vi. Emergency and safety equipment 

training should, as far as is practicable, take 

place in conjunction with cabin/technical crew 

undergoing similar training with emphasis on 

co-ordinated procedures and two-way 

communication between the cockpit flight 

crew compartmentand the cabin. 

    

1.3c. Crew rResource mManagement (CRM)   Appendix 1 to EU-

OPS/JAR-OPS 1/3.965, 

(a)(4) 

 

1.3.1i. Elements of CRM should be integrated into 

all appropriate phases of recurrent 

training.;and 

    

1.3.2ii. A specific modular CRM training programme 

should be established such that all major 

topics of CRM training are covered over a 

period not exceeding 3 threeyears, as follows: 

    

aA. hHuman error and reliability, error chain, 

error prevention and detection; 

    

bB. oOperator safety culture, standard 

operating procedures (SOPs), 

organisational factors; 

    

cC. sStress, stress management, fatigue and 

vigilance; 

    

dD. iInformation acquisition and processing, 

situation awareness, workload 

management; 
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eE. dDecision making;     

fF. cCommunication and co-ordination 

inside and outside the cockpitflight 

crew compartment; 

    

gG. lLeadership and team behaviour, 

synergy; 

    

hH. aAutomation and philosophy of the use 

of aAutomation (if relevant to the type); 

    

iI. sSpecific type-related differences;     

jJ. cCase-based studies; and     

kK. aAdditional areas which warrant extra 

attention, as identified by the safety 

management system. 

    

1.3.3iii. Operators should establish 

procedures to update their CRM recurrent 

training programme. Revision of the 

pProgramme should be conducted over a 

period not exceeding 3 threeyears. The 

revision of the programme should take into 

account the de-identified results of the CRM 

assessments of crews, and information 

identified by the safety management system. 

    

1.4d. Aircraft/FSTD training.   Appendix 1 to EU-

OPS/JAR-OPS 1/3.965, 

(a)(3) 

 

i. General     

A.1.4.1 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 preceding 

three3 year period. 

    

B.1.4.2 When engine-out manoeuvres are 

carried out in an aircraft, the engine 

failure should be simulated. 

    

C.1.4.3 Aircraft/FSTD training may be 

combined with the operator proficiency 

check. 

    

D.1.4.4 When the aircraft/FSTD training is 

conducted within 3 threecalendar 
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months prior to the expiry of the 12 

calendar months period, the next 

aircraft/FSTD training should be 

completed within 12 calendar months of 

the original expiry date of the previous 

training. 

ii. Helicopters     

A. Where a suitable FSTD is available it 

should be used for the aircraft/FSTD 

training programme. If the operator 

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 this training to the extent 

necessary. 

 Change is result of acceptance of a 

comment. 

  

B. The recurrent training should 

include the following additional 

items, which should be completed in 

an FSTD: 

 -settling with power and vortex ring; 

and 

 -loss of tail rotor effectiveness. 

 Change is result of acceptance of a 

comment. 

  

e. For operations with other-than-complex 

motor-powered 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. 

 Text changes made to accommodate for 

Appendix 1 to 1.005(a) of EU-OPS, (b)35. 

(i). 

EU-OPS Appendix 1 to 

1.005(a), (b)35.(i) 

 

2. Recurrent checking.      

 Recurrent checking should comprise:     

2.1a. Operator proficiency checks.     

2.1.1i. Aeroplanes.   Appendix 1 to EU-OPS 

1.965, (b)(1) 

 

2.1.1.1A. Where applicable, operator 

proficiency checks should include the following 

manoeuvres as pilot flying: 

1 INDIV: Include the requirement to 

perform the manoeuvres "as pilot flying". 

Accepted. Text changed.   

a.- rRejected take-off when anFflight 

sSimulatorFSTD is available to represent 

that specific aeroplane, otherwise touch 
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drills only; 

b.- tTake-off with engine failure between V1 

and V2 or, if carried out in an 

aeroplane, at a safe speed above V2 

as soon as safety considerations permit; 

 Change made following comment from a 

review group member. 

  

c.- pPrecision instrument approach to 

minima with, in the case of multi-engine 

aeroplanes, one-engine-inoperative; 

    

d.- nNon-precision approach to minima;     

e.- mMissed approach on instruments from 

minima with, in the case of multi-

engined aeroplanes, one-engine-

inoperative; and 

    

f.- lLanding with one-engine-inoperative. 

For single-engine aeroplanes a practice 

forced landing is required. 

    

2.1.1.2B.     

2.1.1.3C.     

2.1.1.4D.     

2.1.1.5E. 1 MS: for A-to-A operators, a person 

appointed by the company could conduct 

such checks 

The ER for pilot licensing stipulate that 

checking may only be carried out by qualified 

examiners. 

  

2.1.2ii. Helicopters. 1 MS: Add the same text as mentioned for 

aeroplanes pt. 2.1.1.3. Further add the 

text from aeroplanes pt. 2.1.1.5. 

Accepted. Text changed. Appendix 1 to JAR-OPS 

3.965, (b)(1) 

 

2.1.2.1A. Where applicable, operator 

proficiency checks should include the 

following abnormal/emergency 

procedures: 

1. 1 IND: Transfer requirement to 2.1.2.2. 

Requirement is not applicable to VFR 

flights. 

2. 1 MS: include ‘operator’ before 

proficiency check 

3. 1 IND: The text is imprecise unless the 

intention is to have all the systems listed 

in the section tested in each OPC. It must 

be made clear that the systems listed are 

part of the 3 year cycle of "major failures 

of aircraft systems" and only 3 of these 

listed systems need be checked in each 

OPC. 

1. Text is transposition of JAR-OPS 3. 

2. Accepted. Text changed. 

3. The text is a transposition of JAR-OPS 3. 

The check is required to be carried out on all 

items while for the training everything may 

be covered in a three year period. 

  

a.- eEngine fire;     

b.- fFuselage fire;     
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c.- eEmergency operation of under carriage;     

d.- fFuel dumping;     

e.- eEngine Failure and relight;     

f.- hHydraulic failure;     

g.- eElectrical failure;     

h.- eEngine failure during take-off before 

decision point; 

    

i.- eEngine failure during take-off after 

decision point; 

    

j.- eEngine failure during landing before 

decision point; 

    

k.- eEngine failure during landing after 

decision point; 

    

l.- fFlight and engine control system 

malfunctions; 

    

m.- rRecovery from unusual attitudes;     

n.- lLanding with one or more engine(s) 

inoperative; 

    

o.- IMC auto-rotation techniques;     

p.- aAuto-rotation to a designated area;     

q.- pPilot incapacitation; and     

r.- dDirectional control failures and 

malfunctions.; 

    

s. Settling with power; and 1 IND: Operator Proficiency Check 

Helicopters 2.1.2.1 item s. "Settling with 

power" and t. "Loss of tail rotor 

effectiveness". These items are additional 

to current JAR-OPS 3 requirements and 

are more appropriate to recurrent 

aircraft/FSTD training than the OPC.  They 

can only be safely practised in an FSTD 

which has this capability.  Since LTE is a 

combination of aerodynamic and 

atmospheric effects, not all FSTD will be 

able to adequately replicate this effect. 

Remove items s and t from the Helicopter 

OPC schedule and include in aircraft/FSTD 

training instead. To accommodate this, 

Partially accepted. Paragraphs s. and t 

moved as proposed. The additional items 

should be subject to a future rulemaking task 

and the commenter is asked to submit a 

substantiated proposal so that a rulemaking 

task can be started. 
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restructure of AMC is proposed. 

t. Loss of tail rotor effectiveness.     

2.1.2.2B. For pilots required to engage 

in IFR operations, proficiency checks 

include the following additional 

abnormal/emergency procedures: 

1 IND: Item a. specifies that the precision 

approach must include a simulated engine 

failure. This is unnecessarily restrictive 

and not representative of real world 

conditions, where engine failures may 

occur during any form of approach. Part-

FCL already allows the engine failure to be 

included in either precision or non-

precision approach, and this should be 

reflected in the OPC. This flexibility is 

allowed under Part-FCL during the IR 

recurrent check, and offers more realistic 

training and checking.  The same should 

also be applied to the aircraft OPC 

schedule. Amendment proposed. 

Accepted. Text changed.   

a.- pPrecision instrument approach to 

minima with, in the case of multi-engine 

helicopters, a simulated failure of one 

engine; 

    

b.- gGo-around on instruments from minima 

with, in the case of multi-engined 

helicopters, a simulated failure of one 

engine; 

    

c.- nNon-precision approach to minima;     

- iIn the case of multi-engined 

helicopters, a simulated failure of 

one engine to be included in either 

the precision or non-precision 

approach to minima; 

    

d.- lLanding with a simulated failure of one 

or more engines; and 

    

e.- wWhere appropriate to the helicopter 

type, approach with flight control 

system/flight director system 

malfunctions, flight instrument and 

navigation equipment failures. 

    

2.1.2.3C. Before a flight crew member 

without a valid instrument rating is 

allowed to operate VMC at night, he/she 

should be required to undergo a 

proficiency check at night. Thereafter, 

each second proficiency check should be 

  JAR-OPS 3.965, (b)(2)  
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conducted at night. 

D. Once every 12 months the checks 

prescribed in sub-paragraph 2.a.ii.A. 

may be combined with the 

proficiency check for revalidation or 

renewal of the aircraft type rating. 

    

E. Operator proficiency checks should 

be conducted by a type rating 

examiner (TRE) or a synthetic flight 

examiner (SFE), as applicable. 

    

2.2b. Emergency and safety equipment checks. The items 

to be checked should be those for which training 

has been carried out in accordance with sub-

paragraph 1.b.2 above. 

  Appendix 1 to EU-

OPS/JAR-OPS 1/3.965, 

(b)(2) 

 

2.3c. Line checks.   Appendix 1 to EU-

OPS/JAR-OPS 1/3.965, 

(b)(3) 

 

2.3.1i. Line checks should establish the ability to 

perform satisfactorily a complete line 

operation including pre-flight and post-flight 

procedures and use of the equipment 

provided, as specified in the Ooperations 

Mmanual.The route chosen should be such as 

to give adequate representation of the scope 

of a pilot’s normal operations. When weather 

conditions preclude a manual landing, an 

automatic landing is acceptable. The pilot-in-

commandcommander, or any pilot who may 

be required to relieve the pilot-in-

commandcommander, should also 

demonstrate his/her ability to ‘manage’ the 

operation and take appropriate command 

decisions. 

    

2.3.2ii. The flight crew should be assessed on their 

CRM skills in accordance with a methodology 

published describedin the Ooperations 

Mmanual. The purpose of such assessment is 

to: 

1. 1 IND: CRM assessment should not be 

limited to the line check and an 

alternative of assessing CRM during FSTD 

proficiency checks should be allowed. 

Helicopters in particular have less ability 

for the CRM assessor to occupy an 

observer seat or suitable passenger seat 

due to payload and seat configuration 

factors. Paragraph 2.3.6 has removed the 

option of assessing CRM whilst occupying 

a pilot’s seat, which was available in JAR-

OPS 3. Helicopter operators therefore 

need the option to assess CRM during 

1. Paragraph 2.3.6 (now 2.c.v) makes 

reference to the observer seat as in JAR-OPS 

3. An alternative means could be proposed. 

However, the proposal should preferably be 

subject to a new rulemaking task. The 

commenter is requested to provide further 

material in this regard. 

2. No proposal was made. The commenter is 

requested to provide further material so that 

this may be part of a separate rulemaking 

task. 
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proficiency checks conducted in FSTD. 

2. 1 MS: An assessment of flight crew 

cannot be performed on aeroplanes 

without an observer seat. In that case the 

person conducting the line check is part of 

the flight crew and only one crew member 

will be checked. This seems to be in 

contradiction to the checking of CRM-

skills. 

aA. pProvide feedback to the crew 

collectively and individually and serve to 

identify retraining; and 

    

bB. bBe used to improve the CRM training 

system. 

    

2.3.3iii. CRM assessment alone should not be 

used as a reason for a failure of the line check. 

    

2.3.4iv. When pilots are assigned duties as 

pilot flying and pilot non-flying monitoring 

they should be checked in both functions. 

    

2.3.5 Line checks should be completed in an aircraft. 1 IND: delete as already covered in the IR 

subparagraph (c). 

Accepted. Text changed.   

2.3.6v. Line checks should be conducted by a pilot-

in-commandcommander nominated by the 

operator. The operator should inform the 

competent authority about the persons 

nominated. The person conducting the line 

check, who is described in 4.5.2e.ii. below, 

should occupy an observer’s seat where 

installed. His/her CRM assessments should 

solely be based on observations made during 

the initial briefing, cabin briefing, cockpit 

flight crew compartmentbriefing and those 

phases where he/she occupies the observer’s 

seat. 

1. 1 MS: The PiC nominated by the 

operator to conduct the line checks should 

be acceptable to the authority. 

2. 1 IND: Whilst 2.3.6.1 addresses one 

aspect of long/ultra long haul, nothing 

addresses the inevitable issue that a long 

haul operator will have a greater number 

of F/Os. It is contended that a line check 

could be carried out on a first officer by a 

suitably qualified captain from the 

commander's seat and previous 

experience has shown that a line check 

can be properly conducted under these 

circumstances. This was an acceptable 

practice until Appendix 1 to JAR-OPS 

1.965 was amended on the 01.08.2006. 

Additionally we were able to continue this 

practice beyond this date until the 

introduction of EU-OPS on the 16th July 

2008. 

1. The operator shall demonstrate that 

he/she uses qualified persons to carry out 

the training and checks. The provision to 

inform the authority is now included. EU-

OPS/JAR-OPS didn’t contain any specific 

requirements under which such persons 

would be acceptable to the authority. Specific 

requirements should be proposed so that 

they can be included here. ‘Acceptable to the 

authority’ doesn’t provide legal certainty to 

the operator nor an objective requirement of 

what might be expected. 

2. This requires a new rulemaking task. The 

commenter is asked to submit an appropriate 

substantiated proposal. 

  

2.3.6.1A. 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 

relief pilot and should not occupy either 

    



Part-OR 

Page 422 of 612 

A: Rule B: Summary of comments C: Response D: Source ref. and 

compliance 

E: ICAO ref. and 

compliance 

pilot’s seat during take-off, departure, 

initial cruise, descent, approach and 

landing. 

2.3.7vi. Where a pilot is required to operate 

as pilot flying and pilot non-flyingmonitoring, 

he/sheshould be checked on one flight sector 

as pilot flying and on another flight sector as 

pilot non-flyingmonitoring. However, where 

an operator’s procedures require integrated 

flight preparation, integrated cockpit 

initialisation and that each pilot performs both 

flying and non-flyingmonitoring duties on the 

same sector, then the line check may be 

performed on a single flight sector. 

1 IND (duplicated): Limiting the 

performance of single sector line checks to 

special operator’s procedures is not 

reasonable. The regulator should aim for a 

level playing field. 

The provision stems from AMC OPS 1.965(c). 

The option to use single-sector line checks is 

open to any operator who meets the 

procedural requirements in the last sentence. 

The proposal is no different to the draft text. 

  

2.4d. When the operator proficiency check, line check or 

emergency and safety equipment check are 

undertaken within the final 3 threecalendar months 

of validity of a previous check, the period of validity 

of the subsequent check should be counted from the 

expiry date of the previous check. 

    

2.5e. In the case of single-pilot operations with 

helicopters, the recurrent checks referred to in 

paragraphs 2.a.1, 2.b.2 and 2.c3above should be 

performed in the single-pilot role on a particular 

helicopter type in an environment representative of 

the operation. 

    

3. Pilot Flight crewincapacitation training, except single-

pilot operations 

1 IND: change ‘pilot’ to ‘flight crew’ Accepted. Text changed. AMC to Appendix 1 to 

JAR-OPS 1.965 

 

3.1a. Procedures should be established to train flight crew 

to recognise and handle pilot flight 

crewincapacitation. This training should be 

conducted every year and can form part of other 

recurrent training. It should take the form of 

classroom instruction, discussion,or video audio-

visual presentationor other similar means. 

1 manufacturer: for consistency purposes, 

this paragraph should only be applicable if 

flight crew members is 2 pilots or more 

Accepted. Text changed.   

3.2b. If anFlight SimulatorFSTD is available for the type 

of aircraft operated, practical training on pilot flight 

crewincapacitation should be carried out at 

intervals not exceeding 3 threeyears.  

    

4. Personnel providing training and checking.   EU-OPS/JAR-OPS 

1/3.965, (a)(3)&(4) 

 

 Training and checking should be provided by the following 

personnel: 

    

4.1a. gGround and refresher training – by suitably     
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qualified personnel; 

4.2b. Flying flighttraining - by a fFlight iInstructor (FI), 

tType rRating iInstructor (TRI) or cClass rRating 

iInstructor (CRI) or, in the case of the FSTD 

content, a sSynthetic fFlight iInstructor (SFI), 

providing that the FI, TRI, CRI or SFI satisfies the 

operator's experience and knowledge requirements 

sufficient to instruct on the items specified in 

paragraphs 1.a1.i1. Aa. and Bb. above;  

1. 1 IND: Section 4.2. specifies that FSTD 

content of the training programme must 

be delivered by an SFI. There is no reason 

why an FI or TRI cannot deliver FSTD 

training, either from the instructor station 

if he/she has completed an IOS course, or 

from a pilots seat if a qualified IOS 

operator is also carried. 

2. 1 IND: This text states that flight 

training must be carried out by a TRI. 

Please confirm that this is the intended 

effect of the text. If so, this will prevent a 

pilot who has failed a Line check from 

being retrained by a line training captain 

(LTC) before being re-checked. This 

imposes an unnecessary expense on an 

operator as a TRI(A) is a much rarer 

resource than an LTC. LTCs have 

completed this type of activity for 

decades. Confirm that this requirement 

only applies to flying training associated 

with recurrent training and checking (if 

that is the intention). Confirm that line 

flying training following an operator's 

conversion course or a type rating may be 

conducted by an LTC AFTER the student 

has done the required four or six landings 

(type rating only) following a type rating 

which, of course, would be conducted by a 

TRI(A). 

1. This is a transposition of EU-OPS/JAR-OPS 

3. FSTD training may be delivered by FI, TRI, 

CRI. The SFI privileges are limited to FSTD. 

2. The text is a transposition of the 

applicable EU-OPS/JAR-OPS 3 paragraph on 

recurrent training. 

  

4.3c. eEmergency and safety equipment training – by 

suitably qualified personnel; and 

    

4.4d. Crew Resource Management (CRM):     

4.4.1i. iIntegration of CRM elements into all the 

phases of the recurrent 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; 

    

4.4.2ii. mModular CRM training – by at least one 

CRM trainer who may be assisted by experts 

in order to address specific areas. 

    

4.5e. Recurrent checking should be conducted by the 

following personnel: 

1 IND: transfer to IR. It is not acceptable 

to be checked by any other kind of 

personnel; so this text must be part of the 

This is already covered more generally in 

OR.OPS.FC.145. 
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IR. 

4.5.1i. Operator proficiency check – by a tType 

rRating eExaminer (TRE), cClass rRating 

eExaminer (CRE) or, if the check is conducted 

in a FSTD, a TRE, CRE or a sSynthetic fFlight 

eExaminer (SFE), trained in CRM concepts and 

the assessment of CRM skills. Foroperations 

of other than complex motor-powered 

helicopters by day and over routes 

navigated by reference to visual 

landmarks andperformance class B 

aeroplanes, the check may be conducted 

by a suitably qualified commander 

nominated by the operator, trained in 

CRM concepts and the assessment of CRM 

skills. The operator should inform the 

competent authority about the persons 

nominated.; 

 

 Changes made to accommodate for Appendix 

1 to 1.005(a) of EU-OPS, (b)35. (iii). 

Extended to small helicopter operations. 

EU-OPS Appendix 1 to 

1.005(a), (b)35.(iii) 

 

4.5.2ii. Line checks – by a suitably qualified pilots-

in-commandcommander nominated by the 

operator, trained in CRM concepts and the 

assessment of CRM skills; 

    

4.5.3iii. Emergency and safety equipment 

checking – by suitably qualified personnel. 

    

5. Use of FSTD 

5.1a. Training and checking provides an opportunity for 

the practice of abnormal/emergency procedures 

which rarely arise in normal operations and is a part 

of a structured programme of recurrent training. 

This should be carried out in an FSTD whenever 

possible. 

b2. The line check is 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, inanthe aircraft of 

the same type,an FSTD, an approved flight 

simulator, or in the case of emergency and safety 

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. 

c.5.2.3 Because of the unacceptable risk when 

simulating emergencies such as rotor enginefailure, 

icing problems, certain types of engine(s) (e.g. 

 Text moved from GM1.   
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during continued take-off or go-around, total 

hydraulic failure etc.), or because of environmental 

considerations associated with some 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 

helicopter aircraftusing a safe airborne simulation, 

bearing in mind the effect of any subsequent failure, 

and the exercise must be preceded by a 

comprehensive briefingdiscussion on the ground. 

 
    

AMC2 OR.OPS.145.FC 
 Text moved to AMC1-OR.OPS.FC.230 

1.a.iii.G. 

  

Water survival training - Helicopters 
    

1. Where life-rafts are fitted for extended over water operations (such as 
Sea Pilot transfer; offshore operation; regular, or scheduled, coast to coast over 
water operations), a comprehensive wet drill to cover all ditching procedures 
should be practised by aircraft crews. This wet drill is to include, as appropriate, 
practice of the actual donning and inflation of a life-jacket, together with a 
demonstration or film of the inflation of life-rafts. Crewsshould board the same 
(or similar) life-rafts from the water whilst wearing a life-jacket. Training should 
include the use of all survival equipment carried on board life-rafts and any 
additional survival equipment carried separately on board the aircraft. 

1 MS: Water survival training should 

include a mandatory requirement to 

undergo underwater escape training for 

those operators who predominantly 

operate offshore. There is clear evidence 

that upon ditching, a helicopter is highly 

likely to overturn and submerge the crew 

and cabin compartments with an escape 

being made through emergency exits. It is 

already a requirement for three-yearly 

instruction and use of emergency exits but 

this stops short of a meaningful drill. 

Likewise, survivability for passengers is 

predicated upon the crew commencing 

survival drills, which can only happen if 

they have escaped the ditched aircraft. 

Text proposal made. 

Accepted. Text changed.   

2. Consideration should be given to the provision of further specialist 
training such as underwater escape training. 

    

Note:  Wet practice drill should always be given in initial training 

unless the crew member concerned has received similar 

training provided by another operator. 

    

 
    

AMC23-OR.OPS.145.FC.230 Recurrent training and 

checking 

  Appendix 2 to OPS 1.965  

SYSTEM PANEL OPERATORSFLIGHT ENGINEERS 1 IND, 1 MS: change to ‘flight engineer’ 

everywhere 

Accepted. Text changed.   

1. The recurrent training and checking for System Panel 

Operatorsflight engineers should meet the 

requirements for pilots and any additional specific duties, 
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omitting those items that do not apply to System Panel 

Operatorsflight engineers. 

2. Recurrent training and checking for System Panel 

Operatorsflight engineers should, whenever possible, 

take place concurrently with a pilot undergoing recurrent 

training and checking. 

    

3. A line check should be conducted by a pilot-in-

commandcommander or by a system panel 

operatorflight engineer nominated by the operator, in 

accordance with national rules, if applicable. 

    

 
    

GM1-OR.OPS.145.FC.230 Recurrent training and checking 
  IEM OPS 1.965 

IEM to Appendix 1 to 

JAR-OPS 3.965 

 

LINE CHECK AND PROFICIENCY TRAINING AND CHECKING     

1. Line checks, route and aerodrome competency 

knowledgeand recent experience requirements are 

intended to ensure the crew member’s ability to operate 

efficiently under normal conditions, whereas other checks 

and emergency and safety equipment training are 

primarily intended to prepare the crew member for 

abnormal/emergency procedures. 

    

2. The line check is performed in the aircraft. All other 

training and checking should be performed inthe aircraft 

of the same type,an FSTD, an approved flight simulator, 

or in the case of emergency and safety 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. 

1 MS: The phrase…’All other training and 

checking……’ should be changed. Text 

proposal made. As it is written the phrase 

has led to endless arguing with operators 

that don't like simulators for various 

reasons and prefer proficiency checks on 

the aeroplane. This deprives their crews of 

the essential non-normal and emergency 

drills that, for safety reasons, can't be 

simulated in flight. The comment is 

intended to add more emphasis on 

simulator checking. 

Accepted. Text changed. 

Text moved to AMC1 as new point 5.b. 

  

3 Line Checks     

3.12. 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 usefulness of his/her 

training policy and methods. Line checks are a test of a 

flight crew member’s ability to perform a complete line 

operation, including pre-flight and post-flight procedures 

and use of the equipment provided, and an opportunity 

for an overall assessment of his/her ability to perform 

 Deleted text transferred to AMC1, point 2.c.i.   
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the duties required as specified in the oOperations 

mManual. The route chosen should be such as to give 

adequate representation of the scope of a pilot’s normal 

operations. When weather conditions preclude a manual 

landing, an automatic landing is acceptable. The line 

check is not intended to determine competence 

knowledgeon any particular route. The pilot-in-

command, or any pilot who may be required to relieve 

the pilot-in-command, should also demonstrate his ability 

to ‘manage’ the operation and take appropriate command 

decisions. 

43. Proficiency Training and Checking.     

4.1  When an FSTD is used, the opportunity should be 

taken, where possible, to use lLine oOriented 

fFlightyingtTraining (LOFT). 

    

4.2 Proficiency training and checking for System Panel 

Operators should, where practicable, take place at the 

same time a pilot is undergoing proficiency training and 

checking. 

 Already included in AMC2   

5 Use of Flight Simulation Training Devices (FSTD) training. 1 MS: The paragraph refers to the use of 

FSTDs for training but only for helicopters.  

There are emergency practices in 

aeroplanes that must not be simulated in 

the aircraft because of the danger in 

which they would place the aircraft e.g. 

rejected take-off, explosive 

decompression etc. and if it is felt that 

helicopter training and testing needs a 

simulator for emergency exercises the 

same must be true for aeroplanes. 

Accepted. Text changed.   

5.1 Training and checking provides an opportunity for the practice of 
abnormal/emergency procedures which rarely arise in normal operations and is 
a part of a structured programme of recurrent training. This should be carried 
out in an FSTD whenever possible. 

 Text moved to AMC1 as new point 5.a.   

5.2 Helicopters.     

5.2.1 Where there is a Flight Manual limitation on the use of certain 
emergency power ratings, procedures to permit realistic engine-failure training 
and demonstration of competence, without actual use of the emergency power 
ratings, should be developed in conjunction with t 

he aircraft manufacturer and included in the aircraft flight manual. 

1 MS: This text relates to safety aspects 

of training and testing in helicopters that 

do not have an FSTD and therefore has no 

place in point5.2 which relates to training 

and testing in an FSTD.   Justification: 

Logical progression of training and testing 

in an FSTD not the helicopter. Delete 

paragraph. 

Accepted. Text deleted.   

5.2.2 Where the emergency drills require action by the non-handling pilot, the 
check should additionally cover knowledge of these drills. 

1 MS: The content of this paragraph 

applies to any training and testing 

conducted as part of a proficiency check. 

It isn’t only applicable to FSTD training 

Accepted. Text moved.   
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and testing and therefore should be 

removed from this particular paragraph 

and placed in general training & testing at 

AMC1 OR.OPS.135.FC as a new point 1.3. 

It is applicable to all forms of training and 

testing. 

5.2.3 Because of the unacceptable risk when simulating emergencies such 
as rotor failure, icing problems, certain types of engine(s) (e.g. during continued 
take-off or go-around, total hydraulic failure etc.), or because of environmental 
considerations associated with some 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 helicopter using a safe airborne 
simulation, bearing in mind the effect of any subsequent failure, and discussion 
on the ground. 

 Text moved to AMC1 as new point 5.c.   

6 The operator proficiency check may be combined with the annual type 
or class rating or instrument rating proficiency checks in accordance with Part 
FCL. In this case a combined check report may be used, details of which should 
be contained in the Operations Manual. 

1 IND (duplicated), 1 manufacturer: Add 

to IR 

Contained in AMC1-OR.OPS.FC.230, 2.a.i.C. 

and 2.a.ii.D. 

  

 
    

AMC1-OR.OPS.FC.235.H (d) Pilot qualification to 

operate in either pilot’s seat 

SINGLE-ENGINE HELICOPTERS – AUTO-ROTATIVE 

LANDING 

In the case of single-engine helicopters, the auto-rotative landing 

should be carried out respectively from left- and right-hand seats 

on alternate proficiency checks. 

  Appendix 1 to JAR-OPS 

3.968, (b) 

 

GM1-OR.OPS.FC.235(f)&(g) Pilot qualification to 

operate in either pilot’s seat 

DIFFERENCES BETWEEN LEFT- AND RIGHT-HAND SEATS 

The differences between left- and right-hand seats may not 

be significant in cases where for example the autopilot is 

used. 

  Appendix 1 to EU-

OPS/JAR-OPS 1/3.968, 

(d)&(e) 

 

 
    

AMC1-OR.OPS.155.FC.240 Operation on more than 

one type or variant 

GENERAL 

1. 1 IND: change applicability to all 

operations 

2. 1 IND: upgrade to IR 

1. The AMC is based on EU-OPS/JAR-OPS 3. 

Non-commercial and other commercial 

operators may elect to use it. 

2. The review group does not support the 

upgrade to IR. 

  

1. Aeroplanes.     

a.1.1 When a flight crew member operates more than one 

aeroplane class, type or variantlisted in Part-FCL 

and associated procedures for class-single 

pilot and/or type-single pilot, but not within a 

1 IND: Change wording to specify single-

pilot and multiple licence endorsements 

criteria in accordance with EU-OPS. 

Accepted. Text changed. Appendix 1 to OPS 1.980, 

(a)(1) 
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single licencse endorsement, the operator should 

ensure that the flight crew member does not 

operate more than: 

ia. tThree piston reciprocatingengine aeroplane 

typesor variants; or 

    

iib. tThree turbo-propeller aeroplane typesor 

variants; or 

    

iiic. oOne turbo-propeller aeroplane type or 

variant and one piston reciprocatingengine 

aeroplane type or variant; or 

    

ivd. oOne turbo-propeller aeroplane type or 

variant and any aeroplane within a particular 

class. 

    

b.1.2 When a flight crew member operates more than one 

aeroplane type or variant within one or more licence 

endorsement as defined by Part-FCL and associated 

procedures for type – multi pilot, an operator should 

ensure that: 

1 IND (duplicated): Para 1.2 and 1.4. 

Provisions for allowance of credit 

described in this AMC must be contained 

at IR level. In addition, it is suggested to 

introduce adequate reference to Part 21 

OSC, so as to allow the aircraft 

manufacturers to demonstrate 

commonality and have operators taking 

credit from this work. 

OR.OPS.FC.140 contains the link to the OSD 

in implementing rule. 

Appendix 1 to OPS 1.980, 

(b) 

 

ia. tThe minimum flight crew complement 

specified in the Ooperations Mmanual is the 

same for each type or variant to be operated; 

    

iib. aA 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 the 

operational suitability data (OSD) 

established in accordance with Part-21 

for the relevant types or variants; and 

1 manufacturer: This point was a 

safeguard to avoid a flight crew operating 

aeroplanes under different licence 

endorsements for which there was no real 

commonality concept. With the 

technological advances within the cockpit 

and flight characteristics (fly-by-wire) this 

limitation may not be necessarily justified 

if aircraft manufacturers under the 

Operational Suitability process are able to 

demonstrate that this could be achieved. 

It is the reason why it is recommended 

keeping the limitation in the AMC for a 

combination of aircraft for which no 

demonstration has been made,but benefit 

of the newly suggested Operational 

Suitability Certificate to provide an 

alternate way. 

Accepted. Text changed.   

iiic. oOnly aeroplanes within one licence 

endorsement are flown in any one flight duty 
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period, unless the operator has established 

procedures to ensure adequate time for 

preparation. 

c.1.3 When a flight crew member operates more than one 

aeroplane type or variant listed in Part-FCL and 

associated procedures for type-single pilot and 

type-multi pilot, but not within a single licence 

endorsement, an operator should comply with: 

  Appendix 1 to OPS 1.980, 

(c) 

 

ia. Subparagraph 1.2b. above; and     

iib. Subparagraph 1.4d. below.     

d.1.4 When a flight crew member operates more than one 

aeroplane type or variant listed in Part-FCL and 

associated procedures for type-multi pilot, but not 

within a single licence endorsement, or 

combinations of aeroplane types or variants 

listed in Part-FCL and associated procedures 

for class-single pilot and type-multi pilot, the 

operator should comply with the following: 

  Appendix 1 to OPS 1.980, 

(d)&(e) 

 

ia. Subparagraph 1.2b. above;     

bii. bBefore exercising the privileges of 2 more 

than onelicence endorsements: 

    

Ai. Flight crew members should have 

completed two consecutive operator 

proficiency checks and should have: 

 - 500 hours in the relevant crew position 

in commercial air transport operations 

with the same operator; or 

 - for IFR and VFR night operations 

with performance class B 

aeroplanes, 100 hours or flight 

sectorsin the relevant crew position 

in commercial air transport 

operations with the same operator, 

if at least one licence endorsement 

is related to a class.A check flight 

should be completedbefore the pilot 

is released for duties as commander. 

1 manufacturer: Before exercising the 

privileges of twolicence endorsement: this 

sub-paragraph of this AMC - coming from 

Appendix 1 to EU/JAR-OPS1.980 - says 

that "flight crew members […] should 

have 500 hours in the relevant crew 

position in commercial air transport 

operations within the same operator". Our 

comment is to say that this high number 

of flight hours (500) within the same 

operator, and in CAT operations, is too 

much burdensome, especially in the 

business aviation world. If a flight crew 

wants to benefit from this requirement, 

the constraints "same operator" and "CAT" 

needs to be relaxed, at least for the 

business aviation world. Our proposal for 

this § is to remove "within the same 

operator" and "CAT" to read "flight crew 

members should have completed two 

consecutive operator proficiency checks 

and should have completed 500 hours in 

the relevant crew position". 

This could be proposed as an alternative 

means of compliance. 

Change to accommodate for Appendix 1 to 

1.005(a) of EU-OPS, (b)38.(ii) 

 

 

 

EU-OPS Appendix 1 to 

1.005(a), (b)38.(ii) 

 

Bii. In the case of a pilot having experience     
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with an operator and exercising the 

privileges of 2 more than onelicence 

endorsements, and then being promoted 

to command with the same operator on 

one of those types, the required 

minimum experience as pilot-in-

commandcommander is 6 sixmonths 

and 300 hours, and the pilot should have 

completed 2 twoconsecutive operator 

proficiency checks before again being 

eligible to exercise 2 more than 

onelicence endorsements. 

iiic. Before commencing training for and operation 

of another type or variant, flight crew 

members should have completed 3 

threemonths 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 

the OSD established in accordance with 

Part-21 for the relevant types or variants. 

    

ivd. After completion of the initial line check on the 

new type, 50 hours’ flying or 20 sectors 

should be achieved solely on aeroplanes of the 

new type rating, unless credits related to 

the training, checking and recent 

experience requirements are defined in 

the OSD established in accordance with 

Part-21 for the relevant types or variants. 

    

ve. Recent experience requirements established in 

Part-FCL and approved in accordance with 

Part-21, if applicable, for each type operated. 

    

vif. The period within which line flying experience 

is required on each type should be specified in 

the Ooperations Mmanual. 

    

viig. When credits are defined in the 

OSDestablished and approvedin accordance 

with Part-21 for the relevant type or variant, 

this should be reflected in the training 

required in OR.OPS.FC.145230.FC and: 

    

iA. OR.OPS.FC.145230(b) requires two 

operator proficiency checks every year. 

When credits aredefined in the 

operational suitability data 

established is approved in accordance 
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with Part-21 for operator proficiency 

checks to alternate between the two 

types, each operator proficiency check 

revalidates 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 Part-FCL.  

Bii. OR.OPS.FC145 .230(c) requires one line 

check every year. When creditsare 

defined in the OSD established is 

approved in accordance for Part-21 for 

line checks to alternate between types or 

variants, each line check revalidates the 

line check for the other type or variant. 

    

Ch. Annual emergency and safety equipment 

training and checking should cover all 

requirements for each type. 

1 MS: Paragraph 8 of Appendix 1 to EU-

OPS 1.980 has been omitted. 

This is already included in the paragraphs 

above and established through the OSD. 

  

2. Helicopters.     

a.2.1 If a flight crew member operates more than one 

type or variant the following provisions should be 

met: 

1 MS: Although these two pointsare a 

direct copy from JAR-OPS AMC OPS 3.980 

points 2 (c) & (d), they create a safety 

anomaly. A pilot who flies a Robinson R22 

(two-seater reciprocating engineVFR only 

helicopter) and who also flies an EH101 (a 

25 seat multi-engine (3 turbine engines), 

multi-pilot IFR helicopter) may apply the 

content of the reference to permit him/her 

to complete one operator proficiency 

check (OPC) every sixmonths and this 

would validate the OPC for the other type. 

This would meet the rule but at the same 

time be illogical. A simple addition to the 

AMC could solve this problem by 

restricting the alleviation to types and 

variants within a particular group. 

The statement is correct but this will largely 

be determined in the future through the 

OSD. The reference to the OSD addresses 

this particular situation as in the process 

EH101 will never be comparable to R22. 

 

Further changes are made throughout the 

text to take into account changes made for 

the aeroplane paragraphs. 

AMC OPS 3.980, 2  

ia. The recency requirements and the 

requirements for recurrent training and 

checking should be met and confirmed prior to 

commercial air transport operations on any 

type, and the minimum number of flights on 

each type within a three-month period 

specified in the Ooperations Mmanual.; 

    

iib. OR.OPS.FC.145 230requirements with regard 

to recurrent training.; 
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iiic. When credits related to the training, 

checking and recent experience 

requirements are defined in the OSD 

established in accordance with Part-21 

for the relevant types or variantsapproved 

in accordance with Part-21, the requirements 

of OR.OPS.FC.145 230with regard to 

proficiency checks may be met by a six-6 

monthly check on any one type or variant 

operated. However, a proficiency check on 

each type or variant operated should be 

completed every 12 months.; 

1 IND: To facilitate and to be able to plan 

more efficiently the training and checking 

of crew members, the period of validity 

should be similar for all kind of checks and 

extended to 12 months. 

This is a transposition from JAR-OPS 3, 

taking into account the OSD concept 

providing for further flexibility. A safety 

justification was not provided to generally 

change the requirement. An alternative 

means of compliance could be proposed. 

  

ivd. For helicopters with a maximum certificated 

take-off mass (MCTOM)exceeding of more 

than5,.700 kg, or with a maximum approved 

passenger seating configuration (MAPSC) of 

more than 19: 

    

Ai. tThe 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 the OSD 

established in accordance with Part-

21 for the relevant types or variants; 

    

Bii. aA minimum of 3 threemonths 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 

variant, unless credits related to the 

training, checking and recent 

experience requirements are defined 

in the OSD established in accordance 

with Part-21 for the relevant types 

or variants; 

    

Ciii. 28 days and/or 50 hours’ 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 the OSD established in accordance 

with Part-21 for the relevant types 

or variants; and 

    

Div. aA 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. 
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ve. In the case of all other helicopters, a flight 

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 the OSD 

established in accordance with Part-21 

for the relevant types or variants. 

1 IND (duplicated): The types shall remain valid as 
long as the PIC has accomplished a minimum of 15 
hours on type, a ppc has been completed and 
twohours’ flight time recency in the last 12 months 
has been completed. The level of technology, 
operational procedures, handling characteristics of 
small helicopters are such that very often operators 
are using different types for their operations. 
Threetypes are not acceptable for small operators. 
As long as training recency is provided, operations 
with different types of helicopters weighing less 
than 3175 kg shall be accepted by the National 
Authority. 

This is a transposition from JAR-OPS 3, 

taking into account the OSD concept 

providing for further flexibility. A safety 

justification was not provided to generally 

change the requirement. An alternative 

means of compliance could be proposed. 

  

3. For a cCombination of helicopter and aeroplane. 1 IND (duplicated): Provision shall be 

made for pilots flying both aeroplane and 

helicopter. No limitation of the number of 

aircraft type provided the operations with 

different types are accepted by the 

National Authority. 

Not accepted. Harmonised provisions are 

required to be established. 

AMC OPS 3.980, 2.f  

3.1a. A flight crew member may fly one helicopter type or 

variant and one aeroplane type irrespective of their 

maximum certificated take-off mass (MCTOM) or 

the maximum passenger seating configuration 

(MPSC). 

1 IND: To limit the amount of types 

without considering their neither 

complexity nor certified take-off mass 

(MCTOM) or the maximum passenger 

seating configuration seems not adequate. 

Proposal made. 

The proposal should be subject to a new RM 

task and the commenter is requested to 

provide further substantiation. 

  

b.3.3 If the helicopter type is covered by paragraph 

2.da.iv. then paragraphs 2.da.iv.Bii., 2.da.iiiiv.C. 

and 2.da.iv.D. should also apply in this case. 

    

 
    

AMC2-OR.OPS.155.FC.240Operation on more than one type 

or variant 

    

METHODOLOGY - USE OF OPERATOR DIFFERENCE REQUIREMENT 

(ODR) TABLES - AEROPLANES 

    

1. Before assigning flight crew members to operate more 

than one type or variant of aircraftaeroplanes, the 

operator should conduct a detailed evaluation of the 

differences and/or similarities of the aircraft 

earoplanesconcerned in order to establish appropriate 

procedures and/or operational restrictions. This 

evaluation should be based on the evaluation conducted 

and defined in the OSD establishedapproved in 

accordance with Part-21 and should be adapted to the 

operator’s specific aircraft aeroplaneconfigurations. This 

evaluation should take into account of the following: 

  EU-OPS 1.980, (b)  

a. tThe level of technology;     
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b. oOperational procedures; and     

c. hHandling characteristics.     

1.1 The methodology described below should be used as a 

means of evaluating aeroplane differences and similarities to 

justify the operation of more than one type or variant, and when 

credit is sought. 

  AMC OPS 1.980(b)  

2. ODR tTables 1 IND (duplicated), 1 manufacturer: 

transfer this to GM as it describes a 

methodology. 

This AMC describes an acceptable 

methodology. Others might be acceptable as 

well and should in this case be proposed as 

alternative means of compliance. 

  

a.2.1 Before requiring flight crew members to operate 

more than one type or variant, operators should 

first nominate one aeroplane as the Bbase 

Aaeroplane from which to show differences with the 

second aeroplane type or variant, the ‘difference 

aeroplane’, in terms of technology (systems), 

procedures, pilot handling and aeroplane 

management. These differences, known as 

oOperator dDifference rRequirements (ODR), 

preferably 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 training for the flight 

crew. 

    

3. The ODR tTables should be presented as follows:     

3.1a. Table 1 - ODR 1 – Ggeneral    
    

     

BASE AEROPLANE: 

DIFFERENCE AEROPLANE: 

COMPLIANCE METHOD 

GENERAL 
DIFFEREN

CES 
FLT CHAR 

PROC 

CHNG 

Traini

ng 

Checki

ng 

Recent 

Experie

nce 

General 

description 

of aircraft 

(dimensio

ns weight, 

limitations

, etc.) 

Identificatio

n of the 

relevant 

differences 

between the 

base 

aeroplane 

and the 

difference 

aeroplane. 

Impact on 

flight 

characteris

tics 

(performa

nce and/or 

handling) 

Impact 

on 

procedu

res (Yes 

or No) 

Assessment of the 

difference levels 

according to Table 4 
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b3.2. Table 2 - ODR 2 - systems 
    

     

BASE AEROPLANE: 

DIFFERENCE AEROPLANE: 
COMPLIANCE METHOD 

SYSTEM 
DIFFERENC

ES 
FLT CHAR 

PROC 

CHNG 

Traini

ng 

Checki

ng 

Recent 

Experie

nce 

Brief 

descriptio

n of 

systems 

and 

subsystem

s 

classified 

according 

to the ATA 

100 index. 

list of 

differences 

for each 

relevant 

subsystem 

between 

the base 

aeroplane 

and the 

difference 

aeroplane. 

Impact on 

flight 

characteri

stics 

(performa

nce and/or 

handling) 

Impact 

on 

procedu

res (Yes 

or No) 

Assessment of the 

difference levels according 

to Table 4 

 

    

c3.3. Table 3 - ODR 3 - manoeuvres 
    

     

BASE AEROPLANE: 

DIFFERENCE AEROPLANE: 
COMPLIANCE METHOD 

MANOEUVR

ES 

DIFFERENC

ES 
FLT CHAR 

PROC 

CHNG 

Traini

ng 

Checki

ng 

Recent 

Experie

nce 

Described 

according to 

phase of 

flight (gate, 

taxi, flight, 

taxi, gate) 

List of 

relevant 

differences 

for each 

manoeuvre 

between 

the base 

aeroplane 

and the 

difference 

aeroplane. 

Impact on 

flight 

characteris

tics 

(performa

nce and/or 

handling) 

Impact 

on 

procedu

res (Yes 

or No) 

Assessment of the 

difference levels according 

to Table 4 

 

    

4. Compilation of ODR Tables     

4.1a. ODR 1 - aAeroplane - general     

ia. The general characteristics of the difference     
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aeroplane should be compared with the base 

aeroplane with regard to: 

Ai. gGeneral dimensions and aeroplane 

design; 

    

Bii. cCockpit general design;     

Ciii. cCabin layout;     

Div. eEngines (number, type and position); 

and 

    

Ev. lLimitations (flight envelope).     

4.2b. ODR 2 - aAeroplane systems     

ia. Consideration should be given to differences in 

design between the difference aeroplane and 

the base aeroplane. This comparison should 

be completed using the ATA 100 index to 

establish system and subsystem classification 

and then an analysis performed for each index 

item with respect to main architectural, 

functional and/or operations elements, 

including controls and indications on the 

systems control panel. 

    

4.3c. ODR 3 - Aeroplane manoeuvres (operational 

differences) 

    

ia. Operational differences encompass normal, 

abnormal and emergency situations and 

include any change in aeroplane handling and 

flight management. It is necessary to establish 

a list of operational items for consideration on 

which an analysis of differences can be made. 

The operational analysis should take the 

following into account: 

    

Ai. Cockpit fFlight crew 

compartmentdimensions (e.g. size, 

cut-off angle and pilot eye height); 

    

Bii. dDifferences in controls (e.g. design, 

shape, location, function); 

    

Ciii. aAdditional or altered function (flight 

controls) in normal or abnormal 

conditions; 

    

Div. pProcedures;     
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Ev. hHandling qualities (including inertia) in 

normal and abnormal configurations; 

    

Fvi. pPerformance in manoeuvres;     

Gvii. aAeroplane status following failure; and     

Hvii. mManagement (e.g. electronic 

centralised aircraft monitor (ECAM), 

engine indicating and crew alerting 

system (EICAS),navaid selection, 

automatic checklists). 

    

d.4.4 Once the differences for ODR 1, ODR 2 and ODR 3 

have been established, the consequences of 

differences evaluated in terms of fFlight 

cCharacteristics (FLT CHAR) and cChange of 

pProcedures (PROC CHNG) should be entered into 

the appropriate columns. 

    

4.5e. Difference Levels - crew training, checking and 

currency 

    

4.5.1i. The final stage of an operator’s proposal to 

operate more than one type or variant is to 

establish crew training, checking and currency 

requirements. This may be established by 

applying the coded difference levels from 

Table 4 to the Ccompliance Mmethod column 

of the ODR Tables. 

    

5. Differences items identified in the ODR systems as 

impacting flight characteristics, and/or procedures, should 

be analysed in the corresponding ATA section of the ODR 

manoeuvres. Normal, abnormal and emergency situations 

should be addressed accordingly. 

    

6. Table 4 - Difference Levels versus training 
    

     

Difference Level 

Method/mMinimum 

sSpecification for tTraining 

dDevice 

A: Represents knowledge requirement. 

Self-Iinstruction through 

operating bulletins or 

differences handouts 

B: Aided instruction is required to ensure crew 

understanding, emphasise issues, aid retention of 

information, or : 

Aided instrucion e.g. 

computer-based training 

(CBT), classroom instruction 
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aided instruction with partial application of procedures or video tapesaudio-visual 

presentations. 

Interactive CBT 

C: For variants having part task differences affecting 

skills or abilities as well as knowledge. Training device 

required to ensure attainment and retention of crew 

skills 

FSTD (flight trainning 

device (FTD)(A), Level 1) 

D: Full task differences affecting knowledge, skills 

and/or abilities using FSTDs capable of performing 

flight manoeuvres. 

FSTD (FTD(A), Level 2) 

E: Full tasks differences requiring high fidelity 

environment to attain and maintain knowledge skills 

and abilities. 

FSTD (full flight simulator 

(FFS), Level C) 

Note:a. Levels A and B require familiarisation training, levels C, D 

and E require differences training. For Level E, the nature 

and extent of the differences may be such that it is not 

possible to fly both types or variants with a credit in 

accordance with AMC1-OR.OPS.155.FC.235,sub-

paragraph 1.4d.vii.(g). 

    

 
    

GM1-OR.OPS.155.FC.240Operation on more than one type 

or variant 

1. 1 IND (duplicated): amend to establish 

link with OSC and to take into account 

changes proposed under AMC1-

OR.OPS.FC.240. 

2. 1 manufacturer: combine AMC2-

OR.OPS.FC.240 and this GM into a single 

GM. 

1. GM reviewed and amendments made as 

seen necessary. Further changes may be 

made in a follow-up rulemaking task when 

the final text and CS of the OSD are adopted. 

2. AMC2 has the nature of an acceptable 

means of compliance. A new rulemaking task 

may look further into the issue also taking 

account of the final adopted text of the OSD. 

The commenter is requested to prepare 

associated rulemaking proposals. 

  

TERMINOLOGY AND PHILOSOPHY - AEROPLANES     

1. Terminology   AMC OPS 1.980  

1.1a. The terms used in the context of the operation of 

more than one type or variant have the following 

meaning: 

    

ia. Base aeroplane means.aAn aeroplane, or a 

group of aeroplanes, designated by an 

operator or manufacturer and used as a 

reference to compare differences with other 

aeroplane types/variants within an operator’s 

fleet. 
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iib. Aeroplane variant. MeansaAn aeroplane, or a 

group of aeroplanes, with the same 

characteristics but which have differences 

from a base aeroplane which require additional 

flight crew knowledge, skills, and or abilities 

that affect flight safety.  

    

iiic. Credit.means tThe recognition of training, 

checking or recent experience on one type or 

variant as being valid for another type or 

variant because of sufficient similarities 

between the two types or variants. 

    

ivd. Differences training. See AMC to FCL.710.     

ve. Familiarisation training. See AMC to FCL.710.     

vif. Operator dDifference rRequirements (ODRs) 

means.aA formal description of differences 

between types or variants flown by a 

particular operator. 

    

1.2b. Training and checking difference levels      

ia. Level A     

Ai. Training. Level A training can be 

adequately addressed through self-

instruction by a crew member through 

page revisions, bulletins or differences 

handouts. Level A introduces a different 

version of a system or component which 

the crew member has already shown the 

ability to use and understand. The 

differences result in no, or only minor, 

changes in procedures. 

    

Bii. Checking. A check related to differences 

is not required at the time of training. 

However, the crew member is 

responsible for acquiring the knowledge 

and may be checked during proficiency 

checking. 

    

iib. Level B     

Ai. Training. Level B training can be 

adequately addressed through aided 

instruction such as slide/tape 

presentation, computer-based 

instruction which may be interactive, 

video aided by audio-visual 

    



Part-OR 

Page 441 of 612 

A: Rule B: Summary of comments C: Response D: Source ref. and 

compliance 

E: ICAO ref. and 

compliance 

presentationsor classroom instruction. 

Such training is typically used for part-

task systems requiring knowledge and 

training with, possibly, partial application 

of procedures (e.g. fuel or hydraulic 

systems etc.). 

Bii. Checking. A written or oral check is 

required for initial and recurrent 

differences training. 

    

iiic. Level C     

Ai.  Training. Level C training should be 

accomplished by use of “hands-on” 

fFlight tTraining dDevice (FTD) Level 1 

or higher.The differences affect skills, 

abilities as well as knowledge but do not 

require the use of “real time” devices. 

Such training covers both normal and 

non-normalprocedures (for example for 

flight management systems). 

    

Bii.  Checking. An FSTD used for training 

level C or higher is used for a check of 

conversion and recurrent training. The 

check should utilise a “real time” flight 

environment such as the demonstration 

of the use of a flight management 

system. Manoeuvres not related to the 

specific task do not need to be tested. 

    

ivd. Level D     

Ai. Training. Level D training addresses 

differences that affect knowledge, skills 

and abilities for which training will be 

given in a simulated flight environment 

involving “real time” flight 

manoeuvresfor which the use of anFlight 

Training Device (FTD) Level 1 would not 

suffice, but for which motion and visual 

clues are not required. Such training 

would typically involve anFlight Training 

Device (FTD) Level 2. 

    

Bii. Checking. A proficiency check for each 

type or variant should be conducted 

following both initial and recurrent 

training. However, credit may be given 

for manoeuvres common to each type or 

variant and need not be repeated. Items 

trained to level D differences may be 

checked in Flight Training Device (FTD) 
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Level 2. Level D checks will therefore 

comprise at least a full proficiency check 

on one type or variant and a partial 

check at this level on the other. 

ve. Level E     

Ai. Training. Level E provides a realistic and 

operationally oriented flight environment 

achieved only by the use of Level C or D 

fFullfFlight sSimulators (FFSs) or the 

aeroplane itself. Level E training should 

be conducted for types and variants 

which are significantly different from the 

base aeroplane and/or for which there 

are significant differences in handling 

qualities. 

    

Bii. Checking. A proficiency check on each 

type or variant should be conducted in a 

level C or D FullFlight SimulatorFFS or 

the aeroplane itself. Either training or 

checking on each Level E type or variant 

should be conducted every six6 months. 

If training and checking are alternated, a 

check on one type or variant should be 

followed by training on the other so that 

a crew member receives at least one 

check every six6 months and at least 

one check on each type or variant every 

12 months. 

    

2. Philosophy   IEM OPS 1.980(b)  

a.2.1 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. 

    

b.2.2 The first consideration is whether or not the two 

aeroplanetypes or variants are sufficiently similar to 

allow the safe operation of both. 

    

2.3c. The second consideration is whether or not the 

types or variants are sufficiently similar for the 

training, checking and recent experience items 

completed on one type or variant to replace those 

required on the similar type or variant. If these 

aeroplanes are similar in these respects, then it is 

possible to have credit for training, checking and 

recent experience. Otherwise, all training, checking 

and recent experience requirements prescribed in 

this Section guidance materialshould be 

completed for each type or variant within the 
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relevant period without any credit. 

3. Differences between aeroplane types or variants     

3.1a. The first stage in any operator’s submission for crew 

multi-type or variant operations is to consider the 

differences between the types or variants. The 

principal differences are in the following three 

areas: 

    

ia. Level of technology. The level of technology of 

each aircraft type or variant under 

consideration encompasses at least the 

following design aspects: 

Ai. cCockpit layout (e.g. design philosophy 

chosen by a manufacturer); 

Bii. mMechanical versus electronic 

instrumentation; 

Ciii. pPresence or absence of fFlight 

mManagement sSystem (FMS); 

Div. cConventional flight controls (hydraulic, 

electric or manual controls) versus fly-

by-wire; 

Ev. sSide-stick versus conventional control 

column; 

Fvi. pPitch trim systems;ands 

Gvii. eEngine type and technology level (e.g. 

jet/turbo-propeller/pistonreciprocating 

engine, with or without automatic 

protection systems. 

    

iib.  Operational differences. Consideration of 

operational differences involves mainly the 

pilot-machine interface, and the compatibility 

of the following: 

Ai. pPaper checklist versus automated 

display of checklists or messages (e.g. 

ECAM, EICAS) during all procedures; 

Bii. mManual versus automatic selection of 

nav-aids; 

Ciii. nNavigation equipment; and 

Div. aAircraft weight and performance. 

    

iiic.  Handling characteristics. Consideration of 

handling characteristics includes control 

response, crew perspective and handling 

techniques in all stages of operation. This 

encompasses flight and ground characteristics 
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as well as performance influences (e.g. 

number of engines). The capabilities of the 

autopilot and auto-thrust systems may affect 

handling characteristics as well as operational 

procedures. 

4. Training, checking and crew management. Alternating 

training and proficiency checking may be permitted if the 

submission to operate more than one type or variant 

shows clearly that there are sufficient similarities in 

technology, operational procedures and handling 

characteristics. 

    

5. An example of completed ODR tables for an operator’s 

proposal for flight crews to operate more than one type 

or variant may appear as follows: 

    

     

Table 1 - ODR 1 - AEROPLANE GENERAL 
    

 

BASE AEROPLANE: ‘X’ 

DIFFERENCE AEROPLANE: ‘Y’ 
COMPLIANCE METHOD 

GENERAL DIFFERENCES 

FLT 

CHA

R 

PRO

C 

CHN

G 

Training 
Checkin

g 

Recent 

Experienc

e 

CockpitFl

ight 

crew 

compart

ment 

Same cockpit 

arrangement, 

2 observers 

seats on ‘Y’ 

NO NO A / / 

Cabin 

‘Y’ max 

certificated 

passenger 

capacity: 335, 

‘X’: 179 

NO NO A / / 

    

Table 2 - ODR 2 - SYSTEMS 
    

BASE AEROPLANE: ‘X’ 

DIFFERENCE AEROPLANE: ‘Y’ 
COMPLIANCE METHOD 

SYSTEMS 
DIFFERENCE

S 

FLT 

CHA

R 

PRO

C 

CH

NG 

Traini

ng 

Checki

ng  

Recent 

Experience 
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21 Air 

Conditioning 

- Trim air 

system 

- packs 

- cabin 

temperature 

NO 

NO 

NO 

YES 

NO 

YES 

B 

 

 

B 

 

 

B 

 

 

22 Auto flight 

- FMGS 

architecture 

- FMGES 

functions 

- reversion 

modes 

NO 

NO 

NO 

NO 

YES 

YES 

B 

C 

D 

B 

C 

D 

B 

B 

D 

23 

Communication

s 

      

Table 3 - ODR 3 - MANOEUVRES 
    

*P = Performance, H = Handling 

BASIC AEROPLANE: ‘X’ 

DIFFERENCE AEROPLANE: ‘Y’ 
COMPLIANCE METHOD 

MANOEUVR

ES 

DIFFERENCE

S 

FLT 

CHAR 

PRO

C 

CHN

G 

Trainin

g 

Checki

ng 

Recent 

Experien

ce 

Taxi 

- Pilot eye 

height, turn  

radius, 

- two engine 

taxi (1&4) 

YES 

 

NO 

NO 

 

NO 

D 

 

A 

D 

 

/ 

/ 

 

/ 

Take-off 

Flight 

Characteristic

s in ground 

law 

YES NO E E E 

Rejected 

take-off 

Reverser 

actuation 

logic 

YES NO D D D 

Take-off 

engine 

failure 

- V1/Vr split 

- Pitch 

attitude/later

al control 

YES(P)

* 

YES(H

)* 

NO 

NO 

B 

E 

B 

E 

B 
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AMC1-OR.OPS.FC.245.A Alternative training and 

qualification programme 

COMPONENTS AND IMPLEMENTATION 

1. Alternative training and qualification programme 

(ATQP) components. An ATQP should comprise the 

following: 

a. Documentation that details the scope and 

requirements of the programme, including the 

following: 

i. 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 

standardsprescribed in OR.OPS.FC and 

SPA.LVO. 

ii. The operator’s training needs and 

established operational and training 

objectives. 

iii. A description of the process for designing 

and gaining approval for the operator’s 

flight crew qualification programmes. 

This should include quantified operational 

and training objectives identified by the 

operator’s internal monitoring 

programmes. External sources may also 

be used.  

iv. A description of how the programme will: 

A. enhance safety; 

B. improve training and qualification 

standards of flight crew; 

C. establish attainable training 

objectives; 

D. integrate CRM in all aspects of 

training; 

E. develop a support and feedback 

process to form a self-correcting 

training system; 

F. institute a system of progressive 

evaluations of all training to enable 

consistent and uniform monitoring 

of the training undertaken by flight 

crew; 

G. enable the operator to be able to 

respond to new aeroplane 

 While transposing Appendix 1 to EU-OPS 

1.978, the following changes deserve to be 

highlighted, which have been discussed and 

agreed with the review group: 

1. Appendix 1 to EU-OPS 1.978 points 

(b)(7)&(8) on the compliance monitoring 

system and process for corrective actions is 

not transposed as it is considered being 

redundant with the integrated management 

system and in particular compliance 

monitoring system requirements of 

OR.GEN.200. This view is shared by the 

review group. 

2. Appendix 1 to EU-OPS 1.978, the sentence 

of point (c)(1) allowing to establish an 

equivalent method other than a formal safety 

case is not transposed. It could not be 

established what this alternative might be. A 

similar sentence was included in ACJ to 

Appendix 1 to JAR-OPS 1.978(c)(1)(i),point 

4. The EU-OPS Appendix is now AMC and the 

wording of the related ACJ seem to indicate 

that it would be appropriate use the 

alternative means of compliance process in 

order to make such an alternative available 

to everyone. 

3. Appendix 1 to EU-OPS 1.978, (c)(2) is not 

transposed as this is redundant with the IR 

itself providing for an approval if compliance 

with the IR is demonstrated. 

Appendix 1 to EU-OPS 

1.978 

 

Appendix 1 to EU-OPS 

1.978, (b)(1) 

ACJ to Appendix 1 to 

JAR-OPS 1.978(b)(1) 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Appendix 1 to EU-OPS 

1.978, (b)(2) 

 

 

ACJ to Appendix 1 to 

JAR-OPS 1.978(b)(2) 
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technologies and changes in the 

operational environment; 

H. foster the use of innovative training 

methods and technology for flight 

crew instruction and the evaluation 

of training systems; and 

I. make efficient use of training resources, specifically 

to match the use of training media to the training needs. 

 

b. A task analysis to determine: 

i. the knowledge; 

ii. the required skills; 

iii. the associated skill-based training;and 

iv. the 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 and/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 2.c below. The task analysis, in 

conjunction with the data gathering 

programme(s) permit the operator to establish 

a programme of targeted training together 

with the associated training objectives. 

c. Curricula.The curriculum structure and content 

should be determined by task analysis, and 

should include proficiency objectives including 

when and how these objectives should be met. 

i. The training programme should have the 

following structure:  

1. Curriculum, specifying the following elements: 

1.1 Entry requirements: A list of topics and 

content, describing what training level will be 

required before start or continuation of 

training. 

1.2 Topics: A description of what will be trained 

Appendix 1 to EU-OPS 

1.978, (b)(3) 

ACJ to Appendix 1 to 

JAR-OPS 1.978(b)(3) 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Appendix 1 to EU-OPS 

1.978(b)(4) 

 

 

 

 

ACJ to Appendix 1 to 

JAR-OPS 1.978(b)(4) 

 

 

 

 

 

 

 

 

 

 

Appendix 1 to EU-OPS 

1.978, (b)(5) 
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during the lesson. 

1.3 Targets/Objectives 

1.3.1 Specific target or set of targets that 

have to be reached and fulfilled before 

the training course can be continued. 

1.3.2 Each specified target should have an 

associated objective that is identifiable 

both by the flight crew and the trainers. 

1.3.3 Each qualification event that is required 

by the programme should specify the 

training that is required to be undertaken 

and the required standard to be achieved. 

2. Daily lesson plan. 

ii. 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 

targets should be unambiguous. 

iii. Each lesson/course or training event 

whether classroom, CBT or simulator 

should specify the required topics with 

the relevant targets to be achieved. 

d. A specific training programme for: 

i. each aeroplane type/class within the 

ATQP; 

ii. instructors (class rating instructor 

rating/synthetic flight instructor 

authorisation/type rating instructor 

rating — CRI/SFI/TRI), and other 

personnel undertaking flight crew 

instruction; and 

iii. examiners (class rating 

examiner/synthetic flight examiner/type 

rating examiner — CRE/SFE/TRE). 

This should include a method for the 

standardisation of instructors and 

examiners. 

 Personnel who perform training and 

checking of flight crew in an operator’s 

ATQP should receive the following 

additional training on: 

- ATQP principles and goals; 

- knowledge/skills/behaviour as learned 

ACJ to Appendix 1 to 

JAR-OPS 1.978(b)(5) 

 

 

 

 

 

 

 

 

Appendix 1 to EU-OPS 

1.978, (b)(6) 

 

ACJ to Appendix 1 to 

JAR-OPS 1.978(b)(6) 
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from task analysis; 

- line oriented evaluation (LOE)/ LOFT 

scenarios to include triggers / markers / 

event sets / observable behaviour; 

- qualification standards; 

- harmonisation of assessment standards; 

- behavioural markers and the systemic 

assessment of CRM; 

- event sets and the corresponding desired 

knowledge/skills and behaviour of the 

flight crew; 

- the processes that the operator has 

implemented to validate the training and 

qualification standards and the 

instructors part in the ATQP quality 

control; and 

 line oriented quality evaluation (LOQE). 

e. A feedback loop for the purpose of curriculum 

validation and refinement, and to ascertain 

that the programme meets 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 met. The 

feedback loop should include data from 

operations flight data monitoring, 

advanced FDM programme and LOE/LOQE 

programmes. In addition, the evaluation 

process should describe whether the 

overall targets/objectives of training are 

being achieved and should prescribe any 

corrective action that needs to be 

undertaken.  

ii. The programme’s established quality 

control mechanisms should at least 

review the following: 

A. procedures for approval of recurrent 

training; 

B. ATQP instructor training approvals; 

C. approval of event set(s) for 

LOE/LOFT; and 

 

 

 

 

 

Appendix 1 to EU-OPS 

1.978, (b)(9) 

ACJ to Appendix 1 to 

JAR-OPS 1.978(b)(9) 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Appendix 1 to EU-OPS 

1.978, (c)(1) 

ACJ to Appendix 1 to 

JAR-OPS 1.978(c)(1)(i) 
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D. procedures for conducting LOE and LOQE. 

f. A method for the assessment of flight crew 

during conversion and recurrent training and 

checking. The assessment process should 

include event-based assessment as part of the 

LOE. The assessment method should comply 

with OR.OPS.FC.230. 

i. The qualification and checking 

programmes should include at least the 

following elements: 

A. a specified structure; 

B. elements to be tested/examined; 

C. targets and/or standards to be 

attained; and 

D. the specified technical and 

procedural knowledge and skills, 

and behavioural markers to be 

exhibited. 

ii. An LOE event should comprise tasks and 

sub-tasks performed by the crew under a 

specified set of conditions. 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 event the proficiency that is 

required to be achieved should be 

established. Each event should include a 

range of circumstances under which the 

crews’ performance is to be measured 

and evaluated. The conditions pertaining 

to each event should also be established 

and they may include the prevailing 

meteorological conditions (ceiling, 

visibility, wind, turbulence etc.); the 

operational environment (navigation aid 

inoperable etc.); and the operational 

contingencies (non-normal operation 

etc.). 

iii. The markers specified under the 

operator’s ATQP should form one of the 

core elements in determining the 

required qualification standard. A typical 

set of markers are shown in the table 

below: 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

ACJ OPS 1.978 
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EVENT MARKER 

1. Monitors and reports changes in 

automation status. 

2. Applies closed loop principle in all relevant 

situations. 

3. Uses all channels for updates. 

Awareness  

of Aeroplane 

Systems: 

4. Is aware of remaining technical resources. 

 

iv. The topics / targets integrated into the 

curriculum have to be measurable and 

progression on any training/course is 

only allowed if the targets are fulfilled. 

g. A data monitoring/analysis programme 

consisting of. 

i. A flight data monitoring (FDM) 

programme: This programme should 

include systematic evaluation of 

operational data derived from equipment 

that is able to record the flight profile and 

relevant operational information during 

flights conducted by the operator’s 

aeroplane. Data collection should reach a 

minimum of 60% of all relevant flights 

conducted by the operator before ATQP 

approval is granted. This proportion may 

be increased as determined by the 

competent authority. 

ii. An advanced FDM when an extension to 

the ATQP is requested: An advanced FDM 

programme is determined by the level of 

integration with other safety initiatives 

implemented by the operator, such as the 

operator’s safety management system. 

The programme should include both 

systematic evaluations of data from an 

FDM programme and flight crew training 

events for the relevant crews. Data 

collection should reach a minimum of 

80% of all relevant flights and training 

conducted by the operator. This 

proportion may be varied as determined 
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by thecompetent authority. 

The purpose of either an FDM or advanced FDM 

programme is to enable the operator to:  

- provide data to support the programme’s 

implementation and justify any changes 

to the ATQP; 

- establish operational and training 

objectives based upon an analysis of the 

operational environment; and 

- monitor the effectiveness of flight crew 

training and qualification.  

iii. Data gathering.FDM programmes should 

include a system that captures flight 

data, and then transforms the data into 

an appropriate format for analysis. The 

programme should generate information 

to assist the operations safety personnel 

in analysing the data. The analysis should 

be made available to the person 

responsible for ATQP within the 

organisation.The data gathered should: 

A. include all fleets 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 operator should 

establish a process, which ensures strict 

adherence to any data handling 

protocols, agreed with flight crew 

representative bodies, to ensure the 

confidentiality of individual flight crew 

members.The data handling protocol 

should define the maximum period of 

time that detailed FDM or advanced FDM 

programme data, including exceedences, 

should be retained. Trend data may be 

retained permanently. 

v. An operator that has a flight data 

monitoring programme prior to the 

proposed introduction of ATQP may use 

relevant data from other fleets not part of 
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the proposed ATQP. 

2. Implementation.An operator should develop an 

evaluation and implementation process including 

the following stages: 

a. Asafety casethat demonstrates equivalency of: 

i. the revised training and qualification 

standards compared to the standards of 

OR.OPS.FCand/or SPA.LVO prior to the 

introduction of ATQP; and 

ii. any new training methods implemented 

as part of ATQP. 

 A safety case is a documented body of evidence 

that provides a demonstrable and valid justification 

that the ATQP is adequately safe for the given type 

of operation. The safety case should encompass 

each phase of implementation of the programme 

and be applicable over the lifetime of the 

programme that is to be overseen.The safety case 

should:  

- demonstrate the required level of safety;  

- ensure the required safety is maintained 

throughout the lifetime of the programme; and 

- minimise risk during all phases of the 

programmes implementation and operation. 

The elements of a safety case include: 

- planning: Iintegrated and planned with the 

operation (ATQP) that is to be justified; 

- criteria; 

- safety-related documentationincluding a 

safety checklist; 

- programme of implementationto include 

controls and validity checks; and 

- oversight, includingreview and audits. 

Criteria for the establishment of a safety case. The 

safety case should: 

- be able to demonstrate that the required or 

equivalent level of safety is maintained 

throughout all phases of the programme;   

- be valid to the application and the proposed 

operation; 

- be adequately safe and ensure the required 

regulatory safety standards or approved 

equivalent safety standards are achieved; 

- be applicable over the entire lifetime of the 
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programme;  

- demonstrate completeness and credibility of 

the programme; 

- be fully documented; 

- ensure integrity of the operation and the 

maintenance of the operations and training 

infrastructure; 

- ensure robustness to system change;  

- address the impact of technological advance, 

obsolescence and change; and 

- address the impact of regulatory change.  

b. A task analysis as required by paragraph 1.b. to 

establish the operator’s programme of targeted 

training and the associated training objectives. 

c. A period of operation whilst data is collected and 

analysed to validate the safety caseand task 

analysis. During this period the operator should 

continue to operate in accordance with OR.OPS.FC 

and/or SPA.LVO, as applicable. The length of this 

period should be determined by the competent 

authority. 

 

GM1-OR.OPS.FC.245.A Alternative training and 

qualification programme 

TERMINOLOGY 

1. Line Oriented Evaluation (LOE). LOE is an 

evaluation methodology used in the ATQP to 

evaluate 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 realistic and 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 event-based 

assessment. 

2. Line Oriented Quality Evaluation (LOQE). LOQE is 

one of the tools used to help evaluate the overall 

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 designed to look at 

those elements of the operation that are unable to 

be monitored by FDM or Advanced FDM 

programmes. 
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3. Skill-based training. Skill-based training requires 

the identification of specific knowledge and skills. 

The required knowledge and skills are identified 

within an ATQP as part of a task analysis and are 

used to provide targeted training. 

4. Event-based Assessment. This is the assessment of 

flight crew to provide assurance that the required 

knowledge and skills have been acquired. This is 

achieved within an LOE. Feedback to the flight crew 

is an integral part of event-based assessment. 

 

AMC1-OR.OPS.FC.245.A(a) Alternative training and 

qualification programme 

OPERATOR EXPERIENCE 

The appropriate experience should be at least 2 years’ 

continuous operation. 

 

AMC1-OR.OPS.FC.245.A(d)&(e)(2) Alternative training 

and qualification programme 

COMBINATION OF CHECKS 

1. The line orientated evaluation (LOE) may be 

undertaken with other ATQP training. 

2. The line check may be combined with a line 

oriented quality evaluation (LOQE). 

SECTION VI – CABIN CREW 
  x x 

 

Chapter 1 

Common Requirements 

IA: create a new paragraph (this should 

not only apply to CAT) 

“AMC OR.OPS.CC.100 (b) For 

identification the CC should wear the 

operator’s uniform” 

The requirement to wear a uniform is 

transposed from EU-OPS only applicable to 

CAT-A. Besides, confusion between CC and 

other personnel is not reported as a risk on 

private flights. 

x x 
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AMC1-OR.OPS.CC.205100-CAT Number and composition of 

cabin crew 

DETERMINATION OF THE NUMBER AND COMPOSITION OF CABIN 

CREW 

1. Factors to be taken into account when determining the 

minimum number of cabin crew required to operate 

aircraft engaged in commercial air transport operations 

should include: 

a. the number of exits; 

b. the type of exits and their associated slides; 

c. the location of exits in relation to cabin crew seats 

and the cabin layout; 

d. the location of cabin crew seats taking into 

account direct view requirements and cabin 

crew duties in an emergency evacuation including: 

i. opening floor level exits and initiating stair or 

slide deployment; 

ii. assisting passengers to pass through exits; 

and 

iii. directing passengers away from inoperative 

exits, crowd control and passenger flow 

management; 

e. actions required to be performed by cabin crew in 

ditching, including the deployment of slide-rafts and 

the launching of life-rafts; 

f. additional actions required to be performed by cabin 

crew members when responsible for a pair of exits; 

and 

g. the type and duration of the flight to be operated. 

2. When scheduling cabin crew for a flight, an operator 

should establish procedures which take account of the 

experience of each cabin crew member such that the 

required cabin crew includes some cabin crew members 

who have at least 3three months operating experience 

as a cabin crew member. 

 

 This AMC was initially AMC to OR.OPS.CC and 

has been moved as a result of the move of 

the rule on minimum CC from Chapter 2 to 

Chapter 1. 

 

 

 

 

 

Reference to the direct view requirement has 

been added as it is part of the provisions 

relating to the evacuation requirements of 

the airworthiness code.  

  

GM1-OR.OPS.100-CAT Number and composition of cabin 

crew 

DETERMINATION OF THE NUMBER AND COMPOSITION OF 

CABIN CREW 

1. The number of cabin crew referred to in 

OR.OPS.100(b)(1) may be: 

 Comments received and feedback from the 

Review group have shown that GM was 

needed to further explain the intent of the 

new wording proposed under OR.OPS.CC.100 

(b)(1) to replace the former EU-OPS 

1.990(b)(2) in order to ensure that 

operational rules do not mismatch the 

evacuation requirements defined as 
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a. 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 analysis, carried out 

by the aircraft manufacturer when 

demonstrating the maximum passenger 

seating capacity (MPSC) of the aircraft type at 

the time of initial type certification; or  

b. a lower number in the case of other cabin 

configurations within the same aircraft type 

for which the aircraft manufacturer, or another 

approved design organisation, has shown by a 

demonstration or an analysis that this lower 

number of cabin crew is sufficient to meet the 

evacuation requirements of the applicable 

airworthiness code.  

2. An operator intending to determine the minimum 

required cabin crew for a specific aircraft cabin 

configuration should:  

a. take into account the factors specified in 

AMC1-OR.OPS.CC.100-CAT; and 

b. consult the organisation responsible for showing 

compliance with the evacuation requirements of the 

applicable airworthiness code. 

certification specification for a/c carrying 

passengers.  

GM OR.OPS.110.CC Conditions for assignment of cabin crew 

to duties 

IA (comments confirmed by indiv. 

members): re-phrase title “..for 

assignment of cabin crew to safety duties” 

(TBD: EASA should only regulate safety, 

no other elements) 

BR, and therefore EASA, regulate only 

safety, reason why all proposed rules are 

‘safety’ rules, excluding de facto other types 

of (non safety related) duties. Specifying 

‘safety’’ under each segment would therefore 

be redundant.. 

OPS 1.995 x 

SELF-EMPLOYED, FREELANCE OR PART-TIME CABIN CREW   x x 

Before assigning to duties a cabin crew memberwho is self-

employed and/or working on a freelance or part-time basis, the 

operator shouldgive particular attention toall applicable 

requirements of this Section with special regard tothe number of 

aircraft types and variants operated andto flight and duty time 

limitations and rest requirements. 

 

 

IA: re-phrase “should” with “shall” (TBD: 

this should be IR material; operator has to 

take into account CCM’s activities with 

other operators, otherwise all req. in this 

section are invalidated) 

MS: amend txt A.“..rest requirements 

including those when his/her services are 

engaged by another operator.” 

B.”..with special regard to the fact that 

the required training is completed, 

compliance with other parts of the 

regulation is shown and the flight and 

duty time limitations and rest 

requirements are complied with.” 

 

 

 

Comment s partially accepted: this segment 

has been amended accordingly and 

transferred to rule as for FC and TC and 

clarified to be in line with the objective of the 

related EU-OPS rules.  

OPS 1.1990(e) Annex 6, Part-I, Para 

12.5 
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AMC1 OR.OPS.CC.115.CC Training courses and 

associated checking 

 

INITIAL TRAINING COURSE 

1 For non-commercial operations, cabin crew 

members holding a valid cabin crew attestation in 

accordance with Part-CC and proficient on the 

aircraft type to be operatedneed not be provided by 

the operator with all the training required in Part-CC 

but should be trained in accordance with the 

applicable requirements of Part-OR. 

2 The initial training may be combined with the first 

aircraft type training courses when all such training 

courses are provided to the cabin crew member by 

the same operator and the respective training 

subjects are properly covered and recorded. 

 

MS: create a new paragraph 

“When in addition to the initial safety 

training, conversion, differences and 

familiarization training is provided by an 

independent training organization this 

training organization has to show that all 

operator specific data are available (a/c or 

simulator in line with the configuration of 

the operator where the CCM is intended to 

be assigned for duties).” 

 

MS: amend txt “..with all the training 

required in Part-CC but should complete 

at least a type training and familiarization 

and be trained iaw..” 

AMC has been deleted as such situations are 

now addressed by OR.OPS.CC.120 ‘Initial 

training course’ 

 

The issue of training organisations (TO) 

providing CC training independently from an 

operator is addressed under OR.ATO. and 

Authority requirements AR.CC. 

If a TO provides CC training on behalf of an 

operator, this is done under the responsibility 

of the operator. 

Text has been revised, inc. the distribution of 

rules between Part-CC and OR.OPS.CC 

  

 

AMC1 OR.COPS.CCC.TRA.115 Conduct of training courses, 

examination and associated checking 

AMC TO AR.CC.100 APPROVAL OF ORGANISATIONS PROVIDING 

CABIN CREW TRAINING 

TRAINING METHODS 

An operator should establish training methods that take 

into account the following: 

1. training may should include the use of mock-up facilities, 

audio-visual presentations, computer-based training and 

other types of training,as most appropriate to the training 

subject; and 

2. a reasonable balance 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. 

 

TRAINING DEVICES 

When assessing the representative training devices to be used, 

the competent authority should take account of the followingan 

operator should: 

1. take into account that a representative training device 

may be used for the training of cabin crew as an 

alternative to the use of the actual aircraft or required 

equipment;  

 

No comments 

 

In consultation with the review group, the 

points on ‘Training methods’ and ‘Training 

devices’ have been transferred back from 

AR.CC into OR.OPS to realign with EU-OPS. 

Point on ‘Checking’ has been transferred 

from Part-CC (NPA - AMC CC.TRA.115) for 

consistency with the transfer of the training 

programmes (except Initial) from Part-CC 

into Part-OR to realign with EU-OPS as much 

as possible, as requested by comments. 

 

Editorial changes have been made for better 

clarity of the text. 

 

BR Annex IV (7)(b)(i) 

AMC OPS 1.1025 

Annex 6, Part-II, Para 

3.12.4 

Annex 6, Part-I, Para 

12.4 

ICAO Doc 7192-

AN/857, Part E-1,  

Para 1.2.4 

+ Para 2.1.4 
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2. ensure that those items relevant to the training and 

checking intended to be given accurately represent the 

aircraft in the following particulars: 

a. layout of the cabin in relation to exits, galley areas 

and safety and emergency equipment stowage as 

relevant; 

b. type and location of passenger and cabin crew 

seats; 

c. exits in all modes of operation, particularly in 

relation to method of operation, their mass and 

balance and operating forces and including failure of 

power-assist systems where fitted; and 

d. safety and emergency equipment of the type 

provided in the aircraft (such equipment may be 

‘training use only’ items and, for oxygen and 

protective breathing equipment, units charged with 

or without oxygen may be used); and 

3. assess the following factors when determining 

whether an exit can be considered to be a variant of 

another type:the following factors should be assessed: 

a. exit arming/disarming; 

b. direction of movement of the operating handle; 

c. direction of exit opening; 

d. power-assist mechanisms; and 

e. assist means such as evacuation slides and ropes. 

 

TRAINING PROGRAMMES 

When developing the training programmes for aircraft-type 

specific training required in OR.OPS.CC.125(b), in addition 

to complying with the standards included in the relevant 

Operational suitability data for the applicable aircraft type, 

an operator should also follow any further 

recommendations contained therein. 

 

 This new sub-paragraph has been included to 

ensure the link with the provisions from the 

NPA on operational suitability data (as for 

FC). 

  

EXAMINATION AND/OR CHECKING 

1. Elements of training which require individual practical 

participation may be combined with practical checks. 

No comments  AMC OPS 1.1025 (1) Refer to the above box  

2. Examination and/or checking required for each training 

course should be accomplished by the method 

appropriate to the type of training, including: 

2.1a practical demonstration; 

2.2b computer based assessment;  

IA (comments confirmed by indiv. 

members):add “and/or” between points; 

does the operator decide which point is 

most appropriate? 

Text has been realigned with EU-OPS, but 

avoiding repetitions 

AMC OPS 1.1025 (2) Refer to the above box 
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2.3c in-flight checks; and/or  

2.4d oral or written tests. 

 

GM1-OR.OPS.CC.115(a) Conduct of training courses and 

associated checking 

EQUIPMENT AND PROCEDURES 

For the purpose of programme content and conduct of 

training and checking on equipment and procedures,  

1. ‘Safetyequipment’ should be understood as 

equipment installed/carried to be used during day-

to-day normal operations for the safe conduct of 

the flight and protection of occupants (e.g. 

seatbelts, infant/extension seatbelts, child 

restraint device, safety card, safety demonstration 

kit).  

2. ‘Emergencyequipment’ should be understood as 

equipment installed/carried to be used in case of 

abnormal and emergency situations that demand 

immediate action for the safe conduct of the flight 

and protection of occupants including life 

preservation (e.g. drop-out oxygen, axe, fire 

extinguisher, protective breathing equipment, 

manual release tool; slide raft). 

3. ‘Normalprocedures’ should be understood as all 

procedures established by the operator in the 

operations manual for day-to-day normal 

operations (e.g. pre-flight briefing of cabin crew, 

pre-flight checks, passenger briefing, securing of 

galleys and cabin, cabin surveillance during flight).  

4. ‘Emergencyprocedures’ should be understood as all 

procedures established by the operator in the 

operations manual for abnormal and emergency 

situations. For this purpose, ‘abnormal’ refers to a 

situation that is not typical or usual, deviates from 

normal operation and may result in an emergency.  

 Different wording are used in EU-OPS for 

‘safety and/or emergency’ equipment’, and 

for ‘normal and/or emergency or safety 

procedures’ This has been reconsidered in 

consultation with the Review group. As a 

result, the terminology used has been 

standardised for consistency of the whole 

Section, as described in this new GM1-

OR.OPS.CC.115(a).   

  

 

 

AMC12 OR.OPS.CC.115(e) Conduct of t.CC Training courses 

and associated checking 

CREW RESSOURCE MANAGEMENT– CRM INSTRUCTORS AND 

TRAINING PROGRAMMES 

 

IA (comment confirmed by indiv. 

members): realign with EU-OPS, Appendix 

2 & restore “note” in the table  

 

Comment accepted: the note has been 

restored under point 1.4. of the CRM Training 

Table  

 

 Annex 6, Part-II, Para 

3.12.4.2 

Annex 6, Part-I, Para 

12.4(f) 

ICAO Doc 7192-

AN/857, Part E-1, Para 

7.1, 7.3,7.8 
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1. CRM Instructor qualifications No comments   x 

1.1a All personnel conducting training should be suitably 

qualified to integrate elements of CRM into all 

appropriate training programmes. 

No comments  ACJ OPS 

1.1005/1.1010/1.1015 

(8.1) 

x 

1.2b A training and standardisation programme for CRM 

instructors should be established. 

No comments  ACJ OPS 

1.1005/1.1010/1.1015 

(8.2) 

x 

1.3c Cabin crew CRM instructors should: 

ai. have suitable experience of commercial air 

transport as a cabin crew member;  

 

bii. have received instruction on Human Factors 

Performance Limitations (HPL);  

ciii. have completed an Introductory CRM course 

and the cabin crew CRM training courses 

applicable by operators;  

div. have received instructions in training skills in 

order to conduct CRM courses; and 

ev. be supervised by suitably qualified CRM 

instructors when conducting their first CRM 

training course. 

MS: point (1.3)(a): re-consider 

requirement of CC CRM instructor to have 

previous CC operating experience  

 

 

 

 

MS: point (1.3)(e): re-phrase txt “..be 

supervised to the satisfaction of a suitably 

qualified CRM instructor..” 

The text has been maintained as transposed 

from EU-OPS Also,  pilots, engineers, or 

other ground staff experience and expertise 

are very different from the specific duties 

and working environment of the CC Their  

particular experience may not be necessarily 

the best to train CC on CRM. 

The text is maintained as in line with EU-OPS 

and as the proposed alternative wording may 

create confusion. 

ACJ OPS 

1.1005/1.1010/1.1015 

(8.3)(a)(b)(c)(d)(e) 

x 

1.4d An experienced non-cabin crew CRM instructor may 

continue to be a cabin crew CRM instructor, 

provided that the provisions of paragraph 1.3 b) to 

e)points c.ii. to v. are satisfied and that a 

satisfactory knowledge has been demonstrated of 

the nature of the operation and the relevant specific 

aircraft types showing a suitable knowledge of the 

cabin crew working environment. 

No comments  ACJ OPS 

1.1005/1.1010/1.1015 

(8.4) 

x 

1.5e Instructors integrating elements of CRM into aircraft 

type training, recurrent training, or senior cabin 

crew training should have acquired relevant 

knowledge of human factors and have completed 

appropriate CRM training. 

No comments  ACJ OPS 

1.1005/1.1010/1.1015 

(8.5) 

x 

2. CRM training programmes No comments  Appendix 2 to OPS 

1.1005/1.1010/1.1015 

x 

2.1a There should be an effective liaison between flight 

crew and cabin crew training departments. Provision 

should be made for flight and cabin crew instructors 

to observe and comment on each others training. 

Consideration should be given to creating flight deck 

IND: re-phrase txt “..between flight crew 

and cabin/technical crew training 

departments. Provision should be made 

for training managers to observe and 

comment on CRM Instructors training. 

 

The text is transposed from TGL 44 and does 

not stop training managers to observe CRM 

instructors if considered necessary.  

ACJ OPS 

1.1005/1.1010/1.1015 

(9.1) 

x 
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scenarios on video for playback to all cabin crew 

during recurrent training, and to providing the 

opportunity for cabin crew, particularly senior cabin 

crew, to participate in Fflight Ccrew line oriented 

flying training (LOFT) exercises. 

Consideration should be..” (TBD: it is the 

managers task to oversee the instructors 

activities and unify their style & method) 

2.2b The programme of each CRM training course, their 

contents and the level to be achieved, should 

comply with the relevant elements specified in CRM 

training Table 1 as applicable to the appropriate 

training course to be completed. 

No comments  Appendix 2 to OPS 

1.1005/1.1010/1.1015 

x 

3.c.. CRM training for senior cabin crew 

i. CRM training for senior cabin crew members 

should be the application of knowledge gained 

in previous CRM training and operational 

experience relevant to the specific duties and 

responsibilities of a senior cabin crew member. 

ii. The senior cabin crew member should 

demonstrate ability to manage the operation 

and take appropriate leadership/management 

decisions. 

 

 Point c. is the former point 3 of GM 

OR.OPS.115.CC on CRM which has been 

transferred for consistency to also include in 

the programmes detailed in this AMC the 

aspects that relate to SCC.  

  

CRM Training TRAINING- 

TableTABLE 1 

Training Elements 

Training Elements 

Operator

’s CRM 

Training 

Operator’

s Aircraft 

Type 

Training 

CRM 

Operator’s 

Annual 

Recurrent 

CRM 

Training 

Senior 

Cabin 

Crew 

Course 

     

General Principles 

Human factors in aviation 

General instructions on CRM 

principles and objectives 

Human performance and 

limitations 

Not 

required 

Not 

required 
Not required 

Overvie

w 

Relevant to the individual cabin crew member 

Personality awareness, human 

error and reliability, attitudes 

and behaviours, self-assessment 

Stress and stress management 

Fatigue and vigilance 

Assertiveness, situation 

awareness, information 

Not 

required 

Not 

required 

Overview 

(3 year 

cycle) 

Not 

required 

IA (comment confirmed by indiv. 

members): realign with EU-OPS, Appendix 

2 & restore “Note” in the table “In column 

(d), if relevant aeroplane type specific 

case based studies are not available, then 

case based studies relevant to the scale 

and scope of the operation shall be 

considered.” 

 

 

 

Comment accepted: see new para 1.4 in box 

below 

 

 

 

 

Appendix 2 to OPS 

1.1005/1.1010/1.1015 

ICAO Doc 7192-

AN/857, Part E-1, 

Table 1-1 
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acquisition and processing 

Relevant to the whole entire aeroplane aircraft crew 

Error prevention and detection 

Shared situation awareness, 

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, cultural 

differences 

Leadership, cooperation, 

synergy, decision-making, 

delegation 

Individual and team 

responsibilities, decision making, 

and actions 

Identification and management 

of the passenger human factors: 

crowd control, passenger stress, 

conflict management, medical 

factors 

In-depth 

Relevant 

to the 

type(s) 

Specifics related to aeroplane 

aircraft types (narrow/wide 

bodies, single/multi deck), flight 

Not 

required 
In-depth 

Overview 

(3 year 

cycle) 

Rein-

forceme

nt 

(relevan

t to the 

senior 

cabin 

crew 

duties) 

Relevant to the operator and the organisation 

Company safety culture, SOPs, 

organisational factors, factors 

linked to the type of operations 

Effective communication and 

coordination with other 

operational personnel and 

ground services 

Participation in cabin safety 

incident and accident reporting 

In- 

depth 

Overview 

(3 year 

cycle) 

Case-based studies Required 

Relevant 

to the 

type(s) 

Required 

Rein- 

forceme

nt 

(relevan

t to the 

Senior 

cabin 

crew 

duties) 
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GM1 OR.OPS.CC.115(e).CCTConduct of training courses and 

associated checking 

 

CREW RESSOURCE MANAGEMENT (CRM) 

  ACJ OPS 

1.1005/1.1010/1.1015 

Annex 6, Part-I, Para 

12.4(f); Part-II, Para 

3.12.4.2 

1 Introduction to CRM - General MS: re-phrase text  

“1 General” (TBD: use of the same 

definition as for FC & avoiding 

misunderstanding with Introductory CRM 

contained in Part-CC) 

Text has been amended accordingly ACJ OPS 1.1005/1.1010/ 

1.1015(1) 

ICAO Doc 7192-

AN/857, Part E-1, Para 

7.8(a)(1) 

1.1a Crew Resource Management should be the effective 

utilisation of all available resources (e.g. crew 

members, aeroplane aircraft systems, and 

supporting facilities) to achieve safe and efficient 

operation. 

   ACJ OPS 

1.1005/1.1010/1.1015 

(1.1) 

Doc 9683 “Human 

Factors Training 

Manual” reference 

provided in Annex 6, 

Part-I, Para 12.4(f) – 

I’m not able to find 

9683 

ICAO Doc 7192-

AN/857, Part E-1, 

Chapter 7 

1.2b The objective of CRM should be to enhance the 

communication and management skills of the crew 

member, as well as the importance of effective co-

ordination and two-way communication between all 

crew members. 

   (1.2) Refer to the above box 

(1.1) 

cd. Operator’s CRM training should reflect the culture of 

the operator, the scale and scope of the operation 

together with associated operating procedures and 

areas of operation which produce particular 

difficulties. 

ed. Accordingly, where required during CRM 

training, if relevant aircraft type-specific case 

studies are not available, then case studies 

relevant to the scale and scope of the 

operation should be considered. 

  

 

Text has bee included to realign with EU-OPS 

as requested by above comment entered 

under the CRM training table  

(1.3) Refer to the above box 

(1.1) 

2 General principles for CRM training for cabin crew   (2) Refer to the above box 

(1.1) 

2.1a Cabin crew CRM training should focus on issues 

related to cabin crew duties, and therefore, should 

be different from flight crew CRM training. However, 

the co-ordination of the tasks and functions of flight 

crew and cabin crew should be addressed. 

  (2.1) Refer to the above box 

(1.1) 

2.2b Whenever it is practicable to do so, combined 

training should be provided to flight crew and cabin 

  (2.2) Refer to the above box 

(1.1) 
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crew, particularly senior cabin crew members, 

including feedback. 

2.3c Where appropriate, CRM principles should be 

integrated into relevant parts of cabin crew training. 

  (2.3) Refer to the above box 

(1.1) 

2.4d CRM training should include group discussions and 

the review of accidents and incidents (case-based 

studies). 

  (2.4) Refer to the above box 

(1.1) 

2.5e Whenever it is practicable to do so, relevant parts of 

CRM training should form part of the training 

conducted in cabin mock-ups or aircraft. 

  (2.5) Refer to the above box 

(1.1) 

2.6f CRM training courses should be conducted in a 

structured and realistic manner. 

  (2.6) Refer to the above box 

(1.1) 

2.7g There should be no assessment of CRM skills. 

Feedback from instructors or members of the group 

on individual performance should be given during 

training to the individuals concerned. 

  (2.9) Refer to the above box 

(1.1) 

3 CRM Training for senior cabin crew  Point 3 has been transferred as point c. of 

the AMC above. Please refer to the related 

response. 

(7) Refer to the above box 

(1.1) 

3.1 CRM training for senior cabin crew Members should be the 

application of knowledge gained in previous CRM training and 

operational experience relevant to the specific duties and 

responsibilities of a senior cabin crew member. 

  (7.1) Refer to the above box 

(1.1) 

3.2 The senior cabin crew member should demonstrate ability 

to manage the operation and take appropriate 

leadership/management decisions. 

 

  (7.2) Refer to the above box 

(1.1) 

AMC1-OR.OPS.CC.125(b)Aircraft type-specific training 

andOperator’saircraft type conversiontraining and 

differences training 

 

TRAINING PROGRAMME– AIRCRAFT TYPE-SPECIFIC 

TRAINING 

IND: amend txt “Operator’s a/c type 

conversion training and differences 

training” 

 

Text amended accordingly 

See also issue under related rule 

Differences training is now in a separate rule 

OR.OPS.CC.130 for clarity purposes as 

requested by comments and in consultation 

with the review group 

x 

 

ICAO Annex 6 - Part I, 

Para 12.4 

ICAO Doc 7192-

AN/857, Part E-1, Para 

1.2.3.5 

ICAO Doc 7192-

AN/857, Part E-1, Para 

1.2.3.1 

The following subjects aircraft type-specific training elements 

should be covered as relevant to the aircraft type: 

  Editorial changes for consistency with IR x x 

1. Aircraft general description 

1.1a Ttype of aeroplane aircraft; principal dimensions; 

narrow or wide bodied; single or double deck; 

 

MS: standardize terminology “aircraft-

aeroplane” 

Editorial for consistency with heading in the 

rule 

Text amended accordingly 

x ICAO Doc 7192-

AN/857, Part E-1, Para 

3.1  
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1.2b Ttypical max take-off weight/typical 

engines/speed/altitude/range; 

1.3c Ttypical passenger seating capacity (certified 

capacity); 

1.4d Ttypical flight crew number and typical minimum 

number of required cabin crew as determined in 

accordance with Part 21; 

1.5e Ccabin doors location and sill height; 

1.6f cargo and Uun-pressurised areas/cargo/gears/fuel 

tanks/flight controls as relevant; 

1.7g Aeroplane aircraft systems – general: auxiliary 

power unit (APU)/Aeroplaneaircraft electrical 

power/Aair conditioning and pressurisation; 

1.8h Cockpit flight crew compartment presentation- 

general: pilot seats and their mechanism; cockpit 

exits; storage; 

1.9i Ttypical cabin crew stations; 

1.10j Ppassenger seats-general presentation; 

1.11kFflight deck crew compartment security-general: 

door components and use; 

1.12l Aaccess to avionics bays where relevant; 

1.13m Llavatories- general: doors; systems; 

emergency equipments, calls and signs; 

1.14n Ggalleys- general: appliances; water and 

waste; control panels; calls and signs; and 

1.15o Lleast risk bomb location. 

IA (comment confirmed by indiv. 

members): delete the entire part 

MS: + IND + IA (comment confirmed by 

indiv. members): delete point 1. 2 or 

retain only “speed/altitude/range” 

 

IA (comment confirmed by indiv. 

members): delete point 1.4 

 

MS + IA (comment confirmed by indiv. 

members): delete point  1.6 

 

MS: + IA (comment confirmed by indiv. 

members): delete point 1.7 or retain only 

“Aeroplane systems – general” 

MS + IND: standardize terminology “ 

flight deck – cockpit” under points 1. 8 

and 1.11 

 

 

 

IA (comment confirmed by indiv. 

members): delete point 1.12 

Text maintained as general knowledge of the 

aircraft is required. 

Accepted – text amended accordingly 

Text simplified 

 

 

Partially accepted – text revised 

 

Not accepted, items relevant to CC, 

knowledge relevant to their duties and 

operating environment 

 

Accepted – text standardised 

 

Partially accepted, text amended 

 

 

 

 

 

The comment does not provide justification 

and this point should be covered when 

relevant 

+ Para 3.4 

2. Safety and emergencyequipment and 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 

including the following: 

2.1a slides, and where non-self-supporting slides are 

carried, the use of any associated ropes; 

2.2b life-rafts and slide-raft, including the equipment 

attached to, and/or carried in, the raft; 

2.3c drop-out oxygen system; 

2.4d communication equipment; and 

2.5e all other cabin equipment and systems installed 

relevant to cabin crew duties. 

MS + IND:delete 2.1 & 2.2 & 2.3  or move 

to AMC OR.OPS.CC.125 

 

Accepted : the programme has been 

transferred to OR.OPS.CC as requested by 

comments 

 

 

 

 

Appendix 1 to OPS 

1.1010 

(h)(1)(2)(4)(9)(13) 

ICAO Doc 7192-

AN/857, Part E-1, Para 

5.3 

+ Para 5.9 

3. Normal and emergency procedures 

3.1 Passenger management and cabin surveillance. 

Training specific to the aircraft type should be provided on the 

  Elements have been deleted as they are 

already covered in the operator conversion 

training programmes below 

 

Appendix 1 to OPS 

1.1010(i) 

ICAO Doc 7192-

AN/857, Part E-1, Para 

5.2 + 5.7 +4.3.2  
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practical aspects of passenger management and cabin surveillance 

in preparation to normal and emergency procedures as applicable; 

and 

3.2 Type-specific elements or conditions relating to severe air 

turbulence, sudden decompression or other in-flight emergencies 

should also be covered.  

 

 

Appendix 1 to OPS 

1.1010(e)(2)(ii)(iii)(iv) 

(11)(13)(14)(15) 

+ 4.2 + 4.3 

43. Operation of doors and exits 

4.1 This training should be conducted in a representative 

training device or in the actual aircraft and should include 

failure of power assist systems where fitted and the 

action and forces required to operate and deploy 

evacuation slides.; and4.2 The demonstration of the 

operation of the other doors and exits should include 

flight deck windows the security door of the flight 

crew compartment where installed.. 

MS:  4.1 – amend txt “..evacuation slides 

and actual opening of each type or variant 

of normal and emergency exit in the 

normal and emergency modes” 

N/A - This is already covered in the rule, 

AMC gives more detailed information. 

‘Windows’ have been deleted as already 

covered in the rule and security doors have 

been included as agreed in consultation with 

the review group  

Appendix 1 to OPS 

1.1010(c)(1)(2) 

ICAO Doc 7192-

AN/857, Part E-1, Para  

2.1.2.9  

+ Para 5.1.3 

+ Para 5.3.2(7) 

5. Fire and smoke protection equipment training 

 Each cabin crew member should be trained in using fire 

and/or smoke protection equipment where fitted. 

 in extinguishing a fire representative of an in-flight fire in 

a smoke-filled environmentas relevant to the aircraft 

type, with particular emphasis on identifying the actual 

source of fire and smoke, and on the use of smoke 

protection equipment used in aviation. 

MS + IA (comment confirmed by indiv. 

members):+ IND delete, or clarify “in a 

smoke filled environment” 

MS: clarify txt – refer to C713/pg.189 

The text  has been amended to be type-

specific 

This element is covered in the operator 

conversion training programme below 

 

Appendix 1 to OPS 

1.1010(b)(1)(i)(ii) & 

(e)(2) 

 

Annex 6, Part-I, Para 

12.4(b) 

ICAO Doc 7192-

AN/857, Part E-1, Para 

1.1.2(b) 

+ 2.1.2.9 + 5.1.3 

+ 5.4 + 5.5 

+ 5.3.2(2)(3)(4) 

6. Evacuation procedures 

6.1. Training should include the recognition of planned or 

unplanned evacuations on land or water; the recognition 

of when exits are unusable or when evacuation 

equipment is unserviceable; and 

56.6.2. Evacuation slide training: 

a. Eeach cabin crew member should descend an 

evacuation slide from a height representative of the 

aircraft main deck sill height; 

b. Tthe slide is should be fitted to a representative 

training device or to the actual aircraft; and 

c. Aa 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 

from any aircraft type previously operated. 

   

 

The text has been amended to cover the 

type-specific  elements and for consistency 

with the operator conversion training 

programmes below 

Appendix 1 to 

OPS.1010(d)(1)(2)(3) & 

(e)(1) 

ICAO Doc 7192-

AN/857, Part E-1, Para 

5.8 

+ Para 5.9 

+ Para 5.1.3 

+ Para 2.1.2.9 

 

7. Operation of equipment related to Ppilot 

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 cabin crew member should be 

 The text has been amended to cover the 

type-specific elements and for consistency 

with the operator conversion training 

programmes below. 

Appendix 1 to OPS 

1.1010(g)           
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trained to operate all equipment that must be used 

in case of pilot incapacitation. 

8. Crew resource management 

Training on CRM should cover the applicable programme specified 

in the CRM training Table 1 in AMC CC.TRA.120, CC.TRA.125 and 

CC.TRA.135. 

 This element is covered in the operator 

conversion training programme below. 

 

Appendix 1 to OPS 

1.1010(k)  

+ 

Appendix 2 to OPS 

1.1005/1.1010/1.1015, 

Table 1  

Annex 6, Part-I, Para 

12.4(f) 

Annex 6, Part-II, Para 

3.12.4.2 

ICAO Doc 7192-

AN/857, Part E-1, 

Chapter 7 

AMC1-OR.OPS.CC.125(c) Aircraft type-specific training and 

oOperator conversion training and differences training 

TRAINING PROGRAMME – OPERATOR CONVERSION TRAINING 

IND: amend txt “Operator’s a/c type 

conversion training and differences 

training” 

 

The text has been amended accordingly 

See also issue under the rule 

x 

 

ICAO Annex 6 - Part 

I, Para 12.4 

ICAO Doc 7192-

AN/857, Part E-1, 

Para 1.2.3.5 

ICAO Doc 7192-

AN/857, Part E-1, 

Para 1.2.3.1 

The following operator-specific training elements should be 

covered as relevant to the aircraft type: 

1 Description of the cabin configuration 

 The description should cover all elements specific to the 

operator’s cabin configuration and any differences with 

those previously covered in accordance with 

CC.TRAAMC1-OR.OPS.CC.125(b), including: 

a1.1 cabin crew seats (including direct view) 

location/restraint systems/control panels; 

b1.2 passenger seats-presentation; 

c1.3 flight deck crew compartment security door-

components/use; 

d1.4 designated stowage areas; 

e1.5 lavatories location/lavatory doors and lavatory 

systems/emergency equipments in the 

lavatory/calls and signs; 

f1.6 galley-location/appliances/water and waste system, 

including shut off, sinks, drains/stowage/control 

panels/calls; 

 and where applicable: 

g1.7 crew rest areas- location/systems/controls/safety 

equipment; 

h1.8 class cabindividers/curtains/partitions; 

i1.9 lift location/use/controls; 

j1.10 stowage for the containment of waste; and 

 

IA (comment confirmed by indiv. 

members): delete; to be left to operator 

specific training 

 

 

IA: point (1.3): re-phrase txt “practical 

operation of flight deck security door in 

both normal and emergency modes” 

 

This is operator-specific training 

 

 

 

This is covered under a/c type-specific 

training - Operation of doors and exitsabove. 

 

 

 

 

 

 

Editorial changes for clarity 

Appendix 1 to OPS 

1.1010(a)(2)  
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k1.11 passenger hand rail system or alternative means. 

2 Safety and emergency equipment 

 Each cabin crew member should receive realistic training 

on and demonstration of the location and use of all safety 

and emergency equipment carried including: 

a2.1 lifejackets, infant lifejackets and flotation cots; 

b2.2 first-aid and drop-out oxygen, including 

supplementary systems; 

c2.3 fire extinguishers and protective breathing 

equipment (PBE); 

d2.4 fire axe or crow-bar; 

e2.5 emergency lights including torches; 

f2.6 communication equipment, including megaphones; 

g2.7 sliderafts, liferafts, survival packs and their 

contents; 

i. slides, and where non-supporting slides 

are carried the use of any associated 

ropes.” 

ii. slideraft, including the equipment 

attached to and anchored on, or carried in 

the raft.” 

h2.8 pyrotechnics (actual or representative devices); 

i2.9 first-aid kits, emergency medical kits and their 

contents; and 

j2.10 other portable safety equipment where applicable. 

MS + IND: point (2.2): include in txt “first 

aid and drop out oxygen, including 

supplementary  systems” 

 

MS + IND: point (2.7):  include “slide-

rafts, life-rafts, survival packs and their 

contents” 

A.”Slides, and where non-supporting 

slides are carried the use of any 

associated ropes.” 

B.”Slide-raft, including the equipment 

attached to and anchored on, or carried in 

the raft.” 

The text has been amended as requested 

 

 

The text has been amended as requested 

 

Appendix 1 to OPS 

1.1010(h)(3)(5)(6)(7) 

(8)(9)(10)(11)(12)(13) 

Doc 7192-AN/857, 

Part E-1, Para 

5.3.2: 

(8) 

(1) 

(3) & (4) 

(5) 

(6) &  Para 5.6 

(10) 

 

X 

 

5.9.2(8)  

(9) 

x 

 

3 Passenger briefing and safety demonstrations 

Training should be given in the preparation of passengers for 

normal and emergency situations. 

  Point has been deleted as it is already 

covered in point 4 below. 

Appendix 1 to OPS 

1.1010(i) 

Doc 7192-AN/857, 

Part E-1, Chapters 

4 & 5 

3 Normal and emergency procedures 

 Each cabin crew member should be trained to the 

operator’s normal and emergency procedures as 

applicable with particular emphasis to on the following: 

a3.1 passenger briefing, safety demonstration and cabin 

surveillance; 

b3.2 severe air turbulence; 

c3.3 slow/non pressurisation and sudden 

decompression, including the donning of portable 

oxygen equipment by each cabin crew member; and 

d3.4 other in-flight emergencies. 

MS + IA (comment confirmed by indiv. 

members): correct numbering “4 iso 3” 

IA (comment confirmed by indiv. 

members): point (3.1): delete 

 

IA: point (3.3): include “sudden 

decompression, non-pressurisation, 

including donning..” 

The numbering has been checked and 

updated. 

 

Point 3.1. lists normal procedures that must 

be covered 

 

‘Slow/non pressurisation’ has been included 

in consultation with the Review group. 

Appendix 1 to OPS 

1.1010(i) & (e)(ii)(iii)(iv)  

ICAO Doc 7192-

AN/857, Part E-1, 

Chapters 4 & 5  

4.2.2(7)(8)(9)(12) 

4.3.2(11)(13)(14)(1

5) 

4.3.2(9)(10) & Para 

5.7 & Para 5.3.2(1) 

Chapter 4 & 5 
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4 Passenger handling and crowd control 

 Training should be provided on the practical aspects of 

passenger preparation and handling, as well as and 

crowd control, in various emergency situations as 

applicable to the operator’s aircraft cabin configuration, 

and should cover the following: 

a4.1 communications between flight crew and cabin crew 

and use of all communications equipment, including 

the difficulties of coordination in a smoke-filled 

environment; 

b4.2 verbal commands; 

c4.3 the physical contact that may be needed to 

encourage people out of an exit and onto a slide; 

d4.4 the re-direction of passengers away from unusable 

exits; 

e4.5 the marshalling of passengers away from the 

aeroplaneaircraft; 

f4.6 the evacuation of special categories of passengers 

with emphasis on passengers with disabilities or 

reduced mobility; and 

g4.7 authority and leadership. 

IA (comment confirmed by indiv. 

members): delete “passenger handling” 

(not included in EU-OPS) 

 

 

 

The title is generic and introduces the 

content of the following point in line with EU-

OPS. 

Appendix 1 to OPS 

1.1010(f) 

+  

IEM to Appendix 1 to 

JAR- OPS 

1.1005/1.1010/1.1015/1.

1020 

ICAO Doc 7192-

AN/857, Part E-1,  

Para 5.2.2(4) & 

5.8.2(5) & 5.4.2(3) 

+ Para 5.8.2 

+ Para 1.2.1.5  

+ Para 5.2.2(7) 

5 Fire and smoke training 

a5.1 Each cabin crew member should receive realistic 

and practical training in the use of all fire-fighting 

equipment including protective clothing 

representative of that carried in the aircraft; 

 

b5.2 Each cabin crew member should be trained in: 

ia. be trained in extinguishing an actual fire 

characteristic of an aircraft interior fire except 

that, in the case of Hhalon extinguishers, an 

alternative extinguishing agent may be 

used;and  

iib. be trained in the donning and use of 

protective breathing equipment in an enclosed 

simulated smoke-filled environment.with 

particular emphasis on identifying the 

actual source of fire and smoke; and 

iii. individually extinguish an actual fire 

andexercise the donning and use of PBE 

in an enclosedsimulated smoke-filled 

environment.” 

 

MS+ IND: point (5.2): re-phrase txt 

(current txt allows various interpretations 

& could result in training being theoretical 

with no practical conduct 

A.“Each CCM actually extinguishing a fire 

characteristic of an aircraft interior fire, 

except that, in the case of Halon 

extinguishers, an alternative extinguishing 

agent may be used and donning and use 

of protective breathing equipment in an 

enclosed smoke filled environment.” 

B.“Each CCM is given practical and 

realistic training in the use of all fire 

fighting equipment including protective 

clothing representative of that carried. 

This training must include: extinguishing a 

fire of an a/c interior; the actual donning 

and use of protective breathing equipment 

in an enclosed, simulated smoke filled 

environment.” 

C.”Each CCM should be trained in: 

(i) extinguishing an actual fire 

characteristic of an a/c interior fire, except 

that in the case of halon extinguishers an 

 

 

 

The text has been amended as requested 

and realigned with EU-OPS. 

 

Appendix 1 to OPS 

1.1010(b)(1)(i)(ii) 

Annex 6, Part-I, 

Para 12.4(a)(b) 

ICAO Doc 7192-

AN/857, Part E-1: 

+ Para 5.3.2(3) 

+ Para 5.3.2(4) 

+ Para 5.4 

+ Para 5.5 
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alternative extinguishing agent may be 

used. This training should include the 

extinguishing of an actual fire by each 

CCM.” 

(ii) the donning and use of protective 

breathing equipment in an enclosed 

simulated smoke-filled environment. This 

training should include the donning of PBE 

by each CCM in a smoke-filled 

environment.” 

conduct) 

6 Operator’s eEvacuation procedures 

 Training should include all operator’s procedures 

applicable to planned or unplanned evacuations on 

land or and water including wheren relevant the 

additional actions required from cabin crew members 

responsible for a pair of exits andthe recognition of 

when exits are unusable or when evacuation 

equipment is unserviceable. 

  

 

 

Addition has been transferred from point 6 of 

the aircraft type-specific training above 

Appendix 1 to OPS 

1.1010(e) 

Annex 6, Part-I, 

Para 12.4(a)(b) 

ICAO Doc 7192-

AN/857, Part E-1, 

Para 5.8 

7 Pilot incapacitation procedures 

 Unless the minimum flight crew is more than 2two, each 

cabin crew member should be trained in the procedure for 

flight crew memberpilot incapacitation.and should 

operate the seat and harness mechanisms. Training in 

the use of flight crew members' oxygen system and use 

of the flight crew members' checklists, where required by 

the operator's standard operating procedures (SOP's), 

should be conducted by a practical demonstration. 

  

 

Editorial changes for consistency with the 

rule 

 

Elements have been deleted as they are 

already covered in the aircraft type-specific  

training above 

Appendix 1 to OPS 

1.1010(g) 

x 

8 Crew resource management (CRM) MS + IA (comment confirmed by indiv. 

members): correct numbering in 

subparagraphs “8… iso 9” 

The numbering has been updated as 

necessary. 

x Annex 6, Part-I, 

Para 12.4(f) 

+ 

ICAO Doc 7192-

AN/857, Part E-1, 

Chapter 7 

a9.1 Each cabin crew member should complete the 

operator's CRM training covering the applicable 

training elements specified in AMC1-

OR.OPS.CC.115(e)CRM Training Table. 1 

As above  Appendix 1 to OPS 

1.1010(k)(1) 

Refer to the above 

box (8 CRM) 

b9.2 When a cabin crew member undertakes a type 

training course on another aircraft type, the 

applicable training elements specified in CRM 

Training Table 1 should be covered. 

As above  Appendix 1 to OPS 

1.1010(k)(2) 

Refer to the above 

box (8 CRM) 

c9.3 The operator's CRM training and aircraft type CRM 

training should be conducted by at least one cabin 

crew CRM instructor. 

As above  Appendix 1 to OPS 

1.1010(k)(3) 

x 
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GM1AMC1-OR.OPS.CC.125/OR.OPS.CC.130 AIRCRAFT 

TYPE-SPECIFIC TRAINING  ANDOOPERATOR’SAIRCRAFT 

TYPE CONVERSION TRAINING AND / DDIFFERENCES 

TRAINING 

TRAINING PROGRAMMES 

The programmes of aircraft type-specific training,operator 

conversion training and of differences trainingmay should be 

developed determined taking into account of the cabin crew 

member's previous training as describeddocumented in the 

training records of the cabin crew member concerned. 

 

No comments 

 

 

 

Status  is realigned with EU-OPS. 

Editorial changes have been made to ensure 

consistency with other paragraphs. 

X 

 

OPS 1.1010 (b) 

ICAO Annex 6 - Part 

I, Para 12.4 

+  

ICAO Doc 7192-

AN/857, Part E-1, 

Para 1.2.3.5 + 

1.2.3.1 

x 

AMC1-OR.OPS.CC.1350.CC Familiarisation 
MS : standardise terminology “sector” Flights and sectors are not used with the 

same meaning in all parts. Check has been 

made to make the use as consistent as 

possible. A ‘flight’ may include two or more 

sectors (see GM1-OR.OPS.CC.250 on safety 

briefing of cabin crew transposed from 

Section 2 of JAR-OPS1) 

 OPS 1.1012 ICAO Doc 7192-

AN/857, Part E-1, 

Para 1.2.3.3 

FAMILIARISATION FLIGHTS AND AIRCRAFT VISITS IA (comment confirmed by indiv. 

members): remove contradictions with 

OSC (no specified examples) 

MS: change “familiarisation flying” to 

“augmented crew” 

MS: create requirements for CCM that is 

already experienced on an a/c type – 

when starting operation on the same type 

with different operator (who has different 

safety eq. location etc.) 

Comment was not understood in the absence 

of examples and/or justification 

‘Augmented crew’ has a different meaning 

related to the extension of flight duty period 

(FDP) and should not be used in this case. 

 

This case is covered under ‘Differences 

training’ OR.OPS.CC.130 

AMC OPS 1.1012 Refer to the above 

box (AMC 

OR.OPS.CC.130) 

1 For non-commercial operations, the cabin crew member 

should be assigned to operate at least two 

familiarisation 2 flightsectors under supervision on the 

aircraft type to be operated, or comply with one of the 

following provisions. 

No comments Editorial change for clarity purposes.   

2 For commercial air transport operations, familiarisation of 

cabin crew to a new aircraft type or variant should be 

completed in accordance with the following as relevant: 

IND: specify number of sectors for CAT 

(clarify long-haul operators) 

The text is aligned with EU-OPS and Section 

2 of JAR-OPS.  

Point a. below indicates that it should be at 

least two flights (that could be one sector if 

FDP on long-haul or two or more sectors if it 

is an FDP on short/medium haul) for new 

entrant.  Point b. indicates that it should be 

at least one flight (as described just above) 

for CC assigned to another type.   To further 

specify a number of sectors would require to 

be considered in a rulemaking task. 

x  

a2.1 New entrant cabin crew 

 Each new entrant cabin crew member having no 

IND: clarify time frame of “previous flying 

experience” and whether experienced CCM 

This should be determined by the operator 

depending on the training records and 

AMC OPS 

1.1012(1)(1.1)(a)(b) 

Refer to the above 

box (AMC 
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previous comparable operating experience should 

participate: 

ia. Participate in a visit as described in paragraph 

4point 4. to the aircraft to be operated; and 

iib. Participate in familiarisation flights as 

described in paragraph point 3. 

does not need to do familiarisation flights operating experience of each CCM concerned OR.OPS.CC.130) 

b2.2 Cabin crew operating on a subsequent aircraft type 

 A cabin crew member assigned to operate on a 

subsequent aircrafttype with the same operator 

should participateeither: 

ia. in a familiarisation flight as described in 

paragraph point 3 below; or 

iib. in a visit as described in paragraph point 4 to 

the aircraft type to be operated. 

  AMC OPS 1.1012 

(2)(2.1)(a)(b) 

Refer to the above 

box (AMC 

OR.OPS.CC.130) 

3. Familiarisation flights   AMC OPS 1.1012(3) See above box  

a3.1 During familiarisation flights, the cabin crew 

member should be additional to the minimum 

number of cabin crew required by 

OR.OPS.CC.1005.CC, and OR.OPS.CC.2005.CCas if 

applicable. 

  AMC OPS 1.1012(3.1) Refer to the above 

box (AMC 

OR.OPS.CC.130) 

b3.2 Familiarisation flights should be: 

ai. be conducted under the supervision of the 

senior cabin crew member; 

bii. be structured and involve the cabin crew 

member in the participation of safety related 

pre-flight, in-flight and post-flight duties; 

ciii. be operated with the cabin crew member 

wearing the operator’s cabin crew uniform; 

and 

div. form part ofrecorded in the training record of 

each cabin crew member. 

  AMC OPS 1.1012 

(3.2) 

(3.3) 

(3.4) 

(3.5) 

Refer to the above 

box (AMC 

OR.OPS.CC.130) 

 

4. Aircraft visits    AMC OPS 1.1012(4)  

a 4.1 The purpose of aircraft visits is to familiarise the 

cabin crew member with the aircraft environment 

and its equipment. Accordingly, aircraft visits should 

be conducted by suitably qualified persons. The 

aircraft visit should provide an overview of the 

aircraft’s exterior, interior and systems including the 

following: 

ia. interphone and public address systems; 

iib. evacuation alarm systems; 

IND: suitably qualified person should 

include Senior CCM (whose qualification, 

knowledge & expertise is acknowledged in 

3.2) – see attached proposal 

 

 

 

IA: senior CCM should not be considered 

Point 3.2 states only “be conducted under 

the supervision of the SCCM”; as responsible 

to the commander for normal and emergency 

procedures. This is very different from the 

qualifications required to conduct training as 

instructor. 

 

 

This element has been included under 

Appendix 1.1012(4.1) 

(a)(b)(c)(d)(e)(f)(g)(h) 

(i)(j)(k)(l)(m) 
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iiic. emergency lighting; 

ivd. smoke detection systems; 

ve. safety/emergency equipment; 

vif. flight deckcrew compartment; 

viig. cabin crew stations; 

viiih. toilet compartmentslavatories; 

ixi. galleys, galley security and water shut-off; 

xj. cargo areas if accessible from the passenger 

compartment during flight; 

xik. circuit breaker panels located in the passenger 

compartment; 

xiil. crew rest areas; and 

xiiim. exit location and its environment. 

 

as a suitably qualified person; 

OR.OPS.260.CC does not include training 

on how to conduct familiarisation 

IA: point (f): include “practical operation 

of the flight deck security door in both 

normal and emergency modes” 

aircraft type-specific training after 

consideration in consultation with the Review 

Group 

 

 

b4.2 An aircraft familiarisation visit may be combined 

with the aircraft type-specific training or 

operator’saircraft typeconversion training required 

by OR.OPS.CC.125.CC. 

  Editorial changes have been made for 

consistency with above changes 

Appendix 1 to OPS 

1.1012(4.2) 

x 
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AMC1-OR.OPS.CC.14035.CCOperator’s rRecurrent training 

and associated checking 

 

 

 OPS 1.1015 

IEM OPS 1.1015 

OPS 1.1025 

AMC OPS 1.1025 

ICAO Doc 7192-

AN/857, Part E-1, 

Para 1.2.3.4  

+ Chapter 9 

+ Para 1.2.4 

+ Para 2.1.4 

TRAINING PROGRAMMESAND VALIDITY MS + IND: training is not divided into 

annual and triennial requirement – not in 

compliance with OR.OPS.135.CC; amend 

txt “1.4 In addition to this training CCM 

shall also be trained on the following 

within intervals not exceeding 3 years:..” 

IA (comment confirmed by indiv. 

members): create a new paragraph ”1.4” 

(use and content outlined in ICAO Annex 

6, Chapter 12) 

“Training on aero-medical aspects and 

first aid includes the content and use of 

the FAK” 

MS: create a new paragraph (as specified 

in OR.OPS.135.CC (c)(1)(ii) ) 

“1.6 Pilot incapacitation” 

Text has been amended as requested and 

realigned with EU-OPS. 

‘Validity’ has been transferred to the rule. 

 

 

The text has been clarified and now mentions 

the ‘related equipment’ iaw EU-OPS. 

 

 

 

This element is covered under point 1.2 (new 

1.b.) in the box just below. 

x x 

1 Elements of annualrecurrent training programme    x x 

a.1.1 Training on the location and handling of safety and 

emergency equipment should include all relevant 

oxygen systems, and any equipment such as 

defibrillators if carried on-board.the donning by 

each cabin crew member of lifejackets, portable 

oxygen and protective breathing equipment (PBE); 

 Editorial changes for clarity and mention of 

defibrillators as they are increasingly carried. 

The element deleted is already covered in 

the rule  

Appendix 1 to OPS 

1.1015(b)(4) 

Annex 6, Part-I, 

Para 12.4(a)(b)(c) 

ICAO Doc 7192-

AN/857, Part E-1, 

Para 9.3 

b.1.2 Training on emergency situations procedures 

should cover pilot incapacitation procedures and 

crowd control techniques.; 

  Appendix 1 to OPS 

1.1015(b)(1)(2) 

Annex 6, Part-I, 

Para 12.4(d) 

ICAO Doc 7192-

AN/857, Part E-1, 

Para 9.3(4) 

c1.3 Crew resource management training should satisfy 

the following: 

ia. Tthe applicable training elements in AMC1-

OR.OPS.CC.115(e)CRM Training Table 1 

should be covered within a three year cycle to 

the level required by Column ‘Operator’s 

Annual Recurrent CRM Training’. 

iib. Tthe definition and implementation of the 

  Appendix 1 to OPS 

1.1015(b)(10)(i)(ii)(iii) 

Annex 6, Part-I, 

Para 12.4(f) 

ICAO Doc 7192-

AN/857, Part E-1, 

Para 9.3(13) 
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programme should be managed by a cabin 

crew CRM instructor. 

iiic. Wwhen CRM training is provided by stand-

alone modules, it should be conducted by at 

least one cabin crew CRM instructor. 

2. Additional triennialelementsof training 

a1.4 Training on operation of normal and emergency 

exits should be conducted in an aeroplane aircraft 

or representative training device; and cover failure 

of power assist systems where fitted. This is to 

include the action and forces required to operate 

and deploy evacuation slides, and additional training 

when relevant for cabin crew members responsible 

for a pair of exits. 

IND: clarify whether door opening is an 

annual or triennial requirement; are 

annual ‘touch-drills’ acceptable? If yes, 

‘forces required ..’ cannot be simulated in 

touch drills.  

The text has been clarified in line with EU-

OPS. 

Touch-drills cannot simulate ‘forces required’ 

but this is what is currently required by EU-

OPS 

Requiring actual operation and opening more 

frequently, in place of ‘touch-drills’ would 

require a rulemaking task subject to RIA 

Appendix 1 to OPS 

1.1015(c)(1) 

 

ICAO Doc 7192-

AN/857, Part E-1: 

+ Para 2.1.2.7 

+ Para 2.1.2.8 

+ Para 2.1.2.9 

b.1.5 Training in the use of all fire-fighting equipment, 

including protective clothing, representative of that 

carried in the aircraft should include individual 

practice by each cabin crew member to 

extinguishing a fire characteristic of an aircraft 

interior fire except that, in the case of halon 

extinguishers, an alternative extinguishing agent 

may be used. Training should place particular 

emphasis on identifying the actual source of 

fire or smoke .and 

IND: clarify the value of increasing the 

frequency of fire training from a 3-year 

cycle to an annual requirement 

This was not intended: the text has been 

clarified including to reflect what is required 

during operator conversion training 

Appendix 1 to OPS 

1.1015(c)(3) 

Appendix 1 to OPS 

1.1015(c)(3)(i) 

 

x 

Annex 6, Part-I, 

Para 12.4(a)(b) 

+ 

ICAO Doc 7192-

AN/857, Part E-1, 

Para9.3.(3) 

b.c the donning and use of protective breathing 

equipment by each cabin crew member in an 

enclosed, simulated smoke-filled environment. 

Refer to the above box (1.5) This element has been deleted as covered in 

the rule iaw EU-OPS. 

Appendix 1 to OPS 

1.1015(c)(3)(ii) 

 

Refer to the above 

box (a.) 

 

2 Validity period IND: include in rule material rather than 

AMC or realign with EU-OPS 

This paragraph has been transferred to the 

rule to realign with EU-OPS as much as 

possible. Please refer to OR.OPS.CC.140. 

OPS 1.1015(c) Annex 6, Part-I, 

Para 12.4 

ICAO Doc 7192-

AN/857, Part E-1, 

Para 1.1.2; 1.2.3.4 

+ Para 9.1.2 

2.1. The remainder of the month of completion of the annual 

recurrent training and associated checking may be added to the 

12 calendar months period of validity. 

Refer to the above box (2) Please refer to response in box below Refer to the above box(2) Refer to the above 

box (2) 

2.2. If issued within the final 3 calendar months of validity of 

a previous check, the period of validity should extend 

from the date of issue until 12 calendar months from the 

expiry date of that previous check. 

Refer to the above box (2) Text has been moved to the rule and 

realigned with EU-OPS 1.1015 (c) with 

editorial changes for clarity purposes Please 

refer to OR.OPS.CC.140. 

Refer to the above box(2) x 



Part-OR 

Page 478 of 612 

A: Rule B: Summary of comments C: Response D: Source ref. and 

compliance 

E: ICAO ref. and 

compliance 

AMC1-OR.OPS.CC.1450.CCOperator’s rRefresher training 

and checking 

MS: move AMC requirement to Part OR This is Part-OR. Appendix 1 to OPS 

1.1020 

 

TRAINING PROGRAMME   x ICAO Doc 7192-

AN/857, Part E-1, 

Para 1.1.4: Para 

2.1.4 

1 Training on procedures should include pilot incapacitation 

and crowd control as applicable to the aircraft type; and 

 Editorial change Appendix 1 to OPS 

1.1020(1)(2) 

 

2 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.; and 

IND: explain requirement to operate doors 

if recurrent is still valid 

Refresher is required to compensate absence 

from flying duties. It may however be 

replaced by Recurrent training on the type if 

still within the validity period, as under EU-

OPS. Please refer to revised 

OR.OPS.CC.145(a) 

Appendix 1 to OPS 

1.1020(3) 

 

3 Demonstration of the operation of all other exits should 

include flight deck windows. 

See comments in the above box (2) This element has been moved to the rule 

(OR.OPS.CC.145(c)(4), as in EU-OPS  

Appendix 1 to OPS 

1.1020(4) 
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GM1-OR.OPS.CC.1450.CCOperator’s rRefresher training and 

checking 

 

IA (comment confirmed by indiv. 

members): delete GM; requirement 

already stated in OR 

 

This is guidance transposed from (JAR) AMC 

OPS 1.1020. 

x ICAO Doc 7192-

AN/857, Part E-1, 

Para 1.1.4 

+ Para 2.1.4 

FREQUENCY OF REFRESHER TRAINING 

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 of flying duties for 

less than 6 six months. 

IND: withdraw GM due to its vagueness; it 

can only lead to difficulties to operators 

A.strange timeframe “less than 6 months” 

B.”operator should consider” – implies 

that it is not mandatory 

This is guidance and the text originates from 

Section 2 of JAR-OPS 1 (AMC OPS 1.1020). 

 

 

 

AMC OPS 1.1020 

 

 

Chapter 2 

Additional requirements for commercial air 

transport 

  x x 

AMCOR.OPS.205.CC Number and composition of cabin 

crew  

IA (comment confirmed by indiv. 

members): create new:  

“AMC OR.OPS.205.CC (d) Unforeseen 

circumstances” (aim is to bring a/c back 

to base) 

IA (comment confirmed by indiv. 

members): create a new paragraph: 

“4 Consideration should be given to 

include additional cabin crew for special 

operations” (it was included in OPS 1.990; 

number of CC on flights with large number 

of PRMs could be crucial for survival in 

accidents) 

 

This case is covered under new 

OR.OPS.CC.205. 

 

This was considered in consultation with the 

Review group and the conclusion was that 

this issue should be addressed by RM task 

0PS 072 and that, in the meantime, the rule 

makes clear that it is the responsibility of the 

operator to take into account the particular 

circumstances of the flight to be operated 

and take appropriate measures to ensure the 

safety of all occupants. 

BR Annex IV (7)(a)  Annex 6, Part-I, 

Para 12.1 

+ 

ICAO Doc 7192-

AN/857, Part E-1, 

Para 1.1.1 

DETERMINATION OF THE NUMBER AND COMPOSITION OF CABIN 

CREW 

 The entire AMC has been moved as AMC1-

OR.OPS.CC.100 

x x 

1. Factors to be taken into account when determining the 

minimum number of cabin crew should include: 

  IEM OPS 1.990(2) X 

1.1 the number of exits;   IEM OPS 1.990(2)(a) X 

1.2 the type of exits and their associated slides;   IEM OPS 1.990(2)(b) X 

1.3 the location of exits in relation to cabin crew seats and the 

cabin layout; 

  IEM OPS 1.990(2)(c) X 

1.4 the location of cabin crew seats taking into account cabin 

crew duties in an emergency evacuation including: 

a. opening floor level exits and initiating stair or slide 

deployment; 

  IEM OPS 

1.990(2)(d)(i)(ii)(iii) 

X 
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b. assisting passengers to pass through exits; and 

c. directing passengers away from inoperative exits, crowd 

control and passenger flow management; 

1.5 actions required to be performed by cabin crew in 

ditchings, including the deployment of slide-rafts and the 

launching of life-rafts;  

   IEM OPS 1.990(2)(e) X 

1.6 additional actions required to be performed by cabin crew 

members when responsible for a pair of exits; and 

IA (comment confirmed by indiv. 

members): delete to avoid duplication 

with BR, Annex 4,  7.a (iii) 

The reference to duplication on this item is 

not understood. 

x X 

1.7 the type and duration of the flight to be operated. IA (comment confirmed by indiv. 

members): delete to avoid duplication 

with BR, Annex 4,  7.a (iii) 

IA: in order to achieve legal certainty, 

harmonized criteria should be 

recommended (clarify how type & duration 

of flight shall have an impact on number & 

composition of CC) 

This is part of a list of several factors as 

listed in JAR-OPS.  

 

This issue is subject to the RM task OPS.055 

as/if considered relevant 

BR Annex IV (7)(a)(iii) x 

2. When the number of cabin crew is reduced below the 

minimum required by OR.OPS.105.CC or OR.OPS.205.CC (a) as 

applicable, for example in the event of incapacitation of cabin 

crew, consideration should be given at least to the following: 

2.1 Reduction of passenger numbers; 

2.2 Re-seating of passengers with due regard to exits and 

other applicable limitations; and 

2.3 Relocation of cabin crew and any change of procedures. 

IND: re-phrase “incapacitation” with 

“unavailability due to unforeseen 

circumstances” (incapacitation is used for 

illness whilst on duty, there could be other 

reasons of CC reduction) 

The text has been amended iaw comment 

and realigned with EU-OPS (please refer box 

below)) 

IEM OPS 

1.990(3)(a)(b)(c) 

X 

3. When scheduling cabin crew for a flight, an operator should 

establish procedures which take account of the experience of each 

cabin crew member such that the required cabin crew includes 

some cabin crew members who have at least 3 months operating 

experience as a cabin crew member. 

 

   IEM OPS 1.990(4) x 
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AMC1-OR.OPS.CC.205(b).CC (e)  NMinimum number 

and composition of cabin crew in unforeseen circumstances 

and during ground operations 

  x x 

IN UNFORESEEN CIRCUMSTANCES 

When the number of cabin crew is reduced below the applicable 

minimum required cabin crew, for example in the event of 

incapacitation or unavailability of cabin crew in case of unforeseen 

circumstances, the procedures established 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 exits and 

other applicable limitations; and 

3. relocation of cabin crew taking into account the factors 

specified in AMC1-OR.OPS.CC.100-CAT and any change of 

procedures. 

 This has been moved from segment titled 

‘Number and composition of cabin crew 

  

REDUCED MINIMUM CABIN CREWDURING GROUND OPERATIONS 

WITH PASSENGERS ON BOARD 

   x x 

During ground operations,ifwhen reducing the applicable 

minimum required number of cabin crew members,  the an 

operator should ensure thatthe procedures required by 

OR.OPS.CC.205.CC (e) (iii) include at least a specific procedure 

for the evacuation of passengers with the reduced number of 

cabin crew and specify that: 

1 the senior cabin crew member should have performed the 

pre-boarding safety briefing to the cabin crew; 

2 the pre-boarding cabin checks should have been 

completed; and 

3 the senior cabin crew member should be present in the 

passenger cabin. 

MS + IND:– amend txt “reduction of CC 

when less than 20 pax on board” 

This item is alreadycovered by the rule. 

 

 

 

Points 1 and 2 have been moved as points 5 

and 6. 

Point 3 is covered in the rule, point (a)(3) 

OPS 1.311(a)(3)(5)(4) x 

GM OR.OPS.205.CC (e)  Number and composition of cabin 

crew  

  x Annex 6, Part-I, 

Para 12.1  

MINUMUM CABIN CREW DURING GROUND OPERATIONS MS: correct “minimum” Typo corrected  x x 

During ground operations, if reducing the minimum required 

number of cabin crew members, the operatorshould have 

established operational procedures to ensure that: 

1 electrical power is available on the aeroplaneaircraft; 

2 a means of initiating an evacuation is available to the 

senior cabin crew member or at least one member of the 

flight crew is oin the flight deckcrew compartment; 

3 cabin crew stations and associated duties are specified in 

IND: re-phrase txt 

“During ground operations, including when 

the minimum required number of CCM is 

reduced, the operator ..” 

(There is no mention of reducing min. 

required cc in the subtitle & the 

procedures that follow this introduction 

appear to be those that should be in place 

for all flights, incl. those with reduced 

This segment relates to reduced cabin crew 

which requires specific procedures, whilst 

normal procedures ‘for all flights’ are anyway 

established in the operations manual. 

 

 

 

 

Appendix 1 to OPS 

1.311(1)(2)(3)(4) 

x 
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the operations manual; and 

4 cabin crew remain aware of the position of servicing and 

loading vehicles at and near the exits;  

Additionally in the case of passengers embarkation, 

5 the senior cabin crew member should have performed the 

pre-boarding safety briefing to the cabin crew; and 

6 the pre-boarding cabin checks should have been 

completed. 

min. required CC.)  

5 and 6 were initially points 1 and 2 above. 

GM1-OR.OPS.CC.210(c)Conditions for assignment to duties 

UNIFORM 

The uniform to be worn by operating cabin crew 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. 

 The rule has been revised and simplified as 

requested by comments and to be realigned 

with EU-OPS. Further guidance is now 

provided in this new GM. 

  

AMC1-OR.OPS.CC.250  CC Operations on more than one 

type or variant 

  OPS 1.1030 x 

DETERMINATION OF SIMILARITIES FOR TYPES AND VARIANTS 

RELATED TO OPERATOR’S SPECIFICS 

   ACJ OPS 1.1030 x 

1 When determining similarity of location and type of 

portable safety and emergency equipment the following 

factors should be assessed to justify the finding of 

similarity: 

   ACJ OPS 1.1030(2) x 

a1.1 all portable safety and emergency equipment is 

stowed in the same, or in exceptional 

circumstances, in substantially the same location; 

IND: re-phrase txt “all portable safety 

equipment is stowed in the same 

location”(‘substantially’ does not provide 

legal certainty) 

The text is maintained as transposed from 

ACJ OPS 1.1030(2)(a) 

ACJ OPS 1.1030(2)(a) x 

b1.2 all portable safety and emergency equipment 

requires the same method of operation; 

IND: re-phrase txt “all portable safety 

equipment should be of the same make” 

(iso ‘the same method of operation’) 

The text is maintained as transposed from 

ACJ OPS 1.1030(2)(b) 

ACJ OPS 1.1030(2)(b) x 

c1.3. portable safety and emergency equipment 

includes: 

ia. fire fighting equipment; 

iib. protective breathing equipment (PBE); 

iiic. oxygen equipment; 

ivd. crew lifejackets; 

ve. torches; 

vif. megaphones; 

IA + IND: amend & adjust txt “for the 

purpose of 1.1, portable safety equipment 

requiring immediate action include:” 

A. torches; other safety equipment where 

applicable 

B. fire fighting equipment; PBE; oxygen 

equipment; crew LJ; torches; other safety 

eq. where applicable 

 

IND: list of equipment appears more 

The text has been maintained as transposed 

from ACJ OPS 1.1030(2)(c) 

 

 

 

 

 

 

The list is identical to that of Section 2 of 

ACJ OPS 1.1030(2)(c) 

(i)(ii)(iii)(iv)(v)(vi)(vii)(vii

i)(ix) 

x 
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viig. first-aid equipment; 

viiih. survival equipment and signalling equipment; 

and 

ixi. other safety and emergency equipment 

where applicable. 

restrictive JAR-OPS 1 - ACJ OPS 1.1030 (2)(c) (i) to (ix) 

2 The emergency procedures should include, but are not 

limited, to at least the following: 

a2.1 land and water evacuation; 

b2.2 in-flight fire; 

c2.3 slow/non-pressurisation and decompression; 

and 

d2.4 pilot incapacitation. 

   

 

‘Slow/non pressurisation’ has been added as 

requested by comments and in consultation 

with the Review group. 

ACJ OPS 1.1030 

(3)(a)(b)(c)(d) 

x 

GM1-OR.OPS.CC.250.CC Operations on more than one type 

or variant 

  x x 

SAFETY BRIEFING FOR CABIN CREW 

When changing aeroplane aircraft type or variant during a series 

of flightsectors, the cabin crew safety briefing should include a 

representative sample of type-specific normal and emergency 

procedures and safety and emergency equipment applicable to 

the actual aircraft typeto be operated for the immediately 

subsequent flight sector. 

  It is understood that this paragraph refers to 

a Flight Duty Period which may include one 

or more sector(s). 

After consultation of the Review group, 

equipment is understood as including both 

‘safety’ and ‘emergency’ equipment reflecting 

‘normal ‘ and ‘emergency’ procedures (please 

refer to new GM1-OR.OPS.CC.110 

ACJ OPS 1.1030(4) x 

AMC1-OR.OPS.CC.260.CC (b)  Senior cabin crew member 
  IEM OPS 1.1000 x 

TRAINING PROGRAMME    x x 

The senior cabin crew member training course should at least 

cover all the following subjectselements: 

   OPS 1.1000(c) x 

1 Pre-flight briefing: 

a1.1 operating as a crew; 

b1.2 allocation of cabin crew stations and responsibilities; 

and 

c1.3 consideration of the particular flight, including 

aeroplaneaircraft type, equipment, area and type of 

operation including ETOPS, and special categories of 

passengers with particular attention to 

disabledpersonspersons with disability or reduced 

mobility, infants and stretcher cases. 

IA (comment confirmed by indiv. 

members): point (1.3): delete “area and 

type of operation including ETOPS” 

“consideration of the particular flight, 

including aeroplane type and special 

categories of passengers with particular 

attention to disabled persons, persons 

with reduced mobility, infants and 

stretcher cases.” 

The text has been  maintained as transposed 

from IEM OPS 1.1000(c)  

 

 ‘disability’ has been added for consistency 

inc. with Reg. 1107/2008  

 

IEM OPS 1.1000(c) 

(1)(a)(b)(c)(i)(ii)(iii)(iv) 

x 

2 Cooperation within the crew:    IEM OPS 1.1000(c) x 
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a2.1 discipline, responsibilities and chain of command; 

b2.2 importance of co-ordination and communication; 

and 

c2.3 pilot incapacitation. 

(2)(a)(b)(c) 

3 Review of operator's requirements and legal 

requirements: 

a3.1 passenger safety briefing, safety cards; 

b3.2 securing of galleys; 

c3.3 stowage of cabin baggage; 

d3.4 electronic equipment; 

e3.5 procedures when fuelling with passengers on board; 

f3.6 turbulence, and 

g3.7 documentation. 

  IEM OPS 1.1000(c) 

(3)(a)(b)(c)(d)(e)(f)(g) 

x 

4 Accident and incident reporting   IEM OPS 1.1000(c)(5) x 

5 Human factors and Ccrew Rresource Mmanagement 

 The operator should ensure that all applicable elements of 

specified in AMC1-OR.OPS.CC.115(e)CRM Training 

Table 1 are integrated into the training and covered to 

the level required by Column ‘Senior Cabin Crew Course’. 

 The reference has been added for facilitation. IEM OPS 1.1000(c)(4) x 

6 Flight and duty time limitations and rest requirements.   IEM OPS 1.1000(c)(6) x 
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GM1-OR.OPS.CC.260.CC (b)(5) Senior cabin crew member 

TRAINING ON HUMAN FACTORS AND CREW RESSOURCE 

MANAGEMENT (CRM)TRAINING 

Whenever practicable, the CRMtraining should include the 

participation of senior cabin crew members in flight simulator 

crew Lline Ooriented Fflying Ttraining (LOFT) exercises. 

 

IA (comment confirmed by indiv. 

members): delete GM (CRM training can 

be performed in classroom, not in LOFT) 

 

 

The text has been maintained as transposed 

from IEM OPS 1.1000(c) point (4): minor 

editorial changes have been made for clarity 

 

OPS 1.1000 

IEM OPS 1.1000(c) point 

(4) 

x 

ICAO Doc 7192-

AN/857, Part E-1, 

Para 7.6.4 

AMC1-OR.OPS.CC.260.CC (c) Senior cabin crew member 
  OPS 1.1000 x 

RESPONSIBILITY TO THE PILOT-IN-COMMANDER 

DuringWhen the level of turbulence so requires, and in the 

absence of any instructions from the flight crew, the senior cabin 

crew member should for safetyor security purposesdiscontinue 

non-safety-related duties and advise the flight crew of the level of 

turbulence being experienced and the need for the fasten seat 

belt signs to be switched on. This should be followed by the cabin 

crew securing the passenger cabin and other applicable areas. 

IA (comment confirmed by indiv. 

members): re-phrase “should” with “shall 

be entitled” – realign with EU-OPS 

IA (comment confirmed by indiv. 

members): delete “security purposes” 

(turbulence does not pose a security 

threat) 

IND: re-phrase txt  

“When the level of turbulence experienced 

requires, and in the absence of any 

instructions from the flight crew, the 

SCCM should for safety purposes 

discontinue non-safety related duties, 

advise the flight crew of the level of 

turbulence experienced and await further 

instructions. Sterile cockpit requirements 

should be respected.” 

‘Shall’ cannot be used in AMC.  The objective 

of the rule is unchanged.  

 

The text originates from JAR/EU-OPS but has 

been amended as requested by comments:  

AMC elaborates on the particular case of 

turbulence as reports have shown that the 

level of turbulence in the passenger cabin 

may not always be fully perceived from the 

flight crew compartment. The SCCM is 

responsible to the commander and shall 

consider each situation accordingly, thus 

immediately informing the FC of any such 

action. 

OPS 1.1000(b) ICAO Doc 7192-

AN/857, Part E-1, 

Para 

4.3.2(11)(12)(14) 

SECTION VII – TECHNICAL CREW MEMBER IN 
HEMS, HHO AND OR NVIS OPERATIONS 

    

AMC GM1-OR.OPS.010.TC.105 Conditions for assignment 

of technical crew to duties 

  ACJ OPS 3.995(a)(2), 

taking into account the 

constraints explained 

below; intent transposed 

in GM 
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GENERAL 1. 2 MS, IND (duplicated): Delete 

paragraphs 1 to 4 inclusive. “Best 

aeromedical practice” (para 2) means 

applying appropriate standards to 

minimise risk to flight safety. 

Incapacitation of these technical members 

will have no impact on flight safety. 

Unnecessary regulatory burden. Task 

orientated occupational assessment is 

appropriate but technical crew members 

should not be subject to safety regulation 

medical requirements. Justification: 

Paragraph 33 of the explanatory note 

defines technical crew as passengers.  It 

is inappropriate for medical standards to 

be set for passengers. 

A normal annual check shall be authorised 

in compliance with normal medical checks. 

 

2. 1 MS: To reduce complexity, apply the 

same medical standards as for cabin crew. 

The proposed AMC isn’t clear enough. 

1. These conditions for assignment of 

technical crew to duties stem from JAR-OPS 

3. TC are not passengers, they are crew 

other than flight or cabin crew. JAR-OPS 3 

requires an initial medical examination or 

assessment and re-assessment. The Agency 

transposed this requirement in accordance 

with the ToR of task OPS.001. The material 

will be established as GM and intent is 

aligned with JAR-OPS 3. 

 

2. The Basic Regulation establishes the legal 

basis for cabin crew medical requirements in 

ER 7.b. There is no comparable requirement 

for technical crew. Therefore, the 

requirements have been transposed in 

accordance with the OPS.001 ToR, as far as 

possible. This constitutes a difference with 

JAR-OPS 3, which required an initial medical 

examination or assessment and re-

assessment. The JAR-OPS 3 intent of crew 

members being medically fit is transposed. 

  

1. A technical crew member in HEMS, HHO and or NVIS 

operations should undergo an initial medical examination 

and or assessment and, if applicable, a re-assessment 

before undertaking duties. 

    

2. Any medical assessment or re-assessment should be 

carried out according to best aero-medical practice 

by a general medical practitioner who has sufficient 

detailed knowledge of best aero-medical practice and the 

applicant’s medical backgroundhistory. 

 Clarification   

3. An operator should maintain a record of medical fitness 

for each technical crew member. 

    

4. Technical crew members should: 

a. be in good health; 

b. be free from any physical or mental illness which 

might lead to incapacitation or inability to perform 

crew duties; 

c. have normal cardiorespiratory function; 

d. have normal central nervous system; 

e. have adequate visual acuity 6/9 with or without 

glasses; 

f. have adequate hearing; and 

g. have normal function of ear, nose and throat. 
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5. Before assigning to duties those technical crew members, 

who are self-employed and/or working on a freelance or 

part-time basis, the operator shall ensure that they 

comply with all applicable requirements of this Section 

with special regard to the maximum number of aircraft 

types and variants operated by that technical crew 

member. 

 Moved to IR   

     

AMC1-OR.OPS.045.TC.110Training and Checking 
  ACJ OPS 3.1025  

GENERAL     

1. Elements of training which require individual practice may 

be combined with practical checks. 

    

2. The checks should be accomplished by the method 

appropriate to the type of training including: 

a. Ppractical demonstration; 

b. Ccomputer-based assessment; 

c. Iin-flight checks; and/or 

d. Ooral or written tests. 

    

     

AMC1-OR.OPS.20.TC.115Initial and type-related training 
  ACJ OPS 3.1005  

INITIAL TRAININGELEMENTS     

1. The elements of Iinitial training mentioned in 

OR.OPS.TC.115 should include in particular: 
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a. General theoretical knowledge on aviation and 

aviation regulations relevant to duties and 

responsibilities: 

i. The importance of crew members 

performing their duties in accordance 

with the operations manual; 

ii Continuing competence and fitness to 

operate as a crew member with special 

regard to flight and duty time limitations 

and rest requirements; 

iii. An awareness of the aviation regulations 

relating to crew members and the role of 

the competent and inspecting authority; 

iv. General knowledge of relevant aviation 

terminology, theory of flight, passenger 

distribution, meteorology and areas of 

operation; 

v. Pre-flight briefing of the crew members 

and the provision of necessary safety 

information with regard to their specific 

duties; 

vi. The importance of ensuring that relevant 

documents and manuals are kept up-to-

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 procedures; and 

viii. The importance of safety duties and 

responsibilities and the need to respond 

promptly and effectively to emergency 

situations. 

 This replaces the point “passenger handling” 

in the applicable ACJ since the items listed 

are more related to cabin crew. The list on 

responsibilities is added in accordance with 

JAR-OPS 3. 

  

ba. Fire and Smoke smoke Trainingtraining, including: 

i. reactions to emergencies involving fire and 

smoke and identification of the fire sources; 

ii. 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 

iii. The general procedures of ground-based 

emergency services at aerodromes. 

 Editorial   
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cb. When conducting extended overwater operations, 

Water water Survival survival Trainingtraining, 

including the use of personal flotation equipment. 

 Editorial   

dc. Before first operating on an aircraft fitted with life-

rafts or other similar equipment, training on the use 

of this equipment, including practice in water. 

    

ed. Survival tTraining appropriate to the areas of 

operation, (e.g. polar, desert, jungle, sea or 

mountain). 

    

fe. Medical Aero-medical aspects and First first 

Aidaid, including: 

i. Instruction on first aid and the use of first-aid 

kits; and 

ii. The physiological effects of flying. 

 Editorial   

gf. Effective communication between technical crew 

members and flight crew members including 

common language and terminology. 

    

g. Task-specific training when involved in operations 

other than commercial air transport; and 

 Editorial deletion. Refer to scope.   

gh. Relevant CRM elements of AMC1- and AMC2-

OR.OPS.FC.115 & .215. 

    

     

AMC12-OR.OPS.20.TC.120Initial and type-relatedOperator 

conversion training and OR.OPS.TC.125Differences training 

  ACJ OPS 3.1010  

TYPE-RELATEDOPERATOR CONVERSION TRAINING AND 

DIFFERENCES TRAININGELEMENTS 

    

1. Type-relatedOperator conversion training mentioned 

in OR.OPS.TC.120 (b) and differences training 

mentioned in OR.OPS.TC.125 (a) should include: 
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a. Fire and smoke training, including practical training 

in the use of all fire fighting equipment as well as 

protective clothing representative of that carried in 

the aircraft. Each 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 

ii. practisce the donning and use of protective 

breathing equipment (when fitted) in an 

enclosed, simulated smoke-filled environment. 

    

b. 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. 

    

c. Evacuation procedures and other emergency 

situations, including: 

i. Recognition of planned or unplanned 

evacuations on land or water. This training 

should include recognition of unusable exits or 

unserviceable evacuation equipment; 

ii. In-flight fire and identification of fire source; 

and 

iii. Other in-flight emergencies. 

    

d. When the flight crew is more than one, 

Ttraining on assisting if a pilot becomes 

incapacitated, including a demonstration of: 

i. The pilot's seat mechanism; 

ii. Fastening and unfastening the pilot's seat 

harness; 

iii. Use of the pilot's oxygen equipment, when 

applicable; and 

iv. Use of pilots' checklists. 

MS: Clarify what does “use of pilots’ 

checklists” mean in case of incapacitation 

of the single pilot.  

The original text (ACJ OPS 3.1010 §5) was 

adding the following : “, where the flight 

crew is more than one,” 

Text amended.   
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e. Training on, and demonstration of, the location and 

use of safety equipment including the following: 

i. Life-rafts, including the equipment attached 

to, and/or carried in, the raft, where 

applicable; 

ii. Lifejackets, infant lifejackets and flotation 

cots, where applicable; 

iii. Fire extinguishers; 

iv. Fire axe or crow-bar; 

v. Emergency lights including portable lights; 

vi. Communication equipment, including 

megaphones; 

vii. Survival packs, including their contents; 

viii. Pyrotechnics (actual or representative 

devices); 

ix. First-aid kits, their contents and emergency 

medical equipment; and 

x. Other safety equipment or systems, where 

applicable. 

    

f. Training on passenger briefing/safety 

demonstrations and preparation of passengers for 

normal and emergency situations. 

    

g. Training on the use of dangerous goods, if 

applicable. 

4 MS, 1 IND: It is not clear what the 

intention of this text is, because training 

in the use of other dangerous goods is 

covered elsewhere in this paragraph (i.e. 

e. i. Life rafts, e. ii. Lifejackets, e. iii. Fire 

extinguishers, e. viii. Pyrotechnics and e. 

ix. Emergency medical equipment. 

 

Equipment, eg medical supplies carried in 

relation to the operation could be classified 

as dangerous good in accordance with the 

Technical Instructions. Therefore, the 

implications of the use of this equipment or 

supplies on flight safety should be known. 

The requirement of this training is only in 

force if applicable. 

Training on the transport of DG is addressed 

in CAT.GEN. 

  

h. Task-specific training.     
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AMC2-OR.OPS.025.TC.120Aircraft type and differences 

trainingOperator conversion training and 

OR.OPS.TC.125Differences training 

    

GENERAL     

1. An operator should determine the content of the aircraft 

typeconversion or differences training taking account of 

the technical crew member's previous training as 

recorded documented in the technical crew member's 

training records. 

 Editorial JAR-OPS 3.1010(b)  

2. Aircraft type conversion or differences training should 

be conducted according to a syllabus and include the use 

of relevant equipment and emergency procedures and 

practice on a representative training device or on the 

actual aircraft. 

  JAR-OPS 3.1010(a)(2)(ii) 

+ (c)(1)-(3) 

 

3. The operator should specify in the operations 

manual the maximum number of types or variants 

that can be operated by a technical crew member. 

 No helicopter types or variants are specified 

for technical crew members. It may be more 

important to refer to the type of equipment 

being used and difference in procedures. The 

applicable provision has therefore been 

added as an operator responsibility. 

JAR-OPS 3.1030  

     

AMC1-OR.OPS.035.TC.135 Recurrent training 
  ACJ OPS 3.1015  

GENERALELEMENTS     

1. The 12-month period mentioned in OR.OPS.TC.135 

(a) should be counted from the last day of the 

month when the first checking was made. 

TheFurther training and checking should be undertaken 

within the final last3 threecalendar months of validity of 

the previous trainingthat period.The new 12-month 

period should be counted from the original expiry 

date. 

 

 Changes made to reflect JAR-OPS 3 intent as 

well as to clarify that there is no validity 

period, nor anything issued. 

JAR-OPS 3.1015(c)  
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2. The annualrecurrent practical training should include 

every year: 

a. Eemergency procedures including pilot 

incapacitation; 

b. eEvacuation procedures; 

c. tTouch-drills by each technical crew member for 

opening normal and emergency exits for 

(passenger) evacuation; 

d. tThe location and handling of emergency equipment 

and the donning by each technical crew member of 

lifejackets and protective breathing equipment 

(PBE), when applicable; 

e. fFirst aid and the contents of the first-aid kit(s); 

f. sStowage of articles in the cabin; 

g. uUse of dangerous goods, if applicable; 

h. iIncident and accident review; 

ih. Ccrew Resource Management. All major topics of 

the initial CRM training should be covered over 

a period not exceeding 3three years. 

 Aligned with JAR-OPS 3  

 

 

 

 

 

 

 

 

 

JAR-OPS 3.1015 (d)(2) 

 

3. Recurrent training should include every 3 three years:     

a. 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; 

    

b. practical training in the use of all fire fighting 

equipment as well as protective clothing 

representative of that carried in the aircraft. Each 

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 

ii. practisce the donning and use of protective 

breathing equipment (when fitted) in an 

enclosed, simulated smoke-filled environment. 

    

c. Use of pyrotechnics (aActual or representative 

devices); and 

    

d. Demonstration of the use of the life-raft, where 

fitted. 

    



Part-OR 

Page 494 of 612 

A: Rule B: Summary of comments C: Response D: Source ref. and 

compliance 

E: ICAO ref. and 

compliance 

     

AMC1-OR.OPS.040.TC.140Refresher training 
  ACJ OPS 3.1020  

GENERALELEMENTS     

1. Refresher training may include re-familiarisation flights.  Editorial   

2. Refresher training should include at least the following: 

a. Emergency procedures, including pilot 

incapacitation; 

b. Evacuation procedures; 

c. 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; and 

d. The location and handling of emergency equipment, 

and the donning of lifejackets, and protective 

breathing equipment, when applicable. 

    

SECTION IX – SECURITY 
    

GM OR.OPS.020.SEC Disruptive Ppassenger 

Bbehaviour 

 editorial No ref in EU-OPS No ref in ICAO 

This guidance material is provided with regard to the 

transportation of passengers by commercial air transport 

operators where appropriate to the size and type of operation. 

Operators engaged in non-commercial transportation of 

passengers with complex motor-powered aircraft may also find 

this guidance material useful. 

  No ref in EU-OPS No ref in ICAO 

To address the effects of unrulydisruptive passengers on flight 

safety, operators should manage and reduce these 

effectsinstances of disruptive passenger behaviour by means of: 

 1. To be consistent we should stick with the 

same wording. 

2. Wording improvement 

No ref in EU-OPS No ref in ICAO 

- a policy and detailed procedures on the handling of disruptive 

passengers; 

  No ref in EU-OPS No ref in ICAO 

- restraining devices on board the aircraft; 1. [IND] Restraining devices on board 
should not be mandatory 

1. This is a GM, not a rule. However, use of 
restraint devices is common practice. 

No ref in EU-OPS No ref in ICAO 

- clearly stated responsibilities of the crew members;   No ref in EU-OPS No ref in ICAO 
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- a warning and reporting system (documents to be on board 

the aircraft); 

  No ref in EU-OPS No ref in ICAO 

- a defined communication system between the ground staff 

and crew members; 

1. [IND Ass] Wording proposal: add 

“defined” (no justification provided) 

1. Not accepted. There is no added value. No ref in EU-OPS No ref in ICAO 

- a training programme consisting of initial and recurrent 

training; and 

  No ref in EU-OPS No ref in ICAO 

- a process for the review of disruptive passenger incidents.  Coherence change No ref in EU-OPS No ref in ICAO 

1 Disruptive Ppassenger pPolicy   No ref in EU-OPS No ref in ICAO 

 The operator should establish a policy and procedures on 

the handling of disruptive passengers which should be 

supported by the executive management of the operator. 

The operator should designate a focal 

point/personresponsible for the handling of disruptive 

passenger incidents. The disruptive passenger policy 

should be communicated to all staff members that come 

in contact with passengers, both on the ground and in the 

air. 

1. [IND Ass] Focal point should be 

removed and replaced by “a person or 

a department” 

1. Noted. Focal point or person is usually 
meant to be the same. It should however 

not be a department because a focal 

point must be identified. The added 

suggestion specifies who can be the focal 

point. 

No ref in EU-OPS No ref in ICAO 

1.1 The disruptive passenger policy should include 

information, such as: 

 End of sentence deleted because it is 

unnecessary 

No ref in EU-OPS No ref in ICAO 

a. the designated focal point/person;  Change made for consistency with the above No ref in EU-OPS No ref in ICAO 

b. a transparent mechanism to ensure that incidents 

are well documented; 

  No ref in EU-OPS No ref in ICAO 

c. antransparent incident reporting system as well as 

incident management process; 

1. [IND Ass] Wording proposal: no 

justification given 

1. Not Accepted. No added value No ref in EU-OPS No ref in ICAO 

d. therecordingdocumentation of the number and 

types of incidents occurring over a set period of 

time; 

1. [IND Ass] Wording proposal: no 

justification given 

1. Not Accepted. Documentation is more 

detailed than recording 

No ref in EU-OPS No ref in ICAO 

e. the circumstances when actions should be taken; 

and 

  No ref in EU-OPS No ref in ICAO 

f. the definition and communication of actions to be 

taken. 

  No ref in EU-OPS No ref in ICAO 

1.2 The disruptive passenger policy should include provisions:   No ref in EU-OPS No ref in ICAO 

a. to empower crew members and ground staff to take 

reasonable steps to prevent disruptive and unruly 

behaviour and, where it occurs, to deal with it as 

effectively as practicable; 

 Deleted to ensure coherence No ref in EU-OPS No ref in ICAO 
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b. to support crew members and ground staff taking 

such action; 

  No ref in EU-OPS No ref in ICAO 

c. to provide appropriate training to crew members 

and ground staff in dealing with conflict and its 

aftermath; 

  No ref in EU-OPS No ref in ICAO 

d. to encourage ground staff to detect and report 

disruptive behaviour at check-in, in the lounges and 

at the boarding gate in order to prevent such 

passengers from boarding; 

  No ref in EU-OPS No ref in ICAO 

e. to keep crew members and ground staff aware of 

potentiallylikely disruptive passengers; and 

 Replaced by ‘likely’ to ensure coherence 

change.  

No ref in EU-OPS No ref in ICAO 

f. to pay particular attention to large groups of 

travellers and have permanent procedures in place 

to monitor large groups of travellers such as 

sporting teams’ travel. 

1. [IND Ass] “large group of travellers”: 

wording improvement proposal 

2. [IND] No added value in mentioning 

sporting teams. 

1. Accepted. 

2. Accepted. 

No ref in EU-OPS No ref in ICAO 

1.3 The disruptive passenger policy should address the issues 

of: 

 Not needed. No ref in EU-OPS No ref in ICAO 

a. prevention;   No ref in EU-OPS No ref in ICAO 

b. initial and recurrent training in the handling of 

disruptive passengers; 

  No ref in EU-OPS No ref in ICAO 

c. handling problematic passengers;   No ref in EU-OPS No ref in ICAO 

d. categorising of incidents;   No ref in EU-OPS No ref in ICAO 

e. reporting of incidents; and   No ref in EU-OPS No ref in ICAO 

f. the responsibilities of the pilot in command, 

prosecutions and communication. 

  No ref in EU-OPS No ref in ICAO 

1.4 The disruptive passenger policy should include procedures 

for all phases of flight, including boarding and de-

boarding, to address: 

 Not needed No ref in EU-OPS No ref in ICAO 

a. underage passenger issues (e.g. alcohol service); 1. [IND] Delete the example as alcohol 

related issues are relevant for all 

passengers 

1. Accepted. Example is deleted No ref in EU-OPS No ref in ICAO 

b. alcohol/smoking situations;   No ref in EU-OPS No ref in ICAO 
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c. physical and verbal assaults/harassment; and   No ref in EU-OPS No ref in ICAO 

d. co-operation with authorities.   No ref in EU-OPS No ref in ICAO 

2 Communication Pprogramme  editorial No ref in EU-OPS No ref in ICAO 

2.1 The operator should inform all concerned staff members 

about the contents of the disruptive passenger policy and 

about: 

1. [IND] Should be amended to ensure 

uniformity with section1. Add: “that come 

into contact, both on the ground and in 

the air” about. 

1. Accepted. The new wording covers those 

staff members who come in contact with pax. 

No ref in EU-OPS No ref in ICAO 

a. the danger and risks associated with disruptive passenger 

behaviour; 

  No ref in EU-OPS No ref in ICAO 

b. what the operator expects of its staff members, i.e. 

inform staff members of what actions they are 

empowered to perform, as well as to ensure that ground 

staff communicate effectively with crew members on 

potential problems; and 

  No ref in EU-OPS No ref in ICAO 

c. the physical dangers; the need to be trained on 

preventative measures and become “safety minded” as 

soon as such a situation presents itself. 

  No ref in EU-OPS No ref in ICAO 

2.2 Passenger communication and education is a crucial 

element to the prevention of disruptive passenger 

incidents. For example, passengers should be informed of 

the operator’s policy on smoking prior to boarding. The 

operator should determine appropriate means of 

passenger communication and education. 

  No ref in EU-OPS No ref in ICAO 

3 Prevention of disruptive passenger behaviour   No ref in EU-OPS No ref in ICAO 
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 Disruptive passenger behaviour is primarily a safety 

issue. The operator should focus on measures regarding 

the prevention of (escalated) disruptive passenger 

behaviour. Dealing firmly and legally with disruptive 

behaviour may serve as a deterrent, however, in many 

disruptive incidents, passengers behave irrationally and 

will not calculate the consequences of their behaviour. 

The study of disruptive behaviour shows that often a 

series of events build up to the disruptive behaviour and 

early signs of potential disruptive behaviour can be 

observed. The focus of an operator’s policy should be first 

on prevention by acting on these early signs, rather than 

dealing exclusively with the escalated incident. Research 

further indicates that many incidents (and those which 

tend to be particularly violent) are related to excessive 

alcohol consumption, as well as to nicotine withdrawal 

symptoms of smokers. The operator should take a 

responsible approach with regards to the serving of 

alcohol on board, and should may provide alternatives 

(such as nicotine gum) for smokers. 

1. [IND] Wording proposal 

 

2. [IND Ass] Delete the last sentence: it 
is not the operator’s responsibility to 

provide alternatives for smokers. 

1. Accepted: it is not necessarily escalated 

2. Noted: the change leaves the opportunity 
to the operator to act so. However, it 

could be part of a prevention measure. It 

is the operator’s decision. This § is not 

binding. 

No ref in EU-OPS No ref in ICAO 

3.1 Measures to maximise prevention of incidents   No ref in EU-OPS No ref in ICAO 

 The operator should:   No ref in EU-OPS No ref in ICAO 

a. provide concerned staff with a clear written policy 

on how to deal with disruptive passenger behaviour, 

especially in its early stages; 

 Consistency change. No ref in EU-OPS No ref in ICAO 

b. minimize passenger frustration that occurs over 

long waiting times due to bad weather, airport 

congestion, ATC delays, security screening 

procedures,  the flight being overbooked, lack of 

information, technical deficiencies, etc.; 

1. This § should be withdrawn as it implies 

air carriers fault only. (Welcome Air, AEA, 

Austrian, EasyJet, TAP, ERA, Swiss, 

Lufthansa, IATA) 

1. Accepted. Additional examples are 

provided that are external to air carriers. It is 

noted that this paragraph comes from IATA 

AVSEC manual… 

No ref in EU-OPS No ref in ICAO 

c. provide training for staff members who are in 

contact with passengers. This includes instructing 

crew members and ground staff to learn how to 

recognise the early signs of potentially disruptive 

passenger behaviour; ensuring that those who come 

in contact with passengers have acquired the 

necessary verbal skills and ensuring they 

understand the importance of informing other 

operational areas of the situation to enable them to 

deal with the passenger effectively (not simply 

“passing” the passenger onwards without identifying 

that the passenger is showing early signs of 

potentially problematic behaviour); and 

 Coherence change No ref in EU-OPS No ref in ICAO 
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d. maintain accurate and updated reports and 

statistics of disruptive passenger incidents so as to 

continually monitor the types of incidents and 

identify potential training needs, etc. 

1. [IND + IND Ass] Delete as this is also a 

police and airport security issue. 

1. Not accepted. This information needed 

particularly for the operator’s SMS. 

Additionally, It does not prevent the operator 

to update its own statistics. 

No ref in EU-OPS No ref in ICAO 

 Preventative methods may include denied boarding 

or removal from the aircraft, or refusal to serve 

alcohol/removal of drink from passengers, and in 

the worst case, restraint. 

  No ref in EU-OPS No ref in ICAO 

 Some of the obvious warning signs are:   No ref in EU-OPS No ref in ICAO 

- drunkenness;   No ref in EU-OPS No ref in ICAO 

- unusually loud and boisterous behaviour;   No ref in EU-OPS No ref in ICAO 

- threatening, violent and disruptive behaviour; and   No ref in EU-OPS No ref in ICAO 

- smoking in non-smoking areas.   No ref in EU-OPS No ref in ICAO 

4 Categorising of disruptive passenger incidents   No ref in EU-OPS No ref in ICAO 

 The identification and categorisation of incidents is an 

effective approach. In order for a policy to be created, the 

organisation needs to categorise the types of incidents 

that are occurring; for example: smoking, alcohol, 

seating, delayed flights, etc. There are many types of 

incidents which can be classified into 4 levels: 

  No ref in EU-OPS No ref in ICAO 

a. Level I (disruptive behaviour – suspicious or 

threatening), such as disorderly behaviour due to 

alcohol, drugs etc.; abusive language used by 

passenger; or acts or body language confirming any 

suspicious or threatening behaviour. 

  No ref in EU-OPS No ref in ICAO 

 The disruptive passenger complies with crew 

member instructions and no further action is 

required. 

  No ref in EU-OPS No ref in ICAO 

b. Level II (physically abusive behaviour), such as 

physical abuse (e.g. grabbing, pushing, slapping, 

kicking another passenger or crew) or deliberate 

damage to property (e.g. breaking of seats, 

destroying panels etc.) and the passenger continues 

the disturbance in spite of crew member 

instructions. 

  No ref in EU-OPS No ref in ICAO 
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 Issuance of a written warning to the passenger. The 

written warning should clearly state the implications 

of action that will be taken as a result of continuous 

disruptive behaviour. 

  No ref in EU-OPS No ref in ICAO 

 See Appendix 2 for sample warnings that could be 

used in Level II incidents. 

  No ref in EU-OPS No ref in ICAO 

c. Level III (life-threatening behaviour, use of a 

‘weapon’): 

  No ref in EU-OPS No ref in ICAO 

i. passenger disrupts crew member duties due to 

continuing interference; and/or 

  No ref in EU-OPS No ref in ICAO 

ii. a passenger or crew member is injured or 

subjected to a serious threat of injury; and/or 

  No ref in EU-OPS No ref in ICAO 

iii. a restraint device has to be used; and/or   No ref in EU-OPS No ref in ICAO 

iv. a diversion or unscheduled landing is made.   No ref in EU-OPS No ref in ICAO 

 Issuance of a written passenger disturbance 

report and notification of the appropriate 

authorities. 

  No ref in EU-OPS No ref in ICAO 

d. Level IV (attempted or actual breach of the 

cockpit): 

  No ref in EU-OPS No ref in ICAO 

 Crew members should act early and use all 

resources available to prevent a disruptive 

passenger from gaining access to the cockpit. 

  No ref in EU-OPS No ref in ICAO 

5 Types of offences xxx  No ref in EU-OPS No ref in ICAO 

 Distinguishing the type of offence is important in 

determining what the legal framework is that governs the 

response. Offences can be categorised into 3 main 

categories: 

  No ref in EU-OPS No ref in ICAO 

a. Offences classed as acts of terrorism, such as bomb 

threats, hijacking etc. These are currently covered 

by existing industry policy and mechanisms are well 

in place to deal with these occurrences; 

  No ref in EU-OPS No ref in ICAO 
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b. Offences that are subject to the Tokyo Convention 

and which could endanger the safety of the aircraft, 

such as unauthorised cockpit entry, attempting to 

open exit doors, failure to follow directions of the 

crew members, smoking in lavatories, threatening 

with intent to cause bodily harm, abuse of alcohol, 

sitting on door bustles and unauthorised use of 

electronic devices; 

  No ref in EU-OPS No ref in ICAO 

c. General offences which contravene the common law 

of the operator’s jurisdiction, such as indecent 

assault (crew and passengers), threatening/abusive 

behaviour, theft, public order offences, smoking in 

unauthorised zones (other than lavatories). 

  No ref in EU-OPS No ref in ICAO 

 In addition, the legal types of offences of incidents 

should, if possible, have a clear relationship with the 

“levels” or “categories” of disruption, in order to 

enable the affected crew members to make a 

distinction. Furthermore, incidents could be added 

to the classification which have no bearing from a 

legal standpoint (e.g. not falling into the category of 

a general offence) but which from the majority of 

cases that require the involvement of crew 

members (e.g. passenger very upset, verbal abuse, 

etc.). 

  No ref in EU-OPS No ref in ICAO 

6 The role of the pilot-in-command   No ref in EU-OPS No ref in ICAO 

 When a disruptive passenger incident occurs on board an 

aircraft, the pilot in command has the ultimate authority 

on the issue. The pilot in command should ensure that 

that the required documentation has been filled out, 

assist with the collection of data, ensure that witness 

statements are made upon arrival, and be prepared to 

help with prosecution and internally with the aftermath of 

the incident. 

  No ref in EU-OPS No ref in ICAO 

 The pilot in command should be fully aware of the powers 

bestowed upon him/her by the operator (under the Tokyo 

Convention of 1963) to assess and deal effectively with 

disruptive behaviour on board. The operator should 

provide full support to the pilot in command whenever 

these powers are legally used. The pilot in command 

should consider restraint whenever he/she assesses that 

a situation will in any way affect the safety of the aircraft, 

its passengers and crew members. 

  No ref in EU-OPS No ref in ICAO 

6.1 Location of restraint devices   No ref in EU-OPS No ref in ICAO 
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 When passenger restraints are carried on an aircraft they 

should be kept in a secure location such as the cockpit 

and only used in consultation with the pilot in command 

when all the circumstances of the incident are evaluated. 

Consideration may need to be taken into account when 

locked cockpit door policies are in place. The pilot in 

command should communicate his/her decisions to the 

operations department as soon as possible so that 

suitable arrangements are made when the aircraft lands. 

1. [IND + IND Ass] For safety reasons, 

restraint devices should not be kept in the 

cockpit.  

2. [IND+IND Ass] To carry restraint 

devices should not be mandatory. 

1. Noted. It is up to the operator to decide 
where restraint devices are stored on 

board. In all cases, restraints should not 

be located where public access is 

granted. 

2. It is not mandatory: “when restraints 

devices are carried….” 

No ref in EU-OPS No ref in ICAO 

7 Reporting of disruptive passenger incidents and required 

documentation for prosecution 

  No ref in EU-OPS No ref in ICAO 

 An operator should ensure that incidents are 

appropriately reported and documented. The reporting of 

these types of incidents needs to be distinguished from 

the “normal trip report”. The appropriate place for 

publishing such documentation is the operator’s 

operations manual where procedures are addressed, as 

well as in the relevant instructions for cabin crew. The 

operator’s policy on the handling of disruptive passengers 

should be communicated in all relevant documentation, 

e.g. operations manuals, training manuals etc. The 

operator should provide clear guidance on the use and 

completion of the reporting forms. All documentation 

should meet the specific requirements as defined from a 

security, crew and legal perspective. The reporting forms 

should be user-friendly, simple, with clearly defined 

information requirements. It is important to note that all 

documentation must link to the overall operator policy on 

the issue of handling disruptive passengers. A sample 

Flight Disturbance Incident Report is set out at Appendix 

1. 

  No ref in EU-OPS No ref in ICAO 

7.1 Staff empowerment   No ref in EU-OPS No ref in ICAO 

 Ground support and passenger services staff are often 

are is the first to notice a potentiallylikely disruptive 

passenger. Their procedures and training should ensure 

that minor complaints do not escalate into major 

incidents. On those occasions when tact, reassurance and 

inter-personal skills fail to resolve an incident, it is vital 

that staff members have guidance identifying and 

handling these behaviours. This is also true for crew 

members. All staff members in direct contact with 

passengers must have a mandate from the operator to 

implement the appropriate procedures to protect 

themselves and other passengers. 

 Editorial and coherence changes No ref in EU-OPS No ref in ICAO 

7.2 Training requirements   No ref in EU-OPS No ref in ICAO 
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 As with the reporting of incidents, all training 

requirements must link to the operator’s policy. Operators 

should identify specific training needs based on the types 

of incidents that are experienced. Only by training for the 

worse case scenario e.g. incidents that endanger the 

safety of the aircraft, passengers or crew members, will 

the staff members be in a position to fully cope with all 

potential situations. 

  No ref in EU-OPS No ref in ICAO 

 Some or all of the following issues, if relevant, should be 

addressed in the operator’s training programme: 

 The amended text addresses the comments 

for “i” and “j” 

No ref in EU-OPS No ref in ICAO 

a. identification of the reasons for training, operator’s 

rationale, risk  awareness; 

  No ref in EU-OPS No ref in ICAO 

b. understanding of legal implications associated with 

the  confrontation with disruptive passengers; 

  No ref in EU-OPS No ref in ICAO 

c. communication skills/customer service skills;   No ref in EU-OPS No ref in ICAO 

d. conflict management skills/verbal social skills;   No ref in EU-OPS No ref in ICAO 

e. team skills;   No ref in EU-OPS No ref in ICAO 

f. dealing with persons under the influence of 

drugs/alcohol; 

  No ref in EU-OPS No ref in ICAO 

g. instruction on how to limit service (e.g. when and 

how to stop  serving alcohol); 

  No ref in EU-OPS No ref in ICAO 

h. physical breakaway and controlling skills; 1. [1MS] Proposal to change to 

“neutralization” instead of “physical 

breakaway”  

1. Not accepted. Breakaway techniques are 

specific techniques meant to manage 

aggression and prevent violence and 

handling face-to-face aggression. It will 

enable the crew to disengage from the most 

common types of attacks, grabs/holds and 

understand the principles of de-escalation 

techniques. So it goes beyond  

“neutralisation” which may be considered  a 

French translation issue. 

No ref in EU-OPS No ref in ICAO 

i. restraint device training; and 1. [IND Ass] Take into account operators 

that do not carry restraint devices: add “if 

appropriate”. 

1. Noted. See changes above to take into 

account the comment 

No ref in EU-OPS No ref in ICAO 

j. restrained passenger welfare. 1. [IND Ass] Take into account operators 

that do not carry restraint devices: add “if 

appropriate”. 

1. Noted. See changes above to take into 
account the comment 

No ref in EU-OPS No ref in ICAO 



Part-OR 

Page 504 of 612 

A: Rule B: Summary of comments C: Response D: Source ref. and 

compliance 

E: ICAO ref. and 

compliance 

Disruptive passenger training should be provided to ground staff 

who have direct contact with passengers (e.g. check-in staff, duty 

managers and station managers) and to crew members. 

  No ref in EU-OPS No ref in ICAO 

A sample operator training programme for crew members and 

ground staff in the handling of disruptive passengers is set out at 

in Appendix 3. 

 Editorial change. No ref in EU-OPS No ref in ICAO 

7.3 Relief programmes   No ref in EU-OPS No ref in ICAO 

 When an incident occurs, there can be lasting effects on 

the staff involved. Relief programmes for victims of 

disruptive passenger behaviour aim at recovery from 

those incidents. A distinction can be made between a 

serious incident (e.g. a physical altercation, being 

threatened with a knife) and less serious incidents (e.g. 

verbal abuse). The seriousness of the incident depends on 

how it was experienced by the victim. Usually serious 

incidents will be recognised by colleagues and brought to 

the attention of management. Professional counselling 

should be considered. Less serious incidents cause less 

stress and emotional trauma to the victim, and therefore 

professional counselling may not be called for, and may 

even be counterproductive in this type of instance. 

However, if verbal abuse occurs frequently, the normal 

recovery time will likely be disturbed by these new 

incidents. There will be a build-up of stress, and recovery 

time is called for to prevent an extended period of illness. 

This recovery may take the form of group discussions 

with colleagues in addition to professional guidance. 

x  No ref in EU-OPS No ref in ICAO 

8 Persons Travelling under Special StatusDeportees, 

inadmissible persons and persons in lawful custody 

1. [IND] This concept is not legally known 1. Accepted: title changed. No ref in EU-OPS No ref in ICAO 

8.1 ThepPolicies and procedures for the handling of disruptive 

passengers should give consideration to persons of 

potentially disruptive passenger behaviour travelling 

under special status, such asshould be in place for 

deportees, inadmissible persons and persons in lawful 

custody who which are obliged to travel due to judicial or 

administrative proceedings. 

1. [IND Ass] Wording proposal 1. Accepted No ref in EU-OPS No ref in ICAO 

8.2 Tickets and other travel documents including baggage 

identification tag(s), health certificates, etc. of these 

personspersons travelling under special status should be 

carried by the PiCin the charge of a designated crew 

member until disembarkation. 

1. [IND] Wording proposal  1. Partially accepted.   No ref in EU-OPS No ref in ICAO 

9 Additional guidance material on the handling of 

disruptive passengers is contained inNote 

  No ref in EU-OPS No ref in ICAO 
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9.1 Additional guidance material on the handling of disruptive 

passengers is contained in: 

1. [IND Ass] This § is useless as the 

restricted documents are not available to 

airlines. 

1. Noted. Although they are not directly 

available for airlines, they may be accessible 

via the competent authority. Airlines’ 

designated security personnel may get these 

documents. 

No ref in EU-OPS No ref in ICAO 

a. ICAO Doc 8973 RESTRICTED – Security Manual for 

Safeguarding Civil Aviation Against Acts of Unlawful 

Interference; 

  No ref in EU-OPS No ref in ICAO 

b. ICAO Doc 9811 RESTRICTED – Manual on the 

Implementation of the Security Provisions of Annex 

6; 

  No ref in EU-OPS No ref in ICAO 

c. ICAO Circular 288 – Guidance Material on the Legal 

Aspects of Unruly/Disruptive Passengers; and 

  No ref in EU-OPS No ref in ICAO 

d. ECAC Doc 30 Part II RESTRICTED – ECAC Policy 

Statement in the Field of Civil Aviation Security. 

  No ref in EU-OPS No ref in ICAO 

9.2 Note This guidance material does not address issues regarding 

judicial prosecution, such as the need for: 

  No ref in EU-OPS No ref in ICAO 

a. appropriate documentation of incidents and 

gathering of evidence (notes, statements, etc); and 

  No ref in EU-OPS No ref in ICAO 

b. assistance and support to personnel to give witness 

statements or to appear in court proceedings when 

passengers are prosecuted. 

  No ref in EU-OPS No ref in ICAO 
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Appendix 1 to GM OR.OPS.020.SEC Disruptive Passenger 

Behaviour 

  No ref in EU-OPS No ref in ICAO 
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FLIGHT DISTURBANCE INCIDENT REPORT 

 

inform  operations  –  �  

 

Flight Number Aircraft Registration Date 

Place of Deparure Destiation 

LEVEL II(following Level I - Verbal Warning) 

Passenger Information 

Name Seat Number 

Nationality Passport (country and number) 

Address 

Description of Incident 

 

 

 

 

Name of Pilot in Command Employee Number 

Phone Signature 

LEVEL III 

Witness Information (Witness can be another crewmember) 

Name Seat Phone 

Address 

 

Name Seat Phone 

Address 

 

Pilot in Command (involved) Name Employee Number 

Phone Signature 

 

1. [IND] The title should be changed in 
“disruptive passenger report”. 

1. Not accepted. ECAC and IATA wording. 
The report is not on why he/she became 

disruptive but how he/she disturbed the 

flight. 

No ref in EU-OPS No ref in ICAO 
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Pilot in Command provides this portion to passenger as a Level II warning! 

Passenger Name Flight Number Seat Number 
 

  No ref in EU-OPS No ref in ICAO 

Sample – Final Warning 

 

Your behaviour may be in violation of with the law. 

Your immediate cooperation is required if you wish to avoid prosecution and removal from this aircraft at the next point of 

arrival. 

The law and international aviation regulations prohibit e.g. the following: 

* Smoking in the lavatory or smoking while the no smoking light is on; 

* Interference with a crewmember or creating an alcohol related disturbance; 

* Drinking any alcoholic beverage unless served by a crew member; 

If you do not refrain from these activities, you may will be prosecuted. 

Aviation Law provides for civil monetary fines and in some cases, imprisonment. 
 

 

 

1. [IND Ass] Wording proposals:English 

 

 

 

 

 

2.  [IND Ass] Wording proposals: it is not 

to the PiC or the operator to decide if 

someone will be prosecuted. 

 

 

1. Accepted 

 

 

 

 

 

2. Accepted 

No ref in EU-OPS No ref in ICAO 

Appendix 2 to GM OR.OPS.020.SEC – Disruptive Passenger 

Behaviour 

  No ref in EU-OPS No ref in ICAO 

Sample warnings  This sub-title was added for clarity 

purposes. 

  

1 SMOKING VIOLATION   No ref in EU-OPS No ref in ICAO 

This is a non-smoking flight.   No ref in EU-OPS No ref in ICAO 

You have been told not to smoke by the crew members and the 

“No Smoking” sign is on. 

  No ref in EU-OPS No ref in ICAO 

If you smoke or attempt to smoke again the pilot in command will 

request the police/local authority to meet this aircraft on arrival 

and your conduct will be reported to them for possible 

prosecution. 

  No ref in EU-OPS No ref in ICAO 

This notice is given on decision by the pilot in command of the 

aircraft. 

1. [IND] The word “given” should be 
replaced by “signed” as it leads to 

confusion- physically given by the PiC. 

1. Partially accepted. The warning is decided 
by the PiC. The amended text reflects this 

objective. 

No ref in EU-OPS No ref in ICAO 

2 VIOLATION UNACCEPTABLE BEHAVIOUR ON BOARD AN 

AIRCRAFT 

  No ref in EU-OPS No ref in ICAO 

You have already been told by the crew members that your 

behaviour on board this aircraft is unacceptable and may have 

been in violation of applicable law. 

1. [IND] The words “and may have been 

in violation of applicable law” should 

be deleted as it is not necessarily the 

case. 

1. Not accepted. This paragraph does not 
say that it is in violation with the law.  

No ref in EU-OPS No ref in ICAO 
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With immediate effect:   No ref in EU-OPS No ref in ICAO 

1. You must not drink any alcohol   No ref in EU-OPS No ref in ICAO 

2. You must hand all alcohol in your possession to a crew 

member (it will be returned to your when you leave this aircraft) 

  No ref in EU-OPS No ref in ICAO 

3. You must not behave in a manner likely to: 1. [IND] This point is hardly policeable 

because no action is defined  and it can 

create discrimination. 

1. Noted. The commenter does not propose 

to delete or to amend the text. 

No ref in EU-OPS No ref in ICAO 

- endanger the safety of the aircraft   No ref in EU-OPS No ref in ICAO 

- cause concern to the crew or other passengers.   No ref in EU-OPS No ref in ICAO 

4. You must comply with the crew’s instructions.   No ref in EU-OPS No ref in ICAO 

VIOLATION   No ref in EU-OPS No ref in ICAO 

If you fail to comply, the pilot in command may decide to land the 

aircraft at the nearest available location and off load you; you 

may will be liable for the diversion costs and your ticket could 

will be invalidated for further carriage. 

1. [IND] Wording suggestion 1. Accepted No ref in EU-OPS No ref in ICAO 

On arrival detail of your conduct will also be reported to the police 

for possible prosecution. 

  No ref in EU-OPS No ref in ICAO 

This notice is given on decision by the pilot in command of the 

aircraft. 

 See change as above No ref in EU-OPS No ref in ICAO 

3 SAMPLE — FINAL WARNING   No ref in EU-OPS No ref in ICAO 

Your behaviour appears to be in violation of [Country] law. If you 

fail to control your actions, police authorities will be notified and 

requested to meet this flight. 

1. [IND Ass] Wording suggestion: “if you 

continue with this behaviour” rather 

than “ if you fail to control your 

actions” 

1. Not Accepted, the original wording is 
more precise. The commenter did not 

give any justification. 

No ref in EU-OPS No ref in ICAO 

This is a warning that [Country] law prohibits the following:   No ref in EU-OPS No ref in ICAO 

1. Assaults, threats, intimidation or interference with a 

crewmember in performingance ofhis/her the crew member’s 

duties onboard an aircraft being operated. 

1. [IND Ass] Wording suggestion 1. Accepted No ref in EU-OPS No ref in ICAO 

2. Disruptive behaviour due to alcohol consumption. 1. [IND Ass] Wording proposal 1. Accepted: It is indeed not restricted to 

alcohol 

No ref in EU-OPS No ref in ICAO 
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3. Alcohol-related disturbance created by passenger   No ref in EU-OPS No ref in ICAO 

4. Consumption of alcoholic beverages unless served by a 

crew member 

  No ref in EU-OPS No ref in ICAO 

5. Alcohol service to passengers who appears to be 

intoxicated 

  No ref in EU-OPS No ref in ICAO 

6. Failure to follow instructions given by a crew member 

regarding compliance with passenger safety regulation such as 

the following: 

  No ref in EU-OPS No ref in ICAO 

- no smoking in lavatories at any time   No ref in EU-OPS No ref in ICAO 

- no smoking when “NO SMOKING” sign is 

illuminated 

  No ref in EU-OPS No ref in ICAO 

- tampering with, disabling or destroying smoke 

detector installed in any airplane lavatory 

  No ref in EU-OPS No ref in ICAO 

- requirement to keep seat belt fastened while the 

“FASTEN SEAT BELT” sign is on 

x  No ref in EU-OPS No ref in ICAO 

- operation of an electronic device when 

prohibited. 

  No ref in EU-OPS No ref in ICAO 

If you fail to comply, the pilot in command may decide to land the 

aircraft at the nearest available airport aerodromelocation and 

off load you; you may will be liable for the diversion costs and 

your ticket could will be invalidated for further carriage. 

1. [IND Ass] Wording suggestion 1. Accepted No ref in EU-OPS No ref in ICAO 

On arrival detail of your conduct will also be reported to the police 

for possible prosecution. 

  No ref in EU-OPS No ref in ICAO 

This notice is given on decision by the pilot in command of the 

aircraft. 

 Changes as above No ref in EU-OPS No ref in ICAO 

Appendix 3 to GM OR.OPS.020.SEC Disruptive Ppassenger 

Bbehaviour 

 editorial No ref in EU-OPS No ref in ICAO 

Sample operator training programme for concerned crew 

members and ground staff in the handling of disruptive 

passengers. 

1. [IND Ass] No distinction between 

training for ground staff and crew 

members. 

1. Noted. The amended text reflects the 

comment. However, it is believed that the 

training differentiate in the content 

according to the type of personnel. 

No ref in EU-OPS No ref in ICAO 
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Initial Training: 1 day (8 hours) 1. [IND] Time allocation for training is 

irrelevant, it should be efficiency-wise. 

1. Noted. The training should be competent 

based and related to the actual risk. 

However, this is a sample. The operator 

can extend this time allocation if needed 

in order for crew members (who anyway 

undergo recurrent training and checking) 

to demonstrate their adequate level of 

proficiency.  

No ref in EU-OPS No ref in ICAO 

Annual Recurrent Training: 1/2 day (4 hours) 1. [IND] Time allocation for training is 

irrelevant, it should be efficiency-wise  

Same as above No ref in EU-OPS No ref in ICAO 

Course Content Course Objectives 

Legal position of the crew in dealing with disruptive 

passengers 

Knowledge of national and international legal regulations 

(e.g. Tokyo Convention)  -  (30 min) 

Operator policy 

Guidelines and recommendations for crew members and 

ground staff on how to handle disruptive passengers 

Knowledge of company guidelines  -  (30 min) 

Reasons for unreasonable or aggressive behaviour of 

passengers 

• reasons for aggression 

• possible causes of aggressive behaviour of passengers 

(e.g. dissatisfaction, fear of flying, restriction of 

personal freedom, alcohol and drugs, disposition to use 

force or violence) 

Knowledge of reasons for aggressive behaviour by 

passengers - (1 hour) 

Appropriate behaviour of crew members and ground 

personnel (theory) 

Strategies for conflict avoidance - (1 hour 30 min) 

• Conflict avoidance/conflict management De-escalation techniques 

• Use of de-escalation techniques 

• appropriate measures to contain aggressive behaviour 

(incl. practical training in the use of restraining 

devices, if applicable) 

• Debriefing and documentation of incident (Flight 

Disturbance Incident Report) 

Knowledge of measures to contain aggressions 

Case studies Knowledge of real incidents - (1 hour 30 min) 

Appropriate behaviour of crew members and ground staff 

(practical training) 

Practical training of techniques (role-play) in real 

situations, with trainees 

Capability to use acquired knowledge in practical cases (2 to 

3 hours) 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

1. [IND] Remove “de-escalation 

techniques” because not appropriate. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

1. Not accepted. Reports and experience 
show that critical situations have been 

avoided thanks to this technique. 

No ref in EU-OPS No ref in ICAO 
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Whenever practicable, the training should be conducted under 

realistic conditions (e.g. training in cabin mock-up) and with the 

use of video review after practical exercises (feedback). 

  No ref in EU-OPS No ref in ICAO 

 

AMC OR.OPS.025.SEC Security programme and Security 

training 

1. [IND Ass] General comment: Delete as 

these are already covered under the 

national security programme 

This issue is subject to discussion with CION EU-OPS 1.1235 and 

1.1240 

Annex 6 Part I 13.4 

COMMERCIAL AIR TRANSPORT OPERATORS WITH CMPA xxx    

1 The training programme established by a commercial 

operator should include the following elements, if applicable: 

  No ref in EU-OPS =Annex 6 part I – 

13.4.1 a)  

a. determination of the seriousness of any occurrence;   No ref in EU-OPS =Annex 6 part I – 

13.4.1 a) 

b. crew communication and coordination;   No ref in EU-OPS =Annex 6 part I – 

13.4.1 b) 

c. appropriate self-defence responses; 1. [IND+IND Ass] Remove “self-defence 

responses” as it is not appropriate or 

replace it by “neutralization”. 

1. Not accepted. Reports and experience 

show that crew members may need to 

protect themselves. The term “appropriate” 

implies that such training should only include 

responses which are not contributing to an 

escalation of the situation. 

No ref in EU-OPS =Annex 6 part I – 

13.4.1 c)  

d. use of authorised protective devices; 1. [IND+IND Ass] The term: “authorised 

protective devices” not defined. Make it 

explicit what it is. 

1. Noted. It was agreed that the word 

“authorised” was not relevant.  

No ref in EU-OPS =Annex 6 part I – 

13.4.1 d) 

e. understanding of disruptive and unlawful behaviour of 

terrorists so as to facilitate the ability of crew members to cope 

with hijacker such behaviour and passenger responses; 

 Text change: terrorist and hijacker acts are 

not covered by EASA rules. 

No ref in EU-OPS =Annex 6 part I – 

13.4.1 e) 

f. live situational training exercises regarding various threat 

conditions; 

1. [IND+IND Ass] Define “live situational 

training exercises”. 

1. Noted. These are exercises in which a 

realistic scenario is created for simulation. 

No ref in EU-OPS =Annex 6 part I – 

13.4.1 f 

g. cockpit procedures to protect the aircraft; and   No ref in EU-OPS =Annex 6 part I – 

13.4.1 g) 

h. aircraft search procedures and guidance on least-risk bomb 

locations where practicable. 

  No ref in EU-OPS =Annex 6 part I – 

13.4.1 h 

2 An operator should also establish, implement andand 

maintain a training programme to acquaint personnel involved in 

the operation of aircraft with preventive measures and techniques 

in relation to passengers, baggage, cargo, mail, equipment, stores 

and supplies intended for carriage on an aircraft so that they 

contribute to the prevention of acts of sabotage or other forms of 

unlawful interference. 

 Consistency change =EU-OPS 1.1240 = ICAO Annex 6 

part I – 13.4.2 and 

Annex 6 part III 

11.2 
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GM OR.OPS.025.SEC Security programme and Security training   No ref in EU-OPS No ref in ICAO 

Guidance material on the operator security programme is 

contained in: 

  No ref in EU-OPS No ref in ICAO 

1 ICAO Doc 8973 RESTRICTED – Security Manual for 

Safeguarding Civil Aviation Against Acts of Unlawful Interference; 

and 

    

2 ECAC Doc 30 Part II RESTRICTED – ECAC Policy Statement 

in the Field of Civil Aviation Security. 

  No ref in EU-OPS No ref in ICAO 

The following additional guidance material is provided to assist in 

particular, operators of complex motor-powered aircraft engaged 

in non-commercial operations of complex and non-complex 

motor-powered aircraft with passengers. 

 This GM could also assist non-commercial 

operators with other than complex motor-

powered aircraft 

No ref in EU-OPS No ref in ICAO 

1 Overview   No ref in EU-OPS No ref in ICAO 

A security programme should be proportional to the threat against 

an operator, their personnel, aircraft and facilities. The security 

programme should include a threat assessment process, 

preventive measures designed to deter and prevent the 

commission of unlawful acts, responsive measures to be taken 

when an unlawful act has been committed against the operator, 

appropriate training of personnel involved and testing of the 

security programme preventative and responsive measures. The 

security programme should be periodically assessed to ensure 

that it is appropriate and effective. 

  No ref in EU-OPS No ref in ICAO 

2 Assessing the Threat and Vulnerability   No ref in EU-OPS No ref in ICAO 

The first step in the development of an effective security 

programme is to assess the threat against the operator, its 

personnel, aircraft and facilities and the operator’s vulnerabilities. 

Threats may relate to the nature of business conducted by the 

operator, the location of the business, the nationality of the 

operator, the nationality of the operator’s aircraft, the profile of 

passengers carried, and the value of goods carried. Information 

on the various kinds of threats the operator is subject to, will 

come from a variety of sources. In developing and maintaining a 

current threat assessment for areas of operations, the following 

resources should be used as appropriate: 

  No ref in EU-OPS No ref in ICAO 

a. national and local security officials;   No ref in EU-OPS No ref in ICAO 

b. national and local law enforcement officials;   No ref in EU-OPS No ref in ICAO 
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c. the operator security officer, if applicable;   No ref in EU-OPS No ref in ICAO 

d. national and international trade associations;   No ref in EU-OPS No ref in ICAO 

e. air security assessment and intelligence service providers;   No ref in EU-OPS No ref in ICAO 

f. local and foreign media reports; and   No ref in EU-OPS No ref in ICAO 

g. company/organisation officials posted in foreign locations, 

if applicable. 

  No ref in EU-OPS No ref in ICAO 

Security professionals can provide assistance in determining and 

assessing the vulnerabilities. 

  No ref in EU-OPS No ref in ICAO 

3 Preventive Measures   No ref in EU-OPS No ref in ICAO 

The focus of preventive security measures will be to:   No ref in EU-OPS No ref in ICAO 

a. prevent unauthorized access to aircraft and facilities of the 

operator; 

  No ref in EU-OPS No ref in ICAO 

b. prevent the unauthorized introduction of weapons or 

explosives onto aircraft and into facilities of the operator; and 

  No ref in EU-OPS No ref in ICAO 

c. prevent the use of aircraft of the operator to commit 

unlawful acts. 

  No ref in EU-OPS No ref in ICAO 

The security measures implemented by the operator should be 

proportional to the threat. Procedures and training should be in 

place to implement enhanced measures when the threat is 

increased and to implement reduced measures when the threat is 

reduced. 

  No ref in EU-OPS No ref in ICAO 

Preventive security measures should include, as appropriate:   No ref in EU-OPS No ref in ICAO 

a. Global considerations:   No ref in EU-OPS No ref in ICAO 

i. Whenever possible, avoidance of areas where there is an 

identified security risk; 

  No ref in EU-OPS No ref in ICAO 

ii. A security programme that is specific to the location and 

operation; 

  No ref in EU-OPS No ref in ICAO 

iii. Security programme training for all flight department 

personnel; 

  No ref in EU-OPS No ref in ICAO 
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iv. Establish security as integral part of all aspects of the flight 

department and its operation; 

  No ref in EU-OPS No ref in ICAO 

v. Establish a Security Support function, much like the Safety 

Officer role; and 

  No ref in EU-OPS No ref in ICAO 

vi. Maintain a security information programme.   No ref in EU-OPS No ref in ICAO 

b. Persons and Processes   No ref in EU-OPS No ref in ICAO 

i. Require pre-employment screening of flight department 

personnel; 

  No ref in EU-OPS No ref in ICAO 

ii. Require that crew members display photo IDs at all times;   No ref in EU-OPS No ref in ICAO 

iii. Limit the publication of aircraft itineraries;   No ref in EU-OPS No ref in ICAO 

iv. Establish security threat alerting procedures, such as a 

code word for use by persons under duress; 

  No ref in EU-OPS No ref in ICAO 

v. Require an accurate and accessible passenger manifest for 

all trip legs; 

  No ref in EU-OPS No ref in ICAO 

vi. Ensure that only operator’s personnel and authorized 

guests, identified in advance, are allowed to board an aircraft; 

  No ref in EU-OPS No ref in ICAO 

vii. Ensure that passengers or flight department members 

maintain positive control of luggage; and 

  No ref in EU-OPS No ref in ICAO 

viii. Positively identify all luggage and match luggage to specific 

passengers (colour-coded bag tags can be helpful). 

  No ref in EU-OPS No ref in ICAO 

c. Aircraft   No ref in EU-OPS No ref in ICAO 

i. Check lavatories, baggage compartments and all cavities 

for unauthorized people or objects prior to every departure; 

  No ref in EU-OPS No ref in ICAO 

ii. Ensure that aflight department designated personnel 

member is present at all times when the aircraft is being serviced 

(fuelling, catering, etc.) at operators facilities; 

1. [IND] “Flight department member” to 

be replaced by “authorized personnel”. 

1. Partially accepted. This person should not 
be authorised by / designated by the 

operator 

No ref in EU-OPS No ref in ICAO 

iii. Ensure that a aircraft crew member is present at all times 

when the aircraft is being serviced (fuelling, catering, etc.) at 

locations away from operator’s facilities; 

1. [IND] “aircraft crew member” to be 

replaced by “authorized personnel”. 

1. This paragraph is deleted. No ref in EU-OPS No ref in ICAO 

iv. Use the aircraft's security system (locks and alarms) 

whenever it is unattended away from facilities of the operator; 

  No ref in EU-OPS No ref in ICAO 
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iv. Apply tamper evidence security tape on doors, panels, etc; 1. [IND Ass] This is of the responsibility 
of the CION . 

1. Noted. However, Reg.300 does not apply 

to non-commercial operations. 

No ref in EU-OPS No ref in ICAO 

vi. Post a guard at the aircraft when away from operator 

facilities at locations where security is a concern; and 

  No ref in EU-OPS No ref in ICAO 

vii. Consider removing operator identification from the aircraft 

and facilities. 

  No ref in EU-OPS No ref in ICAO 

d. Facilities   No ref in EU-OPS No ref in ICAO 

i. Ensure facility perimeter security with effective fencing, 

lighting, security patrols (as appropriate), gates and limited 

access areas; 

  No ref in EU-OPS No ref in ICAO 

ii. Ensure external gates and doors are closed and locked at 

all times; 

  No ref in EU-OPS No ref in ICAO 

iii. Require positive access control for all external gates and 

doors; 

  No ref in EU-OPS No ref in ICAO 

iv. Close hangar doors when that area is unattended;   No ref in EU-OPS No ref in ICAO 

v. Secure all key storage areas (food and liquor, parts and 

tools, etc.); 

  No ref in EU-OPS No ref in ICAO 

vi. Have an access control management system for keys and 

passes; 

  No ref in EU-OPS No ref in ICAO 

vii. Confirm the identity and authority of each passenger, 

vendor and visitor prior to allowing access to facilities and 

aircraft; 

  No ref in EU-OPS No ref in ICAO 

viii. Accompany all visitors away from secure areas (visitor 

lounge, etc.); 

  No ref in EU-OPS No ref in ICAO 

ix. Require a picture ID of any unfamiliar or unaccompanied 

visitor or vendor; 

  No ref in EU-OPS No ref in ICAO 

x. Post emergency numbers prominently around facility;   No ref in EU-OPS No ref in ICAO 

xi. Ensure easy access to phones or "panic buttons" in various 

facility locations (break room, hangar bay, etc.); and 

  No ref in EU-OPS No ref in ICAO 

xii. Confirm security of destination facilities.   No ref in EU-OPS No ref in ICAO 

4 Responsive Measures   No ref in EU-OPS No ref in ICAO 
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In the case of a hijacking, the crew members should attempt to 

make an assessment of the intent of the hijacker and follow the 

emergency procedures set out in the operations manual. These 

procedures should include the making of distress radio calls and 

transponder settings, to indicate that the aircraft has been 

hijacked and for adherence to the procedures that have been 

established and promulgated in ICAO Doc 7030 – Regional 

Supplementary Procedures in both the cases where the aircraft 

continues on the assigned track and cruising level or is forced to 

deviate there from. 

  No ref in EU-OPS No ref in ICAO 

In the case of bomb threats, the operator should first determine 

the legitimacy of the threat or whether it is likely to be a hoax. If 

considered to be legitimate, law enforcement officials should be 

notified. If the aircraft is in the air, ATS should be notified and the 

aircraft should land to be searched. If on the ground, the aircraft 

should be moved, for searching, to the designated isolated 

parking. 

  No ref in EU-OPS No ref in ICAO 

In the case of other unlawful acts, the operator should contact the 

responsible law enforcement authorities. 

  No ref in EU-OPS No ref in ICAO 

5 Training   No ref in EU-OPS No ref in ICAO 

Training programmes should be established with the objective of 

ensuring that all personnel with security related duties acquire 

and maintain the competence to perform their duties. The training 

programme should include initial and periodic refresher training. 

  No ref in EU-OPS No ref in ICAO 

6 Testing   No ref in EU-OPS No ref in ICAO 

Testing of the security programme preventative and responsive 

measures should be undertaken periodically. Scenario based 

exercises that involve elements of the preventative or responsive 

measures are an appropriate means of testing. It is very 

important that the results of such test be recorded and where 

deficiencies are identified, corrective action plans are developed 

and implemented and then tracked to ensure that they are 

appropriate and effective. 

  No ref in EU-OPS No ref in ICAO 

7 Sample Security Checklist   No ref in EU-OPS No ref in ICAO 

PRIOR TO EVERY FLIGHT   No ref in EU-OPS No ref in ICAO 

Perimeter Awareness    MAINTAIN   No ref in EU-OPS No ref in ICAO 

Gates and Doors    LOCKED or ATTENDED   No ref in EU-OPS No ref in ICAO 
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Storage Areas     LOCKED or ATTENDED   No ref in EU-OPS No ref in ICAO 

Hangar Security Systems   ACTIVATED IF 

INSTALLED or ATTENDED 

  No ref in EU-OPS No ref in ICAO 

Transient Facility Security   VERIFIED   No ref in EU-OPS No ref in ICAO 

Suspicious Activity CALL LAW ENFORCEMENT SECURITY 

AUTHORITY 

  No ref in EU-OPS No ref in ICAO 

Servicing     CREW PRESENT   No ref in EU-OPS No ref in ICAO 

Security Inspection:   No ref in EU-OPS No ref in ICAO 

Refer to AFM guidance and include the following if appropriate:   No ref in EU-OPS No ref in ICAO 

No sign of tampering   No ref in EU-OPS No ref in ICAO 

Externally accessible service compartments   No ref in EU-OPS No ref in ICAO 

Wheel wells   No ref in EU-OPS No ref in ICAO 

System openings and vents   No ref in EU-OPS No ref in ICAO 

Lavatories   No ref in EU-OPS No ref in ICAO 

Internal/external storage compartments   No ref in EU-OPS No ref in ICAO 

Baggage holds   No ref in EU-OPS No ref in ICAO 

Accessible mechanical/ electrical compartments   No ref in EU-OPS No ref in ICAO 

Passenger Manifest    COMPLETE   No ref in EU-OPS No ref in ICAO 

Passengers     IDENTIFIED & 

VERIFIED 

  No ref in EU-OPS No ref in ICAO 

Luggage/Cargo    IDENTIFIED & 

VERIFIED 

  No ref in EU-OPS No ref in ICAO 
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Unmatched Luggage/Cargo   DO NOT LOAD   No ref in EU-OPS No ref in ICAO 

Any Behavioural Changes in Personnel CHECKED   No ref in EU-OPS No ref in ICAO 

Security Flight Restrictions   CHECK NOTAMS   No ref in EU-OPS No ref in ICAO 

All Itinerary/Manifest Information Retained Only if Required by 

Regulation or Operator Policy 

  No ref in EU-OPS No ref in ICAO 

BEFORE LEAVING AIRCRAFT   No ref in EU-OPS No ref in ICAO 

Unattended Aircraft Security:   No ref in EU-OPS No ref in ICAO 

AFM recommendations   No ref in EU-OPS No ref in ICAO 

Close and secure emergency exits   No ref in EU-OPS No ref in ICAO 

Arm alarm systems (if installed)   No ref in EU-OPS No ref in ICAO 

Close and lock all keyed access doors   No ref in EU-OPS No ref in ICAO 

Operator specific procedures/alternative means of compliance   No ref in EU-OPS No ref in ICAO 

Note: Procedures specified in the AFM always take precedence.   No ref in EU-OPS No ref in ICAO 

GM OR.OPS.030.SEC Aircraft search procedure checklist 1. [IND+IND Ass] The title should be 
renamed ‘Specific threat event – 

search procedure checklist’. 

1. Not accepted.  See OR.OPS.030.SEC No ref in EU-OPS No ref in ICAO 

COMMERCIAL OPERATORS AND NON-COMMERCIAL OPERATORS 

OF COMPLEX MOTOR-POWERED AIRCRAFT 

 Not necessary No ref in EU-OPS No ref in ICAO 

Guidance material on the operator training programme and 

aircraft search procedure checklist for commercial operators and 

operators of complex motor-powered aircraft is contained in: 

  No ref in EU-OPS No ref in ICAO 

1 ICAO Doc 8973 RESTRICTED – Security Manual for 

Safeguarding Civil Aviation Against Acts of Unlawful Interference; 

  No ref in EU-OPS No ref in ICAO 

2 ICAO Doc 9811 RESTRICTED – Manual on the 

Implementation of the Security Provisions of Annex 6; and 

  No ref in EU-OPS No ref in ICAO 

3 ECAC Doc 30 Part II RESTRICTED – ECAC Policy Statement 

in the Field of Civil Aviation Security. 

  No ref in EU-OPS No ref in ICAO 
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Further guidance material is contained in best practices and 

manuals developed by trade organisations, such as the IATA 

Security Manual and the IBAC IS-BAO International Standard for 

Business Aircraft Operations. 

  No ref in EU-OPS No ref in ICAO 
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Subpart ATO - Approved Training Organisations 

 

IA (1), MS (1) 

a.One NAA recommending an editorial 

change: Change “synthetic training 

devices” and ”STD” to ”flight simulation 

training devices” and “FSTD”. 

b. An IA comments that this part is clearly 

written for commercial flight schools only 

and that it is not suitable for small aero 

club ATOs. Proposal: “The whole part 

should be rewritten or there should be an 

amendment or attachment making it 

suitable for those schools (Altos) giving 

courses for PPL or/and lower.” 

 

 

 

a. Accepted. The Agency will replace the 

term "synthetic training devices" by "flight 

simulation training devices" 

 

 

b. Accepted. The Agency is aware that 

certain elements of the proposed 

requirements for training organisations would 

cause some additional administrative burden 

for the small training organisations approved 

on a national basis or registered as a training 

facility.  

In order to solve this problem and to allow a 

small (now called "non-complex") 

organisation to continue with their activities 

several requirements will be amended and 

additional AMCs will be introduced in order to 

address this. However, it must be stated that 

all organisations have to comply with the 

requirements for a management system 

(described in OR.GEN). This will be a huge 

change for some of the small (non-complex) 

training organisations. 

  

SECTION I – GENERAL     

AMCto OR.ATO.010(b) Legal entity and financial 

resources 

IA(11), IND(7), INDIV(18), MS(1)    

FINANCIAL RESOURCES – APPROVED TRAINING 
ORGANISATION 

a. The majority of comments state that 

the AMC should not apply to small ATOs or 

ATOs offering PPL, BPL, SPL and LAPL 

training. 

b. A lot of comments from airlines (most 

of them duplicates) state that ATOs may 

be part of an operator and, in this case, it 

is difficult to provide financial reporting 

only for those activities related to pilot 

training (ATO). 

a. & b. & c. & d. Partially accepted.  The 

Agency carefully reviewed the issue of an 

ATO being a legal entity to get approved or 

not. Please see the response to the 

Implementing Rule OR.ATO.010. It was 

decided to delete this requirement in the ATO 

section as it might cause problems for small 

club-based ATOs in some Member States.   

Regarding the financial resources it was also 

decided to delete the requirement. Please 

see the reasons provided in the segment 
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c. Three comments propose to delete this 

AMC completely. 

d. Five comments propose to delete the 

requirement in relation to the provision of 

a Financial Statement (AMC paragraph 

2c). 

dealing with the rule text. It should be 

highlighted that in OR.GEN the accountable 

manager of an organisation is mentioned to 

be responsible for checking if the necessary 

financial resources are available, the Agency 

does not see a need to require the ATO to 

further specify this.  

 

 

1. Introduction.     

 The following paragraphs provide an acceptable means 
of compliance for approved training organisations on how to 
prove to the competent authority that sufficient funding is 
available to conduct training to the approved standards. It is 
not intended to be a consumer protection provision. The issue 
and maintenance of an approval cannot therefore be construed 
as a guarantee of the underlying financial soundness of the 
organisation. It is an indication, on the basis of financial 
information provided, that the approved organisation can 
provide sufficient facilities and qualified staff such that 
flightying training can be, or can continue to be, provided in 
accordance with the applicable  training requirements and 
standards. 

    

2. Application for initial approval.     

 Any application for initial approval should be supported 
by a plan, which includes at least the following information: 

    

a. Training facilities and number of students     

Details, as appropriate, of:     

i. the number and types of training aircraft that 
will be used; 

    

ii. the number of flight and ground instructors that will 
be employed; 

    

iii. the number of classrooms and other types of 
training facilities (synthetic training devices, etc.) 
intended for use; 

    

iv. the supporting infrastructure (staff offices, 
operations room, briefing rooms, rest rooms, 
hangars, etc.); and 

    

v. planned number of students (by month and 
course). 
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b. Financial dDetails     

i. capital expenditure necessary to provide the 
planned facilities; 

    

ii. costs associated with running each of the courses 
for which approval is sought; 

    

iii. income forecasts;     

iv. a forecast financial operating statement for the 
business for which approval is sought; and 

    

v. of any other financial trading arrangement on which 
the viability of the approved training organisation 
may be dependent. 

    

 c. TThe plan submitted in support of an application 
for initial approval is to be accompanied by a Financial 
Statement from the applicant’s bankers or auditors, which 
certifies that the applicant has, or has recourse to, sufficient 
financial resources to meet the applicant’s proposals as 
described in the plan to conduct Part-FCL courses. An 
appropriately revised Financial Statement should be required 
whenever the applicants wish to expand their activities in 
addition to those described in the plan, in order to satisfy the 
applicable requirements. 

    

3. Ongoing financial monitoring.     

 a. After approval has been granted, if the competent 
authority has reason to believe that the necessary standards of 
compliance with the applicable requirements are not being met 
or may not be met due to a lack or apparent lack of financial 
resources, the competent authority may require the 
organisation to demonstrate in a written submission that 
sufficient funds can and will be made available to continue to 
meet the terms of approval, or such modifications to it as may 
have been agreed with the competent authority. Any such 
submission is to be accompanied by a further Financial 
Statement signed by the approved organisation’s bankers or 
auditors. 

    

 b. The competent authority should also require a 
Financial Statement if it appears to the competent authority 
that operation of the course(s) is significantly at variance with 
the proposals contained in the business plan. 
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AMC1-toOR.ATO.105015 Application 

APPLICATION FORM 

MS(12), IA(19), INDIV(2) 

 

   

APPLICATION FORM FORAPPROVAL OF A TRAINING 
ORGANISATION AN ATO CERTIFICATE 

 

 

 
 

    

N° Question Supplementary information 

1. Name of training 

organisation under which the 

activity is to take place 

address, fax number, e-Email, Internet 

URL 

2. Training courses offered theory and/or flight training 

3. Name of hHead of tTraining type and number of licence  

full/part-time 

4. Name of cChief fFlight 

iInstructor 

as (3) 

5. Name of cChief Ground 

theoretical 

knowledgeiInstructor 

as (3) 

6. Name of flight instructor(s), 

where applicable 

as (3) 

7. Aerodrome(s)/ operating 

site(s) to be used 

IFR approaches, if applicable 

night flying, if applicable 

air traffic control 

flight testing facilities, if applicable 

data reply facilities, if applicable 

8. Flight operations 

accommodation 

location, number and size of rooms 

9. Theoretical instruction 

facilities 

location, number and size of rooms 

10. Description of training 

devices( as applicable ) 

Type(s) of FSTDsflight simulators, 

FNPT I and II 

flight training devices 

othersFFS, FNPT I, II and III, FTD 

1, 2 and 3, and 3, and BITD 

a. Three comments from Industry 

Associations propose to draft a simplified 

form for “small” ATOs 

b. One comment from a Member State 

proposes to include the organisation 

number in item 1. 

c. Three comments from Industry 

Associations propose to include the 

reference to volunteers in item 3. 

 

 

 

 

d. Three comments from Industry 

Associations propose to refer to one room 

only for the purpose of items 8 and 9. 

 

e. One comment from a Member State 

proposes to include reference to FNTP III 

Helicopter. 

f. Eight comments propose to include in 

item 11 aircraft insurance and 

maintenance system. 

g. Two comments propose to delete item 

11 for this application form. 

 

 

h. Eight comments propose to include 

organisation manual in item 12. 

a. Not accepted: this is form is flexible 

enough to cater for “small” and “non-

complex” organisations. 

 

b. Not accepted: Since this is an application, 

an organisation number is not yet attributed. 

c. Not accepted. The Agency believes that it 

is important is to know whether a qualified 

HT is working full-time (for certain ATOs 

required) or only part time. The term “part-

time” does not mean automatically that 

he/she is employed and paid by the ATO. 

The HT might also fulfil his/her tasks on a 

voluntary basis. 

d. Not accepted. This form is not the 

appropriate place to regulate the dimensions 

of the training organisation.  This is only an 

application form. The question if a certain 

ATO might use only one room in order to 

fulfil the requirements is explained in the 

appropriate AMC dealing with facilities in 

OR.GEN.215. 

e. Partially Accepted: For simplification 

general remark is made “Type of FSTDs” 

used by the ATO. 

 

f. Not Accepted. The Agency cannot see a 

safety related reason to incorporate details 

about insurance or maintenance systems. 

g. Not accepted: the Agency is of the opinion 

and it is required that the aircraft used in the 

training is adequate and it should be 

accepted by the NAA. 

 

h. Not accepted. As the proposed change for 

OR.ATO.105 was not agreed this will not be 

changed. The training and the operations 
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11. Description of aircraft Class/tType(s) of aircraft 

registration of aircraft 

IFR equipped, if applicable 

Flight test instrumentation, if 

applicable 

12. Proposed administration and 

mManuals : 

(submit with application if 

required ) 

(a) course programmes 

(b) training records 

(c) operations manual 

(d) training manual  

13. Details of proposed 

compliance monitoring system 

 

 

manual will cover the required 

documentation. A specific organisation 

manual will not be required by this subpart. 

 

Note 1: If answers to any of the above questions are incomplete, 
the applicant should provide full details of alternative 
arrangements separately. 

    

I, (name), on behalf of (name of training organisation) certify that 
all the above named persons are in compliance with the applicable 
requirements and that all the above information given is complete 
and correct. 

    

(Date) (Signature) Four comments propose to include the 

date of application. 

Agreed. Text will be amended. 
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One comment from a Member State 

proposes to include reference to FNTP III 

Helicopter 

Partially accepted.  The Agency has changed 

the wording concerning the uses of FSTDs in 

order to make it more general and to cover 

all kinds of flight simulation devices.  

  

 
    

 
    

AMC to OR.ATO.110 – Personnel requirements – flight simulation train ing 
instructors 

 

 

 

 

IA(5),  MS(1), IND(9) 

 

a. Several comments from industry and 

competent authorities propose to delete 

this AMC based on the fact that most of 

the issues are covered in Part FCL anyway 

and do not establish specific additional 

requirements for ATOs. 

b. One industry stakeholder has entered 

an additional comment proposing 

specifically to delete the required 

professional pilot licence. 

 

One industry association pointed out that 

the way the requirement for the 

instructors are written it “sounds like they 

must have an EASA licence with the 

particular EASA instructor rating”. The 

following proposals were made:                             

1. Remove the 3 year requirement.                           

2. Remove the instructor categories and 

add certificate relevant to the course.            

3. Remove the instructor categories 

mentioned and add a professional licence 

“with 1500 hours as pilot on MP airplanes” 

and “at least 3 hours of instruction on the 

approved course”. 

 

a. Accepted. The Agency agrees with the 

comments proposing to delete this AMC. This 

decision is based on the fact that all the 

privileges of the different instructor 

categories are covered in Part-FCL. 

Paragraph FCL.900 states that a person shall 

only carry out synthetic flight instruction or 

multi-crew cooperation instruction when 

he/she holds an instructor certificate 

appropriate to the instruction given. In the 

different sections of subpart J the pre-

requisites and the privileges of each 

instructor certificate are explained in detail. 

The only issue not addressed in Part-FCL is 

the requirement in 1. asking the instructor to 

hold (or have held) a professional pilot 

licence for at least three years prior to the 

first appointment. But as this is based on the 

JAR-FCL Appendix 1a to JAR-FCL 1.055 which 

allowed commercial pilots without holding 

an instructor rating to provide synthetic flight 

instruction, this system will no longer be 

allowed in the future system. A professional 

licence will no longer be required for these 

instructors. 

 

b. & c. See comment above. Based on the 

same logic (AMC deleted) these proposals 

will not be implemented. 

  

1. Instructors providing training on a FTD and a FNPT I 
should have instructional experience appropriate to the 
training courses they are to conduct and hold or have held 3 
years a professional pilot licence prior to the first appointment. 

MS(1) 

a. One competent authority recommends 

amending 1 to read: “Instructors 

providing training on an FTD and an FNPT 

I should have instructional experience 

appropriate to the training courses they 

are to conduct and hold or have held for 

the preceding 3 years a professional pilot 

licence and associated ratings prior to the 

 

a. Accepted. It was decided to delete this 

AMC completely as the privileges of the 

different instructor categories are already 

covered in Part-FCL.  

All the changes proposed to this AMC will not 

be addressed as these issues should be 

covered in the privilege requirement for each 

instructor category (here: “and associated 
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first appointment. ratings”). 

2. Instructors providing flight training on a FFS and/or 
FNPT II, i should hold a FI(A), FI(H), IRI(A), TRI(A), TRI(MPH), 
CRI(A), STI(A), SFI(A), SFI(H) or MCCI(A) certificate relevant 
to the course. 

MS(1) 

a. One comment is proposing in 2. to add 

some more instructor categories (e.g. 

IRI(H) or TRI(H)). 

 

a. Partially accepted. The comment is right in 

general but as it was decided to delete this 

AMC completely no additional instructor 

category must be mentioned.  

  

3. Instructors providing multi-pilot type rating and/or MCC 
flight training on a FFS and FTD and FNPT II/III, should hold a 
TRI(A), TRI(MPH), SFI(A) or SFI(H) certificate. 

IA(1) 

a. One industry association recommends 

to add in item 3: “'or MCCI(A)' before 

certificate “. 

 

a. Not accepted. It was decided to delete this 

AMC completely as the privileges of the 

different instructor categories are already 

covered in Part-FCL. All the changes 

proposed to this AMC are not longer 

necessary as these issues should be covered 

in the privilege requirement for each 

instructor category (here: MCCI(A) - please 

check FCL.905.MCCI). 

  

AMC1-OR.ATO.110(a) Personnel requirements 

HEAD OF TRAINING 

 

The nominated head of training (HT) should have the 

overall responsibility to ensure that the training is in 

compliance with the appropriate requirements. In an ATO 

providing training courses for different aircraft categories 

the HT shall be supported by one or more nominated 

deputy HT(s) for certain flight training courses in order to 

assist. 

 

 

 Please see the response provided to 

OR.ATO.110(a). The Agency agreed to the 

proposals that some kind of assistance for 

the Head of Training must be established for 

the case that an ATO provides training for 

several aircraft categories. This new AMC 

was developed based on the input received.  

  

AMC1-OR.ATO.110(b) Personnel requirements 

THEORETICAL KNOWLEDGE INSTRUCTORS 

 

Theoretical knowledge instructors should, before 

appointment, prove their competency bygiving a test 

lecture based on material they have developed for the 

subjects they are to teach. 

 The text of this AMC was transferred from an 

AMC to section 2 in order to address this 

issue to theoretical knowledge instructors for 

all kind of ATOs.  

  

 

AMC1-OR.ATO.120(a)(1),(2)  Record keeping 

ATOS PROVIDING TRAINING ONLY FOR THE LAPL, PPL, SPL 

OR BPL- 

The details of ground, flight and flight 

  

See response provided to the rule 

OR.ATO.120(a)(1),(2). Based on the input 

received this additional AMC was developed 

in order to address the issue. 
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simulationinstruction given to a specific individual student 

and the detailed progress reports from instructors may be 

kept also in a student’s progress card. This progress card 

should contain all the exercises of the training syllabus. 

The instructors should sign this card if a certain exercise 

has beencompleted or a specific assessmenthas been 

conducted.  

 

 

AMC1 OR.ATO.120 (b) Record keeping 

 

FSTD records to be kept 

 

for the lifetime of the device: 

 

the MQTG of the initial evaluation 

the qualification certificate of the initial evaluation 

the initial evaluation report 

 

for a period of at least 5 years (in paper or electronic format): 

 

recurrent QTG runs 

recurrent evaluation reports 

reports of internal functions and subjective testing 

Technical Log 

CMS report 

Audit schedule 

Evaluation programme 

Management evaluation reports 

Obsolete procedures and forms 

 

For some commentators it was unclear 

which documentation has to be kept, how 

long and which format is possible 

 

 

Additional AMC: See comment and response 

in OR.ATO.120.(b) 

 

The AMC had been amended following 

internal review.  

Following a structural decision this AMC has 

been moved to Section 3. 

 

  

 
 

 
  

AMC1-to OR.ATO.125 Training programme 

GENERAL 

 

 

IND(1), INDIV(4) 

a. The comments propose to put details 

about training programmes into the AMC 

in Part-FCL in order to avoid duplicity with 

FCL sections. 

 

a. Not accepted. It seems that these 

comments should have been addressed to 

another segment. This AMC1-OR.ATO.125 

which contains some general provisions for 

the training programme is clearly aimed at 

the training organisation and provides some 

details about a phased approach regarding 

practical and theoretical training and a 

procedure how to solve problems 

encountered during instruction.  The Agency 

does not understand the comment proposing 

to put this in an AMC to Part-FCL as the 

content addresses the ATO. The AMC has 

been therefore kept in Part-OR. 

  

1. Flight training in an FSTDSynthetic flight training and 

theoretical knowledge instruction should be phased in 

IA(1) 

According to the commentator the 

 

Not accepted. The statement that an FSTD 
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such a manner as to ensure that students are able to 

apply to flying flightexercises the knowledge gained on 

the ground. 

paragraph 1 does not allow an ATO to 

schedule an FSTD session prior to 

theoretical instruction. The association 

proposes to change wording of paragraph 

1 to "When practical, theoretical 

knowledge instruction should take place 

prior to synthetic flight training." This 

would allow the ATO more time scheduling 

flexibility in training. 

session would not be allowed in the case that 

there is no TK session before seems to be 

based on a misinterpretation of the proposed 

text, which states that the instruction has to 

be phased: 

"In such a manner as to ensure that students 

should be able to apply to flying exercises 

the knowledge gained on the ground". This 

does not imply that a specific TK session 

should always be conducted before an FSTD 

session takes place but it clearly requires 

that the student pilot has received the 

necessary instruction to be able to apply the 

knowledge definitely needed for a certain 

exercise in the FSTD. As some basic TK 

instruction can be provided in a detailed 

briefing and a certain amount of theoretical 

background is absolutely necessary to do a 

specific exercise, the Agency can not see the 

reason why this AMC should be changed in a 

way that was proposed with the comment.  

The text will therefore remain unchanged. 

 

2. Arrangements should be made so that problems 

encountered during instruction can be resolved during 

subsequent training. 
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AMC2-OR.ATO.125  Training programme - type rating 

courses -–– aeroplanes 

TYPE RATING COURSES - AEROPLANES 

 

IA(13), IND(2), MS(1), INDIV(1) 

Details about training programmes should 

be set in the relevant FCL sections in 

order to avoid duplicity. The proposal is to 

move this AMC to the relevant FCL AMCs.  

Nine commentators stated that except for 

requirement 3.2 and 3.3 everything else 

should be deleted as there is too much 

interference with JAR-FCL. 

 

Not accepted. The Agency received several 

comments proposing to put the content of 

this AMC in Part-FCL. 

  

The content of this AMC was transferred from 

JAR-FCL. It was published in AMC FCL 

1.261(c)(2) and the title was "Guidelines for 

Approval of an Aeroplane Type Rating 

Course. The content was not changed when 

this AMC to Part-OR was developed and as 

the main addressee of this AMC will be the 

training organisation trying to receive an 

approval for the course the Agency does not 

agree that this AMC containing the course 

should be moved to Part-FCL. The Agency 

proposes to  study the AMC in order to find 

issues explained such as: 

 

- training programme 

- sub-contract of elements of the training 

- objectives of the training 

- facilities and training aids 

- course completion certificate 

- and more 

 

These elements are clearly not addressed to 

the applicant, the instructor or the examiner 

but to the training organisation. The 

requirements for the training organisation 

are to be found in Part-OR. 

  

Furthermore some comments propose to 

change the status of this document and to 

move this AMC into the Implementing Rule 

or at least change it into an Appendix. As it 

was also an AMC under the JAR system and 

as such requirements need some flexibility 

for possible short-term changes the Agency 

decided that the requirements remain as an 

AMC. 
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TYPE RATING COURSE - AEROPLANE     

1. Introduction.     

a.  When developing the training programme for a 

type rating course, in addition to complying 

with the standards included in the OSD, as 

establishes in accordance with Part-21 for the 

applicable type, the ATO should also follow 

any further recommendations contained 

therein. 

ba.1.1 A type rating course should, as far as 

possible, provide for a continual process of ground, 

FSTD and flight training to enable the student to 

assimilate the knowledge and skills required to 

operate a specific aircraft type safely and efficiently. 

The student’s ability to do this should be 

determined by the demonstration of a satisfactory 

level of theoretical knowledge of the aircraft 

determined by progressive checking of knowledge 

and examination, progressive assessment by the 

ATOapproved training organisation during flight 

training and the successful completion of a practical 

skill test with an examiner. There should be no 

difference in the level of knowledge or competency 

required of the student, irrespective of the intended 

role of the student as pilot-in-command, co-pilot or 

flight engineer member of the flight crew. 

IA(1), IND(1), MS(1) 

The stakeholders suggested deleting the 

last sentence of the paragraph. One 

comment stated that a pilot should not be 

required to have the same level of 

knowledge as an engineer. 

Another comment mentioned that the 

flight engineers are not covered by any of 

the Implementing rules but by national 

legislation. 

 

Accepted. This additional sentence seems to 

be unnecessary. 

A clarification with a reference to the OSD in 

Part-21 was added based on the comments 

received and following an internal review of 

this issue. 

  

bc.1.2 A type rating course should normally be 

conducted as a single, full-time course of study and 

training. However, in the situation where the course 

is intended to enable a pilot to fly a further aircraft 

type while continuing to fly a current type, such as 

to enable mixed fleet flying with the same operator, 

some elements of the theoretical knowledge course 

conducted by self-study may be undertaken while 

the student continues to fly the current type. 

IA 

The comment states that this overlap shall 

be strictly limited to the strict minimum 

required to fulfil the self-study, and shall 

not include aspects where confusion is 

possible between the types. It is proposed 

to add this text in 1.2. at the end 

mentioning that some CCQ aspects may 

be studied while flying the current aircraft 

(e.g. special operations like ETOPS) but 

that it shall not be allowed to study 

technical or procedural items  of the new 

aircraft while flying the current one. 

 

Not accepted. As explained in paragraph 10 

of the Explanatory Note of NPA 2008-22a, 

when adopting its proposal, the Commission 

recommended, as suggested by the Agency 

itself, that common requirements to be 

specified in Implementing Rules be based as 

much as possible on existing JAA material. 

The wording discussed here is taken over 

from JAR-FCL. 

The Agency sees no safety justification so far 

that the JAR-FCL requirement which is still in 

place caused any problem or hazardous 

situation. Therefore it was decided not to 

amend the text at this stage. 

  

2. Variants.     

a.2.1 Familiarisation training: Where an aeroplane type 

rating also includes variants of the same aircraft 

IA 

The SH suggests to use another wording 

 

Partially accepted. The Agency agrees and 
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type requiring familiarisation training, the additional 

familiarisation training may be included in the 

theoretical knowledge training of the initial type 

rating course. Flight training should be conducted 

on a single variant within the type.  

 

e.g.: “The familiarization training should 

be based on the one defined in the 

operational suitability Certificate issued 

under Part 21 when available”. 

amended the text accordingly by inserting an 

additional paragraph in the beginning of this 

AMC. 

b.2.2 Differences training: Where an aeroplane type 

rating also includes variants of the same aircraft 

type for which difference training is required, the 

initial training course should be directed towards a 

single variant. Additional training to operate other 

variants within the same type rating should be 

completed after successful completion of the initial 

type rating course, although elements of this 

differences training may be undertaken at 

appropriate stages of the initial course, with the 

agreement of the competent authority. 

 

IA 

The SH suggests to use another wording 

e.g.: “The difference training should be 

based on the one defined in the 

operational suitability Certificate issued 

under Part 21 when available”. 

 

Partially accepted. The Agency agrees and 

amended the text of this NPA by inserting a 

reference in the beginning of this AMC. 

  

3. Programme of tTheoretical kKnowledge and fFlight 

tTraining. 

    

a.3.1 The training programme should specify the time 

allocated to theoretical knowledge training, FSTD 

training and, if not approved for zZero fFlight-tTime 

tTraining (ZFTT), the aeroplane. The initial type 

rating course should be programmed on the basis 

that the student has the minimum licensing and 

experience requirements for entry to the course. For 

a first type rating on a multi-pilot aeroplane, the 

course should also provide for consolidation and 

type-specific training in those elements of basic 

MCC training relevant to the type or variant. 

IA 

 

The SH state that the OSC shall also 

specify pre-requisites for entry to the type 

rating course. This should be reflected. 

 

Not accepted. The Agency agrees that 

elements for the training programme should 

also be part of the OSD but does not see a 

need to change the wording here. 

 

  

b.3.2 If an ATO approved training organisation wishes to 

provide a training course that includes credit for 

previous experience on similar types of aircraft, 

such as those with common systems or operating 

procedures with the new type, the entry 

requirements to such courses should be specified by 

the ATO approved training organisation and should 

define the minimum level of experience and 

qualification required of the flight crew member. 

IA 

Proposal made by one SH was to reword 

the paragraph:”… the minimum level of 

experience and qualification required of 

the flight crew member in accordance with 

the Operational Suitability Certificate 

issued under Part-21.” 

 

Partially Accepted. The Agency agrees and 

added a reference in the first section of this 

AMC. 

  

c.3.3 An ATO approved training organisation is permitted 

to contract elements of training to a third party 

training provider. In such cases the contracted 

organisation should normally be approved to 

conduct such training. When the contracted 

organisation is not an ATO approved training 

organisation, the competent authority should, within 

the approval process of the ATO approved training 

IA(1) 

Clarification is requested concerning this 

paragraph on whether responsibility is 

transferred from the ATO to the sub-

contractor or if this is only an 

administrative procedure. Are there any 

changes to the present situation and in 

 

  

Not accepted. The Agency would like to 

clarify that the wording used here was 

transferred from JAR-FCL (item 3.3. of the 

AMC FCL 1.1261(C)) and was not changed. 

This leads to the result that nothing will 
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organisation, include the contracted organisation 

and be satisfied that the standard of training 

intended to be given meets the requirements. The 

other obligations of the ATO approved training 

organisation, such as student progress monitoring 

and an adequate management system can be 

exercised by the ATO approved training 

organisation seeking approval, and which retains 

responsibility for the whole course. 

which cases does it apply? 

 

change compared with the actual situation. 

As no safety related problem with this 

procedure in place in the JAA Member States 

is known the systems seems to work and will 

be kept.  

     

GROUND TRAINING IA(2) 

The commentator is of the opinion that 

the wording should be changed as the 

phrasing “Ground Training” could be 

misleading. Should be changed into: 

procedure training 

familiarisation 

aircraft systems training and emergencies 

 

as they are only “Flight instructions given 

on the ground” but “it is not the ground 

that is trained”. 

 

Not accepted. This interpretation is 

interesting but as JAR-FCL has already 

introduced the wording most of the “users” 

are familiar with this expression. The terms 

proposed seem to cover only certain 

elements of the full scope of “ground 

training”. 

 

 

  

4. Syllabus.     

4.1  The ground training syllabus should provide for the 

student to gain a thorough understanding of the 

operation, the function and, if appropriate, the abnormal 

and emergency operation of all aircraft systems. This 

training should also include those systems essential to 

the operation of the aircraft, such as ‘fly-by-wire’ flight 

control systems, even if the flight crew have little or no 

control of their normal or abnormal operation. 

    

5. Theoretical kKnowledge iInstruction.     

5.1  The theoretical knowledge instruction training 

should meet the general objectives of (but not be limited 

to): 

    

a.  giving the student a thorough knowledge of the 

aircraft structure, powerplant and systems, and 

their associated limitations, including mass and 

balance, aircraft performance and flight planning 

considerations; 
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b.  giving the student a knowledge of the positioning 

and operation of the cockpit controls and indicators 

for the aircraft and its systems; 

    

c. giving the student an understanding of system 

malfunctions, their effect on aircraft operations and 

interaction with other systems; and 

    

d. giving the student the understanding of normal, 

abnormal and emergency procedures 

    

6. Facilities and tTraining aAids.     

 Th6.1 The ATOapproved training organisation should 

provide adequate facilities for classroom instruction and 

have available appropriately qualified and experienced 

instructors. Training aids should enable students to gain 

practical experience of the operation of systems covered 

by the theoretical knowledge syllabus and, in the case of 

multi-pilot aeroplanes, enable such practical application of 

the knowledge to be carried out in a multi-crew 

environment. Facilities should be made available for 

student self-study outside the formal training 

programme. 

    

7. Computer-bBased tTraining (CBT).     

7.1  CBT provides a valuable source of theoretical 

instruction, enabling the students to progress at theirhis 

own pace within specified time limits. Many such systems 

ensure that syllabus subjects are fully covered and 

progress can be denied until a satisfactory assimilation of 

knowledge has been demonstrated. Such systems may 

allow self-study or distance learning, if they incorporate 

adequate knowledge testing procedures. When CBT is 

used as part of the theoretical knowledge instruction 

phase, the student should also have access to a suitably 

qualified instructor able to assist with areas of difficulty 

for the student. 

 

IA: 1 

 

The commentator proposes to delete 7.1 

and replace with AMC3 OR.ATO.125, 

paragraph 8 as this version is much easier 

to understand. Text proposed: 

Where CBT aids are used as a training 

tool, the organisation should ensure that a 

fully qualified ground instructor is 

available at all times when such 

equipment is being used by course 

students. Other than for revision periods, 

CBT lessons should be briefed and 

debriefed by a qualified ground instructor. 

 

 

 

The Agency agrees that the text which was 

transferred from JAR-FCL could be improved. 

It is also true that in the AMC containing the 

course contents for the type training on 

helicopters for certain issues a different 

wording is used. There should take place a 

further review of these AMCs in order to 

ensure a certain consistency but as an item 

of another rulemaking task. The Agency 

decided to keep these AMCs for the moment 

as close as possible to the JAR wording.  

  

8. Self-sStudy and dDistance lLearning.     

8.1  Elements of the theoretical knowledge syllabus may 

be adequately addressed by distance learning, if 

approved, or self-study, particularly when utilising CBT. 

Progress testing, either by self-assessed or instructor-

IA(8), MS(1), INDIV(1), IND(1) 

a. It is suggested to extend the knowledge 

supervision to the flight training period in 

 

a./b. Accepted. The Agency agrees with the 

second proposal as a deletion of the last part 
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evaluated means should be included in any self-study 

programme. If self-study or distance learning is included 

in the theoretical knowledge training, the course should 

also provide for an adequate period of supervised 

consolidation and knowledge testing.prior to the 

commencement of flight training. 

order to implement a sedimentation 

phase. This is based on the experience 

with E-learning. 

 

b. Other stakeholders are of the opinion to 

delete “prior to commencement of flight 

training” should not be required if no 

aircraft flight training is conducted. The 

mix of simultaneous flight simulator 

training and theoretical knowledge 

training is beneficial to the student and 

has no impact on safety. 

of the sentence would generalise the issue 

and solve the problem. Text changed as 

follows: 

"....the course should also provide for an 

adequate period of supervised consolidation 

and knowledge testing  

 

9. Progress tTests and fFinal tTheoretical kKnowledge 

eExamination. 

    

a.9.1 The theoretical knowledge training programme should 

provide for progressive testing of the assimilation of the 

required knowledge. This testing process should also 

provide for retesting of syllabus items so that a thorough 

understanding of the required knowledge is assured. This 

should be achieved by intervention by a qualified 

instructor or, if using CBT with a self-testing facility, and 

by further testing during the supervised consolidation 

phase of the ground course. 

    

b.9.2 The final theoretical knowledge examination should cover 

all areas of the theoretical knowledge syllabus. The final 

examination should be conducted as a supervised written 

(including computer-based)knowledge test without 

reference to course material. The pass mark of 75% 

assumes the achievement of satisfactory levels of 

knowledge during the progressive phase tests of the 

course. The student should be advised of any areas of 

lack of knowledge displayed during the examination and, 

if necessary, given remedial instruction. 

IA 

The Association is of the opinion that the 

word written could be misunderstood as 

most exams will be conducted computer-

based. The following proposal for a text 

change was made: 

“The final examination should be 

conducted as a supervised written or 

computer- based knowledge test without 

reference to course material.” 

 

Partially accepted. Some comments in Part-

FCL aiming in the same direction were 

answered with: “written” does not mean that 

tests done using a computer will not count. 

So far the Agency’s explanation and answer 

on comments like this was always: “There is 

no need for a text change as the 

computerised form will be included”. But as it 

seems that the wording used is not clear 

enough the proposal has been partially 

accepted and the text amended to read: 

“written (including computer-based) 

knowledge test”. 

  

c.9.3 A successful pass of the theoretical knowledge course and 

final examination should be a pre-requisite for 

progression to the flight training phase of the type rating 

course. 

 

 

 

 

 

 

INDIV(2) 

The stakeholders are of the opinion that 

practical flight training can take place 

before having finished the theoretical 

course. It is highlighted that it often helps 

to have practical experience alongside 

theoretical knowledge to understand 

issues taught in class. Proposal: text 

should be changed to “A successful pass 

of a theoretical knowledge course and 

final examination should be a prerequisite 

 

Not accepted. Part-FCL (FCL.030) already 

defines that a pilot cannot take the skill test 

before passing the TK examination. Based on 

this a change like the proposed one is no 

longer necessary and would create confusion 

if it stays.  

Parallel training can be achieved, but it would 

require further development of this 

requirement to address synchronisation of 
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for progression to the Skill Test only.” the theoretical and the practical training. 

This could be defined later on but would need 

some further assessment. For the time 

being, to simplify the requirement the initial 

wording should be kept in order to make 

sure there is no training performed by 

forcing the trainee to fly without having fully 

understood what is behind the flying skills 

required. This is the reason why the original 

phrasing will be kept. 

 

FLIGHT TRAINING IA 

The stakeholder is of the opinion that too 

many topics are under the same name. It 

should be clearly differentiated between 

"flight training", "FSTD", "ZFTT" as mainly 

FSTD is the topic in this paragraph. The 

title “Flight Training” is criticised as it 

would be the wrong name for the content. 

 

Not accepted. This title was taken over from 

JAR-FCL and the Agency is not aware of any 

problems with the wording used or the 

structure. At this stage the wording will be 

kept. 

 

  

10. Flight sSimulation tTraining dDevices (FSTDs). IA(2) 

The stakeholders suggest to add a 

definition of the complexity of the a/c for 

instance twin turbine or twin jet should be 

considered to receive a minimum of 32 

hrs FSTD training. 

 

Noted. The Agency is of the opinion that it is 

not mandatory to mention twin jet and twin 

turbine a/c as they are already included as 

they are usually multi pilot aeroplanes. 

  

10.1 FSTDs provide the most effective flight training, enabling 

realistic practice of all abnormal and emergency procedures in a 

safe and easily controlled environment for both the student and 

instructor. For multi-pilot aeroplanes they also enable CRM and 

MCC concepts to be incorporated at all stages of training.  

Only in exceptional circumstances should aA type rating course 

for a multi-pilot aeroplane should not include FSTD training. 

IA 

The association suggests deleting the part 

“FSTD provide the most effective flight 

training…” as this can be interpreted as an 

opinion. Opinions should not appear in a 

regulatory document. 

 

Accepted. The Agency agrees that the 

wording which was transferred from the JAR-

FCL AMC does not clarify any requirement or 

does not provide any factual evidence 

needed. As the Agency on one hand tries to 

stay as close as possible with the JARs but 

also has to establish a certain consistency 

between the AMCs for the helicopter training 

and the ones for the training on aeroplanes 

this section (and some others) has been 

deleted. 

  

10.2 The amount of training required when using FSTDs will 

depend on the complexity of the aeroplane concerned, and to 

some extent on the previous experience of the pilot. Except for 

those courses giving credit for previous experience (para 3.b.2), a 

minimum of 32 hours of FSTD training should be programmed for 

IA(3), INDIV(2), MS(1) 

a. Two stakeholders mentioned the 

necessity of FFS as it is closer to real 

operations and therefore they suggest 

deleting the last two sentences stating a 

a. Partially accepted. As explained in 

paragraph 10 of the Explanatory Note of NPA 

2008-22a, when adopting its proposal, the 

Commission recommended, as suggested by 

the Agency itself, that common requirements 
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a crew of a multi-pilot aeroplane, of which at least 16 hours 

should be in a FFSull Flight Simulator operating as a crew. FFSull 

Flight Simulator time may be reduced if other qualified FSTDs 

used during the flight training programme accurately replicate the 

cockpit environment, operation and aeroplane response. Such 

FSTDs may typically include FMC training devices using hardware 

and computer programmes identical to those of the aeroplane, or 

type specific FNPT IIs. 

reduction of full flight simulation time that 

may be adequate if other qualified 

simulators are used.  

b. Another comment proposes to maintain 

the minimum training in an FFS should not 

be less than 16 hours for multi-pilot 

aeroplanes and 10 hours for single-pilot 

aeroplanes. 

The stakeholder suggests that this should 

be defined via the OSC, based on an 

evaluation of the specific aircraft 

requirements. 

c. Proposed wording made by one 

commentator:“…Except for those courses 

giving credit for previous experience as 

defined in the OSC issued under Part-21 

(para.3.2)…”, when NPA 2009-1 on 

Operational Suitability Certificate is 

adopted. 

 

d. One MS suggests to amend the text as 

follows:  

Minimum of 32 hours of FSTD training 

should be programmed for a crew of a 

multi-pilot aeroplane, 16 hours for single-

pilot multi-engine aeroplanes (SP ME) and 

10 hours for single pilot single-engine (SP 

SE) aeroplanes, of which at least 16 hours 

50% should be in a Full Flight Simulator 

operating as a crew. 

 

 

to be specified in implementing rules or 

AMCs should be based as much as possible 

on existing JAA material. The wording 

discussed here is taken over from JAR-FCL. 

The Agency sees no safety justification so far 

that the JAR-FCL requirement which is still in 

place caused any problem or hazardous 

situation. Therefore it was decided not to 

amend the text at this stage. Based on 

another comment the reference to an FNPT 

II in the last sentence has been deleted. 

b. Not accepted. As explained in paragraph 

10 of the Explanatory Note of NPA 2008-22a, 

when adopting its proposal, the Commission 

recommended, as suggested by the Agency 

itself, that common requirements to be 

specified in implementing rules or AMCs 

should be based as much as possible in 

existing JAA material.  

The Agency sees no safety justification for 

amending the text of this paragraph.  

c. Not accepted. The Agency does not agree 

with the statement that a reference to the 

Operational Suitability Data should be made 

as such credits will not be defined in the OSD 

but established in Part-FCL. 

d. Not accepted. The Agency does not see a 

reason for such a significant change 

concerning type rating courses for SP ME and 

SP SE aircraft. 

 

 e. One stakeholder proposes to add here 

the definition of aeroplane complexity by 

suggesting: “all twin-turbine and twin-jet 

should be considered to receive a 

minimum of 32 hrs of FSTD training”. 

f. One IA proposes to delete: “Full Flight 

Simulator time may be reduced…or type 

specific FNPT IIs” based on the principle 

that FFS time should not be reduced. 

g. One MS proposes to delete “or type 

specific FNPT IIs” pointing out that an 

FNPT II is 

not type specific. 

 

e. &  f. Not accepted. This requirement was 

established already under JAR-FCL (item 

10.2 of the AMC FCL 1.261) and the Agency 

has not received any information that this 

requirement caused any safety related 

problem. Therefore the requirement will be 

kept.  

 

 

 

 

g. Accepted.  This wording was taken over 

from JAR-FCL. However, as the comment is 

correct the Agency will amend the text 

  



Part-OR 

Page 537 of 612 

A: Rule B: Summary of comments C: Response D: Source ref. and 

compliance 

E: ICAO ref. and 

compliance 

accordingly. 

 

11. Aeroplane tTraining with fFull fFlight sSimulator.     

a.a11.1 With the exception of courses approved for 

Zero Flight Time Training (ZFTT),ZFTT, certain 

training exercises normally involving take-off and 

landing in various configurations should will need 

to be completed in the aeroplane rather than an 

FFSull Flight Simulator. For multi-pilot aeroplanes 

where the student pilot has more than 500 hours of 

MPA experience in aeroplanes of similar size and 

performance, these should include at least four4 

landings of which at least one should be a full-stop 

landing, unless otherwise specified in the OSD 

established in accordance with Part-21, when 

available. In all other cases the student should 

complete at least six6 landings. This aeroplane 

training may be completed after the student pilot 

has completed the FSTD training and has 

successfully undertaken the type rating skill test, 

provided it does not exceed two2 hours of the flight 

training course. 

IND (3) 

a. The stakeholder does not agree with 

the fact that the flight training course is 

limited to two hours mentioning that there 

is no safety reason to set a time limit. 

 

 

 

 

 

 

b. Another stakeholder suggested 

amending the wording to “… should 

include at least 4 landings of which at 

least one should be a full stop landing, 

unless otherwise specified in the 

Operational Suitability certificate issued 

under Part-21." This is because some 

manufacturers are of the opinion that the 

number of landings required may be less 

than four as similar types of aircraft can 

be used that may not require intensive 

training. 

 

 

a. Not accepted. As explained in paragraph 

10 of the Explanatory Note of NPA 2008-22a, 

when adopting its proposal, the Commission 

recommended, as suggested by the Agency 

itself, that common requirements to be 

specified in implementing rules or AMCs 

should be based as much as possible in 

existing JAA material.  

The Agency sees no safety justification for 

amending the text of this paragraph and will 

keep the JAR-FCL wording. 

b. Accepted. As the OSD might define a 

different amount of training than mentioned 

here the Agency agrees and will incorporate 

as an alternative the proposed reference to 

the OSD.   

 

  

b.       C11.2 For courses approved for ZFTTero Flight 

Time Training 

    

 During the specific simulator session before lLine 

Flying under sSupervision (LIFUS), consideration 

should be given to varying conditions, for example: 

i.– runway surface conditions; 

ii.– runway length; 

iii.– flap setting; 

iv.– power setting; 

v.– crosswind and turbulence conditions; and 

vi– MTOW and MLW. 

    

a. The landings should be conducted as full-stop 

landings. The session should be flown in normal 
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operation. 

b. Special attention should be given to the taxiing 

technique. 

    

c. A training methodology should be agreed with the 

competent authority that ensures the trainee is fully 

competent with the exterior inspection of the 

aeroplane before conducting such an inspection un-

supervised. 

    

d.     The LIFUS should be performed as soon as possible 

after the specific simulator FFSsession. 

    

e.    The licence endorsement should be entered on the 

licence after the skill test, but before the first four4 

take-offs and landings in the aeroplane. At the 

discretion of the competent authority, provisional or 

temporary endorsement and any restriction should 

be entered on the licence. 

One MS comments that this “has evidently 

been lifted from JAR FC” and refers to one 

of the privileges of a Senior TRE by 

stating: “Senior TRE is mentioned in Part-

FCL…..but not in these rules.”  

Not accepted. The privileges of the 

examiners and the obligations are covered in 

Part-FCL. The requirements for examiners 

were amended and changed during the 

review phase in order to address some 

additional issues. The Agency does not see a 

need to change the given text in this AMC. 

  

Where a specific arrangement exists between the ATOtraining 

organisation and the commercial air transport operator, the 

oOperator pProficiency cCheck (OPC) and the ZFTT specific details 

should be conducted using the operator's standard operational 

procedures (SOPs). 

    

12. Aeroplane without fFull fFlight sSimulator.     

a.12.1 Flight training conducted solely in an 

aeroplane without the use of FSTDs cannot cover 

the crew resource management (CRM) and 

multi-crew cockpit (MCC) aspects of MPA flight 

training, and for safety reasons cannot cover all 

emergency and abnormal aircraft operation required 

for the training and skill test. In such cases, the 

ATOapproved training organisationshouldwill need 

to demonstrate to the competent authority that 

adequate training in these aspects can be achieved 

by other means. For training conducted solely on a 

multi-pilot aeroplane where two pilots are trained 

together without the use of a flight simulator, a 

minimum of 8 hours of flight training as pilot 

flying (PF) for each pilot should normally be 

required. For training on a single-pilot aeroplane, 10 

hours of flight training should normally be required. 

It is accepted that for some relatively simple single 

or multi-engine aircraft without systems such as 

pressurisation, FMS or electronic cockpit displays, 

this minimum may be reduced. 
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b12.2 AIt is widely accepted that aeroplane 

training normally involves an inherent delay in 

achieving an acceptable flight situation and 

configuration for training to be carried out in 

accordance with the agreed syllabus. These could 

include ATC or other traffic delay on the ground 

prior to take-off, the necessity to climb to height or 

transit to suitable training areas and the 

unavoidable need to physically reposition the 

aircraft for subsequent or repeat manoeuvres or 

instrument approaches. In such cases it should be 

ensured that the training syllabus provides 

adequate flexibility to enable the minimum amount 

of required flight training to be carried out. 

IA 

The organisation supposes that “It is 

widely accepted that” is an editorial 

opinion. Proposal to remove this wording. 

 

Accepted. As this expression provides no 

further information but is more a wording 

used in GM the Agency decided to delete it. 

  

SKILL TEST     

13. Upon completion of the flight training, the pilot will be 

required to undergo a skill test with an examiner to 

demonstrate adequate competency of aircraft operation 

for issue of the type rating. The skill test is should be 

separate from the flight training syllabus, and provision 

for it cannot be included in the minimum requirements or 

training hours of the agreed flight training programme. 

The skill test may be conducted in a flight simulator, the 

aeroplane or, in exceptional circumstances, a combination 

of both. 

IA 

The stakeholder proposes that some credit 

of prior experience shall be given to the 

pilot. Therefore a change of wording is 

suggested: "When defined in the 

Operational Suitability Certificate issued 

under Part-21, credit may be given for 

skill test items common with other types 

for which the pilot is qualified." 

 

Not accepted. As explained in paragraph 10 

of the Explanatory Note of NPA 2008-22a, 

when adopting its proposal, the Commission 

recommended, as suggested by the Agency 

itself, that common requirements to be 

specified in implementing rules or AMCs 

should be based as much as possible in 

existing JAA material.  

The Agency sees no safety justification for 

amending the text of this paragraph and has 

kept the JAR-FCL wording 

NPA 2009-1 

 

IR FCL Appendix 9 

 

COURSE COMPLETION CERTIFICATE     

14. The HTead of Training, or a nominated representative, , 

shouldis required to certify that all training has been 

carried out before an applicant undertakes a skill test for 

the type rating to be included in the pilot’s licence. If an 

ATO is unable to provide certain elements of the 

training that is required to be carried out on an 

aircraft the ATO may issue such a certificate 

confirming the completion of the ground training 

orthe training in an FSTD. 

IA(3) 

The comment suggests to include the 

ability to issue the Course Completion 

Certificate before the landings are 

completed in the aircraft as many ATO do 

not have aircraft and the pilot has to take 

training using a third party aircraft and 

instructor. 

 

Accepted. An amendment of this text seems 

to be necessary as the wording in the JAR 

AMC FCL 1.26(c)(2) allowed such a 

procedure if the approving authority agreed.  
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AMC3-OR.ATO.125 Training programme – type rating 

courses - helicopters 

TYPE RATING COURSES - HELICOPTERS 

IND(5), IA(1), MS(1) 

a. The same comment was sent by five 

industry stakeholders. This comment 

suggests transferring “Details about 

training programmes” to the applicable 

FCL sections in order to avoid duplicity.  

 

Another industry organisation focuses on 

the same issue but stresses that the 

material should not be in an Implementing 

Rule. All other courses (the reference the 

comment provides is Appendix to JAR-FCL 

1.261 which does not contain the content 

of this AMC) are in FCL as an IR but this 

important one was left as AMC. In the 

opinion of this stakeholder the AMC level 

would allow that most of the issues are 

left at “the discretion of the operators” 

which should not be the case. 

 

 

 

 

 

 

 

 

 

 

b. A competent authority proposed to 

amend this AMC and argues that “in 

aeroplanes clear guidance about 

recommended minimum hours shall be 

specified”.  

a. Not accepted. The Agency received several 

comments proposing to put the content of 

this AMC in Part-FCL or at least to move it to 

the Implementing Rules. The content of this 

AMC was transferred from JAR-FCL. It was 

published in an AMC FCL 2.261(c)(2) and the 

title was "Guidelines for Approval of a 

Helicopter Type Rating Course”. The content 

was not changed when this AMC to Part-OR 

was developed. As the main addressee of 

this AMC is the training organisation trying to 

receive an approval for the course the 

Agency does not agree that this course 

should be moved to Part-FCL. The Agency 

proposes to study the AMC and the following 

topics: 

- training programme 

- sub-contract of elements of the training 

- objectives of the training 

- facilities and training aids 

- course completion certificate 

- and more. 

These elements are clearly not addressing 

the applicant for a type rating, the instructor 

or the examiner but to the training 

organisation. The requirements for the 

training organisation are to be found in Part-

OR. Furthermore some comments propose to 

change the status of this document and to 

move this AMC into the Implementing Rule 

or at least change it into an Appendix. As it 

was also an AMC under the JAR system and 

as such requirements contain some flexibility 

for possible short-term changes the Agency 

has kept this as an AMC. 

b. Accepted. The Agency agrees that there 

are some specific minimum hours for the 

aeroplane type rating course provided in 

AMC2-OR.ATO.125 regarding the amount of 

flight training required when using FSTDs 

(see items 10. and 11.a.). In the appropriate 

section of this AMC for the helicopter course 

no specific number of hours is mentioned. 

 The Agency carefully reviewed the content 

of the JAR-FCL AMC and came to the 

conclusion that the numbers provided in the 

AMC should be included also in this AMC.  As 

AMC FCL 2.261(c)(2)  
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it was decided to stay as close as possible 

with the JARs this change would have to be 

introduced at this stage.  

1. Introduction.     

a. When developing the training programme for a 

type rating course, in addition to complying 

with the standards included in the OSD as 

established in accordance with Part-21 for the 

applicable type, the ATO should also follow 

any further recommendations contained 

therein. 

 

b. The course should, as far as possible, provide for 

integrated ground, flight simulator and flight 

training designated to enable the student to operate 

safely and qualify for the grant of a type rating. The 

course should be directed towards a helicopter type, 

but where variants exist, all flying and ground 

training forming the basis of the course should 

relate to a single variant. 

 Based on several comments received and an 

internal review by the Agency a reference to 

the OSD as established in accordance with 

Part-21 was incorporated. 

  

2. Variants.     

 Additional training should be required in accordance 

with Part-FCL. 

a.2.1  Familiarisation training: wWhere a helicopter 

type rating also includes variants of the same 

aircraft type requiring familiarisation training, 

the additional familiarisation training may be 

included in the theoretical knowledge training 

of the initial type rating course.  

 

b.2.2  Differences training: wWhere a 

helicopter type rating also includes variants of 

the same aircraft type for which difference 

training is required, the initial training course 

should be directed towards a single variant. 

Additional training to operate other variants 

within the same type rating should be 

completed after successful completion of the 

initial type rating course, although elements of 

this differences training may be undertaken at 

appropriate stages of the initial course, with 

the agreement of the competent authority. 

 

 

MS 

The MS states that this § is totally 

different from what is foreseen in the AMC 

2 (Aeroplanes) "...in accordance with Part-

FCL", where can that be found? 

 

Accepted. The comment is right when stating 

that this section about "Variants" is written 

differently to the section about variants in 

AMC2 for aeroplane courses. In JAR-FCL 2 a 

reference to JAR-FCL 2.235(c) was used 

which was a requirement containing the 

following:  

(c) Variants.  

If the variant has not been flow within a 

period of two years following the differences 

training, further differences training or a 

proficiency check in that variant will be 

required.  

(1) Differences training requires additional 

knowledge and training on an appropriate 

training device or helicopter. The differences 

training shall be entered in the pilot’s 

logbook or equivalent document and signed 

by a TRI/SFI(H) or FI(H) as appropriate. 

(2) Familiarisation training requires the 

acquisition of additional knowledge.  

This differences training shall be entered in 

 

Wording used in AMC 2 to 

OR.ATO.125 was 

transferred. 
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 the pilot’s logbook or equivalent document 

and signed 

by a TRI/SFI(H) or FI(H) as appropriate. 

As this is covered in Part-FCL (as the 

reference so far used already indicates / GM 

1 to FCL.710) and is also different to the 

content in AMC2 the Agency decided to 

transfer the content of this section in AMC2 

also to AMC3. 

3. Training in hHelicopter and FSTDsFlight Simulation 

Training Devices (FSTDs). 

    

 The training programme should specify the amounts of 

flight training in the helicopter type and in FSTDs 

(FFSsfull flight simulators, flight training devices (FTDs), 

or other training devices (OTDs)). Where a suitable 

FFSfull flight simulator is geographically remote from the 

normal training base, the competent authority may agree 

to some additional training being included in the 

programme at a remote facility. 

IA 

The stakeholder states that the last 

sentence should be removed as there is 

no safety reason to include this if the base 

training is being conducted in a member 

state or somewhere in a “remote” area. 

 

Not accepted.  This requirement dealing with 

training being provided in a remote area was 

already in place with JAR-FCL. The Agency 

did not receive any justification why this 

should be changed. In order to stay as close 

as possible with the former JAR requirements 

the Agency has kept the wording unchanged.  

  

4. Skill Test.     

 The content of the flightying training programme should 

be directed towards the skill test for that type. The 

practical training given in Part-FCL should be modified as 

necessary. 

 The skill test may be completed in a helicopter, in 

anFFSfull flight simulator or partially in a helicopter and 

in an FSTD flight simulator. The use of an FSTD for skill 

tests is governed by the level of approval of the flight 

simulator and the previous experience of the candidate. 

Where a flight simulator is not available, abnormal 

operations of systems should not be practised in a 

helicopter other than as allowed for in the skill test form 

for the type. 

    

5. Phase pProgress tTests and fFinal tTheoretical 

kKnowledge eExamination. 

    

 Prior to the final theoretical knowledge examination 

covering the whole syllabus, the training programme 

should provide for phase progress tests associated with 

each phase of theoretical knowledge instruction. The 

phase progress tests should assess the candidate’s 

knowledge on completion of each phase of the training 

programme. 

    

6. Facilities: gGround sSchool eEquipment, tTraining 

fFacilities and aAids. 
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 An approved training organisationATO should provide, as 

a minimum, facilities for classroom instruction. Additional 

classroom training aids and equipment including, where 

appropriate, computers, should reflect the content of the 

course and the complexity of the helicopter. For multi-

engined and multi-pilot helicopters, the minimum level 

of ground training aids should include equipment that 

provides a realistic cockpit working environment. Task 

analysis and the latest state-of–the-art training 

technology is encouraged and should be fully 

incorporated into the training facilities wherever possible. 

Facilities for self and supervised testing should be 

available to the student. 

    

7. Training dDevices.     

 AnFlight Training DeviceFTD or Other Training 

DeviceOTD may be provided to supplement classroom 

training in order to enable students to practice and 

consolidate theoretical instruction. Where suitable 

equipment is not available, or is not appropriate, a 

helicopter or flight simulator of the relevant variant 

should be available. If an FTD represents a different 

variant of the same helicopter type for which the student 

is being trained, then differences and/or familiarisation 

training is required. 

    

8. Computer-bBased-tTraining (CBT).     

 Where CBT aids are used as a training tool, the 

ATOorganisation should ensure that a fully qualified 

ground instructor is available at all times when such 

equipment is being used by course students. Other than 

for revision periods, CBT lessons should be briefed and 

debriefed by a qualified ground instructor. 

    

9. Theoretical kKnowledge iInstruction. MS 

A competent authority commented that 

the training course should cover handling 

characteristics of the aircraft, particularly 

near the edge of the handling envelope. It 

was specified that “in particular, some 

helicopter types are susceptible to a 

phenomenon called ‘servo transparency’ 

or ‘jack stall’. This should be specifically 

mentioned in the AMC. (See reference to a 

safety recommendation). 

The Safety recommendation says: 

It is recommended that the Civil Aviation 

Authority, in conjunction with the 

 

Accepted. The Agency reviewed the issue 

and came to the conclusion that the 

proposed wording should be added. An 

additional item e. has been added under 9 

“Theoretical Knowledge Instruction”. 
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European Aviation Safety Agency, require 

an awareness of the causes, symptoms, 

hazards, and recovery actions relating to 

'servo transparency' or 'jack stall' 

encounters to be covered as a ground 

study item as part of the mandatory 

training for those helicopter types likely to 

be affected. 

The following text proposal is provided: 

e. giving the student the understanding of 

potential control problems near the edge 

of the handling envelope.  In particular, 

the phenomenon of ‘servo transparency’ 

(also known as ‘jack stall’) should be 

covered for those helicopter types where 

it is a known problem. 

 The tTheoretical knowledge instruction training should 

meet the general objectives of giving the student: 

    

a. giving the student a thorough knowledge of the 

helicopter structure, transmissions, rotors and 

equipment, powerplant and systems, and their 

associated limitations; 

 See comment and response in the general 

segment for this AMC.  

  

b. giving the student a knowledge of the positioning 

and operation of the cockpit controls and indicators 

for the helicopter and its systems; 

c.   giving the student a knowledge of performance, 

flight planning and monitoring, weight and 

balance, servicing and optional equipment 

items;. 

See comment under item 9. general 

above. 

   

dc. giving the student an understanding of system 

malfunctions, their effect on helicopter operations 

and interaction with other systems; 

    

ed.  giving the student the understanding of normal, 

abnormal and emergency procedures; and.giving 

the student the understanding of potential 

control problems near the edge of the handling 

envelope.  In particular, the phenomenon of 

‘servo transparency’ (also known as ‘jack 

stall’) should be covered for those helicopter 

types where it is a known problem. 

 

See comment under item 9. general 

above. 

   

 The amount of time and the contents of the theoretical 

instruction will depend on the complexity of the helicopter 

type involved and, to some extent, on the previous 

experience of the student. 
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10. Flight Training.     

a.10.1 Flight Simulation Training Devices 

(FSTDs)FSTDs 

    

 The level of qualification and the complexity of the 

type will determine the amount of practical training 

that may be accomplished in an FSTD, including 

completion of the skill test. Prior to undertaking the 

skill test, a student should demonstrate competency 

in the skill test items during the practical training. 

    

b.10.2 Helicopter (with flight simulator)     

 With the exception of courses approved for zero 

flight timeZFTT the amount of flight time in a 

helicopter should be adequate for completion of the 

skill test. 

 

See comment in the general section for 

this AMC. 

   

c.10.3 Helicopters (without flight simulator)     

 Whenever a helicopter is used for training, the 

amount of flight time practical training should be 

adequate for the completion of the skill test. The 

amount of flight training will depend on the 

complexity of the helicopter type involved and, to 

some extent, on the previous experience of the 

applicant. 

See comment in the general section for 

this AMC. 
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AMC4- to OR.ATO.125 Training programme – Flight Test 

training 

FLIGHT TEST TRAINING COURSES – AEROPLANE AND 

HELICOPTERS 

1. Introduction. 

a.1.1 A flight test training course should, as far as 

possible, provide for a continuous process of 

ground and flight training to enable the 

student to assimilate the knowledge and skills 

required to conduct flight testing safely and 

efficiently. The student’s ability to do this 

should be determined by the demonstration of 

a satisfactory level of theoretical knowledge of 

flight testing determined by progressive 

checking of knowledge and examination and 

progressive assessment by the ATOduring 

flying training. There should be no difference 

in the level of knowledge or competency 

required of the student, irrespective of the 

intended role of the student as test pilot or 

other flight test personnel (for example, flight 

test engineer) within the flight crew. 

1.2b. A flight test training course should normally 

be conducted as a single, full-time course of 

study and training.  

2. Programme of tTheoretical kKnowledge and fFlight 
tTraining. 

2.1a. The training programme should specify the 

time allocated to theoretical knowledge 

training and flying training. 

2.2b. If an ATO wishes to provide a flight test 

training course that includes credit for 

previous experience on flight testing activity, 

the entry requirements to such courses should 

be specified by the ATO and should define the 

minimum level of experience and qualification 

required of the flight test crew member. 

GROUND TRAINING 

3. Syllabus. 

3.1a. The ground training syllabus should provide 

for the student to gain a thorough 

understanding of flight testing techniques. 

4. Theoretical kKnowledge iInstruction. 

4.1a. The theoretical knowledge instruction training 

should give the student a thorough knowledge 

of the academic requirements of flight testing. 

5. Facilities and tTraining aAids. 

 Based on the comments received dealing 

with specific requirements for training 

organisations providing courses only for flight 

test ratings the Agency decided to develop 

an additional set of rules and AMCs for this 

kind of training organisation. See comments 

and responses in other segments. 
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5.1a. The ATO should provide adequate facilities for 

classroom instruction and have available 

appropriately qualified and experienced 

instructors. Training aids should enable 

students to gain practical experience of flight 

testing covered by the theoretical knowledge 

syllabus and enable such practical application 

of the knowledge to be carried out in a multi-

crew environment. Facilities should be made 

available for student self-study outside the 

formal training programme. 

6. Computer-bBased tTraining (CBT). 

6.1a. CBT provides a valuable source of theoretical 

instruction, enabling the student to progress 

at his own pace within specified time limits. 

Many such systems ensure that syllabus 

subjects are fully covered and progress can be 

denied until a satisfactory assimilation of 

knowledge has been demonstrated. Such 

systems may allow self-study or distance 

learning, if they incorporate adequate 

knowledge testing procedures. When CBT is 

used as part of the theoretical knowledge 

instruction phase, the student should also 

have access to a suitably qualified instructor 

able to assist with areas of difficulty for the 

student. 

7. Self-sStudy and dDistance lLearning. 

7.1a. Elements of the theoretical knowledge 

syllabus may be adequately addressed by 

distance learning, if approved, or self-study, 

particularly when utilising CBT. Progress 

testing, either by self-assessed or instructor-

evaluated means should be included in any 

self-study programme. If self-study or 

distance learning is included in the theoretical 

knowledge training, the course should also 

provide for an adequate period of supervised 

consolidation and knowledge testing prior to 

the commencement of flight training. 

8. Progress tTests and fFinal tTheoretical kKnowledge 
eExamination. 

8.1a. The theoretical knowledge training 

programme should provide for progressive 

testing of the assimilation of the required 

knowledge. This testing process should also 

provide for retesting of syllabus items so that 

a thorough understanding of the required 

knowledge is assured. This should be achieved 

by intervention by a qualified instructor or, if 

using CBT with a self-testing facility, and by 
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further testing during the supervised 

consolidation phase of the ground course. 

8.2b. The theoretical knowledge examinations 

should cover all areas of the theoretical 

knowledge syllabus. The examinations should 

be conducted as supervised written or oral 

knowledge tests without reference to course 

material. The pass mark (as defined by the 

ATO assumes the achievement of satisfactory 

levels of knowledge during the progressive 

phase tests of the course. The student should 

be advised of any areas of lack of knowledge 

displayed during the examination and, if 

necessary, given remedial instruction. 

FLIGHT TRAINING 

9. Aeroplane/hHelicopter tTraining. 

9.1a. It is widely accepted that flying training 

normally involves inherent delay in achieving 

an acceptable flight situation and 

configuration for training to be carried out in 

accordance with the agreed syllabus. These 

could include ATC or other traffic delay on the 

ground prior to take off, the necessity to climb 

to height or transit to suitable training areas 

and the unavoidable need to physically 

reposition the aircraft for subsequent or 

repeat manoeuvres or instrument approaches. 

In such cases it should be ensured that the 

training syllabus provides adequate flexibility 

to enable the minimum amount of required 

flight training to be carried out. 

FINAL IN-FLIGHT EXERCISE 

10. Upon completion of the flight test training, the test 
pilot and/or flight test engineer will be required to 
undergo in-flight exercise with an FTI to 
demonstrate adequate competency of flight testing 
for issue of the flight test rating. The  final in-flight 
exercise must be conducted in an appropriate 
aeroplane/helicopter. 

COURSE COMPLETION CERTIFICATE 

112. The HT is required to certify that the applicant has 

successfully completed the training course.  
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AMC1-OR.ATO.1305 Training aircraft and FSTDs- 

ALL ATOS, EXCEPT THOSE PROVIDING FLIGHT TEST 

TRAINING 

 

IA(1), IND(3), INDIV(1), MS(1) 

a. The stakeholders are of the opinion that 

details about the equipment of testing 

aircraft and flight simulation training 

devices belong to the relevant FCL 

sections. They claim that this should be 

done in order to avoid duplicity. They 

propose to move this AMC to the relevant 

AMC in Part-FCL. 

 

 

b. The stakeholder (MS) noticed that the 

user approval for FSTD is missing. 

Proposal to add the following text:  

4. Each FSTD should be: a. equipped as 

required in the training specifications 

concerning the course in which it is used. 

 

a. Not accepted. The Agency does not agree. 

Part-OR contains the requirements and the 

AMCs for the organisations whereas Part-FCL 

contains the requirements for the licence 

holders, instructors and examiners. The 

content of this AMC about the training 

aircraft or FSTDs used is clearly linked to the 

organisation (in this case the ATO). This is 

the reason why it should stay in Part-OR. 

 

b. Partially accepted. The alignment of the 

training specifications (training course) with 

the used FSTD will become part of the ATO 

Approval Certificate. The Agency follows the 

proposal by adding the text. 

  

1. The number of training and testing aircraft may be 

affected by the availability of flight simulation training 

devicesFSTDs.  

    

2. Each aircraft should be: 

a. except in the c vase of balloons, fitted with 

duplicated primary flight controls for use by the 

instructor and the student. Swing-over flight 

controls should not be used;  

b. equipped as required in the training specifications 

concerning the course in which it is used. 

INDIV (1), MS(1) 

The stakeholders noticed an editorial 

mistake “… a. except in the case   of 

balloons, …” 

 

 

 

Accepted. The Agency agrees and has 

amended the text accordingly. 

  

3 The fleet should include, as appropriate to the courses of 

training: 

MS(2), IA(2) 

a. The comment (MS) recommends adding 

on the basis of the training syllabi in Part-

FCL (AMC FCL.930.LAFI for (A) and for (S) 

and AMC FCL.930.FI): d. for FI training, 

aircraft suitable for spin recovery at the 

developed stage. 

 

b. Two stakeholders (IA) support the 

wording used (“the fleet should include, as 

appropriate to the courses of training”) 

and explain that this must stay as it 

shows clearly that not all aircraft used for 

training need to fulfil the mentioned 

criteria. 

 

 

a. Partially accepted. The Agency decided to 

accept the proposal but to add an additional 

c. where the stalling and spinning 

characteristics of the training aircraft are 

already mentioned.  

 

 

 

b. Accepted. The Agency agrees with the 

interpretation. 
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a. aircraft suitably equipped to simulate instrument 

meteorological conditions and for the instrument 

flight training required. For flight training and 

testing for the instrument ratingIR, an adequate 

number of IFR-certificated aircraft should be 

available; 

One comment proposes to amend this 

paragraph in order to better define the 

IMC simulation equipment. Their 

statement: “Partially darkened goggles 

are not accepted. The window cover 

should prevent the student from seeing to 

his/her sides, but allow the instructor to 

have quite good visibility on both sides.” 

Not accepted. The Agency does not agree to 

define so detailed equipment issues here in 

this AMC. If introduced this should be on GM 

basis on a later stage. 

  

b. in the case of aeroplanes and sailplanes, aircraft 

suitable for demonstrating stalling and spin 

avoidance;  

c. for the light aircraft flight instructor (LAFI) 

and flight instructor (FI) training courses on 

aeroplanes and sailplanes, aircraft suitable for 

spin recovery at the developed stage. 

IA(1), MS(1) 

a. One stakeholder suggests that the rule 

related to the “availability of an aeroplane 

suitable for demonstrating stalling and 

spin avoidance should be adapted and 

clarified, as many “Very small” and “Small 

ATOs" are not operating aerobatic 

aeroplanes “suitable for demonstrating 

stalling and spin avoidance”. The Industry 

Organisation asks for a change to this 

requirement in 3b and proposes the 

following wording: “In case of aeroplanes 

and sailplanes, aircraft suitable for 

demonstrating stalling avoidance and, if 

available, spin avoidance.” 

 

b. One stakeholder proposed deletion of 

the paragraph. 

 

a. Not accepted.  

As the stalling and spinning avoidance is 

clearly part of the LAPL or PPL training the 

Agency does not understand why this change 

is proposed. Only with an aircraft fulfilling 

the proposed characteristics can the training 

programme be demonstrated and the skill 

test be conducted (see AMC containing the 

skill test details for the LAPL(S) and it can be 

discovered that spin avoidance is required). 

Therefore the wording has been kept. It 

should be highlighted that "Spin avoidance" 

is different from "Spin recovery". 

 

 

 

b. Not accepted. The Agency will not follow 

this proposal and intends to keep this 

requirement. The text is quite clear when 

using expressions which are also used in the 

AMCs containing the training programme for 

the LAPL or the PPL.  

The term used here: "suitable for 

demonstrating stall and spin avoidance" 

clearly does not require the ATO to have 

available an aircraft with full spinning 

characteristics. In order to clarify this, an 

additional paragraph c. has been added to 

clarify that for instructor courses an aircraft 

has to be available "suitable for spin 

recovery at the developed stage". 

  

d.  in the case of helicopters, helicopters suitable for 

auto-rotation demonstration; 
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ie.) in a non-complex ATO one aircraft fulfilling all 

the required characteristics for a training 

aircraft might be sufficient; and 

f.) each FSTD should be equipped as required in the 

training specifications concerning the course 

in which it is used. 

 

 

 See responses provided above. 

The Agency agrees with a comment placed in 

the Implementing Rule that the term 

"adequate fleet" might be misinterpreted in 

the case of small training organisations 

operating only one or two aircraft (e.g. one 

hot-air balloon or hot-air airship). It was 

decided to keep the text of this 

Implementing Rule but to revise the text of 

the AMC and to amend it in order to make 

clear that one training aircraft (e.g. one gas 

balloon) might be sufficient to fulfil these 

requirements. The additional sentence was 

developed in order to clarify this. See 3.a. 

 

 

See stakeholder proposal 

to AMC OR.ATO.130. 

 

 

AMC1-OR.ATO.14035 Aerodromes and operating sites 

GENERAL 

 

 

MS(1), IA(1) 

a. The MS proposes to change the title in 

order to read: “Aerodromes and sites”. 

b. The IA supposes it might be better if 

regulations are not written too 

prescriptively. Basic flight training and 

most of the training operations do not 

require facilities matching with the 

proposed criteria. MTOM operations could 

be conducted, as well as familiarisation 

with ATC, on other aerodromes than the 

home base. 

 

 

 

 

 

 

 

 

a. Not accepted as the rule title is also only 

“Aerodromes”. 

b. Partially accepted. As explained in 

paragraph 10 of the Explanatory Note of NPA 

2008-22a, when adopting its proposal, the 

Commission recommended, as suggested by 

the Agency itself, that common requirements 

to be specified in implementing rules be 

based as much as possible on existing JAA 

material.  

Most of the elements mentioned here in this 

AMC are based on the JAR Appendix 1a to 

1.055. The Agency does not see any safety 

justification for deleting the text of this AMC 

but will amend the text in order to make it 

less prescriptive. 

The Agency realised that some of the 

elements transferred from the JARs will 

cause problems for a lot of small non-

complex ATOs operating on small airstrips or 

operating sites whereas the detailed criteria 

provided with the NPA is not needed to 

ensure a high level of safety during training 

operations. The Agency has therefore 

amended some of the requirements 

accordingly.  

  

1. Except in the case of balloons, the base aerodrome or 

operating site and any alternative base aerodromes at 

which flightying training is being conducted should have 

at least the following facilities: 

    

a. at least one runway or take-off area that allows 

training aircraft to make a normal take-off or 

landing within the performance limits ofall the 

MS(2), IA(8), INDIV(1) 

a. A lot of stakeholders highlighted that 

 

a. & b. Partially accepted. These comments 
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aircraft used for the training flights.at the 

maximum take-off or maximum landing mass 

authorised, in the following conditions: 

(i) under calm wind (not more than 4 knots) conditions and 
temperatures equal to the mean high temperature for the hottest month of the year 
in the operating area; 

(ii)  clearing all obstacles in the take-off flight path by at least 50 feet; 

(iii)  with the powerplant operation and the landing gear and flap 
operation (if applicable) recommended by the manufacturer; and 

(iv) with a smooth transition from lift-off to the best 
rate of climb speed without exceptional piloting skills or 
techniques. 

the requirements in a. which require the 

ATOS to have a runway fulfilling the given 

criteria is not at all acceptable and would 

result in many ATOs having to cease 

operations.                       One 

stakeholder mentions that it does not 

make sense to limit the use of an aircraft 

to its MTOM. It is explained that: “If a 

Cessna 172 (one of the most common 

training aircraft) is used by a student for 

solo training, the performance is as such 

that much shorter runways may be used 

than under MTOM.” This comment 

proposes to withdraw this section of the 

text. 

 

b. Another comment addressed by an 

Industry Association proposes to reduce 

the requirement in 1.a.(i) by saying that 

to take the hottest month of the year and 

a fully loaded aircraft is simply not 

reasonable.  

 

 

 

 

 

 

are aimed at the requirement in 1.a. defining 

the runway characteristics for certain aircraft 

used for the training. 

It should be clarified that this requirement 

was transferred from JAR-FCL (Appendix 

1a to 1.055). It should further be pointed out 

that this requirement aimed at the runway 

available and not at a specific aircraft 

performance when the aeroplane is used 

for solo flights. These aircraft can also be 

used for dual training flight under different 

conditions and the requirement takes 

different factors into account when defining 

the minimum length of the runway.  

Based on several other comments received 

the Agency has reviewed this requirement 

carefully which asks the ATO to operate on 

airfields where at least one runway allows 

training aircraft to operate with the 

maximum take-off mass authorised under 

the given meteorological conditions and for a 

certain take-off procedure. The Agency 

agrees with this interpretation that the 

wording used would restrict or even stop the 

operation of many existing training 

organisations which have been operating 

safely on a specific aerodrome or operating 

site for several years, as the wording used is 

quite restrictive. As for every flight, a pre-

flight preparation has to be made (and will 

be required by the future OPS rules) taking 

into account the actual meteorological 

conditions, the aircraft performance data and 

the specific conditions at the aerodrome or 

operating site; therefore this additional 

requirement is questionable. 

The Agency therefore decided to change the 

text in such a way that it should always be 

the responsibility of the ATO and their 

instructing staff if a certain aerodrome or 

runway can be used under the actual given 

circumstances.  

 

 c. Regarding 1.a.(ii) this comment and a 

reasonable amount of other comments 

(five in total) stated that this is not 

practical for towing operations and 

proposes to exempt glider towing. 

Proposals for a re-wording of (ii) are 

made: 

c. Partially accepted. The Agency realised 

that the requirement in (ii) will cause 

problems for towing operations. However, 

based on other comments received it was 

already decided to redraft the item 

completely.                           
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“1.a.(v): for glider towing, a clearance of 

50 ft over obstacle is not mandatory. But 

obstacles should be overflown with a 

correct tow-speed appropriate to the 

performance of the tow-plane and the 

glider.”  

d. Some stakeholders (also MS) are of the 

opinion that those requirements are so 

specific that they may be ignored by the 

ATO. 

e. One IA is of the opinion to change the 

requirement from making it a necessity 

for the ATOs to have a runway that fulfils 

all the requirements but not to require 

that the ATO home base and all the 

airfields used have to fulfil all these 

requirements. 

 

 

 

 

 

 

 

 

 

 

 

 

 

d. & e. See the other responses to this 

segment. 

 

 

 

b. a wind direction indicator that is visible at ground 

level from the ends of each runway or at the 

appropriate holding points; 

IA(1) 

The IA has the opinion that this paragraph 

is too prescriptive. The wording “a wind 

direction indicator that is visible at ground 

level from the ends of each runway” 

should be substituted by “A wind indicator 

shall be installed and visible from the 

apron and/or the holding points". The IA 

thinks that this AMC is not applicable to 

"small aerodromes" and should only apply 

to "large aerodromes". (A reference is 

added mentioning that EASA is not 

responsible for small aerodromes  which 

would mean that this AMC applies only to 

“Large aerodromes and other ATOs”) 

 

  

 

Partially accepted. The Agency agrees that 

the wording used is a very general wording 

in order to cover the different type of 

operations (gliding sites have no apron or 

holding points). However, the Agency 

believes that the wording used ("from the 

ends of each runway") does fit for certain 

purposes and must be only amended by 

adding the term “or holding points”. The text 

will be revised accordingly. 

  

As these rules are requirements for training 

organisations and not specific criteria for 

aerodromes the AMC is also valid for small 

ATOs providing training for the LAPL or PPL 

and operating on small airfields.    

  

 

  

     

c. adequate runway electrical lighting if used for night 

training; and 
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d. an air traffic control service, except for 

uncontrolled airfields or operating sites where 

the training requirements may be satisfied 

safely by another acceptable means of air-to-

ground communication. 

 

MS(6), IA(25), INDIV(2) 

a. Many comments highlight that item d) 

is not applicable for small ATOs that 

provide training for LAPL, SPL, BPL, PPL 

on a small uncontrolled airfield or an 

operating site and that this requirement is 

definitely not necessary. Because this 

requirement if it stays would lead to the 

closure of many currently registered 

ATOs, they propose to delete d) 

completely or leave it only for the ATOs 

providing training for commercial licences. 

Some other comments dealing with the 

same issue propose to revert to the JAR-

FCL text and to add: “except where, with 

the approval of the Competent Authority, 

the training requirements may be satisfied 

safely by another acceptable means of air 

to ground communication” 

b. A Member State proposes to change 

the wording in order to read: “Air Traffic 

Service”. The comment provides the 

following explanation: “The change gives 

the possibility of training at aerodromes 

where FIS/AFIS is provided”.  

 

c. Another MS is proposing to amend the 

text in order to read: “at least part of the 

training shall be conducted from an 

aerodrome with ATC service”. 

 

 

 

a. Accepted. The Agency agrees that for a 

high number of aerodromes or operating 

sites used for providing training for the LAPL 

or the PPL, SPL or BPL an "air traffic control 

service" is not needed and will also not be 

available. The text of the AMC has been 

reviewed carefully and the term used already 

under JAR-FCL has been added. 

 

 

 

 

 

 

 

 

b. Not accepted. The Agency already decided 

to include an alternative wording which will 

allow ATOs to operate also on airfields which 

are not equipped with ATC or ATS. This 

proposal is not accepted as FIS is not meant 

with this requirement and will not be 

available from the ground. 

 

c. The Agency agrees in general that for the 

PPL or LAPL on aeroplanes or helicopters 

some parts of the training must be 

conducted from or to an aerodrome with ATC 

service. This is also required by the training 

syllabus contained in Part-FCL. However, this 

AMC contains the minimum standards for the 

training sites used by an ATO. The Agency 

does therefore not agree that the proposed 

text should be mentioned here as it is not an 

organisational but a training requirement.  

  

2. Except in the case of ATOs providing flight test 

training, Iitn addition to 1, for helicopters, training sites 

should be available for: 

a. confined area operation training; 

b. simulated engine off auto-rotation; and 

c. sloping ground operation. 

IND(1) 

a. One stakeholder comments: “Para 2a. 

consideration must be given to allowing 

this exercise to be completed in an 

unlicensed area, dual only and without fire 

cover. The practical reality of being able 

to establish a meaningful confined area in 

a licensed environment is almost 

 

a. Partially accepted. As the approval or 

authorisation of operating sites is still 

regulated at a national level and is slightly 

different in each Member State these rules 

are not the right requirements to harmonise 

the different systems. However, the Agency 

agrees that for certain training scenarios and 

specific needs the aerodromes and "licensed 
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impossible and commercially not viable.” 

 

areas" are not the best place for providing 

the training. Member States must keep this 

in mind when approving the training 

organisations. 

3. In the case of balloons, the take-off sites used by the 

ATOtraining organisation should allow a normal take-off 

and clearing of all obstacles in the take-off flight path by 

at least 50 feet. 

    

 

AMC1-OR.ATO.145 Pre-requisites for training 

ENTRANCE REQUIREMENTS 

 Based on the comments received on 

OR.ATO.140 (now OR.ATO.145) the Agency 

decided to re-introduce the requirement 

established already under JAR-FCL and 

requiring the ATO to check the theoretical 

knowledge of the student before starting the 

training.  

  

An ATO providing training for other than LAPL, PPL, SPL or 

BPL should establish entrance requirements for students in 

their procedures. The entrance requirements should ensure 

that the students have enough knowledge, particularly of 

physics and mathematics, to be able to follow the courses.  

 

    

SECTION 2II - ADDITIONAL REQUIREMENTS FOR 
ATOS PROVIDING TRAINING FOR LICENCES AND 

RATINGS OTHER THAN THE LAPL , PPL, SPL AND 
BPL 

    

     

AMC1-OR.ATO.210 Personnel requirements 
IA (3), IND (27), MS (7), INDIV (2) 

 

   

GENERAL There are a few comments asking for 

greater clarify in the wording of the 

paragraphs 1 to 4. 

Not accepted. As explained in paragraph 10 

of the Explanatory Note of NPA 2008-22a, 

when adopting its proposal, the Commission 

recommended, as suggested by the Agency 

itself, that common requirements to be 

specified in implementing rules be based as 

much as possible in existing JAA material.  

 

All the requirements are exactly the same, so 

the Agency sees no need to clarify the text. 

 

Appendix 1a to JAR-FCL 

1.055, 10-11 and 

Appendix 1a to JAR-FCL 

2.055, 10-11 

 

 

1. The management structure should ensure supervision of 

all grades of staff personnelby persons having the 

experience and qualities necessary to ensure the 

maintenance of high standards. Details of the 
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management structure, indicating individual 

responsibilities, should be included in the training 

organisation’s operations manual. 

2. The training organisation should demonstrate to the 

competent authority that an adequate number of 

qualified, competent staff is employed. 

    

3. In the case of an ATO offeringintegrated courses, the 

HT, the CFI and the CGI should be employed full-time. 

    

4. In the case of modular training courses, at least one of 

these positions should be occupied by a person employed 

full time, with extensive experience in the training 

conducted by the training organisation. 

There is one comment stating that 

paragraphs 4 and 5 conflict with each 

other over the use of a part-time 

employed HT, CFI or CGI for modular 

training courses.  Paragraph 4 is too 

onerous for an organisation that may offer 

only a few courses on an occasional basis 

each year. 

They propose to delete paragraph 4 and 

renumber remaining paragraphs. 

 

Accepted. The Agency carefully reviewed the 

issue raised and further discussed it with the 

experts involved in the review. It seems that 

the comment is right by stating that items 4 

and 5 are in conflict with each other although 

they are based on the requirements in 

paragraph 11 from Appendix 1a to JAR-FCL 

1.055 and Appendix 1a to JAR-FCL 2.055. 

The Agency therefore decided to delete item 

4 but to add in item 5 the requirement for 

the extensive experience of these persons.  

 

  

45. In the case of an ATO offering: 

(a.)modular courses only; or 

(b.),type rating courses only; or 

(c.)theoretical knowledge instruction only 

the positions of HT, CFI and CGI may be combined and filled by 
one or two personswith extensive experience in the training 
conducted by the training organisation, full-time or part-
time, depending upon the scope of training offered.  

 It was decided to delete item 4 as the items 

4 and 5 were conflicting items. However, the 

Agency decided to keep the part of the 

requirement detailing the experience of the 

personnel. This was added here. 

Based on the comments received on the  

Implementing Rule OR.ATO.210 stating that 

for the TRTOs under the JAR system only the 

HT function was required the Agency decided 

to amend the text of this AMC slightly in 

order to address this possibility not only for 

ATOs providing modular courses only but 

also for relatively small non-complex ATOs 

providing only a limited amount of type 

rating courses and for the ATOs providing 

only theoretical knowledge instruction. It 

should be highlighted that this alleviation is 

depending upon the scope of training 

offered. 

  

56. The ratio of all students to flight instructors, excluding the 

HT, should not exceed 6:1. 

Almost all the comments on this section 

are concerning paragraph 6 and 7. 

 

There are some comments coming from 

the helicopter sector who want to delete 

paragraph 6 and 7.  

 

As explained in paragraph 10 of the 

Explanatory Note of NPA 2008-22a, when 

adopting its proposal, the Commission 

recommended, as suggested by the Agency 

itself, that common requirements to be 

specified in Implementing Rules be based as 

much as possible on existing JAA material.  

The Agency sees no safety justification for 

Appendix 1a to JAR-FCL 

1.055, 13 and Appendix 

1a to JAR-FCL 2.055, 13 
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There are also some comments on 

paragraph 6, saying that mentioning a 

ratio is too rigid. This is dependant on the 

organisation structure, training structure 

etc and should therefore be left at the 

approval of the competent authority (in 

consultation with the operator). 

 

 

amending the text of this paragraph.  

 

67. Class numbers in ground subjects involving a high degree 

of supervision or practical work should not exceed 2812 

students. 

There are some comments that in certain 

cases the maximum of 12 students may 

be problematic (for example at 

universities). 

Accepted. The text has been amended to be 

aligned with Part-147 – 147.A.100 to allow 

the maximum of 28 students.  

 

 

 

  

THEORETICAL KNOWLEDGE GROUND INSTRUCTORS  

78. The theoretical knowledge instruction for type or class 

ratings should be conducted byground instructors holding 

the appropriate type/class rating, or having appropriate 

experience in aviation and knowledge of the aircraft 

concerned. 

 

9. Theoretical knowledge ground instructors should, before 

appointment, prove their competency bygiving a test 

lecture based on material they have developed for the 

subjects they are to teach. 

 

810. For this purpose, a flight engineer, a maintenance 

engineer or a flight operations officer should be 

considered as having appropriate experience in aviation 

and knowledge of the aircraft concerned. 

The Agency received some comments on 

paragraph 8, 9 and 10 concerning the 

Theoretical Knowledge Ground 

Instructors. 

According to these comments, the 

requirements for ground instructors are 

defined in the IR and need not be 

repeated in the AMC. They therefore 

suggest removing paragraphs 8 and 10 of 

AMC 1. They have the opinion that 

paragraph 9 sufficiently addresses the 

requirements for a Theoretical Knowledge 

Ground Instructor. 

 

The requirement in paragraph 9 of the 

AMC1-OR.ATO.210 Personnel requirements is 

an exact copy taken from the requirement in 

paragraph 19, from Appendix 1a to JAR-FCL 

1.055 and Appendix 1a to JAR-FCL 2.055. 

Based on the input received it was decided to 

transfer this item to the appropriate AMC in 

Section 1 as this seems to be a general 

requirement for all kind of TK instructors. 

The requirements in paragraph 8 and 10 

seem to repeat the IR but both requirements 

contain further elements not addressed in 

the IR. The Agency has therefore kept items 

8 and 10. 

  

Paragraph 19 Appendix 

1a to JAR-FCL 1.055 and 

Appendix 1a to JAR-FCL 

2.055. 
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AMC2OR.ATO.210 Personnel requirements 

QUALIFICATION OF HEAD OF TRAINING AND CHIEF 

FLIGHT INSTRUCTOR 

 

INDIV (4), MS (6), IND (3) 

 

 

a. One comment deals with balloon 

organisations and the personnel 

requirements for these organisations. 

 

b. One comment suggests that this AMC 

should not apply to military organisations 

providing flight test today. 

 

 

 

 

 

a. Noted. Paragraph OR.ATO.210 and the 

AMCs to this paragraph are in Section 2. This 

is the section for ‘other than the LAPL, PPL, 

SPL and BPL’. 

b. Noted. Please refer to similar comments in 

Part-FCL. An organisation providing training 

for Part-FCL ratings / qualifications needs to 

comply with civil rules. 

  

1. Head of tTraining (HT). The nominated HT should hold or 

have held in the three years prior to first appointment as 

an HT, a professional pilot licence and associated ratings 

or certificates issued in accordance with Part-FCL, 

related to the flight flying training courses conducted. 

a. There are several comments who want 

to replace "Part-FCL" by "ICAO Annex 1", 

as in the JAR-FCL. 

 

 

 

 

 

 

 

 

b. One comment requests to delete this 

paragraph, because the requirement for 

HT are defined in the IR 

a. Not accepted. The HT needs to have ‘a 

professional pilot licence and rating(s) issued 

in accordance with Part-FCL. This is based on 

Article 7 of the Basic Regulation 

 

 

 

 

 

 

 

b. Not accepted. The requirement in 

paragraph 1 of AMC2-OR.ATO.210 Personnel 

requirements is a copy from the requirement 

in paragraph 14, last sentence, from 

Appendix 1a to JAR-FCL 1.055 and Appendix 

1a to JAR-FCL 2.055. This requirement is 

now put in the AMC, and is not covered in 

OR.ATO.210 itself.  

 

Paragraph 14, last 

sentence, from Appendix 

1a to JAR-FCL 1.055 and 

Appendix 1a to JAR-FCL 

2.055. 

 

2. Chief FlyingflightFlightiInstructor (CFI). The CFI should: 

(a.i) hold the highest professional pilot licence andthe 

associated ratings or certificates related to the 

flight flying training courses conducted; and 

(b.ii) except in the case of ATOs providing flight test 

training, have completed 1000 hours of flight time 

as pilot-in-command of which at least 500 hours 

There are some comments requesting to 

change the text of subparagraph (b). 

Not accepted. As explained in paragraph 10 

of the Explanatory Note of NPA 2008-22a, 

when adopting its proposal, the Commission 

recommended, as suggested by the Agency 

itself, that common requirements to be 

specified in implementing rules be based as 

much as possible on existing JAA material.  

The Agency sees no safety justification for 

15(a) and (d), from 

Appendix 1a to JAR-FCL 

1.055, 15(a) & (d) and 

Appendix 1a to JAR-FCL 

2.055, 15(a) & (d). 

 



Part-OR 

Page 559 of 612 

A: Rule B: Summary of comments C: Response D: Source ref. and 

compliance 

E: ICAO ref. and 

compliance 

shallould be on flying instructional duties related to 

the flying courses conducted, of which 200 hours 

may be instrument ground time. 

amending the text of this paragraph.  

 

AMC1OR.ATO.230(c)Training manual and operations 

manual 

IND (11), MS (6), INDIV (1) 

 

   

TRAINING MANUAL There are a few comments asking 

for greater clarity in the wording 

of the text of the paragraphs. 

There are also a few comments 

stating that: “to make sure that a 

student makes progress, it is 

often important to have the 

opinion of another flight 

instructor. The student may want 

to change the instructor for 

personal preferences or other 

reasons, a flight instructor is 

leaving, one student takes 

lessons with various FIs etc. In 

any case, the changing of an 

instructor may occur in many 

circumstances and is not negative 

for a student. Therefore, it should 

be possible to change instructors 

effortlessly. What is important, 

however, is the communication 

between the instructors to make 

sure there aren't any duplicities in 

the training programme of the 

student. This shall be achieved 

with the training records.” 

Their Proposition: 

Delete "Procedure for changing 

instructors" Delete 

"Maximum number of instructor 

changes per student" 

 

 

Not accepted. As explained in paragraph 10 

of the Explanatory Note of NPA 2008-22a, 

when adopting its proposal, the Commission 

recommended, as suggested by the Agency 

itself, that common requirements to be 

specified in implementing rules be based as 

much as possible on existing JAA material.  

The Agency sees no safety justification for 

amending the text of this paragraph.  

 

IEM No. 3 to JAR-FCL 

1.055 and to JAR-FCL 

2.055. 

 

IEM No. 3 to JAR-FCL 

1.055 and to JAR-FCL 

2.055. 

 

 

Training mManuals for use at an ATOapproved training 

organisation conducting integrated or modular flight flying 

training courses should include the following: 

    

1.  Part 1 – The Training Plan     
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The aim of the 
course (ATP, 
CPL/IR, CPL, etc as 
applicable) 

A statement of what the student is expected to 

do as a result of the training, the level of 

performance, and the training constraints to be 

observed. 

Pre-entry 
requirements 

Minimum age, educational requirements 
(including language), medical requirements. 

Any individual Member State requirements. 

Credits for previous 

experience 

To be obtained from the competent authority 
before training begins. 

Training Syllabi As applicable, tThe flying syllabus (single-
engine or multi-engined, as applicable), 
the flying syllabus (multi-engine), the flight 
simulation training syllabus synthetic 
flight training syllabus and the theoretical 
knowledge training syllabus. 

The time scale and 
scale, in weeks, for 
each syllabus 

Arrangements of the course and the integration 

of syllabi time. 

 

One comment states that the aim of this 

course is restricted to aeroplane courses.  

There is no equivalent for helicopters. 

Justification: consistency across all 

categories of aircraft. 

Accepted. The Agency agrees with the 

proposal and the text has been changed 

accordingly. 

 

 

 

 

 

  

Training 
programme 

The general arrangements of daily and 
weekly programmes for flying, ground and 
synthetic flight training and training in 
FSTDs, if applicable. 

Bad weather constraints. 

Programme constraints in terms of 
maximum student training times, (flying, 
theoretical knowledge, on 

FSTDssynthetic), e.g. per 
day/week/month. 

Restrictions in respect of duty periods for 
students. 

Duration of dual and solo flights at various 
stages. 

Maximum flying hours in any day/night; 
maximum number of training flights in any 
day/night. 

Minimum rest period between duty periods. 
 

    

Training records Rules for security of records and documents. 

Attendance records. 

The form of training records to be kept. 

Persons responsible for checking records and students’ log 
books. 

The nature and frequency of record checks. 

Standardisation of entries in training records. 

Rules concerning log book entries. 
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Safety training Individual responsibilities. 

Essential exercises. 

Emergency drills (frequency). 

Dual checks (frequency at various stages). 

Requirement before first solo 
day/night/navigation etc, if applicable..  

    

Tests and examinations Flying 

a. progress checks; 

b. skill tests. 

Theoretical Knowledge 

a. progress tests; 

b. theoretical knowledge examinations.  

Authorisation for test. 

Rules concerning refresher training before retest. 

Test reports and records. 

Procedures for examination paper preparation, type of 
question and assessment, standard required for ‘Pass’. 

Procedure for question analysis and review and for raising 
replacement papers. 

Examination resit procedures. 
 

    

Training effectiveness Individual responsibilities. 

General assessment. 

Liaison between departments. 

Identification of unsatisfactory progress (individual students). 

Actions to correct unsatisfactory progress. 

Procedure for changing instructors. 

Maximum number of instructor changes per student. 

Internal feedback system for detecting training deficiencies. 

Procedure for suspending a student from training. 

Discipline. 

Reporting and documentation. 
 

    

Standards and Level of 
performance at various 
stages 

Individual responsibilities. 

Standardisation. 

Standardisation requirements and procedures. 

Application of test criteria. 
 

    

2.  Part 2 – Briefing and Air Exercises   
 

 

Air Exercise A detailed statement of the content specification of all the air 

exercises to be taught, arranged in the sequence to be flown with 

main and sub-titles. This should normally be the same as the air 

exercise specification for the flight instructor rating course. 
 

    

Air exercise reference 
list 

An abbreviated list of the above exercises giving only main and 

sub-titles for quick reference, and preferably in flip-card form to 

facilitate daily use by flight instructors. 
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Course structure – 
Phase of training 

A statement of how the course will be divided into phases, 

indication of how the above air exercises will be divided between 

the phases and how they will be arranged to ensure that they are 

completed in the most suitable learning sequence and that 

essential (emergency) exercises are repeated at the correct 

frequency. Also, the syllabus hours for each phase and for groups 

of exercises within each phase should be stated and when 

progress tests are to be conducted, etc. 
 

    

Course structure 
integration of syllabi 

The manner in which theoretical knowledge,synthetic flight 

training and flying and flight training in an aircraft or an FSTD will 

be integrated so that as the flying training exercises are carried 

out students will be able to apply the knowledge gained from the 

associated theoretical knowledge instruction and synthetic flight 

training. 
 

    

Student progress The requirement for student progress and include a brief but 

specific statement of what a student is expected to be able to do 

and the standard of proficiency he/she must achieve before 

progressing from one phase of air exercise training to the next. 

Include minimum experience requirements in terms of hours, 

satisfactory exercise completion, etc. as necessary before 

significant exercises, e.g. night flying. 
 

    

Instructional methods The ATO requirements, particularly in respect of pre- and post-

flying briefing, adherence to syllabi and training specifications, 

authorisation of solo flights, etc. 
 

    

Progress tests The instructions given to examining staff in respect of the 

conduct and documentation of all progress tests. 
 

    

Glossary of terms Definition of significant terms as necessary. 

Appendices Progress test report forms. 

Skill test report forms. 

ATO certificates of experience, competence, etc. as required. 
 

    

3.  Part 3 – Flight training in an FSTD, if 

applicableSynthetic Flight Training 

    

Structure generally as for Part 2.     

4.  Part 4 – Theoretical knowledge instruction     

Structure of the 
theoretical knowledge 
course 

A statement of the structure of the course, including the 
general sequence of the topics to be taught in each subject, 
the time allocated to each topic, the breakdown per subject 
and an example of a course schedule. Distance learning 
courses should include instructions of the material to be 
studied for individual elements of the course. 

Lesson Plans A description of each lesson or group of lessons including 
teaching materials, training aids, progress test organisation 
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and inter-connection of topics with other subjects. 

Teaching materials Specification of the training aids to be used (e.g. study 
materials, course manual references, exercises, self-study 
materials, demonstration equipment). 

Student progress The requirement for student progress, including a brief but 
specific statement of the standard that must be achieved and 
the mechanism for achieving this, before application for 
theoretical knowledge examinations. 

Progress testing The organisation of progress testing in each subject, including 
topics covered, evaluation methods and documentation. 

Review procedure The procedure to be followed if the standard required at any 
stage of the course is not achieved, including an agreed action 
plan with remedial training if required.  

 
    

AMC1-OR.ATO.230(d) Training manual and operations 

manual– all ATOs, except those providing flight test 

training 

IND (5), MS (1), INDIV (1) 

 

   

OPERATIONS MANUAL There are a few comments asking for 

greater clarity in the wording of the text 

of the paragraphs. 

 

Not accepted. As explained in paragraph 10 

of the Explanatory Note of NPA 2008-22a, 

when adopting its proposal, the Commission 

recommended, as suggested by the Agency 

itself, that common requirements to be 

specified in implementing rules be based as 

much as possible on existing JAA material.  

The Agency sees no safety justification for 

amending the text of this paragraph.  

 

Operations Manual of the 

IEM No. 3 to JAR-FCL 

1.055 and to JAR-FCL 

2.055. 

 

 

The Ooperations mManual for use at an ATOapproved training 
organisation conducting integrated or modular flying flight 
training courses should include the following: 

    

1. General 

a.– aA list and description of all volumes in the 

Operations Manual; 

b– aAdministration (function and management); 

c.– rResponsibilities (all management and 

administrative staff); 

d.– sStudent discipline and disciplinary action; 

e.– aApproval/authorisation of flights; 

f.– pPreparation of flying programme (restriction of 

numbers of aircraft in poor weather); 

g.– cCommand of aircraft;  

h.– rResponsibilities of pilot-in-command; 
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i.– cCarriage of passengers; 

j.– aAircraft documentation; 

k.– rRetention of documents; 

l.– fFlight crew qualification records (licences and 

ratings); 

m.– rRevalidation (medical certificates and ratings); 

n.– fFlyingflight duty period and flight time limitations 

(flying instructors); 

o.– fFlyingflight duty period and flight time limitations 

(students); 

p.– rRest periods (flying flightinstructors); 

q.– rRest periods (students); 

r.– pPilots’ log books; 

s.– fFlight planning (general); and 

t.– sSafety (general) – equipment, radio listening 

watch, hazards, accidents and incidents (including 

reports), safety pilots etc.. 

2. Technical 

a.– aAircraft descriptive notes; 

b.– aAircraft handling (including checklists, limitations, 

maintenance and technical logs, in accordance with 

relevant requirements, etc.); 

c.– eEmergency procedures; 

d.– rRadio and radio navigation aids; and 

e.– aAllowable deficiencies (based on MMEL, if 

available). 

    

3. Route 

a.– pPerformance (legislation, take-off, route, landing 

etc.); 

b.– fFlight planning (fuel, oil, minimum safe altitude, 

navigation equipment etc.); 

c.– lLoading (loadsheets, mass, balance, limitations); 

d.– wWeather minima (flying instructors); 

e.– wtWeather minima (students – at various stages of 

training); and 

f.– Training routes/areas. 

    

4. Staff PersonnelTraining 

a.– aAppointments of persons responsible for 

standards/competence of flying 

flightstaffpersonnel; 
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b.– iInitial training; 

c– rRefresher training; 

d– sStandardisation training; 

e– pProficiency checks; 

f.– uUpgrading training; and 

g. ATO staff personnelstandards evaluation. 

SECTION III – ADDITIONAL REQUIREMENTS FOR 

APPROVED TRAINING ORGANISATIONS 
(ATOS)PROVIDING TRAINING 

INOPERATINGFLIGHT SIMULATION TRAINING 
DEVICES (FSTDS) AND THE QUALIFICATION OF 

FSTDS 

[MS:1; IND:0; INDIV:0] 

Organisations which operate FSTD's but 

do not themselves offer training 

programmes should not be excluded 

 

Accepted. Title is changed to adapt the 

regulations to FSTD operators not providing 

training programmes. 

  

Chapter 1 - Requirements for 
ATOsorganisationsproviding training inoperating 

FSTDs 

    

     

AMC1- to OR.ATO.300(a)(1)General 
[MS:1; IND:5; INDIV:1] 

 

   

COMPLIANCE MONITORING PROGRAMME – APPROVED TRAINING 

ORGANISATIONS OPERATING FSTDS 

1. It is proposed to use ISO terminology. 

2. A commentator suggests to have only 

one set of CMS guidance for ATOs and for 

ATOs operating FSTD. 

1. Noted. ATOs are not required to hold an 

ISO certificate so an alignment with the ISO 

terminology could be beneficial but is not 

necessary. 

2. Noted. It will be kept unchanged because 

(as mentioned by the commentator as well) 

the AMC/GM related to OR.ATO.300 provides 

special in-depth guidance to organisations 

operating FSTD. 

  

1.  Introduction.     

a. The purpose of this AMC is to provide additional and 

specific information and guidance to an approved 

training organisationATO organisationoperating 

FSTDs on how to establish a cCompliance 

mMonitoring pProgramme (CMP) that enables 

compliance with the applicable requirements. 

    

2. Compliance Monitoring Programme.     
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a. Typical subject areas for inspections are: 

i. Actual FSTD operation; 

ii. Maintenance; 

iii. Technical Standards; and 

iv. Full Flight SimulatorFSTD safety features. 

    

3. Audit Scope.     

a. ATOs Organisations operating FSTDs are required 

to monitor compliance with the procedures they 

have designed to ensure specified performance and 

functions. 

    

 In doing so they should as a minimum, and where 

appropriate, monitor: 

i.  Organisation; 

ii. Plans and objectives; 

iii. Maintenance procedures; 

iv. FSTD qualification level; 

v. Supervision; 

vi. FSTD technical status; 

vii. Manuals, lLogs, and rRecords; 

viii. Defect deferral; 

ix. Personnel training; and 

x. Aircraft modifications; management;.and 

xi. FSTD configuration management. 

The need to monitor “Aircraft modification 

management” is incorrect in relation to an 

ATO with FSTD privileges. 

Aircraft modifications have to be monitored 

but not its management. 

The need to monitor the FSTD configuration 

management is added. 

  

     

AMC2- to OR.ATO.300(a)(1) General 
[MS:0; IND:3; INDIV:0]    

COMPLIANCE MONITORING PROGRAMME – APPROVED TRAINING 

ORGANISATIONS OPERATING FSTDS 

    

Standard Measurements for Full Flight Simulator Compliance     
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It is recognised that a Compliance Monitoring System tied to 

measurement of FSTD performance will probably lead to 

improving and maintaining training quality. One acceptable means 

of measuring FSTD performance is as defined and agreed by 

industry contained in ARINC report 433 (May 15th, 2001 or as 

amended) entitled “Standard Measurements for Flight Simulator 

Quality”. 

A commentator states that the first 

sentence should be removed because it is 

editorial opinion and is not backed by 

factual evidence. 

Furthermore the statement “agreed by the 

industry” is not correct  

Accepted. First sentence is removed and the 

second modified and corrected. 

  

     

AMC3- to OR.ATO.300(a)(1)General 
[MS:1; IND:1; INDIV:0]    

COMPLIANCE MONITORING PROGRAMME – APPROVED TRAINING 

ORGANISATIONS OPERATING BASIC INSTRUMENT TRAINING 

DEVICES (BITDS) 

A question is raised regarding the purpose 

of these BITD specific requirements. 

Noted. An organisation only operating 

BITD(s) often has a structure and size that 

may not justify the completion of a complex 

CM function. This AMC describes an 

appropriate way for a BITD operator to 

comply with the requirements. 

  

1. A cCompliance mMonitoring pProgramme together with a 

statement acknowledging completion of a periodic review 

by the aAccountable mManager should include the 

following: 

The paragraph numbering is in error.  

Points 2 to 4 are bullet points relating to 

the first paragraph rather than points on 

their own. 

Accepted. The paragraph numbering is 

corrected. 

  

2. a. aA maintenance facility which provides suitable 

BITD hardware and software test and maintenance 

capability;. 

    

3. b. aA recording system in the form of a technical 

log in which defects, deferred defects and 

development work are listed, interpreted, actioned 

and reviewed within a specified time scale; and. 

    

4. c. Pplanned routine maintenance of the BITD and 

periodic running of the qualification test guide 

(QTG) with adequate manning to cover BITD 

operating periods and routine maintenance work. 

    

52. A planned audit schedule and a periodic review should be 

used to verify that corrective action was carried out and 

that it was effective. The auditor should have adequate 

knowledge of BITDs. and should be acceptable to the 

competent authority. 
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GM1- to OR.ATO.300 General 
[MS:16; IND:36; INDIV:1]    

COMPLIANCE MONITORING SYSTEM - APPROVED TRAINING 

ORGANISATIONS OPERATING FSTDS- GENERAL 

1. A general comment was made that this 

section of GM has been cut and pasted 

from JAA TGL 9 and should be carefully 

re-assessed for appropriateness and to 

eliminate duplication with other parts of 

AMC and guidance material. 

2. A general proposal is made to: 

- delete superfluous text and add 

explaining text for clarity 

- correct syntax errors 

- to check text for consistency  

 

1. Partially accepted. A re-assessment has 

been carried out and the text has been 

modified to eliminate and correct parts of the 

text. 

2. Accepted and carried out by reviewing the 

text. 

  

1. The concept of cCompliance mMonitoringsSystems (CMS) 
is a fundamental requirement for ATOs 
organisationsoperating of FSTDs. An effective CM 
functionS is vitally important in supporting operation of 
the devices, in a structured way, to ensure they remain in 
compliance with the technical standards of CS-FSTD(A) 
and CS-FSTD (H) and continue to be effective training 
tools. An effective CM functionS is also essential to 
support any level of extended qualification recurrent 
evaluation periodas permitted by OR.ATO.375(b). 

There are some comments from the 

industry to delete parts of this GM 

because it is considered to be “editorial 

opinion” 

Not accepted. As this is guidance material 

and not a binding rule the Agency has 

reviewed again the addressed parts and 

decides to retain the original text. It supports 

understanding and provides background 

information to all, especially for new 

stakeholders who are less familiar with CMS. 

  

2. OR.ATO.375(b) provides the requirements on what is 
expected in ofa CMS function. However, the experience of 
the Authorities indicates that there remain many areas of 
misunderstanding in the FSTD operating community with 
regard to CMS. The following guidance has been developed 
to provide additional material to help both ATOs 
organsiations operating FSTDs and competent 
aAuthorities in developing effective CMS that satisfy the 
applicable requirements and ensure the highest standards 
of training are maintained. 

 Sentence deleted as it is not appropriate to 

regulatory material. 

  

3. For ease of use this guidance material has been laid out in 
the same way as AMC2- to OR.GEN.200(a)(7). Although 
this guidance material uses this AMC as its basis, the 
adviceThis guidance is equally applicable to other levels 
of FSTDs and both aeroplanes and helicopters. Where the 
expected standard differs this has been detailed in the 
guidance material. 
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4. Also included, as aAppendices to this guidance material 
and Subpart are anATO operating FSTDs cCompliance 
cChecklist for ATOs organisations operating FSTDs 
(GM2- to OR.ATO.300) and guidancedetailing the 
preparation for an Authority Eevaluation by the 
competent authority (GM3- to OR.ATO.300). The 
cCompliance cChecklist should be used by the aAuthorities 
as a standardised checklist for the elements that are 
expected in an ATO operating FSTDs CMSthe CMS 
function of an ATO organisation operating FSTDs. The 
ATO organisationshould complete as a minimum the 
third secondcolumn of the checklist by providing 
appropriate manual or procedure references for each of the 
identified elements of the CMS function. Additional 
information can be provided in the third column to 
aid assessment of the checklist as appropriate. This 
would then be provided to the Authoritycompetent 
authority. Use of this checklist should assist in ensuring a 
consistent approach by the Authorities competent 
authoritiesand also provide the ATOs organisations 
operating FSTDs with additional guidance on all the 
elements of a CMS function that the competent 
authorities Authorities will expect to be reflected in an 
effective CMS. The guidance is provided to help ATOs 
organisations operating FSTDs to prepare for 
aAuthority visits.and to facilitate the preliminary briefing 
that is the first step of any initial or recurrent evaluation of 
a Flight Simulation Training Device carried out by an 
Authority. 

 Modified after internal review   

5. The documentation of the CMS may be electronic, provided 
the necessary controls can be demonstrated. This should 
include control of any paper copies that may be 
downloaded for use by individuals. It is recommended that 
any such copies are automatically designated as 
uncontrolled as part of the download process. Whilst 
electronic signatures on master documents may be 
accepted, with appropriate protections, it still remains a 
requirement for a hard-copy master of the CM manual 
should be provided, with wet-ink signatures to be held 
by the applicant. 

Proposals are made to omit wet-ink 

signatures as there are electronic control 

measures to allow electronic signatures 

only. 

Not accepted. The Agency will require at 

least a wet ink signature for the hardcopy 

master of the CMS manual. 

  

6. It should be recognised that whatever CMS is developed, it 
will not be effective unless it becomes an integral part of 
the way in which the organisation works. It includes both 
the necessary procedures for maintaining compliance with 
all the applicable requirements and a cCompliance 
mMonitoring pProgramme (CMP) to monitor the execution 
of these procedures. A successful CMS will ensure that the 
highest training tool is available at all times. If the CMS is 
viewed as an add-on to existing processes it will become a 
burden and it will never be wholly effective. It should also 
be noted that cCompliance cControl or siInspection is only 
a small part of a CMS. If the CMS is working effectively, 
inspections such as fly-outs should become routine 
revealing little beyond day-to-day unserviceabilities. 
Systematic defects should be captured by the CMP. 

It is suggested to replace 

 “…and a Compliance Monitoring 

Programme (CMP) to monitor the 

execution of these procedures” 

by 

 “…and an Audit Programme to monitor 

the execution of these procedures” 

and to use the international terms defined 

in 3.9.2 ISO 9000:2000, to provide legal 

certainty to the stakeholders and avoid 

confusion. If the term is maintained, it 

should be defined clearly what is a CMP. 

 

Not accepted. CMP is explained in more 

detail in GM1-OR.ATO.300 12 

The Agency decided to keep the text 

unchanged as it is in compliance with other 

parts of the regulation. 
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7. The aAccountable mManager and the Safety cCompliance 
mMonitoring mManager have to be acceptable to the 
Authoritycompetent authority. For the aAccountable 
mManager, the acceptability is based on an assessment of 
the nominated person’s level of responsibility and 
authority.The Authority competent authorityshould be 
satisfied that the aAccountable mManager is able to 
adequately provide the required level of resources to 
properly support the FSTD. Detailed knowledge of FSTD 
requirement standards are not necessary, only sufficient to 
understand his/her responsibility for ensuring the FSTD is 
properly supported. The assessment of the Safety 
cCompliance mMonitoringmManager should concentrate 
on establishing that the nominee has sufficient knowledge 
and experience of both compliance monitoring 
management and FSTD operations to operate a CMS within 
an ATOorganisation operating FSTDs. This is likely to 
require experience of working in the compliance monitoring 
field and sufficient knowledge of FSTD’s and the technical 
standards with which they should comply. 

1. It is proposed to replace the term 

“Safety Manager” by “Compliance 

Manager”. 

2. It is mentioned that EASA should add 

the possibility for ATO operating FSTDs to 

appoint a Compliance Monitoring Manager. 

1. Partially accepted. The term is changed to 

“compliance monitoring manager” for 

consistency. 

2. Noted. There is a requirement in OR to 

appoint a compliance monitoring manager. 

  

8. Many ATOs may be ISO 9000 certified, often as part of a 
much wider company approval. Whilst ISO 9000 provides a 
good basis for a CMS, in most cases, it may not provide 
full compliance with all elements of the applicable 
requirements. Elements more directly related to the 
operation of FSTD’s will normally be required.If an 
ATOorganisation operating FSTDs is certified under 
any international quality standard it should assure 
that it fully covers the applicable oOrganisation 
rRequirements (OR) and cCertification 
Sspecifications for FSTD (respectively, CS-FSTD(A) 
respectively  and CS-FSTD(H))the qualification basis. 

It is proposed to use the term “ISO 9001” 

instead of “ISO 9000”. 

Not accepted. Text is changed for more 

clarity and to avoid the naming of any 

international quality standard. ISO standard 

could be a baseline, but ISO certification is 

not required. 

  

9. For small organisations, it is perfectly acceptable to 
combine the roles of Safety cCompliance mMonitoring 
mManager and Accountable Manager. For other 
organisations that hold multiple approvals certificates and 
may cover multiple sites, it is advantageous to have a 
common CMS CM function with an overall Safety 
cCompliance mMonitoring mManager. However, it is 
essential, particularly where sites may be significantly 
separated geographically, that there is a nominated 
rRepresentative/focal at each site and possibly for each 
approvalcertificate. These rRepresentatives should hold 
the delegated responsibility of the Safety cCompliance 
mMonitoring mManager for the day-to-day compliance 
monitoring role at their site and in their function and have 
the necessary direct reporting lines lineto the overall 
Safety cCompliance mMonitoring mManager and 
Accountable Manager. In most cases it It will also be 
necessary to ensure that local rRepresentatives are also 
acceptable to the local NAA. In many cases the local 
Representatives representatives may perform other 
functions in addition to this role. This is acceptable 
provided the necessary independence of any compliance 
monitoring activity is maintained. 

1. Confirmation is needed that local 

representatives have to be acceptable to 

the local NAA even if the competent 

authority is with another NAA.  

2. The direct reporting line should be 

guaranteed with the hierarchical 

dependence. The compliance 

monitoringmanager is the one who reports 

the accountable manager with operational 

incidents and non-compliances. 

3. One commentator stated that the 

representative who holds the delegated 

responsibility of the compliance 

monitoring manager must not be 

acceptable to the competent authority. 

1. Partially accepted. Text is modified. 

Agreements between different NAAs could be 

made via cooperative oversight.  

2. Accepted. The text is modified. 

3. Not accepted. If sites hold multiple 

certificatesand may cover multiple sites 

which may be significantly separated 

geographically, the nomination of 

localrepresentatives/focalsshould be 

acceptable to the competent authority. 
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10. The CMS, as a whole, begins with the requirements with 
which the system seeks to comply. These include both the 
tTechnical sStandards, in this case the relevant parts of 
CS-FSTD plus any other ATO specific standards, for 
example Health and Safety codes regulations, and the 
compliance monitoring objectives, such as defect rates and 
rectification intervals and FSTD reliability targets. The CMS 
should define the process by which these standards are 
made available to those who require them. 

A commentator states that health and 

safety is beyond the scope of a CMS. 

Furthermore he suggests to eliminate, or 

change the term “CMS” to “compliance 

management system (CMS)” 

Not accepted. The paragraph addresses the 

CM function as a whole. Compliance with 

health &safety is a requirement 

(OR.ATO.315). The competent authority is 

not asked to check directly the compliance 

with health and safety requirements but to 

check if compliance is approved by a 

competent organisation. 

For consistency the term CM (compliance 

monitoring) will be kept as quoted within OR 

as part of the required management system. 

  

11. The next part of the CMS is that part which defines the 
day-to-day procedures or working practices by which the 
standards will be achieved. These procedures should 
include as a minimum defect reporting systems, defect 
rectification processes, tracking mechanisms, preventative 
maintenance programmes, spares handling, equipment 
calibration and configuration management of the device. 
They should include checks to assess the compliance of the 
performed actions. These procedures and standards should 
be made readily available to anybody involved in the 
maintenance and day-to-day operation of the FSTD. 

    

12. The third part of the CMS is the method by which the ATO 
organisationoperating an FSTD confirms the device is 
maintained in compliance with the defined standards and is 
being operated in accordance with the defined procedures. 
This is the cCompliance mMonitoring pProgramme 
(CMP) and includes the audit methods, reporting and 
corrective action procedures and feedback, management 
reviews and schedules for audits of all aspects of the FSTD 
operation. 

    

13. Across all aspects of the CMS, and most important to it, 
are the people. The CMS includes the definition of the 
responsibilities of all staff and should include a declaration 
of the minimum levels of resource proposed for the direct 
support of the FSTD plus the levels of support and 
managerial staff proposed. The levels of resource can be 
affected by factors such as local health and safety 
regulations, existence of weekend and/or night usage of 
the device(s), etc. The CMS also includes definition of the 
skills and experience required for staff and leads to 
definition of any required training programmes. Training 
needs cover both technical training and audit training, 
including QTG running and checking and fly-out techniques 
for flight crew. All the above would be documented in, as a 
minimum, a manual and a procedures manual with 
appropriate cross-referencing both up and down the 
document hierarchy. 

 Sentence deleted after internal review to 

avoid duplication. 
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14. The documentation of the CMS may be provided in any 
number of documents provided there are appropriate 
cross-references in all documents such that the system is 
fully traceable in both directions from end to end. For all 
but small organisations at least two documents would be 
expected:. 

It is proposed to remove the traceability 

requirement as it provides no useful 

information for operators of a CMS.  

 

Not accepted. When the organisation uses 

more than one manual to explain its 

management structure and CM, all of the 

referenced manuals presented to gain 

approval must have cross-references 

between them so that the flow of information 

presented to NAAs is logical. This in turn 

serves to the operator as a proof of match of 

its own system to assure compliance. 

 

 

  

a. Firstly, a CMS manual containing the policy, 

terminology, organisational charts and 

responsibilities, an overview of all processes, within 

the system, and certainly including those for 

maintaining regulatory compliance such as QTG 

running and fly-outs (fFunction and sSubjective 

testing), CMP including the audit schedule and audit 

procedures including reporting and corrective action 

procedures. In addition, the CMS manual should 

include, either directly or by reference, the 

identification of skills and experience and associated 

training. 

1. It is proposed to change the 

requirement to have “an overview of all 

processes” to having "a list or index of all 

processes" because there is no definition 

of what an overview should contain, and 

therefore it is open to an auditor's 

interpretation. The CMS manual consists 

of all the relevant processes so no 

overview is necessary. A list or index is 

sufficient. 

 
2. It is proposed to remove the 

requirement for the CMS manual to 

include“either directly or by reference, the 

identification of skills and experience and 

associated training" because it forces an 

operator to make available what in many 

countries is considered confidential 

personal information. In addition, with 

changes of personnel, the CMS manual 

would be in a constant cycle of revision 

and approval. 

 

1. Not accepted. This section is part of the 

guidance material for CMS.  It is necessarily 

constructed in such a way as to offer 

maximum flexibility.  Depending upon 

how the FSTD operator's CM is structured 

and delivered, it might be as simple as a list 

of applicable processes, or it could even be 

the full suite of working procedures.  It 

depends on how the organisation wants to 

address the need within the context of their 

overall CM subject to agreement of the 

competent authority. 

 

2. Not accepted. The identification of skills 

and experience directly or by reference 

within the CM manual does not identify 

persons but just quotes what would be the 

minimum requirements for staff fulfilling this 

function. 

  

b. Secondly, a pProcedures mManual containing, as a 

minimum, software and hardware control 

procedures, configuration control procedures 

including, for example, control of training loads, 

updates to visual models, navigation and IOS 

databases, QTG running and checking procedures, 

fly-out procedures, maintenance procedures 

including both defect rectification and preventative 

maintenance processes. Any standard forms and 

checklists should also be included. 

    

15. The CMS documentation also includes all records such as 
technical logs, QTG runs, fly-out reports and maintenance 
job cards. 

It is suggested to mention that the CMS 

documentation should include also all 

forms for the records. 

Noted. Those forms are considered as part of 

the description of procedures as mentioned 

in 14.b. above. 
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16. For ATOs organisationswith several 
approvalscertificates, separate and modular procedures 
manuals with a single CMSmManual covering all approvals, 
may be acceptable. 

    

17. It is important to understand the difference between 
cCompliance aAssurance and cCompliance cControl. An 
effective CMS will contain elements of both. Compliance 
cControl is normally done by inspection of the product; it 
provides confirmation at the time of the inspection that the 
product conforms to a defined standard. 

The term "product inspections" is used 

which is considered by the commentator 

as undefined. He proposes a change to 

"FSTD inspections"to clarify the intent of 

the requirement. 

 

Partially accepted. The term "product 

inspections" is used related to the general 

explanation in section 17. In the context of 

section 18. the term is changed to: "product 

(FSTD) inspections" 

  

18. The cCompliance aAssurance element is essential to 
ensure the standard is maintained throughout the periods 
between product (FSTD) inspections. Within a CMP, the 
processes are defined that are necessary to provide 
confidence that the FSTD(s) is being supported and 
maintained to the highest possible standard and in 
compliance with the relevant requirements. A programme 
of internal audits is then set in place to confirm that the 
processes are being followed and are effective. The 
Authority competent authoritywould normally oversee 
an approveda certified organisation by process and 
system audit, however, in the case of FSTDs, aAuthority 
oversight includes an inspection element in the form of the 
annual simulator fly-outrecurrent FSTD evaluation. 

Comment: change last word from “ 

simulator fly-out” to “FSTD evaluation”. 

 

Text is changed because the annual visit 

from the competent authority is an 

evaluation, not just a fly-out. 

  

19. In addition to the normal process and system audits, the 
cCompliance aAssurance audit schedule should include the 
schedule for each FSTD, for fly-outs and QTG running 
through the audit year. 

Proposal made by one commentator from 

the industry: 
Remove the requirement that fly-outs and 

QTG running be included in the 

compliance audit schedule because they 

are part of the process for maintaining 

qualification of the FSTD. That process is 

audited according to the compliance audit 

schedule. Breaking down processes and 

adding individual elements of processes to 

the audit schedule would result in a 

massive scheduling document that would 

be so detailed and complex as to make it 

unmanageable. 

 

Not accepted. Point19 is a reminder for 

operators to include FSTD fly-outs and the 

QTG running process in the audit schedule. 

Both are more related to product audits than 

to system audits. If they are already included 

by the operator within the system audits 

then there is no need to add them. 

  

20. The audit procedure should include, at least, the following: 
statement of scope, planning, initiation of audit, collection 
of evidence, analysis, reporting of findings, identification 
and agreement of corrective actions and feedback, 
including reporting significant findings to the 
Authoritycompetent authority, where appropriate. The 
review of published material could include, in addition to 
the CMS and pProcedures manuals, QTG records, fly-out 
reports, technical log sheets, maintenance records and 
configuration control records. 
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21. In addition to basic knowledge of FSTD requirements and 
operation, it is expected that auditors have received 
training in CMS and audit techniques. 

It is the opinion of one commentator that 

the requirement contradicts other 

statements within the rule, and the 

professional auditor training the personnel 

of the commenter’s company has 

received.Therefore he proposes to change 

the requirement to state: "Auditors must 

have training in CMS and audit techniques 

and an introduction to FSTD requirements 

and operation. They are not required to 

have an FSTD support or operations 

background." 
  
 

Partially accepted. Auditors may be trained 

according to any international standards but 

there are specific requirements regarding the 

auditing standards for FSTD operations. This 

does not imply that these auditors must have 

specific background or specific qualification 

or job role. After reviewing the paragraph, 

“knowledge of FSTD requirements and 

operation” is changed to “basic knowledge of 

FSTD requirements and operation” 

  

22. The routine fly-outs of the device are a specialised part of 
the audit programme. It is essential that the pilots tasked 
with carrying out these fly-outs are adequately 
experienced. They would be expected to be TRI/TRE 
qualified on the type, and should have experience of 
simulator evaluations carried out by the 
Authoritycompetent authority. The assignment of such 
pilots can present difficulties, particularly for the 
independent ATO organisation operating FSTDs not 
directly associated with an airline. It is vital for the ATO 
organisation to ensure their users are aware of the 
importance of the fly-outs as part of the continued 
qualification of the device and the need to assist in the 
provision of suitably qualified pilots to carry them out. It is 
worth noting that simulator users are required to satisfy 
themselves that the training devices they use are assessed 
for continued suitability, as part of there own CMP. 
Involvement in fly-outs assists in meeting this need. 

A commentator proposes to delete the last 

part of the paragraph beginning with “The 

assignment of such pilots….” 

Not accepted. The Agency considers this as 

useful guidance information. 

  

23. Whilst it is accepted that the number of audits required in 
an ATO organisationwith a single device will be 
significantly less than those in larger ATOs 
organisationswith multiple devices, the CMP should still 
meet the same criteria, and cover all aspects of the 
operation within a twelve-month period. The independence 
of the audit personnel should be maintained at all times. 
The audit programme, whether by full audit or by using a 
checklist system should still be sufficiently comprehensive 
to provide the necessary level of confidence that the device 
is maintained and operated to the highest possible 
standard. This includes monitoring and review of corrective 
actions and feedback processes. 
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In addition to the documents listed, it is also important that other 
documentation is retained such as QTG runs, fly-out reports, 
technical log, obsolete procedures and forms and, certainly, 
update and modification history of the device, for a similar five 
year period. 

1. It is proposed by one commentator to 

remove the requirement that obsolete 

documents should be retained, because it 

imposes an unnecessary financial and 

resource burden on operators. Obsolete 

documents are by definition, no longer 

useful. Storage of them serves no useful 

purpose.  

2. Another commentator proposes the 

deletion of this paragraph subject to 

amendment of OR.ATO.120. 

1. Not accepted. If records like QTG, audit 

reports and findings etc. are to be retained 

for a period of five years, then obsolete 

documents and procedures which might have 

been used to produce such records must also 

be retained for the same period so that all 

the information could be retrieved for further 

investigation if needed to and linked 

together. 

2. The paragraph is deleted here but the 

content, modified and more clear, is 

contained in OR.ATO.120(b) and AMC1-

OR.ATO.120(b).  

  

24. The successful use of sub-contractors by an ATO is reliant 
on the sub-contractor operating a CMS of equal 
effectiveness to that of the ATO. All requirements that an 
ATO is expected to meet are equally applicable to his sub-
contractor. For example, ISO 9000 does not fully address 
the relevant requirements for FSTDs. It follows, therefore, 
if ISO 9000 does not provide full compliance for an ATO, 
neither will it provide full compliance for their sub-
contractor. The ultimate responsibility for an effective CMS 
within sub-contractors lies with the ATO, but it is likely that 
the Authority will include at least one subcontractor in the 
audit of an ATO if the sub-contractor plays a significant 
role in the provision of devices to users.The successful 
use of sub-contractors who play a significant role in 
the provision of services, such as maintenance or 
engineering services, to an ATOorganisation 
operating FSTDs is reliant on the sub-contractor 
operating under the CM of the ATOorganisation. All 
requirements that an ATOorganisation is expected to 
meet are equally applicable to his/her sub-
contractor. It is the ATOorganisation’s responsibility 
to ensure that the sub-contractor complies with 
theits CM of the ATO. 

One commentator states that in this 

section vendors (providing a device) are 

confused with sub-contractors (providing 

a service) who perform CMS services for 

the FSTD operator and a revenue stream 

is given to the competent authority for 

auditing outside the ATO. 

Partially accepted. There is no confusion in 

the description as the paragraph only quotes 

subcontractors and not vendors. 

Requirement OR.GEN.205 (b) clearly states a 

provision for competent authorities to access 

any contracted party to assure compliance 

with the requirements. 

The Agency does not accept your proposal 

for a new text but modifies this section to 

avoid the mentioned confusion. 

 

  

25. It cannot be emphasised too strongly that for a CMS to be 
fully effective there has to be buy-in from the entire 
workforce. It is essential, therefore, that a proper 
understanding of the system CMand how it applies to each 
and every staff member is provided by appropriate training 
to all, not just those directly involved in operating the 
CMS, such as the aAccountable mManager, the 
cCompliance mMonitoringSafetymManager, 
rRepresentatives and the aAuditors. The training given to 
those directly involved in the CMS should cover the CMS, 
audit techniques and applicable technical standards. CMS 
familiarisation training should be an integral part of any 
induction training and recurrent training. Update training 
on technical standards for audit personnel, is also of 
particular importance. 

An amendment and deletion of text is 

proposed in areas where it adds no value. 

More clarification of the persons involved 

is requested. 

 

Partially accepted. 

Text is modified after internal review. 

The additional text is to identify the 

Accountable Manager and to clarify the 

“representative” as being the local 

representative for compliance monitoring. 
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26. Any effective CMS will include measurement of its 
effectiveness. The ATO organisationshould develop 
performance measures that can be monitored against 
objectives. Such measures, often referred to as mMetrics, 
should be reviewed by the Authority competent 
authorityas part of its oversight of the CMS within the 
organisationATO, and should normally be examined for 
each FSTD on, at least, an annual basis. and during 
recurrent evaluations. In addition they should form 
part of the data reviewed during scheduled 
management reviews as part of the CM. 

Amendment proposed to refer to 

management reviews. 

  

 

Accepted. Text is modified by inserting an 

amendment as guidance. 

 

Apart from a review by the competent 

authority, the prime purpose of the metrics is 

to allow analysis and trend monitoring as 

part of the management evaluation and 

feedback system to the accountable 

manager. This needs to be reflected in the 

GM. 

  

27. ARINC 433 provides good guidance on simulator 
compliance measurement. Metrics should monitor not only 
individual simulator performance but, for larger 
organisationsATOs, how each simulator is performing 
within the fleet. It is also recommended that metrics data 
be shared, regularly, with the simulator manufacturers to 
allow monitoring for generic problems such as design 
issues, which may be best addressed with a fleet-wide 
solution. 

One commentator proposes to change 

this section to read: "ARINC Report 433 

provides guidance on simulator quality 

metrics." 

There are concerns that the comparison 

suggested by this section, though it may 

have business decision benefits, in no way 

provides data regarding the ability of the 

particular FSTD to comply with the 

requirements of the Rule. The attempt to 

insert the authority into business 

decisions of the ATO is not appreciated by 

the operators. 

Not accepted.This paragraph just quotes 

ARINC 433 and within such a document a 

comparison metric is recommended.   

 

  

GM 2 to OR.ATO.300 General 
[MS:5; IND:11; INDIV:1]    

COMPLIANCE MONITORING SYSTEM – ASSESSMENT FOR ATOS 

ORGANISATIONSOPERATING FSTDS 

Recommendation to keep the regulatory 

reference column in the table to have a 

track of requirements met 

 

Noted. It could be of some benefit to keep 

the column in as laid down in TGL 9 but 

generally all items listed in the table are 

based on a reference in the regulation. In 

case of not meeting a requirement and if 

there is a need to provide a reference (to the 

FSTD operator) the relevant paragraph can 

be subsequently identified.  

  

     

 

COMPLIANCE MONITORING SYSTEM ASSESSMENT  

FOR APPROVED TRAINING ORGANISATIONS OPERATING FSTDs 
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Approved Training 
Organisation: 

 

Site Assessed:  

Date of Assessment:  

Accountable Manager:  

Safety Compliance 
MonitoringManager: 

 

Number and Type of 
FSTDs: 

 

CMS Manual Reference:  
 

    

Audit Area CMS/Proc 

Ref 

Comments Satis 

Y/N 

1. ACCOUNTABLE MANAGER 

Has an aAccountable mManager 

with overall responsibility for the 

cCompliance mMonitoringsSystem 

(CMS) been nominated? 

   

Does the Accaccountable 

mManager have corporate 

authority to ensure all necessary 

activities can be financed and 

carried out to the standard 

required by the 

Authoritycompetent authority? 

   

Is the Accaccountable mManager 

acceptable to the competent 

authorityAuthority? 

   

Has a formal written cCompliance 

pPolicy statement been 

established, included in the 

CMSmManual and signed by the 

Accaccountable mManager? 
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2. SAFETY COMPLIANCE MONITORINGMANAGER 

Has a Safety cCompliance 

mMonitoringManmanager (CM 

Manmanager) been nominated? 

   

Is the cCompliance 

mMonitoringSafety Manmanager 

acceptable to the competent 

authorityAuthority? 

   

Are the posts of SM CM 

Manmanagerand AM combined? If 

so, is the required independence of 

Compliance Audits assured? 

   

Does the CM ManmanagerSM 

have overall responsibility and 

authority to: 

a) verify that standards are 

met and 

b) ensure that the 

cCompliance mMonitoring 

pProgramme is 

established, implemented 

and maintained? 

   

Does the CM ManmanagerSM 

have direct access to the AM? 

   

Does the CM ManmanagerSM 

have access to all parts of the 

organisationATO operating an 

FSTD and as necessary any 

subcontractor’s organisation? 
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3. COMPLIANCE MONITORING SYSTEM (CMS) 

Has a CMS been established by the 

operator? 

   

Is the CMS properly documented? 

(see Section 4) 

   

Is the CMS structured according to 

the size and complexity of the 

operator? 

   

Does the CMS include the following 

as a minimum: 

a. Monitoring of compliance 

with required technical 

standards 

b. Identification of corrective 

actions and person 

responsible for 

rectification 

c. Feedback system to 

Accaccountable 

Manmanager to ensure 

corrective action are 

promptly addressed 

d. Reporting of significant 

non-compliances to the 

Authoritycompetent 

authority 

e. A cCompliance 

mMonitoring pProgramme 

to verify continued 

compliance with applicable 

requirements, standards 

and procedures 

  

 

a. 

 

b. 

 

 

c. 

 

 

d. 

 

e. 
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Are the responsibilities of the CM 

Manmanager Safety Manager 

defined to include, as a minimum: 

a) Monitoring of corrective 

action programme 

b) To ensure that the 

corrective actions contain 

the necessary elements 

c) Provide management with 

an independent 

assessment of corrective 

action, implementation 

and completion 

d) Evaluation of the 

effectiveness of the 

corrective action 

programme 

  

 

a) 

 

b) 

 

 

c) 

 

 

d) 

 

Are adequate financial, material 

and human resources in place to 

support the CMS? 

 

   

Are management 

evaluations/reviews of the CMS 

held at least quarterly? 

held 

how often 

  

a) 

b) 

 

Does the management evaluation 

ensure that the CMS is working 

effectively and is it comprehensive 

and well documented? 

   

 

1. Last Box page 61 refers to 

management reviews and asks if they are 

carried out and how often: Proposal is 

made to change the text to set criteria for 

management review at least 

quarterly.Based on audit experience, 

quarterly seems to be the maximum 

period that can be tolerated to assure that 

management review can identify trends 

quickly enough to be corrected in a timely 

manner (as required from a CMS). The 

current text asks for a period but gives no 

guidance on what could be considered as 

being appropriate. 

 

 

1. Accepted.  
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Does the cCompliance mMonitoring 

pProgramme identify the processes 

necessary and the persons within 

the organisation who have the 

training, experience, responsibility 

and authority to carry out the 

following: 

a. Perform quality inspections and 

audits as part of ongoing 

Compliance Assurance;Schedule 

and perform quality inspections 

and audits, including 

unscheduled audits when 

required 

b. Identify and record any concerns 

or findings, and the evidence 

necessary to substantiate such 

concerns or findings; 

c. Initiate or recommend solutions 

to concerns or findings through 

designated reporting channels; 

d. Verify the implementation of 

solutions within specific timescales; 

  

 

 

 

a. 

 

 

b. 

 

 

 

c. 

 

 

d. 

 

 

 

Is there sufficient auditor resource 

available and can their required 

level of independence be 

demonstrated? 

   

Do the aAuditors report directly to 

the Safety cCompliance 

mMonitoringManmanager? 

   

 

1. A commentator proposes to amend the 

text of bullet point (a) in the second box 

on this page to clearly allow compliance to 

be shown  

 

1. Accepted. The GM is designed to ensure 

the compliance monitoring programmeis in 

place. There is no need therefore to ask for 

any results from a system that may not yet 

be in full effect.  
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Does the defined audit schedule 

cover the following areas, within 

each 12 month period? 

 

a. Organisation 

 

b. Plans and objectives 

 

c. Maintenance procedures 

 

d. FSTD qualification level; 

 

e. Supervision 

 

f. FSTD technical status 

 

g. Manuals, lLogs, and rRecords 

 

h. Defect deferral 

 

i. Personnel training 

 

j. Aircraft and simulator 

 configuration 

 management, including 

 Airworthiness Directives 

 

  

 

 

 

a) 

 

b) 

 

c) 

 

d) 

 

e) 

 

f) 

 

g) 

 

h) 

 

i) 

 

j) 

 

Does the audit schedule allow 

flexibility and unscheduled audits 

when required? 

   

Have any checks or follow-up 

audits taken place in order to 

verify that corrective actions 

were 

taken, and 

effective 

   

 

1. Several deletions of audit items are 

proposed because it is not relevant to ask 

if follow-on audits have actually been 

carried out, whether audit non-

compliances have been found, or if 

corrective actions implemented. The 

answers can only be yes or no and add no 

value to the responses. It is proposed to 

delete the boxes that ask those questions. 

 

  

 

1. Accepted. This GM is designed to assure 

that a compliance monitoring programmeis in 

place having the right procedures or controls. 

To look at the outcome is a function of the 

routine auditing. Whatever the answer, it 

gives no evidence as to the compliance with, 

or effectiveness of, the system.  
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Are significant changes in 

management or organisation 

considered in the audit 

schedule?  

   

How are audit non-compliances 

recorded? 

   

Have audit non-compliances 

been identified? 

   

Are procedures in place to ensure 

that corrective actions are taken in 

response to findings? 

   

Have corrective actions been 

identified and implemented? 

   

Have any follow-up audits 
taken place in order to 
verify that corrective 
actions were 

taken and 

effective 

  

 

a) 

b) 

 

 

Have corrective actions re-

established compliance with the 

standards required by the 

Authority, and any additional 

requirements defined by the 

ATO? 
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Are records of the cCompliance 

mMonitoring pProgramme: 

a) accurate 

b) complete and 

c) readily accessible 

  

 

a) 

b) 

c) 

 

Is there a document retention 

policy covering 

Audit schedules 

Inspection and audit reports 

Responses to findings 

Corrective action reports 

Follow-up and closure reports 

Management evaluation reports 

  

 

a) 

b) 

c) 

d) 

e) 

f) 

 

 

Is there an acceptable and 

effective procedure for providing a 

briefing on the CMS to all 

personnel? 

   

Is there an acceptable and 

effective procedure for ensuring 

that all those responsible for 

managing the CMS receive training 

covering: 

a) An introduction to the concept 

of the CMS 

b) Compliance management 

c) The concept of Compliance 

Assurance 

d) CMS manuals 

e) Audit Techniques 

f) Reporting and recording 

g) How the CMS supports 

continuous improvement within 

the organisation 

  

 

 

 

a) 

 

b) 

c) 

d) 

e) 

f) 

g) 

 

 

1. Proposal to eliminate: 
“Is there an acceptable and effective 
procedure for providing a briefing on the 
CMS to all personal” 
and replacement by: 
“Do all personal know the safety 
management system policy and the 
applicable procedures? 
  
2. A proposal is made to limit CMS 
training content and to omit“reporting, 
recording, and continuous 
improvement”as it is part of the CMS, and 
no specific training is required. 

1. Not accepted. The proposed text would 

not bein line with what is stated in GM1-

OR.ATO.300 § 28 

2. Not accepted. Training is required for all 

parts and elements of the CMS. 
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Are suitable training records 

maintained? 

 

   

Are activities within the CMS sub-

contracted out to external 

agencies? 

   

Do written agreements exist 

between the ATO organisationand 

the sub-contractor clearly defining 

the services and standard to be 

provided? 

   

Are the procedures in place to 

ensure that the necessary 

authorisations/approval when 

required are held by a sub-

contractor? 

   

Are the procedures in place to 

establish that the sub-contractor 

has the necessary technical 

competence? 
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4. CMS MANUAL 

What is the current status of the 

CMSmManual – aAmendment and 

iIssue dDate? 

   

Is there a procedure in place to 

control copies and the distribution 

of the CMSManmanual? 

   

Have Compliance Monitoring 

Objectives been developed from 

the Policy statement, and included 

either directly or by reference in 

the CMS manual? 

   

Is the CMSManmanual signed by 

the Accaccountable Manmanager 

and the Safety cCompliance 

mMonitoringManmanager? 

   

Does the CMSManmanual 

include, either directly or by 

reference to other 

documents, the following: 

a) A description of the organisation 

b) Reference to appropriate FSTD 

technical standards 

c) Allocation of duties and 

responsibilities 

d) Audit procedures 

e) Reporting procedures 

f) Follow-up and corrective action 

procedures 

g) Document retention policy 

h) Training records 

  

 

a) 

b) 

 

c) 

d) 

e) 

f) 

 

g) 

h) 

 

Is there a document retention 

policy covering 

a)  Audit schedules 

a) Inspection and audit reports 

b) Responses to findings 

c) Corrective action reports 

d) Follow-up and closure 

reports 

e) Management evaluation 

reports 

  

 

a) 

b) 

c) 

d) 

e) 

f) 

 

 

 

1. The audit checklist item covering 

document retention policy would be better 

placed on page 66 after the box talking 

about content of the CMS manual that 

relates to the retention policy. 

2. A comment is made to replace “Is the 

CMS manual signed by the accountable 

manager and the compliance monitoring 

manager?” by “Is the CMS manual 

approved by an authorized person from 

the organisation? 

 

 

1. Moved here from section 3.  of the table 

because it is more logical to identify the need 

for retention policy and then ask what it 

consists of rather than to define it first and 

then subsequently ask if it is a policy. With 

its placement in section 4. of the table it will 

ease the review and makes the flow of 

information more logical. 

2. The accountable manager has ultimate 

responsibility for the implementation of the 

CM. His/her signature implies the 

commitment quoted within the comment. 

The CM manager must sign also as 

responsible for monitoring of the CM 

programme. 
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Does the CMSManmanual 

include, either directly or by 

reference to other 

documents, the following 

procedures for day to day 

operation of the FSTD: 

a) Ddefect reporting 
systems 

b) Ddefect rectification 
processes 

c) Ttracking mechanisms 

d) Ppreventative 
maintenance 
programmes 

e) Sspares handling 

f) Eequipment calibration 

g) Cconfiguration 
management of the 
device including visual, 
IOS and navigation 
databases. 

h) Configuration cControl 
sSystem to ensure the 
continued integrity of the 
hardware and software 
qualified. 

i) QTG running and function 
and subjective tests. 

  

 

 

a) 

b) 

c) 

d) 

 

e) 

f) 

g) 

 

h) 

 

 

i) 

 

Does the CMSManmanual 

include, either directly or by 

reference to other 

documents, procedures for 

notification of the 

competent aAuthorities of 

the following: 

a) Aany change in the 
organisation including 
Company name, location, 
management 

b) Mmajor changes to a 
qualified device 

c) Ddeactivation or 
relocation of a qualified 
device 

d) Mmajor failures of a 
qualified device 

e) Mmajor safety issue 
associated with the 
installation 

  

 

 

a) 

 

 

b) 

 

c) 

d) 

 

e) 

 

 

1. Commenton item d) “major failures of 

a qualified device" has resulted in much 

confusion about what constitutes a major 

failure, and when, how, and who is to be 

notified. It is proposed to remove the 

requirement to report major failures of a 

qualified device. 

  

 

1. Not accepted. At least any serious failure 

which affects flight crew training, testing 

and checking in that way that negative 

training would be provided if the device 

would continue its operation; or  

if the failure affects the level of 

qualification and the failure cannot be 

rectified in a reasonable time so that not 

only one but different missions will be 

affected; 

and in any case if the FSTD 

operator/instructor is uncertain if given 

credits will be affected,  

should be considered as a "major failure". 
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Does the CMSManmanual define 

acceptable and effective 

procedures to ensure compliance 

with applicable hHealth and 

sSafety rRegulations, including: 

a) Safety briefings 

b) Fire/Smoke detection and 

suppression 

c) Protection against electrical, 

mechanical, hydraulic and 

pneumatic hazards 

d) Other items as defined in 

AMC1- to OR.ATO.315  

  

 

 

 

a) 

b) 

 

c) 

 

d) 

 

Does the CMSManmanual include 

acceptable and effective 

procedures for regularly checking 

FSTD safety features such as 

emergency stops and emergency 

lighting, and are such tests 

recorded? 

   

 

2. A proposal is made to delete the item 

“Does the CMS manual define procedures 

to ensure compliance with health and 

safety regulations? 

 

Not accepted. This item in the checklist 

merely calls to assure that operator complies 

with regulated H&S at the place of operation. 

Compliance with health & safety is a 

requirement. (OR.ATO.315).  

  

5. COMPLIANCE MEASURES 

Have cCompliance mMonitoring 

oObjectives been developed 

from the Policy statement, and 

included either directly or by 

reference in the CMS manual? 

   

Does the CMS include processes to 

produce and review appropriate 

metrics data? 

 

   

Do these cCompliance measures 

track the following: 

a) FSTD aAvailability 

b) Numbers of defects 

c) Open defects 

d) Defect closure rates 

e) Training session interrupt rates 

f) Training session cCompliance 

rRating 

  

 

a) 

b) 

c) 

d) 

e) 

f) 

 

Do the cCompliance mMeasures 

support the Compliance objectives? 

   

 

1. Proposal: text box starting with “Have 

compliance monitoring objectives been..” 

to be moved from section 4. to section 5. 

of this table because this topic is better 

placed there. 

1. Accepted. Text box is moved because this 

box asks if compliance measures and 

objectives have been established.  The rest 

of section 5. follows logically from that 

question. 
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Required actions/Comments 

 

 

 

 
 

    

Signature:……………………………………………………… 

Date:…………………………………. 

    

     

GM3-to OR.ATO.300 General 
[MS:3; IND:4; INDIV:1] 

 

   

COMPLIANCE MONITORING SYSTEM – GUIDANCE FOR ATOS 

ORGANISATIONSOPERATING FSTDS TO PREPARE FOR A 

COMPETENT AUTHORITY EVALUATION 

    

1.  Introduction.     

 The following paragraphs materialprovides guidance on 

what is expected by the competent aAuthorities to 

support the discussion during the preliminary briefing 

which is a first step of any initial or recurrent evaluation 

of an FSTD carried out by an Authoritycompetent 

authority. 

    

 This document has been developed as well to standardise 

working methods throughout Member States and to 

develop effective CMS spot checks to satisfy the 

applicable requirements and therefore to ensure the 

highest standards of training are attained. 

    

2.  Document form.     

 Different document forms can be considered. 

Nevertheless, it appears that the best solution is a 

dossier, which includes all the information required by the 

Authorities. 

    

3.  Contents of the dossier for an initial evaluation:     

a. tType of FSTD and qualification level requested;     
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b. eEvaluation agenda: including date of evaluation, 
name of people involved for the Authority 
competent authority, contact details for the FSTD 
operator, schedules for the subjective flight profile, 
QTG rerun; 

    

c. FSTD identification including, type of FSTD, 
manufacturer, registration number, date of entry 
into service, host computer, visual system, motion 
system, type of IOS, simulated version(s), 
standards of all the aircraft computers (if 
applicable); 

    

d. Recent and ppPlanned modifications; Proposal to delete the requirement for a 

dossier for initial evaluations containing 

recent and planned modifications because 

itis not appropriate for an initial 

evaluation.  An initial evaluation reviews a 

standard for the first time and therefore 

an FSTD being presented for an initial 

qualification cannot be considered as 

“modified”.  Planned future modifications 

are part of the normal CMS controls and 

irrelevant directly to the initial evaluation. 

 

Partially accepted. There might be cases 

where  "planned modifications" would be of 

interest at an initial evaluation. 

 

  

e. sSubjective open defect(s);     

f. aAirport visual databases including for each visual 
scene, name of the airport, IATA and ICAO codes, 
type of visual scene (specific or generic), additional 
capabilities (e.g. Snow snow model, WGS 84 
compliance, EGPWS); and 

    

g. QTG status: the list should include for each QTG 
test available the status of the tests following the 
FSTD operator and competent aAuthority reviews; 

    

h. Additional white pages to take notes.     

4.  Contents of the dossier for a recurrent evaluation:     

a.  tType of FSTD and qualification level 

requested; 

    

b.  eEvaluation agenda, including date of 

evaluation, name of people involved for the 

Authority competent authority, contact 

details for the operator, schedules for the 

subjective flight profile, QTG rerun and QTG 

review; 
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c.  FSTD identification, including type of FSTD, 

manufacturer, registration number, date of 

entry into service, host computer, visual 

system, motion system, type of IOS, 

simulated version(s), standards of all the 

aircraft computers (if applicable); 

    

d.  sStatus of items raised during the last 

evaluation and date of closure; 

    

e.  rReliability data: training hours month by 

month during the past year, numbers of 

complains complaints mentioned in the 

tTechnical lLog, training hours lost, availability 

rate; 

It proposed to clarify the meaning of the 

text to prevent FSTD operators from 

presenting sometimes commercial data 

and rates which are much less relevant 

than the technical ones.  

 

Noted. It is the opinion of the Agency that 

the meaning of "reliability data" is clear in 

this context with the given examples and 

that item 5 addresses the technical reliability 

(an authority is interested in). A change of 

the wording would not preclude an FSTD 

operator from presenting commercial data 

and rates as well. 

 

  

f.  oOperational data: a list of the simulatorFSTD 

users during overthe previous 12 last 

months should be provided, with number of 

training hours; 

A commentator states that this item 

requires the operator to provide 

confidential business data and therefore 

to delete this requirement. 

  

 

Not accepted. Since all data supplied to the 

competent authority are confidential it is not 

a problem to release such a list. 

 

  

g.  fFailure tabulation including categorisation of 

failures (ATA chapter by ATA chapter and 

Pareto diagram, ARINC classification); 

Suggestion is made to delete this point as 

it is not relevant/useful all the times to 

FSTDs and it puts a further burden on 

operators to tabulate this. 

Not accepted. The Agency does not see a 

burden when asking for a sorted presentation 

of failures. As it is guidance material take the 

way of classification in parantheses as an 

example. Especially for recurrent evaluations 

all parties involved benefit from a quick but 

effective evaluation. It would be a burden for 

all of them if this time has to be extended 

due to work which falls under "preparatory 

work". 

 

  

h.  dDetails of main failures leading to training 

interruption or multiple occurrences of some 

failures; 

    

i.  rRecent and planned modifications; 
   

  

j.  sSubjective open defect(s);     
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k.  aAirport visual databases including for each 

visual scene, name of the airport, ATA and 

ICAO codes, type of visual scene (specific or 

generic), additional capabilities (Snow model, 

WGS 84 compliance, EGPWS); and 

    

l.  QTG status: the list should include for each 

QTG test available, the date of run during the 

past year, any comment, and the status of the 

tests.; 

    

Additional white pages to take notes.     

     

AMC1- to OR.ATO.310(a)Modifications 

GENERAL 

[MS:3; IND:3; INDIV:0] 

 

   

1. It is required that the The simulator FSTD, where 

applicable, should be maintained in a configuration that 

accurately represents the aircraft being simulated. This 

may be a specific aircraft tail number or may be a 

representation of a common standard. 

    

2. Users of the device should always be required to 

produceestablish a differences list for any device they 

intend to use, and to identify how any differences should 

be covered in training. In order to ensure each device is 

maintained in the appropriate configuration, the 

organisation ATO operating an FSTD should have a 

system that ensures that all relevant aAirworthiness 

dDirectives (ADs) are introduced where applicable on 

affected simulators FSTDs. 

It is proposed to delete the text relating to 

users and differences list because these 

requirements are solely aimed at the ATO.  

Users of the device will be customer 

airlines with defined aircraft standards.   

 

Not accepted. If an ATO operating an FSTD is 

itself a userthere may be differences to the 

used aircraft. There may be differences as 

well between the type of aircraft operated by 

an airline and the used FSTD (simulator) as 

there are variants of types. So the Agency 

decides to keep the text in as it is. 

 

  

3. In order to do this, Organisations ATOs are reminded 

that ADs from both the State of Design of the aircraft and 

the State where the FSTD is located need to be 

monitored. It is common for ADs from the State of Design 

of an aircraft are usually to be automatically adopted 

applicable, unless specifically varied by the aircraft’s 

State of Registry. 

It is proposed to change the text for 

clarity. 

Accepted. Text is changed   
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4. It may also be necessary to monitor ADs issued by 

Sstates where users of the device have aircraft 

registered. In addition to ADs, the STD FSTDoperator 

also needs to put in place processes that ensure all 

aircraft modifications are reviewed for any effect on 

training, testing and testingchecking. This should 

usually require review of the aircraft manufacturers 

sService bBulletins and may require a specific link to the 

aircraft manufacturer to be developed. In practice this 

link is often established through aircraft operators 

who use the device. 

A proposal is made to add text to § 4 and 

delete 5 as it is speculative. 

  

 

Accepted. Test is modified and 5. has been 

deleted. 

  

5. It may be necessary for this link to be created through 

the users of the device, as some aircraft manufacturers 

have been reluctant to share such information directly 

with ATOs operating FSTDs who are not also aircraft 

operators. 

    

     

AMC1- to OR.ATO.310(b) Modifications 

EXAMPLES OF MAJOR MODIFICATIONS 

[MS:1; IND:2; INDIV:0] 

 

   

1. It has always proven difficult to provide a comprehensive 

definition of what level of change should be considered 

major.The following are examples of modifications 

that wouldshould be considered as major.  This list 

is not exhaustive list and modifications need to be 

classified on a case-by-case basis: 

a.  aAny change that affects the QTG; 

b. iIntroduction of new standards of equipment 

such as flight management and guidance 

computer (FMGCs) andupdated aerodynamic 

data packages;. 

c. rRe-hosting of the FSTD software; 

d. iIntroduction of features that model new 

training scenarios; e.g. traffic alert and 

collision avoidance system (TCAS), enhanced 

ground proximity warning system (EGPWS); 

e. aAircraft modifications which could affect the 

FSTD qualification; and 

f. FSTD hardware or software modifications that 

could affect the handling qualities, 

performance or system representation. 

Different changes to this paragraph are 

proposed because: 

- it has proven difficult to define what is a 

major change 

i. the format is erroneous 

ii. rewording makes it more clear 

Accepted. The AMC has been redrafted.   
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2. OrganisationsATOsoperating FSTDs are reminded 

that the requirement is for the competent authority 

to be notified of such changes.Any change that affects 

the QTG should always be considered major. 

A commentator mentions that no timelines 

are provided and suggests that prescribed 

time lines are specified for notification and 

approval.  

Noted. Timelines should be agreed with the 

competent authority. If the authority will be 

notified too late and an evaluation is 

considered by the competent authority as 

necessary, there will be a period between the 

implementation of the change and this 

special evaluation where the FSTD has no 

valid qualification and no credits can be 

granted.  

 

  

3. This does not imply that the competent authority 

will always wish to directly evaluate the change. 

The competent authority should be mindful of the 

potential burden placed on the organisationATO by 

a special evaluation and should always consider 

that burden when deciding if such an evaluation is 

necessary.Introduction of new standards of equipment 

such as FMGCs and updated aerodynamic data packages 

would normally be considered major. 

    

4. Re-hosting of the FSTD software would be classified as 

major.The organisationATO operating FSTDs should 

have an internal acceptance process for 

modifications, to be used when implementing all 

modifications, even if the competent authority has 

made a decision to carry out an evaluation. 

    

5. Introduction of features that model new training 

scenarios; e.g., TCAS, EGPWS would normally be 

classified as major. 

    

6. ATOs are reminded that the requirement is for the 

Authority to be notified of such changes. 

    

7. This does not imply that the Authority will always wish to 

directly evaluate the change. The Authority should be 

mindful of the potential burden placed on the ATO by a 

special evaluation and should always consider that burden 

when deciding if such an evaluation is necessary. 

    

8. A decision by the Authority to evaluate a change does not 

imply that the ATO does not need its own internal 

acceptance process to 
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AMC1- to OR.ATO.315 Installations 

MINIMUM ELEMENTS FOR SAFE OPERATION  

[MS:0; IND:0; INDIV:1] 

One comment which is irrelevant 

and without any information or 

proposal 

    

1. Introduction.     

1.1a. This AMC identifies those elements that are expected to be 

addressed, as a minimum, to ensure that the FSTD installation 

provides a safe environment for the users and operators of the FSTD 

under all circumstances. 

    

2. Expected Elements.     

2.1a. Adequate fire/smoke detection, warning and suppression 

arrangements should be provided to ensure safe passage of 

personnel from the FSTD. 

    

2.2b. Adequate protection should be provided against electrical, 

mechanical, hydraulic and pneumatic hazards,– including those 

arising from the control loading and motion systems, to ensure 

maximum safety of all personnel personsin the vicinity of the FSTD. 

    

2.3c. Other areas that should be addressed include:     

ia. aA two-way communication system that remains operational in 

the event of a total power failure; 

    

iib. eEmergency lighting;     

iiic. eEscape exits and escape routes;     

ivd. oOccupant restraints (seats, seat belts etc.);     

ve. eExternal warning of motion and access ramp or stairs activity;     

vif. dDanger area markings;     

viig. gGuard rails and gates;     

viiih. mMotion and control loading emergency stop controls 

accessible from either pilot or instructor seats; and 

    

ixi. Aa manual or automatic electrical power isolation switch.     

     

GM1- to OR.ATO.315 Installations 

GENERAL 

[MS:2; IND:1; INDIV:0]    

1. The intent of this requirement OR.ATO.315 is to establish that the 

organisationATO operating an FSTD has all the necessary procedures in 

place to ensure that the FSTD installation remains in compliance with all 

requirements affecting the safety of the device and its users. 
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2. The Authority should routinely audit the procedures to establish that they 

are properly implemented and effective, but should not, necessarily, carry 

out checks directly. 

It is commented that this paragraph 

places obligations on a competent 

authority, which would form part of 

the normal CMS auditing process 

and thus to delete the text.  

Accepted. Text deleted.   

32. Based on experience, it is likely that the competent aAuthority should 

pay particular attention to the quality of safety briefings on the FSTD 

provided to users and instructors,on the FSTD and to the execution of 

regular checks on the FSTD safety features. 

    

43. It is recognised that certain checks, such as that of the emergency stop, 

can have adverse impact on the FSTD if carried out in full. 

    

54. It is acceptable to develop a procedure that protects elements of the 

device by shutting them down in advance, in a more controlled manner, 

provided it can be shown that the procedure still demonstrates the whole 

device can be shut down by the operation of a single emergency stop 

button, when required. 

It is proposed to amend the text by 

adding an exception for projectors 

saying “Exception can be made for 

projectors as shutting them down 

before the end of the cooling fan 

cycle can result in a fire.”, because 

projector manufacturers themselves 

usually prescribe to not shut down 

projectors before the end of the 

cooling fan cycle because of this fire 

risk.  

 

Not accepted. That could end up in a 

more or less philosophical discussion 

- saving life or saving material. In an 

emergency case when hydraulic or 

electrical power has to be cut off to 

save lives and to evacuate the crew 

the possible fire (not 

necessarily) caused by an 

overheated projector may be 

negligible. The instruction manual of 

the projector manufacturer gives 

advice on how to operate the 

projectors but does not consider an 

emergency case in the FSTD. 

 

  

     

Chapter 2 -Requirements for the qualification of FSTDs 
    

     

AMC1- to OR.ATO.350 Application for FSTD qualification 
[MS:2; IND:4; INDIV:1]    

LETTER OF APPLICATION FOR INITIAL EASA EVALUATIONQUALIFICATION OF 

AN FSTD; EXCEPT BASIC INSTRUMENT TRAINING DEVICE (BITD) 

    

A sample of letter of application is provided overleaf.     

     

Part A     

To be submitted not less than three3 months prior to requested 
qualification date 

    

     

  (Date)       

PRINCIPAL INSPECTOR It is proposed to delete “Principle 

Inspector” because the use of the 

term “Principal Inspector” is 

Accepted. Text deletedbecause this 

is not a term that is used elsewhere, 

and the addressee of the application 
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questioned.   

  

 

will vary between authorities. 

(Office – Competent Authority)     

(Address)…………………………………………….       

(City)…………………………………………………..       

(Country)…………………………………………….       

     

Type of 
FSTD 

Aircraft 
Type/class 
 

Qualification Level Sought 

Full Flight 
Simulator 
 
FFS 

 A B C D Sp./Ca
t 

Flight 
Training 
Device 
 
FTD 

 1 2 3   

Flight and 
Navigation 
Procedures 
Trainer 
 
FNPT 

 I II III II MCC III 
MCC 

 

    

Grandfather rights requested (FFS only): YES/NO Proposal made: In Part A, the two 

text lines just below the table 

(Grandfather rights ….,and Interim 

Qualification Level…) should be 

deleted, because the applicant seeks 

for a qualification in general. It is 

under the responsibility of the 

authority to provide grandfather 

rights or an interim qualification 

level. 

 

Partially accepted. The second line 

(Interim Qualification..) will be 

retained to prompt a dialogue 

between the authority and the party 

submitting the application. 

 

  

 
    

Interim Qualification Level requested: YES/NO 
    

Dear,     

<Name of Applicant> requests the evaluation of its fFlight sSimulation 
tTraining dDevice<oOperator’s identification of the FSTD> for EASA 
qualification. The <FSTD mManufacturer’snName> FSTD with its <vVisual 
sSystem and mManufacturer’snName, if applicable>vVisual sSystem.is fully 
defined on page <......> of the accompanying Qualification Test Guide (QTG) 
which was run on <date> at <place>. 

To be coherent with the following 

paragraph where it is noted that 

“The QTG will be submitted….” it is 

proposed to delete the last part of 

this paragraph. 

Accepted. Text deleted.   



Part-OR 

Page 598 of 612 

Evaluation is requested for the following configurations and engine fits as 
applicable: 

    

e.g. 767 PW/GE and 757RR     

1.....…...     

2.....…...     

3.....…...     

Dates requested are: <date(s)> and the FSTD will be located at <place>.     

The objective tests of the QTG will be submitted by <date> and in any 
event not less than 30 days before the requested evaluation date 
unless otherwise agreed with the competent authority. 

It is commented that the “30 days” 

are in conflict with the “21 days“ 

quoted in AMC 1 to 

AR.ATO.200(a)(1) Initial evaluation 

procedure paragraph 2. 

 

Noted. In AMC 1 to AR.ATO.200 

(a)(1) "21 days" has been changed 

back to "30 days". 

 

  

     

Comments:     

……………………………………………………………………………………………………………………………………
……………………………………………………………………………………………………………………………………
…………………………………. 

    

     

Signed     

………………………………………………………     

     

Print name:  ……………..     

Position/appointment held: ……………..     

E-mail address: ……………..     

Telephone number: ……………..     

     

Part B     

To be completed with attached QTG results     

     

   (Date) ……………………….      

We have completed tests of the FSTD and declare that it meets all applicable 
requirements except as noted below. Appropriate hardware and software 
configuration control procedures have been established and these are appended 
for your inspection and approval. 

 Deleted after internal review.   
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The following MQTG tests are outstanding:     

 
    

Tests Comments 

  

  

  

  

  

  

  

  

  

    

(Add boxes as required)     

     

It is expected that they will be completed and submitted three3 weeks prior to 
the evaluation date. 

    

     

Signed     

………………………………………………………     

     

Print name:  ……………..     

Position/appointment held: ……………..     

E-mail address: ……………..     

Telephone number: ……………..     

     

Part C     

To be completed not less than seven7 days prior to initial evaluation     

     

  (Date) ……………………….      

     

The FSTD has been assessed by the following evaluation team:     

 .....................  (Name) ............  Qualification ................      
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 .....................  (Name) ............  Qualification ................      

 .....................  (Name) ............  Qualification ................      

 .....................  (Name) ............  Pilot’s Licence Nr................     

 .....................  (Name) .............  Flight Engineer’s Licence Nr (if applicable)    

� FFS/FTD: This team attest(s) that theit <type of FSTD>conforms to 
the aeroplane flight deck/helicopter flight deckcockpit configuration of 
<.......... (nName oforganisationATO operating the FSTDaircraft 
operator (if applicable), ).......... (type of aeroplane/helicopter) 
>aeroplane/helicopter within the requirements for <type of FSTD 
and level> and that the simulated systems and subsystems function 
equivalently to those in that aeroplane/helicopter. Theis pilot of this 
evaluation team has also assessed the performance and the flying 
qualities of the FSTD and finds that it represents the designated 
aeroplane/helicopter. 
 

� FNPT: This team attest(s) that the<type of FSTD>represents 
theflight deck or cockpit environment of a <aeroplane/helicopter 
or class of aeroplane/type of helicopter>within the requirements 
for <type of FSTD and level>and that the simulated systems 
appear to function as in the class of aeroplane/type of helicopter. 
The pilot of this evaluation team has also assessed the 
performance and the flying qualities of the FSTD and finds that it 
represents the designated class of aeroplane/type of helicopter. 

 Modified after internal review to 

address the different types of FSTD. 

  

     

(Additional comments as required)     

…………………………………………………………….     

…………………………………………………………….     

…………………………………………………………….     

     

Signed     

………………………………………………………     

     

Print name:  ……………..     

Position/appointment held: ……………..     

E-mail address: ……………..     

Telephone number: ……………..     
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GM1- to OR.ATO.350 Application for FSTD qualification 
[MS:0; IND:3; INDIV:0]    

USE OF FOOTPRINT TESTS IN QUALIFICATION TEST SUBMISSION     

1. Introduction     

1.1a. Recent experience during initial qualification of some full flight 

simulators (FFS) has required acceptance of increasing numbers of 

fFootprint tests. This is particularly true for simulators FFSsof 

smaller or older aircraft types, where there may be a lack of aircraft 

flight test data. However, the large number of fFootprint tests 

offered in some QTG’s QTGshas given rise to concern. The different 

and, in some areas increased number of QTG tests has exacerbated 

the problem. 

    

1.2b. Although thisThis guidance is only applicable to FFS 

aeroplane,qualifications, the advice and guidance provided is equally 

applicable to FTD aeroplane, FFS helicopter and FTD helicopter 

qualifications. 

A commentator mentions that there 

is a contradiction within the 

sentence with regard to the different 

types of devices. 

 

Accepted. The text is modified to 

avoid the contradiction and for 

clarity. 

  

2. Terminology     

2.1a. Footprint test - footprint test data are derived from a 

subjective assessment carried out on the actual FSTD 

requiring qualification. The assessment and validation of 

thesedata are carried out by a pilot appointed by the 

competent authority. The resulting data are the footprint 

validation data for the FSTD concerned. 

Footprint test - fFootprint test data from the actual training FSTD 

requiring qualification validated by the competent authority 

appointed pilot subjective assessment. The result obtained is said to 

be the footprint validation data for the FSTD. 

    

3. Recommendation     

3.1a. It is permitted to use footprint data where flight test data is not 

available. Only when all other alternative possible sources of data 

have been thoroughly reviewed without success may a footprint test 

be acceptable, subject to a case-by-case review with the competent 

authorities concerned, and taking into consideration the level of 

qualification sought for the FSTD. 

    

3.2b. Footprint test data should be:     

i. cConstructed with initial conditions and FFS set up in the 

appropriate configuration (e.g. correct engine rating) for the 

required validation data;. 

    

ii. aA manoeuvre representative of the particular aircraft being 

simulated;. 

    

iii. mManually flown out by a type rated pilot who has current 

experience on type (see Note 1) and is deemed acceptable by 
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the competent authority (see Note 2);. 

iv. cConstructed from validation data obtained from the footprint 

test manoeuvre and transformed into an automatic test;. 

    

v. aAn automatic test runs as a fully integrated test with pilot 

control inputs; and. 

    

vi. aAutomatically run for the iInitial qQualification and recurrent 

evaluations. 

    

Note 1: In this context, “current” refers to the pilot experience on the aircraft, and not  to 

the Part-FCL standards. 

    

Note 2: The same pilot should sign off the complete test as being fully representative.     

3.3c. A clear rationale should be included in the QTG for each footprint 

test. These rationales should be added to and clearly recorded within 

thevValidation dData rRoadmap (VDR) in accordance with and as 

defined in Appendix 2 to AMC No. 1- to CS-FSTD(A).300. 

    

3.4d. Where the number of footprint tests is deemed by the competent 

authority to be excessive, the maximum level of qQualification may 

be affected. The competent authority should review each area of 

validation test data where the use of footprint tests as the basis for 

the validation data, is proposed. Consideration should be given to 

the extent to which footprint tests are used in any given area.  

3.5.  For example, it would be unacceptable if all or the vast majority of 

take-off tests were proposed as footprint tests, with little or no flight 

test data being presented. It should be recognised, therefore, that it 

may be necessary for new flight test data to be gathered if the use 

of footprint tests becomes excessive, not just overall, but also in 

specific areas. 

One commentator states that the 

term "excessive" referring to the 

acceptable number of footprint tests 

is undefined and proposes to change 

the statement to define an 

acceptable number of footprint tests 

or percentage of the total number of 

tests that would be considered 

acceptable. 

 

Not accepted. The text remains 

unchanged because a guideline is 

given in the same paragraph and it 

should be left to the discretion of the 

competent authority to determine an 

acceptable number of footprint tests 

on a case-by-case basis. 

 

  

3.63.5e. For recurrent evaluation purposes an essential match is to be 

expected. Validation tests using footprint data, which do not provide 

an essential match, should be justified to the satisfaction of the 

competent authority. 

    

3.7.3.6f. The competent authority should be consulted at the 

point of definition of the aircraft data for qualification prior to 

the procurement of the device if footprint tests need to be 

used.  

The competent authority should be consulted well in advance of the QTG 

submission if footprint tests are to be used. 

One commentator states that the 

words "well in advance" are entirely 

subjective and proposes to define a 

certain deadline until when the 

competent authority should be 

consulted in advance of the QTG 

submission if footprint tests are to 

be used (e.g. 30 days) 

 

Partially accepted. The text has been 

modified to make more clear when 

the competent authority should be 

consulted. 

  

     

AMC1- to OR.ATO.370 Interim FSTD qualification 
    

NEW AIRCRAFT FULL FLIGHT SIMULATOR/FLIGHT TRAINING DEVICE 

(FFS/FTD) QUALIFICATION – ADDITIONAL INFORMATION 
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1. It is usual that Aaircraft manufacturer’s’approved final data for 

performance, handling qualities, systems or avionics will not beare 

seldom available until well after a new or derivative aircraft has entered 

service. It Because itis often necessary to begin flight crew training and 

certification several months prior to the entry of the first aircraft into 

service,and consequently it may be necessary to use aircraft 

manufacturer-provided preliminary data for interim qualification of FSTDs. 

This is consistent with the possible interim approval of operational 

suitability data (OSD) relative to FFS in the type certification 

process under Part-21. 

    

2. In recognition of the sequence of events that should occur and the time 

required for final data to become available, the competent authority may 

accept the use of certain partially validated preliminary aircraft and 

systems data, and early release (‘red label’) avionics in order to permit 

the necessary programme schedule for training, certification and service 

introduction. 

    

3. OrganisationsATOs seeking qualification based on preliminary data 

should, however, consult the competent authority as soon as it is known 

that special arrangements will be necessary, or as soon as it is clear that 

the preliminary data will need to be used for FSTD qualification. Aircraft 

andFSTD manufacturers should also be made aware of the needs and be 

agreed party toagree on the data plan and FSTD qualification plan. The 

plan should includeThere should be periodic meetings to keep the 

interested parties informed of the project’s status. 

    

4. The precise procedure to be followed to gain competent authority 

acceptanceof touse preliminary data should vary from case to case and 

between aircraft manufacturers. Each aircraft manufacturer’s new aircraft 

development and test programme is designed to suit the needs of the 

particular project and may not contain the same events or sequence of 

events as another manufacturer’s programme or even the same 

manufacturer’s programme for a different aircraft. Hence, there cannot be 

a prescribed invariable procedure for acceptance ofto use preliminary 

data, but instead there should be a statement describing the final 

sequence of events, data sources, and validation procedures agreed by 

the FSTD operator, the aircraft manufacturer, the FSTD manufacturer, and 

the competent authority.The approval by the Agency of the definition 

of scope of the aircraft validation source data to support the 

objective qualification as part of the OSD can also be an interim 

approval in case of preliminary data. The preliminary data to be 

used should be based on this interim approval. 

    

5. There should be assurance that the preliminary data are the 

manufacturer’s best representation of the aircraft and reasonable 

certainty that final data will not deviate to a large degree from these 

preliminary, but refined, estimates. First of all there should be an 

interim approval of operational suitability data (OSD) relative to 

flight simulators in the type certification process under Part-21. 

Furthermore, the Data data derived from these predictive or 

preliminary techniques should be validated by available sources including, 

at least, the following: 

    

a.  Manufacturer’s engineering report. Such reports explains the 

predictive method used and illustrates past successes of the method 
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on similar projects. For example, the manufacturer could show the 

application of the method to an earlier aircraft model or predict the 

characteristics of an earlier model and compare the results to final 

data for that model. 

b.  Early flight tests results. Such data will often be derived from 

aircraft certification tests, and should be used to maximum 

advantage for early FSTD validation. Certain critical tests, which 

would normally be done early in the aircraft certification programme, 

should be included to validate essential pilot training and 

certification manoeuvres. These include cases in which a pilot is 

expected to cope with an aircraft failure mode, including engine 

failures. The early data available will, however, depend on the 

aircraft manufacturer’s flight test programme design and may not be 

the same in each case. However it is expected that the flight test 

programme of the aircraft manufacturer includes provisions for 

generation of very early flight tests results for FSTD validation. 

    

6. The use of preliminary data is not indefinite. The aircraft manufacturer’s 

final data should be available within 6 sixmonths after the aircraft’s first 

‘service entry’ or as agreed by the competent authority, the  

organisationATO and the aircraft manufacturer, but usually not later 

than 1 oneyear. In applyingWhen an organisationATO applies for an 

interim qualification, using preliminary data, the organisationATO and 

the competent authority should agree upon the update programme. This 

should normally specify that the final data update will be installed in the 

FSTD within a period of 6 sixmonths following the final data release 

unless special conditions exist and a different schedule agreed. The FSTD 

performance and handling validation would then be based on data derived 

from flight tests. Initial aircraft systems data should be updated after 

engineering tests. Final aircraft systems data should also be used for 

FSTD programming and validation. 

    

7. FSTD avionics should stay essentially in step with aircraft avionics 

(hardware &andsoftware) updates. The permitted time lapse between 

aircraft and FSTD updates is not a fixed time but should be minimal. It 

may depend on the magnitude of the update and whether the QTG and 

pilot training and certification are affected. Permitted differences in 

aircraft and FSTD avionics versions and the resulting effects on FSTD 

qualification should be agreed between the organisationATO and the 

competent authority. Consultation with the FSTD manufacturer is 

desirable throughout the agreement of the qualification process. 

    

8. The following describes an example of the design data and sources which 

might be used in the development of an interim qualification plan:. 

    

a.  The plan should consist of the development of a QTG based upon a 

mix of flight test and engineering simulation data. For data collected 

from specific aircraft flight tests or other flights, the required 

designed model and data changes necessary to support an 

acceptable pProof of mMatch(POM) should be generated by the 

aircraft manufacturer. 

    

b.  In order that the two sets of data are properly validated, the aircraft 

manufacturer should compare their simulation model responses 

against the flight test data, when driven by the same control inputs 

and subjected to the same atmospheric conditions as were recorded 
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in the flight test. The model responses should result from a 

simulation where the following systems are run in an integrated 

fashion and are consistent with the design data released to the FSTD 

manufacturer: 

 (1)i. Propulsion     

 (2)ii. Aerodynamics     

 (3)iii. Mass properties     

 (4)iv. Flight controls     

 (5)v. Stability augmentation     

 (6)vi. Brakes and landing gear.     

9. For the qualification of FSTD of new aircraft types, it may be beneficial 

that the services of a suitably qualified test pilot are used for the purpose 

of assessing handling qualities and performance evaluation. 

    

     

GM to1- OR.ATO.370 Interim FSTD qualification 
    

NEW AIRCRAFT FFS/FTD QUALIFICATION – ADDITIONAL INFORMATION     

1. A description of aircraft manufacturer-provided data needed for flight 

simulator modelling and validation is to be found in the IATA Document 

‘Flight Simulator Design and Performance Data Requirements’ – (Edition 6 

2000 or as amended). 

    

2. The pProof of mMatch should meet the relevant tolerances in AMC- No. 

1- to CS-FSTD(A).300 tolerances.respectively AMC1-CS-FSTD(H).300. 

    

     

AMC1 – OR.ATO.375(b)(4) Duration and continued validity 

EXPERIENCE OF THE ASSIGNED PERSON 

    

The assigned person should have experience in FSTDs and training. The 
person may have FSTD experience or training experience with an 
education in FSTD evaluation procedures only, provided the other element 
of expertise is available within the organisation and a procedure for 
undertaking the annual review and reporting to the competent authority 
is documented within the compliance monitoring function. 

 

 Moved from OR.ATO.375(b)(4)   

AMC to1- OR.ATO.380(b) Changes to the qualified FSTD 
    

UPDATING AND UPGRADING EXISTING FSTDS     

1. An update is a result of a change to the existing device where it retains its 

existing qualification level.and Tthe change can may be certified through 
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a recurrent inspection or an extra inspection if deemed necessary by the 

competent authority according to the applicable requirements in effect at 

the time of initial qualification. 

2. If such a change to an existing device would imply, that the performance 

of the device could no longer meet the requirements at the time of initial 

qualification, but that the result of the change would, to in the opinion of 

the competent authority, clearly mean an improvement to the 

performance and training capabilities of the device altogether, than then 

the competent authority might accept the proposed change as an update 

while allowing the device to retain its original qualification level. 

    

3. An upgrade is defined as the raising of the qualification level of a device, 

or an increase in training credits, which can only be achieved by 

undergoing an initial qualification according to the latest applicable 

requirements. 

    

4. As long as the qualification level of the device does not change, all 

changes made to the device should be considered to be updates pending 

approval by the competent authority. 

    

5. An upgrade, and consequent initial qualification according to the latest 

applicable requirements, is only applicable when the organisation ATO 

requests another qualification level (re-categorisation) for the FSTD. 

    

     

AMC1-OR.ATO.390 Record keeping 

FSTD RECORDS 

 

FSTD records to be kept: 

1. for the lifetime of the device: 

 

a. the MQTG of the intial evaluation 

b. the qualification certificate of the initial evaluation 

c. the initial evaluation report 

 

2. for a period of at least five years (in paper or electronic format): 

a. recurrent QTG runs 

b. recurrent evaluation reports 

c. reports of internal functions and subjective testing 

d. Technical log 

e. CMS report 

f. Audit schedule 

g. Evaluation programme 

h. Management evaluation reports 

i. Obsolete procedures and forms 
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SECTION IV - ADDITIONAL REQUIREMENTS FOR ATOS 
PROVIDING SPECIFIC TYPES OF TRAINING 

    

Chapter 1 – General distance learning courses 
    

     

AMC1 OR.ATO.400 General 

DISTANCE LEARNING 

MS(2)  
 

 

1. A variety of methods are is open to ATOs to present course material. It is, 

however, necessary for ATOs to maintain comprehensive records in order 

to ensure that students make satisfactory academic progress and meet 

the time constraints laid down in Part-FCL for the completion of modular 

courses. 

 Not accepted. As explained in 

paragraph 10 of the Explanatory 

Note of NPA 2008-22a, when 

adopting its proposal, the 

Commission recommended, as 

suggested by the Agency itself, that 

common requirements to be 

specified in implementing rules be 

based as much as possible on 

existing JAA material.  

The Agency sees no safety 

justification for amending the text of 

this paragraph.  

 

AMC to JAR-FCL 

1.055(a) and to JAR-

FCL 2.055(a). 

 

 

2. The following are given as planning guidelines for ATOs developing the 

distance learning element of modular courses: 

    

a. An an assumption that a student will study for at least 15 hours per 

week; 

One comment asks to delete ‘at 

least’ in this paragraph in order to 

excessive self-study hour growth 

See under 1. See under 1.  

b. An an indication throughout the course material of what constitutes 

a week’s study; 

    

c. A a recommended course structure and order of teaching;     

d. oOne progress test for each subject for every 15 hours of study, 

which should be submitted to the ATO for assessment. Additional 

self-assessed progress tests should be completed at intervals of 

five5 to 10 study hours; 

    

e. aAppropriate contact times throughout the course when a student 

can have access to an instructor by telephone, fax, email or the 

Internet; 

    

f. mMeasurement criteria to determine whether a student has 

satisfactorily completed the appropriate elements of the course to a 

standard that, in the judgement of the HTead of Training, or CGI, 

One comment states that the criteria 

should be determined so that no 

subjective judgement is necessary. 

See under 1. See under 1.  
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will enable them to be entered for the Part-FCL theoretical 

examinations with a good prospect of success; and 

The criteria should be clear and easy 

to evaluate with a set measurable 

standard. This would be beneficial 

for both the student and the school. 

 

g. If if the ATO provides the distance learning by help of IT solutions, 

for example the Internet, instructors should monitor students’ 

progress by appropriate means. 

    

Chapter 2 -Zero Flight-Time Training (ZFTT) 
    

     

AMC1-OR.ATO.430 General 

INITIAL APPROVAL 

IA(1), INDIV(3)    

For an initial approval to conduct ZFTT, the operator should have held an air 

operator's certificate for commercial air transport for at least one year. This period 

may be reduced where the operator and the ATOtraining organisation have 

experience of type rating training. 

a. One comment states that the 

requirements in this AMC should be 

in the IR. 

 

 

 

 

 

b. The other comments are asking 

for clarifications of the wording of 

the text. 

a. Not accepted. As explained in the 

Explanatory note it is imperative 

that only essential safety elements 

are contained in the rule, leaving 

non-essential implementation 

aspects to certification specifications 

or AMCs. The Agency considers this 

requirement to be of a non-binding 

nature. 

 

b. Not accepted. As explained in 

paragraph 10 of the Explanatory 

Note of NPA 2008-22a, when 

adopting its proposal, the 

Commission recommended, as 

suggested by the Agency itself, that 

common requirements to be 

specified in implementing rules be 

based as much as possible on 

existing JAA material.  

The Agency sees no reason to clarify 

the text.  

 

 Appendix 1 to JAR-FCL 

1.261(c)(2), 2(d) and 

Appendix 1 to JAR-FCL 

2.261(c)(2), 2(d).  

 

 

     

AMC1-OR.ATO.435 Full Flight Simulatorlight Simulation Training Devices 

UNSERVICEABLE EQUIPMENT 

IA(1), INDIV(1)    

Some equipment may be unserviceable provided that it is not required during the 

FFSsimulator lesson.  

One comment recommends deleting 

this AMC; one other comment states 

that this guidance is very 

Not accepted. As explained in the 

Explanatory note it is imperative 

that only essential safety elements 

Appendix 1 to JAR-FCL 

1.261(c)(2), 2(b) and 

Appendix  1 to JAR-FCL 
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ambiguous. are contained in the rule, leaving 

non-essential implementation 

aspects to certification specifications 

or AMCs. The Agency considers this 

requirement to be of a non-binding 

nature. 

Paragraph OR.ATO.435 (b) has been 

transferred from the rule to this 

AMC. 

 

The Agency sees no reason to delete 

this AMC while these requirements 

come from the JAR-FCL. 

 

2.261(c)(2), 2(b). 

 

SUBPART AEMC AeMC -–AERO-MEDICAL CENTRES 
    

SECTION 1I - GENERAL 
    

AMC1-to OR.AeMC.1015 Application 

GENERAL 

Several NAAs recommended to 

delete subparagraph (2). 1 NAA 

proposed to replace “hospital or 

medical institution” by “technical 

facilities and individual specialists”. 

Editorial changes to align with 

OR.AeMC.015. 

JAR-FCL 3.085 N/A 

1. The documentation for the approval of an AeMC should include the names 

and qualifications of all medical staff, a list of medical and technical 

facilities for initial class 1 aero-medical examinations and of supporting 

specialist consultants. 

    

2. A cClinical attachments to a designated hospitals or medical institutions 

should consist of a formal agreement with the hospital or medical 

institution. 

    

     

AMC1- to OR.AeMC.1035 Continued validity 

EXPERIENCE 

 This new AMC has been introduced 

because the pilot population in some 

Member States is so small that AME 

experience cannot only be defined 

via examination numbers. While it is 

recognised that performing aero-

medical examinations may be the 

best way to gain and maintain 

sufficient experience, other means 

have to be found for these Member 

States. 

  

1. At least 200 class 1 aero-medical examinations and 

assessmentsshould be performed at the AeMC every year.  
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2. In Member States where the number of aero-medical examinations 

and assessments mentioned in 1. cannot be reached duea low 

number of professional pilots, a proportionate number of class 1 

aero-medical examinations and assessments should be performed. 

    

3. In these cases, the continuing experience of the hHead of the 

AeMC and aero-medical examiners on staff should also be ensured 

by them performing aero-medical examinations and assessments 

for: 

    

(a.) class 2medical certificates as established in Part-MED; and/or     

(b.) tThird cCountry class 1 medical certificates.     

4. Aero-medical research including publication in peer reviewed 

jJournalsmay also be accepted as contributing to the continued 

experience of the hHead of, and aero-medical examiners at, an 

AeMC. 

    

 
    

SECTION 2II –MANAGEMENT 
    

     

GM1-to OR.AeMC.200 Management system 

RESEARCH 

 This new paragraph was introduced 

following comments by stakeholders. 

See OR.AeMC.200. 

N/A N/A 

1. If aero-medical research is conducted at an AeMCconducts, its 

management system should include processes to conduct that 

research and publish the results. 

    

     

AMC1-to OR.AeMC.210 Personnel requirements 

GENERAL 

6 MS proposed to either delete “500” 

in (1) or to replace it by “100”. 1 MS 

recommended introducing a 

requirement that all AMEs of the 

AeMC must be qualified to perform 

class 1 examinations. 

Minimum number of class 1 medical 

examinations of 200 hundred class 1 

examinations is considered to be 

adequate before being nominated as 

head of AeMC. No minima apply to 

the AME on staff. 

JAR-FCL 3.085 N/A 

1. An aero-medical examiner (AME) should have heold class 1 privileges 

for at least 5 fiveyears and have performed at least 500 200aero-medical 

examinations for a class 1 medical certificate before being nominated as 

head of an AeMC. 

    

2. An AeMC may provide practical AME training for persons fully qualified and 

licensced in medicine. 
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AMC1-to OR.AeMC.215 Facility requirements 

MEDICAL-TECHNICAL FACILITIES 

MS proposed to allow other forms of 

colour vision testing and allow 

contracting clinical laboratories and 

ultrasound facilities. 

Following recommendations provided 

with the comments, text changes 

were made allowing more flexibility 

with regard to the colour vision 

testing, clinical laboratory and 

ultrasound facilities. 

JAR-FCL 3.085 N/A 

The medical-technical facilities of an AeMC should consist of the equipment of a 

general medical practice and, in addition, of: 

    

1. Cardiology.  

 Facilities to perform: 

a. 12-lead resting ECG;, 

b. stress ECG; 

c. 24-hour blood pressure monitoring; and 

d. 24-hour heart rhythm monitoring. 

    

2. Ophthalmology.  

 Facilities for the examination of: 

a. near, intermediate and distant vision; 

b. external eye, anatomy, media and fundoscopy; 

c. ocular motility; 

d. binocular vision; 

e. colour vision (anomaloscopy or equivalent); 

f. visual fields; 

g. refraction; and 

h. heterophoria. 

    

3. Hearing  

a.  pPure-tone audiometer 

    

4. Otorhinolaryngology.  

 Facilities for the clinical examination of mouth and throat and: 

a. otoscopy; 

b. rhinoscopy; 

c. tympanometry or equivalent; and 

d. clinical assessment of vestibular system. 

    

5. Examination of pulmonary function. 

a. : sSpirometry 
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6. OtherThe fFollowing facilities should be available at the AeMC or on 

thea contractual basis: 

a. cClinical laboratory facilities; and  

b. uUltrasound of the abdomen. 

    

 

 

 


