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Notice of Proposed Amendment 2@108

Updateof OROFC

RMTO0599

EXECUTIVE SUMMARY

The objective of thifNotice of Proposed AmendmeniPA is to improve the safety of helicopter operatior
through requirements aiming anore efficientflight crew training.Training effectiveness and competenise
one of the most significant systemic issues in the European Plan for Aviation Safety (EPAS).

In addition to evidencebased training EB7J, this NPA proposedo improve the existing mandator
requirements ofSubpart ORO.FGvhich had been developed in the 1990s and transposed frolDES and
JAROPS The updates proposed cover aeroplanes and helicopttesis carry outcommercial air transport
(CAT) specialisd operations (SPO)and noncommercial operations with complex motofpowered aircraft
(NCC).

This NPA proposes:to

(@) reviewthe applicable conditions for mukpilot operations of singlpilot certified helicopters,
(b) review the requirements for initial training and checking under SPO,

(c) review the requirements for recurrent training and checking under CAT and SPO,

(d) to review the conditions for the operation on different aircraft types or variants,

(e) introduce the optionfor NCC operators to accept previous training and checkind,

()  address a number of other minor issues regardiigt crew training and checking.

Some changes are expected to increase safety in aeffesitive way, whereas othershould reduce the
training costs withoutan impact on safety. The proped rules follow anore performancebasedapproach
Severalclarifications are also introduced to maintain a high level of safety for air operations by ensu
harmonised implementation dRegulatiors (EU) Ne1178/2011 and 965/2012.

ForEBTEASA publisheNPA 20187 on 27 July 2018. EBT is a voluntary programme accessible to aero
operators that fly multipilot operations and have access to simulators, and will soon be extende
helicopters.

Action area Human factors and competence of personnel

Affected rules PartORCand PartCATof the Air GPS RegulatiorPart-FClof the Aircrew Regulation (and the
associated AMC & GM)

Affected stakeholders national aviatiorauthorities pilots, flight instructors,flight examinersapproved training
organisatiors andair operators

Driver. Safety Rulemaking group Yes

Impact assessment Light RulemakingProcedure Standard

EASA rulemaking process milestones

Start Consultation Proposal to Adoption by _Decision
Terms of Notie of Proposed Commission ~ Commission , SetftonSpecicaions
Reference Amendment Opinion Implementing Rules Guidance Material
J_’-.............
Today
5.2.2016 14.6.2019 2019/Q4 2020/Q4 2020/Q4
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1. About thisNPA

1. Aboutthis NPA

1.1. How thisNPAwas developed
The European Union Aviation Safety AgefieA&SAdeveloped this NPA in line with RegulatiotJE

No2018/1139 (the W. | &A O wS3dzA F GA2y Q0 F2yTRis riléa@kingaivisy | 1 A y 3

includedin EPASunder rulemaking task (RMT).059Bhe text of this NPA has been developed by
EASAased on the input athe Rulemaking Group (RMG) RMT.0599. This group is dividleet in

(@) Main group®, which ensures consistency across the different taskRMIT.0599 It also
develops anaviation blended learning environment (ABLE) concepind deals withgeneral
updates of ORO.FC including interoperability solutions;

(b) Evidencebasedtraining (EBT3ubgroup, whichis responsible for developing tleBTconcept;
and

(c) Helicoptes subgrouf, whichis developing and updatirtipe helicopter training requirements
including EBT.

This NPAs primarily basedn the inputs provided by thehelicopters sub-group. EASAhas also
widened the consultationto cover speciated operations (SPOpy making use of focused
consultations EASA lao consultednon-commercial operators of complaxotor-powered aircraft
(NCCpy organisinga workshop in February 2017

This NPAocuseson reviewng the existirg regulationand fixing some of the implementation issues
broughtto the attention of EASAN addition, itproposes new AMC and GM to ORO.B£¢tion 1 for
NCC

This NPA doesot addressEBT EBT for aeroplane commercial air transport (GAg\rrent training
and checkings addressed undeNPA07-2018 published on 27 July 2018BT for NCC, famitial
training and checking and for helicopters will be addressed in further publications.

1 Regulation (EU) 2018/1139 of the European Parliament and of the Council of 4 July 2018 on common rules in the field
of civil aviation and establishing a European Union Aviation Safety Agency, and amending Regulations (EC) No
2111/2005, (EC) No 1008/200&W) No 996/2010, (EU) No 376/2014 and Directives 2014/30/EU and 2014/53/EU of
the European Parliament and of the Council, and repealing Regulations (EC) No 552/2004 and (EC) No 216/2008 of the
European Parliament and of the Council and Council RegulaB&C) No 3922/910J L 212, 22.8.2018 1)
KOG1LIBYRKSIMNR IR S EW I Ibk ¢ - ¢ K KAINAT/ 9] 9- Yar 6B WBB K

2 EASA is bound to follow a structured rulemaking process as required by Afitfet# Regulation (EC) Nt918 1139

Such a process hasSSy | R2LJGSR o0& GKS 9! {! alyl3asSySyid .2FNR oda.

t N2OSRAzNB Qo { S 52045 0f 15 Bedember 2045 rdplacingiFecision 01/2012 concerning the procedure
to be applied by EASA for the issuing of opinions, cefiifica specifications and guidance material
(http://www.easa.europa.eu/theagency/managemenboard/decisions/easanb-decision18-2015-rulemaking

procedurg.

3 https://www.easa.europa.eu/documenlibrary/generatpublications?publication_type%5B%5D=2467

4 Chaired by Yann Reni@ATA) and Phill AdriaAl®. Members: Enrique Monzén (AESA Espafia), Rogier Leeflang (IACA),
Stale Rosland (CAA Norway), David Lord (GAMMA). Project management Francisco Arenas Alvarifio EASA.

5 Chaired by Phil Cullen (UK CA¥cretariat Ascanio RusE&SA.

6  Chaired by Tim Rolfe (Helifshore).

7 1st Workshop on the Implementation of the Evidedoased Traininchttps://www.easaeuropa.eu/newsroorrand
events/events/1stworkshopimplementationevidencebasedtraining
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1.2. How to comment on this NPA

Please submit your comments using thatomated Comment-Response Tool (CRT)available at
http://hub.easa.europa.eu/crt/8.

The deadline for submission of comment& 3September 2019

1.3. The next steps

Following the closing of the public commenting period, EASA will revigheabmmentsreceived

Based on the comments received, EASAawilisider the need for amendments ®egulatios (EU)
Nos965/20126 W! A NJ ht {) and $138i1201% 0 W2 ¥ QO NS ¢ and,Sf Batdssary, Asgug Q 0
an opinion An ED Decisiowill be develogd for the parts of this NPAot linked to amendments to
implementing rulegIRs)e.g.propoed AMC and GM for ORO.FC Section 1 for NCC).

The opinion wuld be submitted to the European Commission, which will use it as a technical basis
in order totake a decision on whether or ntd amend the Regulatian

If the Commission decides that the Regulation should be amenga&A will issue a decisithrat
amendsthe related acceptable means of compliance (AMC) and guidance materiat¢Ginply
with the amendments introduced into thRegulation

The comments receivedn this NPAand the EASA responses tioem will be reflected in a
commentresponse document (CRD). The CRD wilbperadedto the opinion.

EASA will further update ORO.FC.sehare thefuture regulatoryefforts:

(@) Following the publication of the concept paper ABIE, EASA may proposed requirements to
allow this concept.

(b) An EBT perator conversion course (OCC) a@lTtype rating training for CAT. This activity
will ensure a single philosophy of training in the operator. An NPA pertaining to this activity is
scheduled to be published in the course of 2021.

(c) EBT for helicopters and NCC. This activity will ensure a giifpgeophy of training across the
industry. This may also allow training data exchange acrossduostry.

8 In case of technical problems, please contact the CRT webmasi@reasa.europa.eu

9 Commission Regulation (EU) No @8H2 of 5 October 2012 laying down technical requirements and
administrative procedures related to air operations pursuant to Regulation (EC) No 216/2008 of the European
Parliament and of the Council (OJ L 296, 25.10.2012, p. RQijtp:/feur-lex.europa.eu/legal
content/EN/TXT/PDF/?uri=CELEX:32012R0965&rid=1

10 Commission Regulation (EU) No 1178/2011 of 3 November 2011 laying down technical requirements and
administrative procedures related to civil aviation aircrew pursuant to Regulation (EC) No 216/2008 of the
European Parliament and of the Council (OJ L 311, 25.11.2011, pthttps://eur-lex.europa.eu/legal
content/EN/TXT/?qid=1528301490110&uri=CELEX:32011[R1178
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2. In summary—why and what

2.1. Why we need to changéhe rules—issue/rationale

The complexity of the aviation system is continuously increasing; ala@ technologies are
emerging rapidly on the aviation market. Therefore, it is of key importance for the aviation
personnetlto:

(@) have the right competencigbrough theadapation oftraining methodsn orderto cope with
new challenges. This is one of the most significant systemic issues indBBAS

(b) take advantage of the safegnhancingopportunities presented by new technologieseé
EPAShapterson Human factors and competence of personnel).

Elements of the currentnandatory training and checking system are getting out of date and are no
longer able toaddress the issuepresented above. |80, they are not compatible witHurther
developments regardinghe voluntary application dEBT and competendyased training (CBT)

The main implementation issues that justdyfull reviewof the provisions contained in ORO.&€
the following:

(@) Multi-pilot operations of singlpilot certified helicopters

(b)  Uncleardefinitions of singlepilot and multipilot helicopters result in disharmonised pilot
privileges

(c) Holders of airlingransport pilot licencg ATP).for the helicopter category (ATPL(H)e very
rare except inoffshore operations, becausiew pilots have pased theATPL(H) theoretical
knowledge examination and even fewer pilots manage doquirethe required multipilot
experience.

(d) The lack of ATPL(H)ldersthen restricts multipilot operations under CAT

(e) Multi-pilot operations may take place without theppropriate multi-crew cooperation
training.

(  Operator proficiency check®©PCsjor CAT operations withelicopters

(g) The same failure conditions are repeated every 6 months under@?Jswhich does not
cater forthe training and checking needs

(h)  Training ad OPGfor NCC and SPO
() Initial training under SPO is barely defined
(i)  Operations on more than one type or variant of helicopters

(k) A helicopter pilot involved i€ATis restricted tothree helicopter types. This has appeared to
be too restrictive in some case

()  Sincethe scope of the Air OPS regulation was extended to NCC, SPO and NCO, the number of
typesflown bya CAT helicopter pilot includes the types flown under NCC, SPO and NCO. This
was not intended and is also too restrictive.

(m) Use ofoperator difference requirement§ODR) tables

.t TE.RPRO.0008499 © EuropeanUnionAviation Safety Agency. All rights reserved. 38Q1 certified.

* *

S o Proprietary document. Copies are not controlled. Confirm revision status through theitfe®at/internet. Page5of 113

*
* o

An agency of the European Union



EuropeanUnion Aviation Safety Agency NPA 201908
2.In summaryt whyand what

(n)  Crew resource managemenCRN) issues including Hlight CRM assessment

(0) Inflight CRM assessment on an aircraft where no jump seat is available is theoretically limited
to the preflight and postflight briefings.Thisshould not be the case.

(p) Initial and recurrent training and checking for SPO and CAT operatanti;ig and ending at
the same location, with small aircraft

(q) Initial training for the purpose of learning a new specialised operation needed defosed

(n  Recurrent checkings too restrictive, by requiring on®PQer type or variant, per specialised
operation, per year, per pilot.

(s) The lack of AMC ar@dMfor NCC

() Regulatory materiais needed to implement the Basic Regulation requireméAnnex V
Pssentialrequirements for air operatior®i K+ ¢ WG KS T ANONF Fd 2 LISNIF G2 N
gualified and trained personnel and implement and maintain training and checking
programmes for the crew members and other relevant personnel that are necessanstire
0KS OdzZNNByOe 2F (GKSANI OSNIATAOFGSasE NrdAy3a |

This NPA addresses the flight crew training and checking requirements for all operators except those
operating under NCO and those who will fully implement EBT.

NPA 20187 introduces the concept of EBT to recurrent training and checking, for aeroplane
operators involved in CAT.

Future developments will introduce the concept of EBT to initial training and checking, for aeroplane
CAT operations, and will extend the concepEBT to helicopters and NCC.

2.1.1.Safetyrecommendations (SRs}outcome of the EASA safety assessment

Thefollowing SRs amongst others, wer@ertinent to the broader review of ORO.F&5 set outin
the Terms ofReferencefor RMT.059%. TheSRswere considered and for some of them EAS8k
the decisiorto take NO regulatory action.

FRAN The French Accident Investigation Board recommends that EASA to study the broadening
2009007 | conditions requiring the presence of a crew of two pilistgublic transport.

EASAonducted a safety review of worldwide singlgot commercial air transport occugnces
during the last 10 years.

Instrument Flight Rules (IFR) or night operation are common contributing factors eviden
the review of occurrences and ORO.FC.200 (c) of Regulation (EU) No 965/2012 issu
October 2012 sets the following specific requirements when operating uswlgr conditions:

Evaluation

of the R wFor aeroplanes, the minimum flight crew shall be two pilots for all tysbmpeller aeroplanes

with a maximum operational passenger seating configuration (MOPSC) of more tizaand all
turbojet aeroplanes.

wFor helicopters, the minimum flight crew shall be two pilots for all operations with an M(
of more than 19 and fooperations under IFR of helicopgewith an MOPSC of more than 9.

wWhen singlepilot operation is permitted, additional requirements are added in ORO.FC.2

11 https://www.easa.airopa.eu/sites/default/files/dfu/ToR%20%26%20Concept%20Paper%20RMT.0599%201ssue%201.pdf
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terms of crew training and qualification.

The occurrence review does not show a predominank ris singlepilot commercial air|
transport operations, considering that many historical siAgjlet occurrence would require a
second crew if those EASA opéoatal rules were applicable.

To be complete, a more specific review of helicopter emergencyicabdervice (HEMS
occurrences was conducted, because it introduces specific risks when selecting the land
and the MOPSC is often below 9. This type of operation is covered by a Specific A
(PartSPA Subpart J) and a minimum crew of 2 gslat night orl pilot and 1 HEMS technica
crew member under specific conditions is defined (SPA.HEMS.130 (e)pRRarubpart TC
defines training requirements for HEMS technical crews.

On this basis, the restrictions and mitigation means appliedsioglepilot operations appeal
coherent with the safety review.

Additional
information

This NPA will further enable muftilot operations of singlpilot certified helicopterson a
voluntary basis

FRAN
201352

The French Accident Investigation Boaedommends that EASA take priority action to mog
the regulations to make mandatory the presence of a {pViet crew for medical evacuatio
flights.

Evaluation
of the R

EASAonducted a safety review of worldwide singlgot commercial air transport occurrence
during the last 10 years. Thigcludes air ambulance flights.

Instrument Flight Rules (IFR) or night operation are common contributing factors eviden
the review of occurrences and ORO.FC.200 (c) of Regulation (EU) No 965/2012 issue
October 2012 sets the following specific requirements when operating usutgr conditions:

wFor aeroplanes, the minimum flight crew shall be two pilots for all typhapelleraeroplanes
with a maximum operational passenger seating configuration (MOPSC) of more tizaand all
turbojet aeroplanes.

wFor helicopters, the minimum flight crew shall be two pilots for all operations with an M(
of more than 19 and for operationsder IFR of helicopterwith an MOPSC of more than 9.

wWhen singlepilot operation is permitted, additional requirements are added in ORO.FC.2
terms of training and qualification.

The occurrence review does not show a predominant risk in spigle commercial air
transport operations, considering that many historical sifgjlet occurrence would now
require a second crew if those EASA operai rules were applicable.

To be complete, a more specific review of helicopter emergency medical sefMEMS
occurrences was conducted, because it introduces specific risks when selecting the land
compared to air ambulance flight and the MOPSC is often below 9. This type of opera
covered by a Specific Approval (R&RASubpart J) and aimimum crew of 2 pilots at night dr
pilot and 1 HEMS technical crew member under specific conditions is defined (SPA.HEN
(e)). ParORQQubpart TC defines training requireents for HEMS technical crews.

On this basis, the restrictions and mitigationeans applied for singigilots operations appea
coherent with the safety review.

Additional
information

For helicopters, additional training for emergency medical evacuation flights (HEM
considered under NPA 2048!.

*

*
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GERF
2009025

The Europear{  FSie& ! 3Sy0e 069! {! 0 &aK2dzZ RANBAdz
engaged in EXDPS 1.940 flights made in accordance with Instrument Flight Rules and at
must have a minimum crew of two pilots, and that their training is in accordance JARFCL
including MultiCrewconcept (MCC) training.

Evaluation
of the R

Commission Regulation (EU) No 965/2012, of 5 October 2012 related to air operations laig
specific flight crew compasdn requirement in ORO.FC.100.

Even for singlgilot airaaft, the flight crew shall include additional flight crew members wh
required by the type of operation and shall not be reduced below the number specified i
operations manual. Therefore, two pilots are required to operate Commercial Air Tran
operations under Instrument Flight Rules (IFR) or at night under the speafitsipns defined
in ORO.FC.200:

- For aeroplanes, the minimum flight crew shall be two pilots for all typbmpeller aeroplanes
with a maximum operational passenger seatingfiguration (MOPSC) of more than nine and
turbojet aeroplanes.

- For helicopters, the minimum flight crew shall be two pilots for all operations with an M(
of more than 19 and for operations under IFR of helicopteith an MOPSC of more than 9.

- When singlepilot operation is permitted, additional requirements are added in ORO.FC.2
termsof training and qualification.

It is the operator responsibility to designate one pilotcommand/ commander amongst th
flight crew.In accordance with OREC.115:

- the flight crew member shall have received Crew Resource Management (CRM) tr
appropriate to his/her role, as speciflen the operations manual; and

- elements of CRM training shall be included in the aircraft type or class trainingeandent
training aswell as in the command course.

This address the MulCrewcooperationconcept (MCC) training.

Additional
information

This NPA will further enable muftilot operations of singlpilot certified helicopters ang
require MCC traininépr such multipilot operations.

IRLB2014
003

The European Safety Agency should review Council Regulation (EEC) No 3922/91 as am
Commission Regulation (EC) 859/2008, to ensure that it contains a comprehensive sylla
appointment to commader and that an appropriate level of command training and checkir|
carried out.

Evaluation
of the R

Paragraphs ORO.FC.100 and ORO.FC.115 (a) of Afirar-O®RQ Wrganisation Requirement]
for Air Operation§Xo Commission Regulation (EU) B85/2012 on air operations requires th
operator to define the crew composition and provide Crew Resource Management (
GNIAYAY3 FLIINBLINRFGS (2 G fe8inthé opedakians ndahBl &

ORO.FC.105 (b) and (c) specify the g to be fulfilled by a flight crew member befo
he/she can be assigned as commander. ORO.FC.205 lists the elements of the commang
including training and checking. The development of a detailed course syllabus i
responsibility of the operar and needs to be approved by the authority in accerca with
ORO.FC.145 (c).

ED Decision 2015/012/R published on 4 May 2015 on Upset Prevention and Recovery 7
provides new Guidance Material (GM) to ORO.FC.105 to emphasise that thenp

*

*
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comma/ Rk O2YYlI yRSNR&a (y2e¢fSR3IS 2F GKS NRdJzi S
environmental phenomena with the potential to induce an upset. It emphasises the nee
understanding climatology relevant to the route of operation and relevant mitigg|
LIN2E OSRdzNBa 06SOl dzaS NXOSyid wtz2aa 2F O2yidN
with convective cloud in the Inter Tropidabnvergence Zone (ITCZ).

CRM is also a major contributing factor to many occurrences, therefore the Agencycaighjf
extended and modernised the existing CRM training scheme with ED Decision 2015/
which entered into force on 1 October 2016. In particular, AMC1 ORO.FC.115 now refers
broader integration of CRM principles into flight crew training andrafions and requires in
depth knowledge of CRM elements to be included in themand course (ORO.FC.115 (b)).

The CRM extension recognises the importance of Human Performance and itechaical
skills. Emphasis is given on Threat and Error Managemdri¢h has been instrumental in th
development of Evidence Based Training (EBT) as a pilot training concept. EB
competences address both technical and ftenhnical skills and are used as counteasures
to threat and errors.

The Agency considetthat the Commander competence is essential and has already t
measures to develop their knowledge and rchnical skills.

Additional
information

This NPA considers additional training and checking for SPO and NCC as part of the
conversioncourse

SPAN
2004030

It is recommended to EASA that they evaluate the possibility of making mandatory require
to train flight crew in gearound manoeuvres even from below the decision height, with the
of reducing the response time when faceith unforeseen events.

Evaluation
of the R

Mitigating Loss of Control fitight (LOGL 0 Aa 2yS 2F GKS 9dzNPL
09! {1 Qav KAIKSAG LINRA2NAGAS&EaE yR GKS I 3
Prevention and Recovery Tning (UPRT) with the specific objectiveensuiing that flight crew
acquire the necessary competencies to prevent and recover fdaveloping or developeq
upsets.

The Agency published Opinion No 06/20174ss of control prevention and recovery traigid
in the wake of rulemaking task RMT.0581 on 29 June 2017. This Opinion proposes to int
mandatory UPRT, testing and checking at various stages for pilots who intend to pursue
career with a commercial airline.

The newly developed advanced UPRT course, which is to be mandated as an addendun
and MPL training courses and also to serve as a prerequisite prior to commencing the fir
rating course in multpilot operations, is an important step towards lmcing a commercig
LAf20Qa NBaAtASyOS (G2 GKS LaeoKz2t23AO0!I ¢
conditions. It develops the ability of the piltt cope with unforeseen events.

In support of the new standard#\ppendix 91 Training, skiltest and proficiency checks fq
MPL, ATPL, type and class ratings, and proficiency checks for IRs is amended to include
now includes gerounds with all engines operating from various stages during instrun
approach (4.2) and rejected landingith all engines operating from various heights bel
DH/MDH and after touchdown (4.5).

In line with ICAO, the opinion and the decision mentioned above propose UPRT to profi
during initial and recurrent training.

*

*
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SPAN
2012066

It is recommended thizthe European Aviation Safety Agency (EASA), in the requirements f
issue of authorizations to aerial work operators, include specifically crews training on the g
disorientation phenomenon and, particularly to those operators intending to perfactivities
AY LI SNA2RAOIFft& 2NJ LISNXYIYySyld ay26SR Y2dzy

Evaluation
of the R

This safety recommendation was originally addressed to the Spanish National Aviation
Agency (AESA) and selgsently was forwardedo EASA.

Requirements addressed to the operator are defined in Annex Ill-@R@) to Commissio
Regulation (EU) No 965/2012 on air operasiomhe relevant provisions are:

ORO.GEN.110 Operator responsibilities.
Paragraph (e);

Whe operator shall ensurehat all personnel assigned to, or directly involved in, ground
flight operations are properly instructed, have demonstrated their abilities in their partig
duties and are aware of their responsibilities and the relagttip of such duties as a wib Q

Paragraph (f);

Whe operator shall establish procedures and instructions for the safe operation of each a
type, containing ground staff and crew member duties and responsibilities for all type
operation on the ground and in flight. These pedures shall not require crew members
perform any activities during critical phases of flight other than those required forstie
2LISNI GA2Yy 2F GKS ANDNI FioQ

ORO.GEN.200 Management system.

Paragraph (a);

Whe operator shall establish, implement améintain an management system that includes:
[X]

(3) the identification of aviation safety hazards entailed by the activities of the operator,
evaluation and the management of associated risks, including taking actions to mitigate tt
and verfy their effectivenesf2

(4) ¥haintaining personnel trained and competent to perform their tagks.

[X]

Paragraph (b);

Whe management system shall correspond to the size of the operator and the naturg
complexity of its activities, taking into accoutiethazards and associated sskherent in these
I OUAGAGASEDQ

ORO.FC.145 Provisions for training

Paragraph (a)

Wl the training required in this Subpart shall be conducted:

(1) in accordance with the training program and syllabi established by theatmpein the
2LISNI GA2ya Yl ydz t oQ

According to the abovenentioned provisions, it is the responsibility of the operator to carry
risk assessments for the specific operations to be undertaken (the whitgophenomenon is
one of many hazards which will beeiatified in this process). If the risk assessment defi

* X
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training as a mitigating measure, the operator must establish a specific training progra
Likewise, if specific operational procedures are required, they must be established b
operator. Furhermore, the operator must ensure that the required operational standar
reached and maintained by tise involved in the operations.

The Regulation is currently only applicable to commercial air transport operations. Howg
through EASA Opiniordos01/2012 and 02/2012, the scope will be extended to commer
aerial work operations and necommercial operations witcomplex motorpowered aircraft.

The Agency therefore considers that this fulfils the intent of the Safety Recommendation.

Additional
information

Opiniors Nos01/2012 and 02/2012 have since been adopted &aalt-NCC andPart-SPO are
now in force.For helicopters, this topic is further addressed under area cdenmy.

SWED
2011-004

It is recommended that EASA: ensure that safe methodsglentify and abort an unsafe visu
approach, at an earlier stage (ie 300 feet) than that provided in appendix 9, part 4 ¢
proposed PART FCL, be included in future training plans for flight training.

Evaluation
of the R

Commission RegulatiofEU) 1178/2011 of 03 November 2011 related to civil aviation airg
includes, in Appendix,@letails of the training, skill tests and proficiency checks for Mu#iv
Pilot licence (MPL), Airline Transport Pilot Licence (ATPL), type and class ratipgsfiaiehcy
checks for Instrument Ratings.

The flight test tolerances provided with every proficiency check in Appendix 9 do not ex
test scenarios as described in the Safety Recommendation. The practical exercise in S¢
(e.g. exerciseltest iterd.6 for singlepilot aeroplanes) requires a gground at minimum height
as a mandatory check item. It is up to the discretion of the examiner to decide at which al
this exercise will be flown. As a general principle for all approades candidatehas to
demonstrate good judgement and airmanship. This means also that the abort of an apg
might beinitiated at an earlier stage.

During the initial flight trainingthe training syllabus already includes different exerci
focussing on the landingechniques and possible problems during visual approaches. S
examples are provided in EASA Executive Director (ED) Decision 2011/016/R publishe
December P11, on civil aviation aircrew:

AMC 1 to Appendix 3 provides ithapter A WATP integrated aurse: aeroplane@several
exercises to provide pilots with the necessary knowledge [see)(didse 1 and (d)(2) phase 2

AMC1FCL.210.A related to flight instruction for the private pilot licence aeroplanes provid
Exercise 13€ircuit Approach ah Landin@with a specific sugategory missed approach/gq
around/mislanding) and in Exercise 12/13EmergencieQ (with a subcategory for
mislanding/gearound/missed approach) several exercises to provide pilots with the nece
knowledge and skill.

In addition, AMCIFCL.235 relatetb the content of the skill test for the Private Pilot Licen
PPL(A) contains a test item callgd-around from low héght(Jsee Section 4 item (f)].

The Agency therefore considers that this Safety Recommendation has dubdressed in the
abovementioned rules and no further rulerking action is required.

* X

*
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UNKG Considering the circumstances of air ambulance flights, the Civil Aviation Author
2006102 | conjunction the JAA should review the circumstances in whiskeaand pilot is required fo
public transport flights operating air ambulance services.

The Agency conducted a safety review of worldwide sipdte commercial air transpor
occurrences during the last 10 years. This inclideambulance flights.

Instrument Flight Rules (IFR) or night operation are common contributing factors eviden
the review of occurrences and ORO.FC.200 (c) of Regulation (EU) No 965/2012 issu
October 2012 sets the following specific requirarteewhen gerating under such conditions:

wFor aeroplanes, the minimum flight crew shall be two pilots for all typhbapeller aeroplanes
with a maximum operational passenger seating configuration (MOPSC) of more tizaand all
turbojet aeroplanes.

wFor helicopters, the minimum flight crew shall be two pilots for all operations with an MC
of more than 19 and for operations under IFR of helicopteith an MOPSC of more than 9.

wWhen singlepilot operation is permitted, additional requirements ardded in ORO.FC.202

Evaluation | 4o s of training and qualification.

of the R
The occurrence review does not show a predominant risk in spigde commercial air|
transport operations, considering that many historical sifgjlet occurrence would now
require a second crew if those EASA mpienal rules were applicable.

To be complete, a more specific review of helicopter emergency medical service (k
occurrences was conducted, because it introduces specific risks when selecting ting |sitel
compared to air ambulance flight and the MOPSC is often below 9. This type of opera
covered by a Specific Approval (R&RASubpart J) and a minimum crew of 2 pilots at night ¢
pilot and 1 HEMS technical crew member under specific ctowl$ is defined (SPA.HEMS.1
(e)). PartORQ Subpart TC defines training requireents for HEMS technical crews.

On this basis, the restrictions and mitigation means applied for sipifpe operations appeal
coherent with the safetyeview.

This NPA will further enable muftilot operations of singlpilot certified helicopters ang
Aeklidareal require MCC training for such mufiilot operations for mn-urgent air ambulance servicélsat
information | remain underCAT For helicopters, additional traininfpr medical evacuation flights (HEMS)
also considered under NPA 2008.

2.1.2.Exemptions? in accordancewi t h Article 70 *‘Safeguard provi

provisions’ and/or Article 76 ‘' Agency measur e
TheexemptionA y | 002 NRI yOS 6A (K | NIbfiRégulSionEQYoRIBRMBE A 6 A £ A
and Article 71 of the Basic Regulatjoertinent to the scope of this RMT: is

12 Exemptions having an impact on the development of this RMT content and referring to:
T Atrticle 70(1): Measures taken as an immediate reaction to a safety problem

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

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

T Atrticle 76(7): Individual flight time specifications schendeviating from the applicable certification specifications
which ensure compliance with essential requirements and, as appropriate, the related implementing rules
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EASA exemption case 2017/072 and Recommendation No ES/01dR0tte notification of Spain
about its decision to grant a temporary exemption frdadRO.FC.145 point (a)(@) the Air OPS
Regulatioron the basis of Article 14(4f Regulation (EC) No 216/2008 to:

(@) Operatorsperforming commercial specialised operations and/or

(b) Commercial Air Transp(CAT) operations of passengers conducted under visual flight rules
(VFR) by day, starting and ending at the same aerodrome or operating site, within a local area

The exemption applies tORO.FC.145 (a)(2) of the APERegulation which states that imé case

of flight and flight simulation training and checking, the personnel providing the training and
conducting the checks shall be qualified in accordance with Annex |-KEajt tothe Aircrew
Regulation. Insteadthe exemption allowshat the proficiency check required in ORO.FC.145 (a)(2)
could be conducted by a suitably qualified commander nominated by the operator, trained in CRM
concepts and the assessment of CRM sl@ltevidedsuch asuitably qualified commandefulfils a
number of requirements that include a minimum experience and specific training.

This exemption adds to the aboweentioned issues regarding CAPG, and SPO initial and
recurrent checking.

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

AltMoC having an impact on the development of this RMT content amdated to the following
topics:

(@) TheCATOPC

(b) Operations on several types or variants
(c) Initial and recurrent training for

The AltMoCare thefollowing:

(1) AltMoC ORO.FC.230(b)(1)(ii) numbe&r01500024 of the UK CAAregarding he OPCof
helicopters The AltMoC transposes the existinghilosophy of aeroplane air operator
certificate(AOCK 2 f RofoficEerey bieckto helicopterAOC holdeswhose operations:

() areunder IFR;

(i)  are conducted with multpilot crew;

(i)  where comprehensive recurrent training makes full uséubfflight simulator FF$
(iv) embody the principles of Multi Crew Operations, CRM and TEM; and

(v) are coveed by an extensivdlight data monitoring(FDM programme that provides
feedback for training.

The AItMC allowsto check all major failue over a period of3 years. The existing
requirement to train all major failures ofan I A NONJ T io@aa pariddi af3Sy¥ars is
maintaired.

(2) AltMoC2017/00040 from Switzerland and AltM82014/00026 from Francevere taken into
account by introducing the flexibility to cressedit OPG and line checks across types and
variants.SeeSection2.3.7.
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(3) AltMoC 2018/00008 from Spain and AltM© 2018/00018 from Francewere taken into
account by amending the requirements regarding the qualification of the person conducting
the OPCSeeSection2.3.6 and 2.3.12.

2.2. What we want to achieve—objectives

The overall objectives of the EASA systara definedin Article 1 of the Basic RegulatiorThis
proposal will contribute to the achievement of the overall objectives by addressing the issues
outlined in Section 2.1.

Thegeneralobjective of this NPA is t@viewthe flight crew trainingequirementswhile taking into
account the following higlevelobjectives:

(@) maintain the high aviation safety level by:

(1) ensuring that the recurrent training and checking programmes are adequate to provide
pilots with the necessary knowledge, skills and attitude to be competentheir joly
and

(2) addressinghe SReutlined inSection2.1d1  W{ I TSié& NBW@2YYSYRI GA2Yy3

(b) contribute to the developmentof efficient regulationsby adapting the necessary training
standards and ruketo ensure that the level of safety can only be positively affected by:

(1) introducing performancéased regulation principles;

(2) ensuring consistency of traininglated requirementsacross the applicable parts of
Annexlll (PartORO) tothe Air OPS Regulati and Annex (PartFCL) to the Aircrew
Regulationand

(3) ensuring the correct balance between IRs and AM&M on the subject issue.
The pecific objective of thisNPA are the following:
(@) Reduce the obstacles to mutfiilot operations of singlgilot certified helicopters
(b) Increase the safety of mulgiilot operations of singlgilot certified helicopters

(c) Increase safety bymiproving the efficiency ofinitial and recurrent training and checking
schemes

(d) Increase safety and efficiency by improving the training and checking of flight crew members
operating on more than one helicopter type or variant

(e) Increase safety by defining-dtepth initial training ad checking for specialised operations

() Increase efficiency, without compromising safety, as regards the amount of recurrent checking
for specialised operations

(9) Increase safety and efficiency by improving harrsatidn in NCC training and checking

.t TE.RPRO.0008499 © EuropeanUnionAviation Safety Agency. All rights reserved. 38Q1 certified.

* *

S o Proprietary document. Copies are not controlled. Confirm revision status through theitfe®at/internet. Pagel4of 113

*
* o

An agency of the European Union



EuropeanUnion Aviation Safety Agency NPA 201908
2.In summaryt whyand what

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

2.3.1.Updates to ORO.FC.14Brovision of training
Domains affectedCAT A and CAT H

Several implementation issues brought to the attention of EASA are addressed with this update. The
amendments to ORO.FC.14fe eylained in detail inChapter 3 Hroposed amendments and
rational in detailQ

2.3.2.Update of the applicablegraining requirementsfor commercial specialised operations and
CAT operations referred to in ORO.FC.005(b)(1) and (2)

After the application of Annex VIII the Air OPS Regulatipgeveral implementation issues were

brought to the attention of EASAncludingthe Article 14.4exemption issuedy the Kingdom of
Spainand described ifsection2.1.2.

2.3.3.Aerodromeknowledge(ORD.FC.10p

This NPA addresses an issue related to lack of claritye acceptable means of compliance
regarding route, area and aerodrome knowledgeORO.FC.108f Regulation (EUN0965/2012
The present IR and accompanying AMEphrased in such a wakhat it appearshat the evaluation
and assessment of route, area and aerodrome complexity is left entirely to the operator.

The specific objective is to clarify the AMC with regard to including official information and
requirements as promulgated throughlP, when operators are performing such evaluations. There
have been several examples of operators unknowingly having missed crucial information regarding
route, area and aerodrome requirements as a result of the present regulatory description.

This NPA mposes a minor change to AMC1 ORO.FC.105 (b)(2);(c) where the necessity of complying
with AIP restrictionssincluded.

The proposed changes are expected to clarify the necessity of including all available information and
requirements when evaluating aresoute and aerodrome complexity, and the need for additional
training.

2.3.4.Update to AMC1 ORO.FC.230

2.3.4.1Editorial update to combineOPCand LPC

This NPA addressen ssue related tan unintended editorial change whehe EUOP3Regulation
(EC) No 1899/2006vas transposednto the current Air @S Regulation The editorial change
involves point (b)(1) of AMC1 ORO.FC.230 and is relatedthe combinal check of alicence
proficiency check (LPC) and an OPC.

Regarding the combination of OPCs with aircraft/FSTiDing, it has happened that some operators

KFI®S YAadadzyRSNARG22R GKS 62NR WO2YOAYSRQ®d 2KAES 0l
during the OPC session, a single task or manoeuvre cannot be used for training and checking
purposes at the samertie. The NPA proposes to clarify this.
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2.3.5.Multi -pilot operations of singlepilot certified helicopters.
Domains affectedCATH, NCC ldnd SPCH

The following problerahave appeared with the implementation of the current regulations:
The definitions of multipilot helicopters and singlepilot helicopters are unclear.

Most helicopters are certified for singf@lot operations. They qualify as singlgot helicopters
according to the current definition.

All helicopters except singleaters can be operated wittwo pilots. If the operations manual says
so, then they are muklpilot helicopters according to the current definitiomherefore,almostall
helicopters can be both singf@lot helicopters and mulkpilot helicopters at the @ame time.

As a result of these definitions, theege different interpretations of the singlgilot and multipilot
helicopter definitions across th#ember Sates. The different interpretations result in different

implementation of the rules as detailed the sectiontited?a/ / A& YSSRSR odzi y2i
The NPA proposes to clarify theses definitions.

The privileges of type ratingare not harmonised

Helicopter type ratings should be restricted to singlet or multi-pilot operations, depenithg on

the training received and the crew composition during the proficiency check. However, the
definitions of singlepilot helicopters and multpilot helicopters are unclear. In additiorhée current

type ratings list doesot refer to singlepilot and multi-pilot helicopters or the relevant restrictions

on type ratingsAs a result, singtpilot and multipilot privileges are granted in a disharmonised way
across theMember Sates.

The granting of singlpilot and multipilot privileges should be harmdased through better
definitions, a better type ratings list, and more standardisation. The NPA proposes changes to the
definitions of multipilot and singlepilot helicopters accordingly.

MCC is needed but not required

Every time a CAT, NCC or Sip@rator wants to conducta multi-pilot operation on a voluntary

basis, it has to declare it in the operations manual in accordance with ORO.MLR.100(a) and
paragraph & of Annex Vto the Basic Regulation. Taking into account the current definition of a
multi-pilot helicopter and considering the operations manualaadocumentequivalent to the air
operator certificate and the flight manual, the helicopter then becomes a rpiltit helicopter.

MCC trainindhas beerexpected to be required for the firghulti-pilot type ratingssince 199under
FCL.720.H and under the equivaléaintAviationRules(JARS). This requirement was expected to
lead all pilots involved in mulpilot crews toundergoMCC training.

Unfortunately, the definition of a muHpilot helicopter was subject to the interpretation dbint

Aviation Authorities JAA Member Sates untilthe Aircrew Regulation came into force, and not all

Member Sates used to interpret this definition the way itirgerpretedtoday. More often than not,

0KS AYGSNIINBGFGAZ2Y 2F GKS WSIjdaA @t Syl -pRe OdzySyi
helicopter below, did not include the operations manudhdeed the different documents are not

directly related and do not serve the same purpose.
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Wa dgif A0 | A NONJ Fi QY

for helicopters, airships and powertfl aircraft, it means the type of aircraft which is required to be
operated with a cepilot as specified in the flight manual or by the air operator certificate or
equivalent document.

As a result, may pilots were granted type ratings with unrestricted privileges, and have been flying
multi-pilot operations without MCC training.

Also, many Member States did not requité G or operations manuals or equivalent documents
from NCC and SPO operators, ltiie optout periods ofPart-NCC andPart-SPO expired on 24
August 2016 and 21 April 20t&spectively

As a result, a singlgilot certified helicopter operated with two pilots was often not considered a
multi-pilot helicopter. This results in a significant number of pilsihout MCC trainindholdingthe
multi-pilot privilege on singlilot certified helcopters.

The provisions of FCL 720.H are not sufficient to ensure that all pilots involved in-amauiti
operations in CAT, NCC and SPO do receive the adequate tragsagse:

(@) some pilots holdthe multi-pilot privilege on their currently held type tings without MCC
training;

(b) MCC training is required only for the filRart-FCL multpilot type rating. As a result, some of
the abovementionedpilots manage to extend their mulgiilot privilege to newPart-FCL type
ratings, even though it was notehintent of the rule to enable them to do so

(c) FCL 720.H applies only to applicaisisnew type ratings. It doesot apply to licenceholders
who already hold valid type ratings. NCC, SPO and CAT operators will ensure that the privilege
of the type ratings not restricted to singkpilot operations, which is often not the cgse

(d) in most casedt is not obvious that small pisteangined helicopters can be operat@dmulti-
pilot operations and few Member States restrict such helicopter type ratings tglsipilot
operations. As a result, the first typating of a helicopter pilot typically includes the muilti
pilot privilege. Such pilots are then exempt from MCC training for the rest of theiy éimds

(e) the helicopter type ratings list doe®t mention singlepilot or multi-pilot restrictions for any
helicoptertype rating, which doenot help authorities conduct the transition in the right way.

Recent highprofile accidentshow that some pilots fly singlgilot certified helicopters in muHpilot

operations without adequate training. In one of theaecidents the investigators dichot identify

nonO2 YL Al yOSa ¢A0GK { Ké&pidisizadhat beemnfdrmallyitiained & tested | W
operating as a crew of two. It is probable thatamal division of tasks and responsibilities, with
pre-planned means of identifying and communicating normal or abnormal progress, could have
assisted in achieving and maintaining better situational awareness, and preventing the progressive
changeintheff A 3K LI GK (G2 GKS LRAY(d Fd oKAOK (GKS | OOAF

Pilotsneed MCC trainings soon as they start flying in a midtew environment not when they

eventuallyacquiretheir first Part-FCL multpilot type rating.

The NPA proposes to requireQ\W training, or a significant experience in rauiéw cooperation, for
multi-pilot helicopter operations in CAT, NCC and SPO. This will require NCC, SPO and CAT pilots
flying in a multipilot environment to undergo MCC training if they had failed to dindbe past.
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Multi -pilot operationson a voluntary basigre unnecessarily hindered by the curreniles.

Every time a CAT, NCC or Sip@rator wants to carry out multi-pilot operationson a voluntary

basis, it has to declare it in the operations manual in accordance with ORO.MLR.100(a). Taking into
account the current definition of a mulgilot helicopter, the helicopter then becomes a myftlot
helicopter.

Thecertificate of compleibn of the ATPL(H) theoretical examinationmediately becomes required
for all pilots involved, in order to extend their type rating to thmulti-pilot privilege or to obtain a
new type rating. In addition, in CAT the commander is required to hold an(A)TRtence. As not
many pilots hold a CPL(H) wishcertificate of completion of the ATPL(H) theoretical examination
and the ATPL(H) liceneeso difficult to obtainmulti-pilot operations cannot take place amsihgle
pilot operations usually continu@stead.

The issue is further developed in the follows®grtions

T The certificate of completion of the ATPL(H) theoretical examinat®mmequired when not
needed

T Not enough experienced pilots hold certificate of completion of the ATPL(H) theoretical
examination

T Multi-pilot operations in CAT are restricted by the number of pilots holding an ATPL(H)
licence

The NPA proposes to change the definition of a rpiltit helicopter to address this issue.
The certificate of completion of the ATPL(H) thedigal examinationis required when not needed

Thecertificate of completion of the ATPL(H) theoretical examinat®odeemed useful background
knowledge when flyingarge complex helicopters in IFRhe definition of large complex helicopters
refers to question 1 below.

The VFRATPL(H) theetical examinatiorhas been created to give access to the ATPL to VFR pilots
since 1999specifically foMemberSates where an ATPL diubt exist.

An analysis of the gap between the VFR ATPL(H) and the @Rbfidlical examinationshows that
the gap is covered by type ratings and MCC trainiingrefore, a pilot holding a CPL(H) andCC
training should not need a certificate of completion of MERATPL(H) theoretical examination.

Regardlessthe certificate of completion of the ATPL(H) theoretical examinati®requiredin
addition to the CPL(H) licence in tfidlowingcases

(@) 2-pilot VFR operations in NCC, SPO, and for thglobin CAT: Regreéd whenpilots are type
rated on a new helicopter type.

(b) 2-pilot VFR operations for the commander in CAT: required as part of the ATPL(H)
The requirements should be simplified.

The NPA proposal achieves this goal for all helicopters certified with a minimum crew of one pilot for
VFR operations, through changes in the definition of the mmilbt helicopter.

Not enough experienced pilots hold &ertificate of completion of the APL(H) theoretical
examination
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A certificate of completion of the ATPL(H) theoretical examinationexggcted to be required for

the first multi-pilot type ratings undeFCL720.H. This requirement was expected to lead all pilots
involved in multipilot crews topass their ATPL(H) theoretical examinations and was also a strong
incentive for trainees taake the ATPL(H) theoretical examinations before applying for a CPL(H)
licence. The current rules ensure that there will be no shortage of pilots holdmgettificate of
completion of the ATPL(H) theoretical examinatiothe distant future, but they create unexpected
problems in the short term.

In the JAA times, many Member States interpreted the definition of a spiltti helicopter as only
includirg the following:

(@) Multi-pilot certified helicopters: only the biggest helicopters are certified with a minimum
crew of two pilots for VFR operations. Mosttbem are operated under IFR in an offshore
environment

(b) Helicopters required to be operated in a Hitpilot environment by the operational rule:
Helicopters with a seating capability of 10 or more operated in commercial air transport under
IFR

As a result, the ATPL/VFR was barely needed. Most pilots underwent the CPL(H) theoretical
examination, whilsthe others passed the full ATPL/IR theoretical examination.

The lack of experienced pilots with certificate of completion of the ATPL(H) theoretical
examinationis not easily bridged because:

(@) aCPL(H) holder requires a 3086ur bridge training, then swess in all 13 modules of the
(VFR) ATPL(H) theoretical examingtion

(b) anexperienced CPL(H) holder with MCC training and a type rating on a modernpiioigle
helicopter will learn little more from the theoretical training than how to pass exand

(c) many experienced CPL(Hplders will not undergo the ATPL(H) theoretical examination
because of the costs and because of the perceived waste of time.

In those Member States where FCL.720.H is fully applied, the current requirdonaghe ATPL(H)
theoretical examinationis preventing experiencedFRpilots with MCQraining from flying with a
co-pilot, or from getting a new type ratingThis is detrimental to safety and also prevents
inexperienced helicopter pilots from entering the job market.

There are 8ll national aviation authoritiesNAA3 where the harmonised definition of the mulpilot
helicopter is not implemented. These Member States may continue to issue type ratingthith
multi-pilot privilege to pilots who do not hold eertificate of conpletion of the ATPL(H) theoretical
examination This situation does not encourage a transition towards more pilots holthigy
certificate

SPO operations conducteth a multi-crew environment under VFRare often conducted by
experienced instructors aneixaminers with MCC trainingvho have not passed the ATPL theoretical
examination. When the operator changes thelicopter fleet, they are the ones who should be
training the less experiencegilots. Instead, their type rating is being restricted to séAgjlot
operationsdue tothe lack ofa certificate of completion of the ATPL(H) theoretical examinatidms
situation is detrimental to safety.
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The proposed changes in the definitions of siagjlet helicopter and multpilot helicopter should
ensure hat the certificate of completion of the ATPL(H) theoretical examinat®mequired only
when the following conditions are met:

(@ In NCC and SPO, when the helicopter is certified with a minimum cremogfilots (which is
seldom the case for VFR operations).

(b) In CAT, when the helicopter is certified with a minimum crewnaf pilots or when the CAT
rules requiretwo pilots.

A review of thebridge training and theoretical examination, covering the diffeenbetween the
CPL(H)heoretical examinationand the ATPL(H) theoretical examinatioand a review of the
learning objectives of the CPL(H) and ATPib@dretical examinatiorcould be undertakenas part
of a future rulemaking task.

Multi -pilot operationsin CAT are restricted by the number of pilots holding AfPL(H)

It would be desirable if ATPL(K)lderscould bring their experience and help safely develop multi
pilot operations that would increasingly take place on a voluntary basis. Unfortunately, there are not
enough ATPL (Hipldersfor such a transition to take place in this manner.

The small numberof experiencedpilots with a certificate of completion of the ATPL(H) theoretical
examinationis one of the reasons for the insufficient number of ATPIh@ijers as explained
above.

Another reason for th insufficient number of ATPL(HQldersis thedifficulty experienced by pilots
to obtain the requiredmulti-pilot experience as well as night flight and IFR experience

ATPL(Hholders are found mainly in offshore operations wherepRot operations in CAT are
mandatorywith an MOPSC of 10 or moreapsengersUntil recently it was impossible to obtain the
350 multipilot hoursof experience needed for the ATPL(H) without flying these hours agdato
The best way to obtain this experience wago fly as an offshore cpilot in CAT, because this i
where almost altommanders that hold aATPL(H) were flying

With the NCC and SPOquirementsnow in place, it is likely that the 350 mutilot hours of
experiencerequired for the ATPL(KpRn be more easily gathered by flying NCC or, 8B¢ause tie
pilot-in-command is not required to hold an ATPL(N&ither of the two pilots may have been
trained for MCC trainingor a NCC or SPO flight in a mpitot environment because their type
ratings may have been granted under a national interpretatiorthef definition of a multipilot
helicopter. It was not intended thahe multi-pilot experience could be gathered in such a way. This
kind of multipilot experience may, or may not, be different to singi®t experience. In some
casessuch experienceauld be detrimental to the crew.

The current situation is that ATPL(Hjolders are not available for mulitrew operationsto take
place on a voluntary basidMany operations that could be conducted witivo pilots, including
HEMS operations, are conducted wihe pilot instead. This situation is detrimental to safely the
distant future, there may be more ATPL{)ders but if their multipilot experience was gathered
under NCC or SPO without ME€&ning and without the supervision of @mmander that holdsra
ATPL, it may not be very different to singiéot experience. The situation will also be detrimental to
safety.
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The proposed changes in the definition of muliot operations and the changes ithe
prerequisitesfor the ATPL(H) should ensure that the relevant mpilot experience can be gathered
whenever a flight takes place in a mygilot environment, with MCC training. Having all pilots
trained for MCC should ensure that medtiew-oriented standard operating procedurdSOPsill

be implemented at operational level. The experience gained in pildti operations will then be

valid for the ATPL(H). The proposed changes also ensure that the ATPL(H) is not needed when
operating in a multcrew environment on a voluntary basis.

A multi-pilot environment with acommander that holds a ATPL(H) may not always be required
when needed

For CAT operations, a large complex helicopter is expected to be operated with a minimum crew of
two pilots inlFR, witha commander that holdan ATPL(H).

However, the current rules allow the same helicopter to be flown in IF6hépilot with a CPL(H), if
certified for singlepilot IFR operations and if the MOPSC is reduced to 9 or less.

The NPA contemplatethe option to always require a minimum crew dbfo pilots for CAT IFR
operations of helicopters above a certain maximum takemass (MTOM).
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Summary of proposals for CAT IFR operations and associated question

Question1.:

Which singlepilot certified helicopters should be required to be flown wittwo pilots in CAT IFR
Option 1: Helicopters withraMOPSC of 10 or more (no change)?

Option 2: Helicopters withraMOPSC of 10 or more on MTOM of more than 500kg?
Option 3: Helicopters withraMOPSC of 10 or more on MTOM of more than 375kg?
Option 4: Use another mass threshold? Use only a mass threshold and no MOPSC threshold

~NJ

Other?
MINIMUM CREW/| Helicopters witha Helicopters witha Helicopters
for CAT IFR maximum maximum certified
operations certified seating certified seating with a
configurationof 9 configurationof minimum
or less andan 10 or more and crew oftwo
MTOM of less anMTOM pilots for IFR
than 3175kg between 3175 operations
and 5700kg
MULTIPILOT.
OPTION 1 MULTIPILOT. | With an MOPSC|
(no change) With an MOPSC of 9 orless :
SINGLPILOT of 9 or less: SINGLPILOT MULT!}
SINGLPILOT PILOT
OPTION 2 SINGLPILOT
MULTIPILOT
OPTION 3 MULTIPILOT MULTIPILOT

MINIMUM CREW for
CAT IFR operations

Resulting CREWING OPTIONS for CAT IFR operations

SINGLPILOT 1 CPL/IR or 1 ATPL/IR or
2 CPL/IR/MCC or 1ATPL/IR+1CPL/IR/MCC or 2 ATPL/IR
MULTIPILOT 1ATPL/IR+1CPL/IR/MCC or 2 ATPL/IR

CPL to hold ATPL(H) theory in order to get type rating with MP privilege

Examples othis category ohelicopters with a maximum certified seating configuration of 9 or less
and MTOM of less than 3175 kgsngleenginel helicopters, AS355 Bell206L4T A109 EC135

Bell429

Examples ofhis category ofhelicopters witha maximum certifiedseating configurationof 10 or
more and MCTOM between 3175 kgs and 5700 kG4 55576 AW169 Bell 212/412

Examples ofhis category ohelicopters certifiedvith a minimum crew of 2 pilots fdFR operations
AS330, AS332/EC2FZHW3,H175, S92
The abovamentionedexampes are based on helicopter type certification data sheets and may not
be accurate for an individual helicopter. Please refer to the helicopter flight manual for the correct

data.

**
* *
*
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Summary of proposals for CAT VBperations

CAT VFR Helicopters certified with a minimum | Helicopters certified with a minimum cre
crew ofone pilot for VFR operations | of two pilots for VFR operations
or 1ATPL+1CPL/ MCC or 2 ATPL type rating y )

Example of helicoptersertified with a minimum crew afvo pilots forVFR S92

The abovanentionedexampleis based orthe helicopter type certification data sheelt may not be
accurate for an individual helicopter. Please refer to the helicopter flight manual for the correct
data.

Summary of proposals falCC and SPO

Helicopters certified with a minimum| Helicopters certified with aninimum crew
NCC/SPO crew ofone pilot of two pilots
CREWING 1 CPLor1ATPLor 2 CPL/MCC| 2 CPL/MCC orATPL+LPL/MCC or 2
OPTIONS or 1ATPL+1CPL/ MCC or 2 ATPL ATPL
All pilots to hold IR for IFR. CPL to hold ATPL(H) theory in order to ¢
type rating. All pilots to hold IR fdFR

Example ofi helicoptercertified with a minimum crew afvo pilots forVFR S92

Examples of helicopters certified with a minimum crewtwb pilots for IFR: AS330, AS332/EC225,
PZEW3, EC175nd S92

The abovemerntioned examples are based on helicopter type certification data sheets and may not
be accurate for an individual helicopter. Please refer to the helicopter flight manual for the correct
data.

Conclusion

The NPA proposes to amend FCL.010, FCL.510.H, FCLIFZ20985. TRFCL.910. TRFCL.915.MCClI
ORO.FC.100, ORO.FC.200 AMC1 ORO.FC.280rder to achieve the following results:

(@) A helicopter can no longer be defined as a sifgilet helicopter and a mukpilot helicopter
at the same time.

(b) A helicopter operatedn multi-pilot operationsremains a singlilot helicopter if the second
pilot is not required by certification or by the operational rules.

(c) Pilots are required tohave competedan MCC training in order to fly in a mufilot
envionment in CAT, NCC and SPO.

(d) The intent is to provide grandfather rights to pilots who have muiltit experience, and to
account for flying experience gained in military operations and-lBoropean operations. 500
hours of experience in multpilot operdions remains an alternative option to the MCC
training, except for the ATPL.
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(e) The hours flown in a mufpilot environment with MCC training arSiOPselevant to a multi
pilot environment, can be used for the purpose of reaching the npilbt experiene
required for the ATPL(H). These include riltit operations on a voluntary basis in CAT, NCC
and SPO.

(H  Pilots of a helicopter operateth multi-pilot operationson a voluntary basis will require
neither a multipilot type rating, nor an ATPL theorygman ATPL(H).

(g) Thecertificate of completion of the ATPL(H) theoretical examinat®ono longer required in
VFR in CAT NCC and NCO, unless the helicopter is certified with a minimumtereilofs.

(h) The ATPL(H) is no longer required in CAT VFR apesatinless the helicopter is certified with
a minimum crew ofwo pilots.

(i) Instructors and examiners in charge of mupifiot operation training and checking have
relevant experience of mulpilot operations

236.0perator s’ profi ci eCAToperatidne c ks f or helicopter
Domain affectedCAT H

Currently, the OPC is conducted by a suitably qualified commander trained in the assessment of
CRM skills. Considering the contents of the helicopter OPC, the relative lack of simulator availability
for helicopter trahing and checking, and for safety reasoitsis proposed that the persothat
conducs the OPGhould beat leastan instructor.

As the persorthat conducsk the OPC is trained in the assessment of CRM skills, the NPA proposes
that a CRM assessment shotddte place during the OPC.

It appears that the crew composition, together with the singil®t or multi-pilot environment, had
not been defined for helicopter OPCs. The NPA therefore makes a proposal to fill in this gap.

The OPC currently consists itoag list of emergency manoeuvres to be repeated every 6 months. In
the current prescriptive formathe OPC doesot allow to introduce much variations in the checks,
making them too repetitive. Considering this situation, the need for all the itentseicdirrent list to

be checked on a-fonth basis was then reviewed. It appeared that many of the items that are
currently checked during every OPC onmd@nth basis could instead be checked on a yearly basis as
part of the LPC, or every 3 years.

It was dso considered that it was detrimental not to check major failures thandidappearon the
list, including helicopter typspecific failures. A -8ear cycle was deemed necessary for the
recurrent checking of such failures. Abnormal failures were consiti® be too many and often not
training-critical. They should therefore not be required to be checked.

The NPA proposes to keep the initial OPC as it is and to introdugea 8ycle for the checking of
all major failures during recurrent OPCs.

Regading the combiation of OPG with aircraft/FSTD training, it has happened that some operators

KFI®S YAadadzyRSNARAG22R (GKS 62NR WO2YOAYSRQ®d 2KAES 0l
during the OPC session, a single task or manoeuvre cannot lok fosdraining and checking

purposes at the same time. The NPA proposes to clarify this.
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The NPA therefore proposes to amend ORO.FC.230(b), AMC1 ORO.FC.220 and AMC1.0RO.FC.230 to
create a new helicopte©PCscheme.

2.3.7.Operations on morethan one type or varant for helicopter CAT operations and combined
helicopter and aeroplane operations

2.3.7.10perator proficiency check
Domain affectedCAT H

When transposing JAA material into EU regulations, the grouping of type ratings used for recent
experience in FAQ60 andAMC1 FCD60 was meant to be used for the purpose of grouping type
ratings for the purpose of the OPC. Instead, the current regulation mistakenly allowed an OPC on a
singleenginal helicopter to be valid for twirenginel helicopters in VFR by day. This gldonot be

the case.

Therefore, he grouping of type ratings for the purpose of the OPC had to be reviewed, taking into
consideration the following options:

(&) The grouping of type ratings in accordance vagerational suitability datdOSD
(b) The same groupinof type ratings as used for recent experience as in AMC1 FCL.060
(c) The same grouping of type ratings as used foisla8@ FCL.740.H

The grouping of singlenginel helicopter type ratings was deemed necessfmyday VFR, because
it is a current practicefor helicopter pilots to fly several sing@ngineal helicopter types, and the
current regulationshave proven to be safe in that respect.

(@) Grouping helicopter types in accordance with OSD was rejected because there is no data
available across helicopter tgp

(b)  Grouping helicopter types as per AMC1 FCL.060 was also rejected because the grouping was
restricted ta

(1) helicopters that are soon to be phased out of operations (SE 313/318, SA 341/342, and
SA 315/316/319)

(2) the grouping of Bell 206 and 407 helicoptgpés and
(3) the grouping of pistorengined helicopters.

(c) The grouping of helicopter types used for LPCs was considered, and was found satisfactory.
Moreover, it made sense to align the conditions for LPCs and OPCs. Keeping the conditions for
the grouping ofsingleenginal turbine-powered helicopters for the purpose of the LPC also
made sense, in order to avoid disrupting SPO and NCO operations for the purpose of
improving the CAT OPQorérements

The NPA therefore proposes to use the same grouping of tyjpegsafor OPCs, as currently in place
for LPCs.
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2.3.7.2Line checks
Domain affectedCAT H

The current ORO.FC.148), ORO.FC.230 (a) and ORO.FC.230 (c)(1) require one line check per type
or variant per year, unless the authority would consider the line check on one variant to be relevant
for other variants.

It is recognised that a number of tyjpecific issues will be checked during the line check on a
highly-automated helicopter with digital flight displays operated in IFR. However, for the majority of
helicopter operations in day VFR, the line check vélloperationsoriented and not typespecific.

The NPA therefore proposes to allam operator to considethe gouping of line checks across
helicopter typesand proposes an AMC to define when it may and may not be acceptable to do so.

2.3.7.30perations on aeromnes and helicopters

Domairs affected CATA, CAH
* NCC and SPO are only affected if pilots also fly CAT.

Operations on aeroplanes and helicopters were found out to be the most restricted, and the least
likely to involve confusion between aircraft typéhey are also the only ones to be restricted in the
IRsinstead of an AMC. The NPA proposes a more performbased approach.

2.3.7.4Number of helicopter types to be flown by a pilot involved in CAT operations

Domain affectedCATH

* NCCHand SP® are onlyaffected if pilots also fly CAT.

Followingfeedback fromdifferent stakeholdes, it was consideredthat the current limitation to
three different helicopter types was too restrictive for CAT operations only.

In addition, AMC1 ORO.FC.240 is applicable tonpylots involved in CAT operations, but was not
meant to include helicopter types flown in NCC, SPO or NCO operations as partiwiitéieon to
three helicopter types.

A redrafting of theAMCwas considered necessary, keeping in mind the @irmvoidng confusion
between the types during CAT operations, aoidensuing that pilots have sufficient level of
knowledge of the aircraft flown in CAT.

The following was then considered:
(@) The larger helicopters are likely to require the most specialisation

(b) If a pilot flies only one helicopter type in CAT, it is likely that the pilot wmidergo more
training and checking on that particular type. No confusion should occur during CAT flights on
this type, regardless of the number of other types flown in NCCaBB®ICO operations.

(c) If a pilot fies more than one helicopter type in CAT, then the number of helicopter types
flown in NCC and SPO should also be taken into consideration.

(d) The number of helicopter types or variants flown in NCO should not be taken ¢otuat.
Types or variants flown in NCO as an instructor in a training organisation would have to be
1Sy Ayd2 | 002dzyt o0& GKS 2LISNYd2NRa yR (KS

(e) A number of mitigations could allow the pilot to fly on more thatyj3es, such as:
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(1) Flying by day VFR only
(2) Flying on small, simple helicopters
(3) Flying on a limited number of variants within each type
The NPA proposes to redefine the maximum number of helicopter types flown by pilots involved in

CAT operations in accordance with these principles, in order to achieve the following:

Maximum number of helicopter types if at least 1 helicopter flown has ITOM above 500kg

CAT NCC SPO NCO

0 No restriction

2 No restriction

Maximum number of helicopter types if all helicopters havea MTOM of 5700kg or less

CAT NCC SPO NCO

0 No restriction

1 No restriction

3 (up to 5 with mitigations) Norestriction
Question2:
The NPAproposes to introduce the possibility to fly up téive non-complex helicopter types in day
VFR
Should theMOPSC of each helicoptee limited? If so, to whiclvalue should the MOPSC be limitgd?

2.3.7.5Conclusion
The NPAoroposes tcamend

(@) ORO.FC.230(b)(® support the new helicopte©OPGcheme for operations on different types
or variants.(Domain affected: CAT)H

(b) ORO.FC.230(t) support the new helicopter line check scheme for operations on different
types or variants(Domain affected: CAT)H

(c) ORO.FC.240 and AMC1 ORO.FCt@4apply a more performancbased approach to the
operations of aeroplane and helicopter typgBomainsaffected: CAT A, CATTHNCC and
SPO are only affected if pilots also fly CAT.

(d) AMC1 ORO.FC.246 redefine the maximum number of helicopter types flown by pilots
involved in CAT operationfDomains affected: CAT A, CAT HNCCH and SPH are only
affected if pilots also fly CAT.
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2.3.8.Use ofoperator difference requirementsQDR) tables
Domains affected: CAT A, CATNEBC A, NCC H, SPO A, SPOH

Changes arproposed toensure that:

(@) OsDdata should be used every time it is available but should not be redjdor changes in
configurations within a given variant of an aircraft, as defined ufidet-FCland as illustrated
in the EASA type ratings list.

(b) The use of ODRables is extended to NCC and SPO, with the associated credits regarding
recurrent training and checking.

(c) The use of ODRables is extended to difference & familiarisation & equipment training to
guide operators irthe design of initial training.

These changeare required toalignthe ORO.FRSFAYAGAZ2Y 2F WRATFTFSNBYyOS 3
with the PartFCLRS TAYAGA2Y X o6& GF 1 Ay3 WSI|jdALYSYd . yR LN
Equipment: Y R LIN2 OS RdzNB (i NI A y ka/navparbidsaph ohtlyedeguiaBoly.dzA NS R dzy

2.3.9.CRM issues

2.3.9.1Table 1 in pint (g) of AMC1 ORO.FC.115 splits CRM training into a number of training
elements

Domains affected: CAT A, CATNEGC A, NCC H, SPO A, SPOH

¢KS WISYSNIf LINAYOA LXaf ¢y toRrbthef 8nd shalld Nd& neddNd®oxre2 y S |
trained when changing aircraft types within the same operator. The CRM training elements related

G2 GKS WAYRAGARdIzZ-f FfA3IKGE ONBS YSYOSND NB 0O2yy
elements, suclas stress, stress management, vigilance, fatigue could be connected to the operating
SYGANRYYSYyd FyR GKS 2LISNFG2NDa FlFaGA3dzS NRa]l YLy
these elements when joining an operator and not only during initial andirreat training. If

supported, this change should be followed by the same proposed amendment under ORO.CC so that

CRM training of flight crew and cabin crew remain aligned.

2392Inf 1l i ght CRM assessment when an observer
Domains affectedCAT A, CATH

S S €«

In-flight CRM performance is the result of r@chnical skills and behaviours of the crew working as

a team.For this reason, the #flight CRM assessment ideally takes places only when the person in

charge of the assessment is seatedyh a2 6 a SNSNRa aSI i FyR KIFI& y2 20K
seat is available, and when flying certain helicopter types and small airplanes types upiloulti

operations, the idflight CRM assessment will either be slightly biased or not take pladk at a

The NPA proposes means of compliance for the CRM assessment in thidealorseating
configuration. Options include the use of a forwdating passenger seat with sufficient visibility,
the use of a lineriented part of aflight simulation trainingdevice(FSTDsession, and when neither
of these optiongs available, the CRM assessor may also be part of the active crew.
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As the person conducting the OPC is trained in the assessment of CRM skills, the NPA proposes that
a CRM assessment should aizke place during the OPC.

The NPA proposes to amend tfidlowing to address these CRM issues:

(@) AMC1 ORO.FC.11bipts(c) and (g) to ensure that CRM theoretical training requirements are
consistent with the competencies to be developed.

(b) AMC1 ORO.FC.230 introduce means of compliance for-flight CRM assessment when an
204SNBSNRa aSrd Aa y2aG F@rAtlrofSo
(c) AMC1 ORO.FC.230 to ensure CRM assessments will take place during the helicopter OPC.

2.3.10. Other helicopter training and checking issues

2.3.10.1 Aerodrome competency
Domains affected: CAT, NC(H, SPO H

For helicopters, it was postulated that aerodrome competency was not required prior to the flight
for day VFR operations, especially as affligint reconnaissance can be used. Instead, the area
competency should be fiicient to ensure that pilots areapable of selecting aerodromes and
operating sites from the ground and from the air, and of establishing a safe flight path for landing
and takeoff. Areas such as mountains should require spefafitiliarisation trairmg.

2.3.10.2 Training programmes
Domains affectedCAT ACATH, NCC A, NG4; SPO A, SPO H

It was considered that the relevant ddentified feedback from the management system should be
used when defining the CRM training programme. It was considered that sedb&ck should also
be used to define other training programmes suchtlas ground training and the -§early flight
training programme.

23103Qualification to fly from either pilots’ sea
Domain affected: CAH

It was found out that this qualification was reged only for commanders, whereas helicopter co
pilots may also fly in both seats. The NPA proposes to require this qualification for pilots involved,
not only forcommanders.

The requirement is also proposed to be clarified, to ensure that no addititrveatking is required if
OPG alternate between left and right seats.

Finally, this proposal does not exempt instructors and examiners from the requirements. Although
most certainly remain proficient in both seats by flying as pilots and instructors, there need to
exempt them because there is no additional checking.
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2.3.10.4 Commanders in charge of conducting line training under supervision and line cheeks
Helicopter CAT

Domain affected: CAH

Question3:
Do we need to introduce a minimum pilot experience floe commander in charge of conducting
line training under supervision?
If so:How muchwould be the minimum experience?

Total flight time in hours?

Flight time as PIC/commanderhiours?

Number of OPCs performed at the operator?

For multipilot operations, flight time in muklpilot operations?

For HEMSight-vision imaging systesiNVI$ and offshore, flight time in the relevant kind |of
operations?

Forhelicopter hoist operationgHHQ, number of lifting cyclesthgman external carg¢HEQ/
helicopter external sling load operatioftdESL{cycles included / not included)?

Question4:
Do we need to introduce a minimum pilot experience fioe commander in charge of conducting
line checks?
If so:How muchwould be the minimum experience?

Total flight time in hours?

Flight time as PIC/commander in hours?

Number of OPCs performed at the operator?

For multipilot operations, flight time in muklpilot operations?

For HEMS, NVIS and offshore, flight time in the relevant kind of operations?

For HHO, number of lifting cycles? (HEC/HESLO cycles included / not included)?

2.3.10.5 Conclusion
The NPAroposes to:

(@) amend ORO.FC.1@5 ensure that aerodrome knowledge is not required prior to the flight in
day VFR helicopter operations where anflight reconnaissance can be use@omains
affected: CAT H, NCC H, SO H

(b) developa new ORO.FC.220 & 28Densure that initial and recurrent training and checking
programmes include dalentified feedback from the management systenDo(ains
affected: CAR, CATH);

(c) amend AMC1 ORO.FC.280 ensure that dddentified feedback from the management
system is usetb establish aircraft/FSTD training programméd3orains affected: CAY, CAT
H); and

(d) amend ORO.FC.236 ensure that, for helicopters, the qualification to operate from either
LAf204Q &aSFd A& NBIAdZANBR F2N |t rdhdt Aod a
additional checking is neede(Domain affectedCATH).
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2.3.11. Initial training and checking for specialised operations
Domains affectedSPO ASPO H

Initial training for a given specialised operation should take place either under ORO.FC.120,
oper 12 NDa O2yPBSNBA2Y O2dzNESZI 2NJ dzy RSNJ hwh ®C/ ®MHp =

CKAA A& y20 6Stf dzyRSNRAG22R dzy RSNJ 4 KS OdzNNBy G LI
not required when changing specialised operations, and becauselifarsation and difference

training was used only under CAT and NCC untih@1 2017 and was commonly identified as

covering only differences between type and variants.

Familiarisation and differensetraining also covers differences betweesOPswith regard to
different specialised operations, but the lack of AMC @ does not make it obvious to the
reader.

It was decided to not only split ORO.FC.125 in order to better highlight the training needs in cases of
changes in procedures, but also to provide AMC @l

Training requirements may vary from one operator to another because each operator has developed
their own SOPsNoflight crew operating manugdFCONM standardises the operating procedures for
SPO, and napproved training organisatioAT Q standardises the training.

For the abovamentionedreasons, it is considered necessary to introd@RG immedately after
SPO initial training. This new requirement is more than offset by the reduction in the provisions for
recurrent checking.

2.3.12. Recurrent training and checking for specialised operations
Domains affectedSPO ASPO H

The combination of ORO.FC.130MR0O.FC.145(a) and ORO.FC@aently requires the OPG to
cover normal, abnormal and emergency procedures for each specialised operation every year, for
every type.

This adds up to an unreasonable amount of checking and should be changed.

In most casesSOPwwill not vary too much with the helicopter type within a given operator. The
alleviation accessible to CAT operators, according to which theOPAE valid fora group of type
ratings, should also be accessible to SPO.

In addition, more specificallyp SPO, it happens that most pilots are involved in more than one kind
of specialised operatian The amount of experience and recent experience, the similarities between
different kinds of specialised operations, the compared complexity of the varioasiadiged
operations a pilot is involved in, are factors to take into account when defining recurrent training
and checking programmes.

Finally it was considered that the person conducting SPO specific training and checking should be
better defined,and should not be required to be an examiniking into account that training and
checking for SPO is not the same as training and checking for type ratings.
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2.3.13. Recurrent training and checking for CAT operations starting and ending at the same
location, with small aircraft(CAT A to A)

Domains affectedCAT ACATH (only for operations starting and ending at the same location, with

small aircraft, as defined in ORO.FC.005@intgb)(2) (CAT Ato A)

The precise scope of the changeprissentedin ORO.E.005(b)(2), which defines the applicability of
ORO.FCGection 3 to CAT operator€AT operations meeting the criteria of ORO.FC.005(b)(2) are
FAdZNIHKSNI NEFSNNBR G2 Fa w !¢ ! (G2 1'Q 2LISNIGAZ2YyaAD

The NPA proposes that alleviations to ORO.FC.145 availablegio@#T operations should be also
applicable to\ZAT! i 2TheseCalleviations introduce the flexibility to cond@P@ without an
examiner, and the flexibility to revalida®@PG on several types or variants at the same time.

2.3.14. Other clarifications and snplifications

A number oflIRs INORO.FC have been identified as unclear, or as duplicating dRerThe NPA
proposes to introduce the necessary clarifications and simplifications.

The NPA proposes to:

(@) amend AMC1 ORO.FC.1tthalign the wording withtha2 ¥ h wh ®C/ ®mun NB I NRA
conversion coursesDpmains affected: CAT A, CAT H, NCC A, NCC H, SPO)A, SPO H

(b) amend ORO.FC.140()clarifyi KS Y SI yAy 3 2 Bgulstibny(TomansBffectes (i KS W
CAT A, CAT H, NCC A, NCC H, SPO A; SPO H

(c) amend the title of ORO.FC.145 and related AbBZause ORO.FC.140 regulates not only
training, but also checkingDomains affected: CAT A, CAT H, NCC A, NCC H, SPOA, SPOH

(d) delete ORO.FC.200(d)([@¢cause it duplicates ORO.FC.202 requiremdbtsmains dected:
CAT A, CAT)H

(e) delete mints (b)(1)(iv)and (d)(v)(if AMC1.0RO.FC.2Bécause they duplicate ORO.FC.145.
(Domainaffected: CAT H

()  delete the last part of the sentence in ORO.FC.235¢chuse it contradicts Appendix 9 to
ORO.FC.720 which allotsk S | LILX AOF yi G2 OK22aS G4KSANI asSlI i
aSl idQ ABomdnaf@dtes:CRIN

(g) amend AMC1 ORO.FC.240 (0)(1)(V(®) 2 NRSNJ G2 Of I NAF& GKS YSIyA
(Domainaffected: CAT }and

7

(h) amend AMC1 ORO.FC.240y 2NRSNJ G2 y2 f2y3aSNJ dzaS GKS 4+
BENRAFYGEQ oF GFENRFYG o0SAy3 |t NBFReé RSTAYSR | &
WiewlSQ YR WieLlS 2N @I NR I yDenaihshifectatk2ZCOARA, EAT |y |

H).
2.3.15. AMC and GM for NCC
Domains affected: NCC A, NCCH

Alack of AMC and GM was reported lWpAAsand manyNCC perators. Section 1 of ORO.FC applies
to AnnexVI to the Air OPS RegulatigRartNCC) and AMC and GM are partly missing for some
sections.
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Existing AMC and GM ORO.FC were introduced onlySaction 2which is applicable to CAT only.
These AMC and Gbdf ORO.FC atkereforenot fully applicable td?artNCC.

The NPA proposes to introduce the followimgw AMC and GM for NCC in orderamtribute to the
uniform implementation of ORO.FC requirements MEC operationsand to mprove the safety
levels by providing guidance to the competent authorities and operators

(a) AMQORO.FC.105(R)( ‘Pesignation as pilelh-commandcommande to specify the
requirements and conterdf the oLJS NJ- éosrhdRdEoursefor operations other tharCAT

(b) GM2ORO.FC.105(R2)( ‘Pesignation as pilen-commandcommandef) to provide the
operator withguidance orthe aerodrome categosation.

(c) AMC1l ORO.FC.10%3) and h w h @ C/ BDesigmation #s pileh-command/commander &
operator conversion trainin@to provide means of complianceor the content of the
command course

(d) AMC1l ORO.FC.12@perator conversion trainir@provides a standard for the operator
conversion course (OCC) for PEEC As stated in thdR the operator conversion training
shall include emergency and safety equipment training.

(e) AMC1 ORO.FC.13Becurrent training and checki®pr operationsof non-commercialair
transport Annual recuent flight and ground training shalbe completed to ensure
competence of each flight crew member in carrying out normal, abnormal and emergency
procedures.

(H GM1 ORO.FC.13®ecurrent training and checkin@to provide guidancefor the use of
aircraft/FSTDor atraining programme

(9 AMCIORO.FC13® Af 20 ljdzr t ATAOI GA2Yy @8 pr@iddgddadicSto Ay SA (
the operator how to establish such training.

(h) AMC1ORO.FC.125 &RO.FQ26 & ORO.FQ40(a) Wifferences training and familiarisation
training & equipment and procedure training & Operation on more than one type or v&iant
and GM. ORO.FC.14@®peration on more than one type or varigho clarify the meaning of
type or variant.

() AMC2 ORO.FC.14%rovision of trainingand conduct ofcheckngCto introduce the possibility
of operatorsto develop a policy for therediting of training delivered by other persons or
organisations.This provision will remove the need for elements of training to be repeated
provided the operator has evidence ththe training has already taken place.

() GM1 ORO.FC.14®rovision of trainingand conduct ofcheckingXor audit pooling to credit
training between operators under NCC

2.4. What arethe expectedbenefits and drawbacksf the proposals

The proposal is expected tptimise training in such a way that great safety benefits shooéd
derived Some measures in the proposal have economic costs, but others do have economic
benefits. The overakkconomiceffects are likely to be beneficidtorthe full impact assessment of
alternative options, please refer ©Bhapter4.
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3. Proposedamendmentsandrationalein detail

The text of the amendment is arranged to show deleted text, noeamendedext asshown below:
T deleted text isstruckthrough;
T newor amendedext ishighlighted ingrey;

T an ellipsisPX]Qndicates thatthe rest of thetext is unchanged

3.1. Draftregulation (Draft EASApinion) —Part-FCL of théAircrew Regulation
Domains affectedCAT HNCC HSPO H

0 X0
Wa dfIfA2 G 2nednblan ibgetiorequiring at leasto pilots using multcrew cooperation
in either multipilot or singlepilot aircraft.

0 X0
Wa dHfIGfA2 G F ANDNIF FGQY

T for aeroplanes, it means aeroplanes certificatedoperation with a minimum crew of at least
two pilots;

T for helicopters, airships and powerdift aircraft, it means the type of aircraft which is
required to be operated witl-copiotat least two pilotsas specified in the flight manual or in

accordance with by—the air-operator—certificate—or—equivalent-documeRegulation (EU)
965/2012.

0 X0

W{ AYIEE 8 ;

T for aeroplanes, it mearan aircraft certificated for operation by one pijot

T for helicopters, airships and powered lift aircraft means an aircraft certificated for

operation by one pilot and not required to be operated with at least two pilots by Regulation

(EU) 965/2012.
0 X0
Explanatory note toFCL.010 Definitions
Domains #ected: CAT H, NCC H, SPOH

FCL.010 is proposed to be amended in order to achieve the needed changes-pilotudperations
of singlepilot certified helicopters, as described$ection2.3.5 above.

*
*

*
*opk
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Multi-pilot operations are used only to define the relevant experience needed as a preredaisite
the ATPLand to define the experience needed before MCC training becomes a requireffriant
definition is amended to ensure that the relevant experience in npiltit operations can be
obtainedby flying singlepilot certified helicopters.

The amended definitions @hulti-pilot helicopter andsingle-pilot helicopter ensure that a helicopter
can no longer belong to both categories at themgatime, andthus have consequences on the
privileges of the CPL(H) and the requirement for rruiltit type ratings.

Applicants for an ATPL(H) shall:
(@) hold a CPL(Hrd-a-multipilothelicoptertyperatingand have received instruction in MCC,;

(b) have completed as a pilot of helicopters a minimum of 1 000 hours of flight time including at
least:

(1) 350 hours in multpilot operations orhelicopters;

0 X0
Explanatory note toFCL.510.HATPL(HPrerequsites, experience and crediting
Domain affected: CAT H

FCL.510.H is proposed to be amended in order to achieve the needed changes ipilatulti
operations of singlilot certified helicopters, as described@®ection2.3.5 above.

The ATPL(H) i®quired only for CAT operations of mygilot helicopter types but the relevant
multi-pilot experience may now be gathered by flying sifglet helicopters in multpilot
operations. By deleting the prerequisite for a mydiiot helicopter type ratig, it becomes possible
to take the ATPL(H) examination jointly with a mpltot type rating examination.

This also alignkelicopter ruleswith the aeroplane ATPL(A) prerequisites which do not require the
applicant to hold a mulipilot type rating (seebelow) and do allow to take the ATPL(A) skill test
jointly with a multipilot type rating (seéppendix 9 and see below)

(@) Prerequisites. Applicants for an ATPL(A) shall hold:
(1) an MPL;or

(2) a CPL(A) and a muéthgine IR for aeroplanes. In this case, the applicant shall also have
received instruction in MCC.

(b) Experience.

0 X0
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The ATPL skill test may serve at the same time adllatest for the issue of the licence and a
proficiency check for the revalidation of the type rating for the aircraft used in the test and may be
combined with the skill test for the issue of a MP type rating.

Unless otherwise determined in the operational suitability data established in accordance with
Part21Rart21, an applicant for the issue of the first helicopter type rating shall comply with the
following experience requirements and prerequisites for the issue of the relevant rating:

(@) Multi-pilot helicopters. An applicant fothe—first a type rating course for a muipilot
helicopter type shall:

(1) have at least 70 hours as PIC on helicopters;

(2) except when the type rating course is combined with an MCC course:
()  hold a certificate of satisfactory completion of an MCC courdeelicepters or
(i)  have at least 500 hours as a pitin multi-pilot operations;aeroplanes;-or

(3) have passed the ATPL(H) theoretical knowledge examinations.

(b)  An applicant fothefirstatype rating course for a muiiilot helicopter type who is a gdaate
from an ATP(H)/IR, ATP(H), CPL(H)/IR or CPL(H) integrated course and who does not comply
with the requirement of (a)(1), shall have the type rating issued with the privileges limited to
exercising functions as qmlot only. The limitation shall beemoved once the pilot hasoth:

(1) completed 70 hours as PIC or piloicommand under supervision of helicopters;

(2) passed the multpilot skill test on the applicable helicopter type as PIC.

0 X0
Explanatory note toFCL.720.HExperiencerequirements and prerequisites for the issue of type
ratingst helicopters
Domairs affected: CAT INCC H, SPO H

FCL.720.H is proposed to be amended in order to achieve the needed changes ipilatulti
operations of singkpilot certified helicopters, as described$ection2.3.5 above.

Multi-crew cooperation skills are deemed to require either formal MCC trainimgr Part-FCL or
500 hours of experience in multrew cooperation regardless of the aircraft type or number of
engines.

(@) The privileges of a TRI are to instruct for:

(1) the revalidation and renewal @n EIR or an IR, provided the TRI holds a valid IR;
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(2) theissue of a TRI or SFI certificate, provided that the holder has 3 years of experience as
a TRI; and

0 X0
() inthe case of the TRI for helicopters:
(1) theissue, revalidation and renewal lnélicopter type ratings;

(20 MCC trainin

(3) the extension of the singlengine IR(H) to mukéngine IR(H);
0 X0
Explanatory note toFCL.909.RI TRIt Privileges and conditions
Domairs affected:CAT HHNCC H, SPO H

FCL.905.TRI is proposed to be amended in order to achieve the needed changes -pilanulti
operations of singlilot certified helicopters, as described®®ction2.3.5 above.

With the new definitions of singipilot helicopters, multipilot helicopters, and mukHpilot
operations, multipilot operations will take place on singb#ot helicopters on a voluntary basis. The
experience gained in such muytilot operations shall be credited towards the prerequisitesthe

ATPL. It makes sense that a TRI can also credit this experience towards obtaining the privilege of
teaching MCC.

(&) General. If the TRI training is carried out in an FFS only, the privileges of the TRI shall be
restricted to training in the FFS.

In this case, the TRI may conduct line flying under supervision, provided that the TRI training
course has included additional training for this purpose.

0 X0
(c) TRIfor helicopters TRI(H).

(1) The privileges of a TRI(H) are restricted to the type of helicopter in which the skill test
for the issue of the TRI certificate was taken. Unless otherwise determined by in the
operational suitability data established in accordance Vgt 21of Regulaion (EU) No
748/2012Rart21, the privileges of the TRI shall be extended to further types when the
TRI has:

() completed the appropriate type technical part of the TRI course on the applicable
type of helicopter or an FSTD representing that type;

(i)  conducted at least 2 hours of flight instruction on the applicable type, under the
supervision of an adequately qualified TRI(H); and

(i) passed the relevant sections of the assessment of competence in accordance
with FCL.935 in order to demonstrate to &IE or TRE qualified in accordance
with Subpart Kaisther his or herability to instruct a pilot to the level required for

.t TE.RPRO.0008499 © EuropeanUnionAviation Safety Agency. All rights reserved. 38Q1 certified.

*

F Proprietary document. Copies are not controlled. Confirm revision status through theitfe®at/internet. Page370f113

*
*

*
*opk

An agency of the European Union



EuropeanUnion Aviation Safety Agency NPA 201908
3. Proposed amendments and rationale in de

the issue of a type rating, including pgileght, postflight and theoretical
knowledge instruction.

(2) Before the privileges ad TRI(H) are extended from singiéot to multi-pilot privileges
on the same type of helicopters, the holder shall have at 1886t1088-hours in multi
pilot operationsen-this-typeand 1000 hours of flight time as a pilot on helicopters

(3) Before theprivileges of a TRI(H) are extended to MCC training, the holder shall have at
least 350 hours in muHpilot operations.

0 X0
Explanatory note toFCL.910.TRTRIt Restricted privileges
Domairs affected:CAT HNCC H, SPO H

FCL.910.TRI is proposed to be amended in order to achieve the needed changes -pilatulti
operations of singlilot certified helicopters, as described®®ction2.3.5 above.

Point (c)X2) is proposed to be changed because helicopters certified farithR maximum certified
passenger capacity of 10 or more will continue to exissimglepilot (SP)and multi-pilot (MP)
versions with the new definitions.

In order for a TRI(H)SP on such a helicopter type to become TRI(H)MP on the same type, 350 hours
in multi-pilot operations on any type is more relevant than 100 hours on the given type.
consistency, D00 hours experience as a pilot on helicopters should be required for a TRI(H) MP,
whether the MP privilege is obtained by extending a TRI(H)SRPtaunder FCL 910.TRI or the
candidate applies for a TRI(H)MP under FCL 915.TRI

Point (c)3) isintroducedbecause a TRI is no longer required to hold a MP type rating or a TRI(H)MP
to teach MCC. Moreover, MCC training can now take place with SP helicopters and no longer
requires a TRI(H)MP. 350 hours in mpitdt operations is a more relevant value far RICC trainer.

The new requirements unddic)2) and(c) (3) apply only to TRI(H)SP who currently do not hold a
TRI(H)MP. Existing TRI(H)MP are not impacted.

An applicant for a TRI certificate shall:

(@) hold a CPL, MPL ATPL pilot licence on the applicable aircraft category;
0 X0

(d) for TRI(H):

(1) for a TRI(H) certificate for singtélot singleenginal helicopters, have completed 250
hours as a pilot on helicopters;

(2) for a TRI(H) certificate for singbdot multi-enginad helicopters, have completed 500
hours as pilot of helicopters, including 100 hours as PIC on gilglemulti-engined
helicopters;

(3) for a TRI(H) certificate for muitilot helicopters, have completed 1000 hours of flight
time as a pilot orhelicopters, includin®50 hoursn multi-pilot operations:
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(4) Holders of an FI(H) certificate shall be fully credited towards the requirements afid1)
2)ind | naleilothel ’
0 X0
Explanatory note toFCL.915.TRTRIT Prerequisites
Domairs affected:CAT HNCC HSPO H

FCL.93.TRI is proposed to be amended in order to achieve the needed changes irpitotlti
operations of singlilot certified helicopters, as described®®ection2.3.5 above.

Point (d)(3)i) is amended in line with the new definitionExperience on muklpilot helicopters
under the previous definitions is the same as experience on #pildti operations under the new
definitions.

Point (d)(3)(ii) is deleted because holders of a TRI(H) SP who wish to become TRI(H) MP do not
reapply fora TRI. Insteadhey shall meet the criteria to lift the restriction under FCL 910.TRI

Point (dJ4) is amended because &I with nomulti-engine ME) experience should nagxerciseTRI
privilege on ME helicopters until trexperiencecriteria under(d)(2) are met.

The proposed changes apply only to new applicants and do not restrict the privileges of existing TRIs.

An applicant for an MCCI certificate shall:
(@) hold or have held a CPL, MPL or ATPL in the appropiiataft category;

(b) have at least:

(1) in—the—case—ofaeroplanes—airships—and—powsdifidaireraft; 1500 hours of flying

experience as a pilot in mulgilot operations;

(2) 350 hours of flying experience in the appropriate aircraft categenthe—case—of

fhiv-operations,-of-which

Explanatory note toFCL.915.MCQUCCh Prerequisites
Domairs affected:CAT HNCC H, SPO H

FCL.915.MCCI is proposed to be amended in order to achieve the needed changes-milanulti
operations of singkpilot certified helicopters, as described$ection2.3.5 above.

The multipilot experience is increased to5D0 hourdn order toalignhelicopterswith other aircraft
categories.

The experience gathered in singldot operations with a technical crew member is considered not
relevant to multipilot operations where the allocation of duties is deemed to be different.

* TE.RPRO.0008499 © EuropeanUnionAviation Safety Agency. All rights reserved. 38Q1 certified.
* Proprietary document. Copies are not controlled. Confirm revision status through theifiZeBwt/internet. Page390f 113

*
* gk

An agency of the European Union



EuropeanUnion Aviation Safety Agency NPA 201908
3. Proposed amendments and rationale in de

Multi-crew cooper#éion is an attitude. Pilots with sufficient muftilot experience to becomena
MCCI can teach it on any aircraft. However, it was also arguedpibiat (a) did not provide
sufficient experience in the aircraft category, and that 350 hours was a minimumderstand the
kind of operations and better reach out to the trainee on a given aircraft category.

New requirements apply only to new applicants and therefore have no consequences on the
privileges of existinyICCs.

3.2. Draft AMC & GMo Part-FCL(Draft EASAdecision)

(GM5FCLO10 Multi-pilot operations

For helicopters, muHpilot operations include operations whensvo pilots are required by the
operations manuabr anequivalent document

Explanatory note toGM5FCL010

GM5 FCL010 is proposed to be amended in order to achieve the needed changes inpitatlti
operations of singlgilot certified helicopters, as described@®ection2.3.5 above.

This GMclarifiesthat experience under NCO are not included in the definition, whsrexperience
gathered under an equivalent system to CAT, NCC or SPO such -&surapean or military
operations may be included.

3.3. Draftregulation (Draft EASApinion) —Part-ORO of the Air OPRegulation

(@) The omposition 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 operating
limitations prescribed for the aircratft.

(b) The flight crew shall incile additional flight crew members when required by the type of
operation and shall not be reduced below the number specified in the operations manual.

(c) Specific requirements for helicopter operatiori the helicopter is operated with a crew of
two pilots, each piloshalleither:

(1) hold a certificate of satisfactory completion of an MCC cours@ccordance with
Commission Regulation (EU) No 1178/281dr

(2) haveat least 500 hours as a pilot inutti-pilot operations

(ed) All flight crew members shall hold a licence and ratings issued or accepted in accordance with
Commission Regulation (EU) No 1178/20ahd appropriate to the duties assigned to them.

(de) The flight crew member may be relievedflight ofhisther his or herduties at the controls by
another suitably qualified flight crew member.

(ef) When engaging the services of flight crew members who are working on a freelance -or part
time basis, the operator shall verify that all appli@béquirements of this Subpart and the

3 0JL 311, 25.11.2011, p. 1.
¥ —03+31125-41-204%p. 1.
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relevant elements of Annex | (P&fCL) to Regulation (EU) No 1178/2011, including the
requirements on recent experience, are complied with, taking into account all services
rendered by the flight crew member to otheperator(s) to determine in particular:

(1) the total number of aircraft types or variants operated; and

(2) the applicable flight and duty time limitations and rest requirements.

Explanatory note toORO.FC.100
Domairs affected:CAT H, NCC H, SPO H

ORO.FC.100 is proposed to be amended in order to achieve the needed changes -pilahulti
operations of singlilot certified helicopters, as described®®ection2.3.5 above.

It requires thatmulti-pilot operations of singkpilot certified helicoptersinder CAT, NCC or SPO can
only be conducted if both pilots have formal mwdtew cooperation traiing or equivalent
experience.

(&) In accordance with8-e—ef-Annex—/toRegulationh(EC)No216/28@B of Annex V to
Regulation (B) 20181139 one pilot amongst the flight crew, qualified as piletcommand

in accordance with Annex | (P&€CL) to Regulation (EU) No 1178/2011, shall be designated by
the operator as piloin-command or, for commercialratransport operations, as commander.

(b) The operator shall only designate a flight crew member to act as -ipHot
command/commander ikelshehe or shehasall of the following

(1) the minimum level of experience specified in the operations manual,

(2) adequate knowledge of the route or area to be flown and of the aerodromes, including
alternate aerodromes, facilities and procedures to be used;

(3) in the case of mulicrew operationshasO2 YLJX SGSR 'y 2LISNI G2 NRa&
upgrading from cepilot to pilot-in-command/commander.

(c) In the case of commercial operations of aeroplanes and helicopters,pilot-in-
command/commander or the pilot, to whom the conduct of the flight may be delegated, shall
have had initial familiarisation training dahe route or area to be flown and of the
aerodromes facilities and procedures to be used. This route/area and aerodrome knowledge
shall be maintained by operating at least once on the route or area or to the aerodrome
within at2menthmu O f Sy Rierdd. Y2y i1 Ka Q

(d) Paint (c) shall not apply in the case of

—rperformance class B aeroplanes involved in commercial air transport operations under
VFR by dayand
(e) For helicopter operations under VFR by day, familiarisation training of the route and
aerodromesmay be provided by other trainingneans such as arefamiliarisation training.
The other training means shall be descrilvedhe operations manual

0 d , by day,
rg—si pithi area

* X
*
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heheepter—s—sngJ@F@ned—wmh—a—MQRSG-ef 5.
Explanatory note toORO.FC.105

Domairs affected:CAT H, NCC SPO H

ORO.FC.105 is proposed to be amended in order to achievenghessarychanges regarding
aerodrome competencyas described isection2.3.10 above.

(8) Flight crew members shatbmplete differences or familiarisation training when required by

Annex | (ParFCL) to Regulatlon (EU) No 1178/20!44d—when—ehangmg—equme¢ﬁ—or

+operated

(b) The operations mandashall specify when such differences or familiarisation training is
required.

[ORO.FC.12Equipment and procedure training e

(@ Flight crew members shall complete equipment and procedure training when changing
equipment or changing procedures requiringdétnal knowledge on types or variants
currently operated.

(b) The operations manual shall specify when such equipment and procedure training is required.
Explanatory note toORO.FC.128nd ORO.FC.126

Domairs affected:CAT A, CAT H, NCC A, NCC H, SFOA

ORO.FC.125 is proposed to be amended ORO.FC.126 is proposed to be introduneatder ta

(a) align the definitions of differencgand familiarisation trainingvith those in Rrt-FCL

(b) introduce the concept of equipment and procedure training in esrdo cover training
previously included in the OPS definition dffetences andfamiliarisationtraining, and

(c) clarify that equipment and procedure training is required when changing specialised
operations, as described f#ection2.3.11 above.

(@) Each flight crew member shall complete annual recurrent flight and ground training relevant
to the type e variantor equipmentof aircraft on whicthelshehe or sheoperates, including
training on the loction and use of all emergency and safety equipment carried.

(b) Each flight crew member shall be periodically checlatiodicchecks shall include operator
proficiency checksto demonstrate competence in carrying out normal, abnormal and
emergency procegres and may include line checks to demonstrate competence in carrying
out normal line operations described in the operations manual

Explanatory note toORO.FC.130
Domairs affected:CAT A, CAT H, NCC A, NCC H, SPO A, SPOH
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ORO.FC.13@) is amended inrder to neutralise any impact on ORO.FC.130 of the new ORO.FC.125
differencst YR FlL YAT AL NR &AL GA2Y (GNIAYAy3dIsS O2yaARSNARAYy3A A

ORO.FC.13(0) is proposed to introduce a common definition QPG and line checks for all
operators. This common definition will be useful to extend alleviations currently existing under
commercial air transport to other operators under the amended ORO.FC.140 and ORO.FC.145.

(@) Flightcrew members operating more than one type or variant of aircraft shall comply with the
requirements prescribed in this Subpart for each type or variant, unless credits related to the
training, checking, and recent experience requirements are defined imidnadatory part of
the operational suitability data established in accordance with Regulation (EU) No 748/2012
for the relevant types or variants.

(b) Theoperator may define groups ofingleengined helicopter types An operator proficiency
check on oneypeshall be valid foall the other types within the groupf both of the following
conditions are met

(1) The group includes onkingleenginal turbine helicoptersor onlysingleengined piston
helicopters

(2) For commercial air transportt éeasttwo operator proficiency checks per type shall be
conducted within a 3ear cycle.

() For specialised operations, elements of thecraft/FSTD training andperator proficiency
checkthat cover the relevant aspects associated with the specialisedaiadlare not related
to the type or group of types may be credited towards the other groups or types, based on a
risk assessment performed by the operator.

(d) For operations on more than one helicopter type or varitlvat conduct sufficiently similar
operdions, if line checks alternate between types or variants, each line check shall revalidate
the line check for thether helicopter types or variants.

(be) Appropriate procedures andany o+ operational restrictions shall be specified in the
operations manual for any operation on more than one type or variant.

Explanatory note toORO.FC40
ORO.FC.140(b)
Domairs affected:CAT H, SPO H

A new point (b) is proposed to beintroduced based on atransposition of the previous
ORO.FC.230(b)(4), with additional changes in am@erchieve the changes regarding operations on
more than one helicopter type or variant, as describe&éttion2.3.7 above.

The alleviatiorbased of the previous ORO.FC.230(b)}#d on the current FCL.740.Hpi®posed to
0S SEGSYRSR (2 {t hstarting Bnd éhdihgtat tBel98nel lacatiéhy with small
aircraftQas described iSection2.312 and 2.3.1&bove.

ORO.FC.140(c)
Domain afécted:SPO H
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Point (c) is proposed to beintroduced pecificallyfor SPO It is proposedto extend the alleviation

further because many elements tfining and checkingconducted underSPO areelated to the

specialised operations, and not dirgctto the aircraft type It is therefore proposed tallow

elements of aSPOOPCi 2 0SS @Ff AR | ONRPaa GKS FANDNI Fd 8L
determines that this is possible.Point (c) introduces the SPO equivalent of the CAT helicopter
alleviation for line checkihat isproposed in pint (d).

ORO.FC.140(d)
Domain affectedCAT H

Point (d) is proposedfor helicopter line checks, in ordéw achieve the changes regarding operations
on more than one helicopter type or variant, as describe8ention2.3.7 above.

ORO.FC.140(e)
Domairsaffected:CAT A, CAT H, NCC A, NCC H, SPO A, SPO H

ORO.FC.140(e) is proposed to be amended to achieve the clarification describection2.3.14
above.

(ORO:FC 145Provision of trainingand conduct ofchecking Iy

(@) Allthe trainingand checkingequired in this Subpart shall be conducted:

(1) in accordace with the training programmes and syllabi established by the operator in
the operations manual;

(2) by appropriately qualified personnel

(i) In the case of flight and flight simulation training and checking, gassonnel
providing the training and conducting the checks shallqualifiedin accordance
with Annex | (ParECL) to Regulation (EU) No 1178/2011.

(i) By way of derogatiofrom point (i), the aircraft/FSTD training and theperator
proficiency check may be conducted by a suitably qualifigidbt-in-
commandcommander nominated by the operatdior any of the following
operations

(A) specialised operations;

(B) commercial air transport operations meeting the criteria definadpoint
ORO.FC.005(b){2)

(© commercial air transport operations of oth#éman complex motor
powered helicopters by day and over routes navigated by reference to
visual landmarks;

(D) commercial air transport operations of performance class B aeroplanes

(i) By way of derogatiorfrom point (i), the line check may be conducted by a
suitably qualified commander nominated by the operator

(iv) The persons nominated undeif)(and (iii) shall betrained in CRM concepts and
the assessment of CRM skills.
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(v) For commercial air transport operationd helicopters, the person nominated
under (i) shall be an instructor.

(vi) The operator shall inform the competent authority about the persons nominated
under (i) and(iii) above
(3) in addition to the abovefor an approved EBT programme:

(i)  personnel providing assessment and training shall hold an Annex FREh)t
instructor or examiner certificate; and

i) KFgS O02YLX SGSR GKS 2LISNIG2NRa 9.¢ Aya
Successful completion of theLdS NI G4 2NR& 9. ¢ adl yRFENRAALI G
instructor to perform practical assessment in competencies.

(b)  When establishing the training programmes and syllabi, the operator shall include the
relevant elements defined in the mandatory part of the ogonal suitability data
establishedn accordance witlRegulation (EU) No 748/2012.

(c) Inthe case of CAT operations, training and checking programmes, including syllabi and
use ofthe training means to deliver the programnsech asndividual flightsimulation
training devices (FSTDahd other trainingdevices, shall be approved by the competent
authority.

(d) The FSTBndother training devicesised to meet the requirements of thi&ibpart shall
be qualifiedin accordance witiRegulation (EU) No I8/2011 andreplicate the aircraft
used by the operator, as far as practicable. Differences between the FSTD and the
aircraft shalbe describedand addressed through a briefing or training, as appropriate.

(e) The operator shall establish a systemattequately monitor changes to the FSTD and to
ensure that those changes do not affect the adequacy of the training programmes.

Explanatory note totORO.FQ45 Provision of trainingand conduct ofchecking
Title of ORO.FQ45
Domairs affected:CAT A, CAH, NCC A, NCC H, SPO A, SPOH

The amendmergto the title and tothe first sentenceof point (a) aremade as poirg (a)(2), (d) and
(e) alreadyrefer to checking.

ORO.FQ45a)(2)

Domairs affected:CAT A*, CAT H*, SPO A, SOOIy CAT A to édperations with small aircraft as
defined in ORO.FC.Q05

Point (a)(2) is proposed to be amendedased on a transposition of the current ORO.FC.230(im)(5),
order to achieve the changes regardi@g TOPG, as described iSection2.3.6 above.

The ORO.FC.230(b)(5) alleviation not to require an examin@R@ is proposed tde extended to
SPO and CAT A to A operations, because of the following:

(@) The formerAnnex Ill toCouncil Rgulation(EEC) N8922/1991 (EU OP®&ppendix 1 to OPS
1.005already included the same alleviation for CAT A to A operations
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(b) For helicopter under CAT A to A, an instructerrequired as in other helicopter CAT
operations, as explained und&ection2.3.6.

(c) For helicopter SPO, several abnormal and emergency marcgtivat require an instructor
are already covered by the licence proficiency check. Depending on the specialised operations
that the operator is involved in, additional sensitive emergency manoeuvre training and
checking may take place on the aircraft pvegear, once in a-$ear cycle, or only during
licence proficiency checks and training towards licence proficiency checks. It is expected that
an instructor will always be needed for at least parts of the recurrent flight training. The
minimum qualificatbn of the PIC is therefore described in the AMC.

ORO.F@45a)(2)(ii) and (a)@)(vi)
Domairs affected:CAT A, CAT H

Points (a)(2)(iii) and (a)(2)( include a new requirementThe needto inform the authority of
persons nominated is extended to line chedks order to ensure compliance with the ICAO
requirement for authorities to check all persons in charge of flight examinations.

ORO.F@45(c) and €)
Domairs affected:CAT A, CAT NCC A, NCC H, SPO A, SPOH

The amendmergto point (c)A y 4§ N2 RdzOS | 3ISYSNRO GSNY WiNI}AYyAy3d
approve not only the FSTD but also other training means that help to deliver the training and
checking programme such as compub@sed training or future trainig means such asirtual

reality, augmented realityetc. The amendment alsensuresalignment with the AircrewRegulation

in the useof Wther training devices (OTQ)

WwC/ [ damn S58SFAYAGAZY A

Wther training devic«(OTD)means training aids other than flight simulators, flight training devices
or flight and navigation procedures trainers which provide means for training where a complete
flight deck environment is not necess&ly.

The amendment to gint (d) addressed the t& ofclear requiremens to accepfreject FSTB used

F2N) 0KS 2LISNI 02NRA (NI A VhisyeguirdmgnR is QearSiOthéirgfedv  LINE 3 N.
Regulation with a set of rules to accept and qualify FSTDs. Theréfiereamendment provides the

link between the Air OPSRegulaton and theAircrew Regulation.

(X)
(d)  Specific requirements for helicopter operations.

(1) For all operations of helicopters with an MOPSC of more than 19 and for operations
under IFR offelicopters with an MOPSC of more than 9

H——, the minimum flight crew shall be two pilatsand
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Explanatory note toORO.FC.200
Domain affectedCAT H

ORO.FC.200 is proposed to be amended in order to achieve the needed changes -pilohulti
operations of singlgilot certified helicopters, as described$®ection2.3.5 above.

It defines when operations are required to be conducted vitlo pilots andtherefore impacts the
RSFAYAGARWE 26 NSHA OAWTE SND KIS R ORANBNDS

Point (1)(ii) is no longer needed because it is nioNy covered under the privileges of the CPL and
ATPL and instrument rating, as defined unBe-FCL.

Point (2) is deleted because it duplicated ORO.FC.202 with no added value.

In order to be able to fly under IFR or at night with a minimum flight crew of one pilot, as foreseen in
ORO.FC.200(c)(2) af)(2), the following shall be complied with:

@B—C¢KS 2LISNFG2N akKlff AyOfdzRS Ay GKS 2LISNIiA2ya
programme that includes the additional requirements for a sifglet operation. The pilot
shallhaveunderta Sy G NI} AyAy3d 2y (GKS 2LISNI G§2NDa LINE OSRc

(1) engine management and emergency handling;

(2) use of normal, abnormal and emergency checklist;
(3) air traffic control (ATC) communication;

(4) departure and approach procedures;

(5) autopilot management, if applicable;

(6) use of simplified iflight documentation;

(7) singlepilot crew resource management.

{) 0 X0
Explanatory note toORO.FC.202
Domairs affected:CAT A, CAT H

ORO.FC.200 is proposed to be amended in order to achieve the clarifications and simplifications
described irSection2.3.14 above.

The formerpoint (b) was already duplicated in AMC for helicopters, and is moved to AMC for
aeroplanes as well for consistency.
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(@) CRM training shall be integrated into the operator conversion tngimiourse.

(b)  Once an operator conversion course has been commenced, the flight crew member shall not
be assigned to flying duties on another type or class of aircraft until the course is completed or
terminated. Crew members operating only performancassl 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.

() ¢KS FY2dzyd 2F UGNIXAYyAy3d NBIdZANBR o6& (6 FfAIK
course shall be determined in accordance with the standards of qualification and experience
specified in the operations manual, taking into account drisher previous training and
experience.

(d) The flight crew member shall complete:

(1) the operabr 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 mae performed on any aeroplane within the applicable class.

(e) By way of derogation from point (d), if the operatbas an operational need of limited
duration such as applying for a new AOC or aircraft,tiipe operator may propose a reduced
conversioncourse for a limited number of pilots.

() In the case of aeroplanes, pilots that have been issued a type rating based on a zero flight
GAYS GNFYAYAYy3I oXLCEe¢e QO O2dzNES aKlffy

Explanatory note toORO.FC.220
Domairs affected:CAT A, CAT H

EASAnas identified that national authorities were managing the new AOC or aircraft types through
Article 14 of Regulation (ENp 216/2008 with a validity period of less than two months. This option
avoided the need to notify to EAS# accordance witlArticle 14. Howeverthe implementation of

such regulation was different froiMlember Sate to Member Sate. In order to provide a level
playing field EASA proposes a new provision based on the principle of new AOC or aircraft type and
for a limited number of pdts. This provision could be supplemented with an AMC or GM.
Stakeholders are invited to comment on the needigvelopsuch AMC.

The rule follows a performaneg 8 SR I LILINRB | OK o6& LINRPGARAY3I (GKS 206
operational need of limited®R dzNJ G A2y Q F2t 2SR o0& Gg2 Of SN SEIY
However, the performancbased approach may also provide room for those small airlines that face

the situation of having all their experienced

pilots leaving at the same time.

(@) Each flight crew member shall complete recurrent training and checking relevant to the type
or variant andequipmentof aircraft on which they operate.
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(b)  Operator proficiency check

(1) Each flight crew membeshall complete operator proficiency checks as part of the

normal crew complementto—demonstrate—competence—in—carrting—out—nrermal,
abnormaland-emergency procedures

(2) When the flight crew member will be required to operate under IFR, the operator
proficiency check shall be conducted without external visual reference, as appropriate.

(3) The validity period of the operator proficiency check shalsi® calendar months. For
operations under VFR by day of performance class B aeroplanes conducted during
seasons not longer thagight 8 consecutive months, one operator proficiency check
shall be sufficient. The proficiency check shall be undertaken beforememting
commercial air transport operations.

(c) Line check

H—Each flight creamember shall complete a line check on the airctaftdemonstrate
. . . . . . orations manual

(d) Emergency and safety equipment training and checking

Each flight crew member shall complete trainiagd checking on the location and use of all
emergency and safety equipment carried. The validity period of an emergency and safety
equipment check shall be 12 calendar months.
(e) CRM training
(1) Elements of CRM shall be integrated into all appropriatasels of the recurrent
training.

(2) Each flight crew member shall undergo specific modular CRM training. All major topics
of CRM training shall be covered by distributing modular training sessions as evenly as
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possible over eacthreeyear 3-year period. The period shall be counted from the end
of the month when the training was taken.

(H  Each flight crew member shall undergo ground training and flight training in an FSTD or an
aircraft, or a combination of FSTD and aircraft training, at least every d2daaslmonthsThe
period shall be counted from the end of the month when the training was taken.

() The validity periods mentioned in (b)(3), (c) and (d) shall be counted from the end of the
month when the check was taken.

(h)  When the training or checks required above are undertaken within thethase 3 months of
the validity period, the new validity period shall be counted from the original expiry date.

Explanatory note to ORO.FGQ@
Domairs affected:CAT A, CAT H

ORO.FC.Z%a) is amended in order to neutralise any impact on ORO.FC.230 of the new ORO.FC.125
differencst YR FlL YAT A NR &L GAZ2Y (NI AYAy3dsS O2yaARSNAY3

The deleted elements of ORO.FC.230 (b) and (c) are moved to ORO.RGd1@RO.FC.145
respectively Alleviations toOPG are extended to norCAT operationsaas well as CAT A to A
operations Elements regarding the line checks are transferred without changes.

OROFC23®i |l ot qualification to operate in either

(@ Gemmander@ﬂotswhose duties require them to operate in elther pilot semd—eawy—eut—the

complete additional training and checking as speC|f|ed in the opmratmanual. The check
may be conducted together with the operator proficiency check prescribed in ORO.FC.230(b).

(b) For aeroplanes, th&headditional training and checking shall include at least the following:
(1) an engine failure during takeff;
(2) aone-engineinoperative approach and garound; and
(3) aoneengineinoperative landing.

(c) In the case of helicopterssemmanderspilots shall either undergo the additional checking
defined in (b) above, or shalsecomplete their proficiency checksoin left- and righthand

seats on alternate prof|C|ency cheelmewded—that—qun—the—type—FaHng—pFehereney—eheek is

ining or

(d) When engineout manoeuvres are carried out in an aircraft, the engine failure shall be
simulated.

(e) In the caseadditional checking is conducted under (b) abovben operatingn the coLJA £ 2 (i Q&

seat, the checks required by ORO.FC.230 for operatingSn ttO2 YYI yRSNDa aSlI i
addition, be valid and current.

(H  The pilot relieving the commander shall have demonstrated, concurrent with the operator
proficiency checks prescribed in ORO.FC.230(b), practice of drills and procedures that would
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not, normdly, be hisor ther responsibility. Where the differences between dednd right
hand seats are not significant, practice may be conducted in either seat.

(@ ¢KS LAf20 20KSNJ dKIFy GKS O2YYlIYRSN] 200dzLJe Ay 3
practice ofdrills and procedures, concurrent with the operator proficiency checks prescribed
AY hwh®C/ dHondéo0> gKAOK I NB GKS O2YYIFIyYyRSNRa N
the differences between leftand righthand seats are not significant, practiceay be
conducted in either seat.

Explanatory note to ORO.FC23

Domairs affected: CAT A*, CAT Kt Aeroplane operations where the ldiand seat is the
O2YYlIyRSNR&a asSrYi NS y20G AYLI OGSRo®

ORO.FC.235 poposed to be amended in order to achieve the changes regattagualification
G2 Fte | KStAO2 LlasIestribed iB&thoeBBOBIoelA f 2 G Q& &SI

Aeroplane operdbns where theleft-K I Yy R &SI 0 A& (K&e not2inpedieyd RS NDa & S
changes in pint (@) may impact aeroplane operations where the &ft y R a Sl 4 Aa GKS LJ
seat

(@) The procedures or operational restrictions for operation on more than one type orntaria
established in the operations manual and approved by the competent authority shall cover:

(1) GKS FftAIKG ONBg6 YSYOSNBQ YAYyAYdzY SELISNASYyOS

(2) the minimum experience level on one type or variant before beginning training for and
operation ofanother type or variant;

(3) the process whereby flight crew qualified on one type or variant will be trained and
gualified on another type or variant; and

(4) all applicable recent experience requirements for each type or variant.

(b)

rew
ype of

{e}—Point (a) shall not apply to operations of performance class B aeroplane if they agsl limit
singlepilot classes of reciprocating engine aeroplanes under VFR byRdmt{b)-shall-not

allyV a Q ala a a = aldala ala na\, a AHedito-PRats es

Explanatory note to OR®C.20
Domairs affected:CAT A, CAT(NCC and SPO are only affected if pilots also flyy CAT.

ORO.FC.240 wmoposed to be amended in order to achieve the changes regarding operations on
more than one helicopter type or variant, as describe&éttion2.3.7 aboveThe deleted material
is transferred to an AMC.
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|ORO.FC.3200perator conversion training and checkifig

The operato® conversion course shall include an operator proficiency check as defined in
ORO.FC.330.

If a flight crew undergoes differensé&aining with regard to standard operating procedures related
to a specialised aration, the flight crew shall undergo an operator proficiency check as defined in
ORO.F@30.

Explanatory note to ORO.RE20 and ORCEC.326

Domairs affected: CAT A*, CAT H*, SPO A, SROGhIly for operations starting and ending at the
same location, with small aircraft, as definecpwmint (b)(2) oORO.FC.005 (CAT At A)

The NPA proposes to introduce these neguirementsin the Regulationin order to achieve the
changes regardingnitial training and checking for specialised operaticrsd CAT A to ,Aas
described irSection2.311above.

Initial OPG are requiredat completion of the conversion course aaticompletionof a differences
training for specialised operations.

An operatorthat introduces minor changes tats SOPsnay require only ground training, in which
case a familiarisation training is required lautlifferences training is not. In this cas€PG are not
required.

There may also be cases where a pilot needs initial training for a specialised activity that is either
closely related to other specialised activities where he or she has experience, or that is not
specialised compared to other specialised operations hgheris experienceih. If this is the case,

and if the pilot doesnot change operators, then an initi®@PCmay not be needed. The new
specialisedactivity may be considered to be covered under the previQRG that are relevant to

the other equivalent osuperior specialised operations for which the pilot is already qualified.

AnOPCA & fgle&a ySSRSR |G GKS SyR 2F |y 2LISNI G2N
operators. This provision ensures that the operator remains responsible for the congyetérihe

FEAIKG ONBg (2 A YSORsSHh Shuld bél vl forall iDmheicial MR rations and

is proposed to be also required for CAT A to A operations.

(@) Each fight crew member shall completecurrent training andperator proficiency checks

adaeamon Q a a¥a' alaalaVaidfaVaVata a ala a alaVldaa aValaldaa ala aYaala ency

proceduresin the case of SPO, the recurrent training and checking-sbating the relevant
aspects associated with the specialised tasks described in the operations manual.

(b) Appropriate consideration shall be given when operations are undertaken under IFR or at
night.

(c) The validity period of the operator proficiency checklsba 12 calendar months. The validity
period shall be counted from the end of the month when the check was taken. When the
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operator proficiency check is undertaken within the ldsee 3 months of the validity period,
the new validity period shall be coted from the original expiry date.

Explanatory note toORO.FC.330

Domairs affected:CAT A*, CAT H*, SPO A, SFOOmIy CAT A to A operations with small aircraft, as
defined in ORO.FC.Q05

Point (a) is amended for clarity. The definitoaf the OPCin ORO.FC.330 and ORO.FC.230h&re
same andaretherefore moved to ORO.FC.130

3.4. Draft AMC & GMo Part-ORO(Draft EASAlecision)

AMC1 ORO.FC.105(b)(2);(€)esignation as pilein-command/commander
GENERAL

The operator should comply with the nationgualification requirements published in the
Aeronautical Information Publication.

ROUTHAREA AND AERODROMBWLEDGE FOR COMMEBROPERATIONS
For—commercial-operationghe The experience of the route or area to be flown and of the

aerodrome facilities and procedures to be used should include the following:

(@) Area and route knowledge
(1) Area and route training should include knowledge of:
(i)  terrain and minimum safe altitude
(i)  seasonal meteorological conditians
(i)  meteorological, communication and air traffic facilities, services and procedures;
(iv) search and rescue procedures where available; and

(v) navigational facilities associated with the area or route alwhich the flight is to
take place.

(2) Depending on the complexity of the area or route, as assessed by the operator, the
following methods of familiarisation should be used:

0 X0
(b)  Aerodrome knowledge

(1) Aerodrome training should include knowledge dfstructions, physical layout, lighting,
approach aids and arrival, departure, holding and instrument approach procedures,
applicable operating minima and ground movement considerations.

(2) The operations manual should describe the method of categorisatfoaerodromes
and, in the case of CAT operations, provide a list of those aerodrome categorised as B or
C.

(3) All aerodromes to which an operator operates should be categorised in one of these
three categories:

(i) category A an aerodrome thatneetshasall of the followingreguirements
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(A) an approved instrument approach procedure;

(B) at least one runway with no performance limited procedure for taike
and/or landing;

(C) published circling minima not higher tharDQO0 ft above aerodrome level;
and

(D) night operations capability.

(i) category Br an aerodrome that does not meet the category A requirements or
which requires extra considerations such as:

(A) non-standard approach aids and/or approach patterns;
(B) unusual local weather conditions
(C) unusual characteristics or performance limitations; or

(D) any other relevant considerations, including obstructions, physical layout,
lighting, etc.

(i) category @ an aerodrome that requires additional considerationgtiose ofa
category B aerdrome;

(iv) offshore installations may be categorised as category B or C aerodromes, taking
into account the limitations determined in accordance with AMEPA.HOFO.115
W' 'aS 2F 2FFakK2NB 20l GA2yaQ
0 X0
Explanatory note to AMC1 ORO.FC.105(b)(2);(c)
Domairs affected:CAT A, CAT H, SPO A, SPO H

EASAMember Sates have identified a shortcoming in the requirement for special airport
operations. Undethe current AMC, the guidance for qualification and experience is too generic and
can lead to operators unknangly not complying witmational regulations and AIP instructions.

As an example, operations into the Norwegian category B and C airports have led to safety
deviations, incidents and accidents. Enforcement by tbeadgianCAA has been made difficult by
the lack of reference taational requirements and AIP information.

To address this issue, the amendment to the AMC is proposed.

The suggested changeither deviates from the current requirements nor introduceanything new,
but provides a link tanationallegislation, which is completely absent today.

AMC2 ORO.FC.105(b)(2) Designation as pilein-command/commander
GENERAL

The operator should comply with the national qualification requirements published in the
Aeronautical Information Publication.
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ROUTE, AREA AND ABROME KNOWLEDGE NORCOMMERCIAL OPHRANS

Theknowledgeof the route, area to be flown and of the aerodrorfeilities and procedures to be
used should include the following

(@) Area and route knowledge
(1) Area and route familiasation should include knowledge of:
(i) terrain and minimum safe altitudes;
(i) seasonal meteorological conditions;
(i)  meteorological, communication and air traffic facilities, services and procedures;
(iv) search and rescue procedures whexeailable; and

(v) navigational facilities associated with the area or route along which the flight is to
take place.

(2) The operéions manual should describe appropriate methodf familiarisation
depending on the complexity of the area or rowdad the experience of the pilein-
command.

(b) Aerodromeknowledge

(1) Aerodrome familiarisation should include knowledge dafbstructions, physical layout,
lighting, approach aids and arrival, departure, holding and instrument approach
procedures, applicable opating minima and ground movement considerations.

(2) ¢KS 2LISNFd2NRa Yl ydz € 4 K2 dz Bf faRifasis@tNd 0 S
depending on the complexity of the aerodrome

(3) If the competent authority of the aerodrome or area requires specific inginor

familiarisation the operator should maintain all records of this training or familiarisation
in accordance with ORO.GEN.220.

(4) For offshore installations the limitations determined in accordance with
AMC1SPA.HOFO.115 should be taken into antou

Explanatory note to AMZ ORO.FC.105(b)(2);(c)
Domairs affected:NCC A, NCC H, SPO A, SPO H

Accordingo ICAO Annex 6 Part 1l 3.9.4.1the operator shall ensure that each flight crew member
is properly rated anghallbe satisfied that flight creunembers are competent to carry out assigned
duties.

According to ORO.FC.105(b)@Jlight crew member shall only act as pilotcommand if sher he
has adequate knowledgfr take-off, enroute, destinationand alternates National requirements
published in the AIP should be complied with.
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AERODROME KNOWLEBGE NOMCOMMERCIALRERATIONS

The operator may, based on complexity, categorise all aerodromes in one of the following thre
categories:

(@ category A an aerodrome thahasall of the following:

(1) an approved instrument approach procedure;

(2) atleast one runway with no performandienited procedure for takeoff and/or landing;
(3) published cicling minima notigher than 1000ft above aerodrome levegnd

(4) night operations capability.

(b) category Bt an aerodrome that does not meet the category A requirementswiich
requires extra considerations such as:

(1) non-standard approach aids and/or approagatterns;

(2) unusual local weather conditions;

(3) unusual characteristics or performance limitations; or

(4) any other relevant considerations, includiogstacles, physical layodighting, etc.

(c) category ' an aerodrome that requires additiohaonsiderations tdhose ofa category B
aerodrome

Offshore installations may be categorised as category B or C aerodromes, taking into account the
fAYAGFGA2yad RSGSNX¥YAYSR Ay | O0O2NRIYyOS gAGK !lalwm {

Explanatory note totGM2 ORO.FC.105(b)(2)
Domairs affected:NCC A, NCC H, SPO A, SPO H

GM2 ORO.FC.105(b)(2) is based on AMC1 ORO.FC.105(b)(2)(c). It was decitkatetthe
regulatory burdenby moving the paragraph to guidance material, so that a-ocommercial
operator can also use any othappropriate method specified in the opera@manual

The decision to keep the plished circling minima not higher than500ft above ground levelvas
taken to be consistent to ORO.FC Section 2.

AMC1 ORO.FC.105(b)(3) & ORO.FC.I#¥signation as pilein-command/commander & operator
conversion training

ht Ow! ¢ hwQ{ OURSEORKCFPERATOR CONVERSIIRAINING FOR NORMMERCIAL
OPERATIONS WITHWQEX MOTGROWEREBIRCRAFT (NCC)

(@ For aeroplane and helicopter operatiortbe pilot-in-commandshouldbe trainedat leaston
the following elementsas part of either the operator conversion course or command course

(1) command responsibilitieaining;
(2) demonstration of competence operating as pilotcommand.

(b) Demonstration of competence operating as piloicommand may be achieved by:
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(1) completing a proficiency check in the role of pilotcommand; or

(2) operating at least ondlight under the supervision and to the satisfaction of a suitably
qualified pilotin-command nominated by the operator.

Explanatory note tcAMC1 ORO.FC.105(b)(3) & ORO.FC.120
Domairs affected:NCC A, NCC H

AMC1 ORO.FC.105(b)(3) & ORO.Fth&ag0beendeveloped to ensure that th@ilot-in-command
should be familiar witttommand responsibilities and duties. Command responsibilities training shall
be defined by theperator.

Since checking is not required according to ORO.F@P@ Air OPS Regulatiqeee below)and

the Basic Regulation requires personnel to be competent, training to proficiency is introduced. A
pilot joining the operator ochanging aircraft for which a new type or class rating is requsieold
conduct at least one flight under ¢hsupervision and to the satisfaction of a suitably qualified pilot
in-command nominated by the operator to ensure that besheis able to performthe tasks as
required by the operator.

AREAFAMILIARISATION TRINGt HELICOPTERS

The aea familiarisation training for day VFR should ensure that a pilot is capable of selecting
aerodromes and operating sitdeom the ground and from the agitrandof establishing a safe flight
path for landing andake-off.

The following areas and conditions should require specific area familiarisation training:
(@) mountain environment

(b) offshore environment

(c) complex airspace

(d) areas that are regularly covered by snow and are prone to whitephenomena during the
cruise or landing phasend

(e) other challenging areas or conditions.
Explanatory note totGM1 ORO.FC.105(e)
Domairs affected:CAT H, NCC H, SPO H

GM1 ORO.FC.105(e) is proposed to deelopedin order to achieve the proposed changes
regarding aerodrome competency as describe8ection2.3.10 above.

AMC1 ORO.FC.11&rew resource management (CRM) training
CRM TRAINING MULTHPILOT OPERATIONS

0 X0

(c) Operator conversion course CRM training

* TE.RPRO.0008499 © EuropeanUnionAviation Safety Agency. All rights reserved. 38Q1 certified.
* Proprietary document. Copies are not controlled. Confirm revision status through theifiZeBwt/internet. Page570f 113

*
* gk

An agency of the European Union



EuropeanUnion Aviation Safety Agency

NPA 201908

3. Proposed amendments and rationale in de

When the flight crew member undertakes a conversion course with a change of aircraft type

or ehange-alvhen joiningan operator, elements of CRM training should be integrated into all

I LILINE LINR | G S 2 LJS Rablél DNGR a

0 X0

(9)

CRM training syllabus

LK aSa

27

iKS

02y IS NE A

Table 1 below specifies which CRM training elements should be covered in each type of

training.

The levels of training in Table 1 can be described as follows:

(1)

WwSljdZA NBRQ YSI va

inshidctioryaloy/ideraitifie inistyl& ts ehek tHe

0S5

objectives specified in the CRM training programme or to refresh and strengthen
knowledge gained in a previous training.

(@)

YIRS LIGKQ YSIvya

GNF AyAy3

GKI G

& K 2 d#ing fulb S

Ay Al

advantage of group discussions, team task analysis, team task simulation, etc., for the
acquisition or consolidation of knowledge, skills and attitudes. The CRM training

elements should be tailored to the specific needs of the training phasegbein

undertaken.

Table 1: Flight crew CRM training

CRM training elements

Initial
oper a
CRM
training

Operator
conversion
course when
changing
aircraft type

Operator
conversion
course when
joining an
operator

Annual
recurrent
training

Command
course

General principles

Human factors in aviation;
General instructions on
CRM principles and
objectives;

Human performance and
limitations;

Threat and error
management.

In-depth

Not Rrequired

Required

Required

Required

Relevant to the individual fligldrew mem

ber

Personality awareness,
human error and reliability
attitudes and behaviours,
selfassessment and self
critique;

Stress and stress
management;

Fatigue and vigilance;
Assertiveness, situation
awareness, information

acquisition and processing

In-depth

Not required

NetrRequired

Required

In-depth

Relevant to the flight crew

*
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Automation and philosophy
on the use of automation
Specific typeelated
differences

Monitoring and
intervention

Required In-depth In-depth In-depth In-depth

Required In-depth Not required | Required Required

Required In-depth In-depth Required Required

Relevant to the entire aircraft crew

Shared situation
awareness, shared
information acquisition ang
processing;

Workload management;
Effective communication
andcoordination inside ang
outside the flight crew In-depth Required Required Required In-depth
compartment;

Leadership, cooperation,
synergy, delegation,
decisionmaking, actions;
Resilience development;
Surprise and startle effect;
Cultural differences.

Relevant to the operator and the organisation
hLISNJ Gd2NRa a
and company culture,
standard operating
procedures (SOPs),
organisational factors,
factors linked to the type o
operations;

Effective communication
and coordination with
other operaional
personnel and ground
services.

In-depth Required In-depth Required In-depth

Case studies In-depth In-depth In-depth In-depth In-depth

Explanatory note tcAMC1 ORO.FC.115
Domairs affected:CAT A, CAT H, NCC A, NCC H, SPO A, SPOH

AMC1 ORO.FC.115 is proposed tabeendedin order to achieve the proposed changes regarding
crew resource management as describe&ettion2.3.9 above.

AMC1 ORO.FC.12@perator conversion training
OPERATOR CONVERSIRAINING FOR NQXOMVERCIAL OPERATIONSWACOMPLEX MOTOR

POWERED AIRCRAFTCINC
(@) General
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(1) The operator conversion training should include

() emergency and safety equipment training and checking including survival
equipment training (completed before operating on any passeRrggmying
flight);

(i)  passenger handling for operations where no cabin crew is caried

(i) a minimum number of sectors and/or flight hours operated under the supervision
of a flight crew membenominated by the operator, to demonstrate the standard
of qualification specified in the operat@m@anual.

(2) The operator conversion course may be combined with a new type rating as required by
Commission Regulation (EU) No 1178/2011.

(3) The conversin training should ensure that each flight crew member:

() has been trained to competency on the emergency and safety equipment
installed on the aircraft her she is to operatgand

(i) is competent in the operating procedures and the use of checkistsl by the
operator.

(b) Emergency and safety equipment training should:

(1) as far as practical, take place in conjunction with cabin/technical crew and emphasis
should be placed on the importance of effective coordination and -ivey
communicationbetween crew members in various emergency situations;

(2) address the operational procedures of rescue and emergency services; and
(3) cover the items of AMC1 ORO.FC.130(a)(2).

Explanatory note to AMC1 ORO.FC.120

Domairs affected:NCC A, NCC H

According ® ORO.GEN.20the operator shall establish, implement and maintain a management
system that includes maintaining personnel trained and competent to perform their tasks.

Since checking is not required according to ORO.FOfld@ Air OPS Regulatiqseebelow) and

the Basic Regulation requires personnel to be competent, training to proficiency is introduced. A
pilot joining the operator or changing aircraft for which a new type or class rating is required, should
conduct at least one flight under the sepvision and to the satisfaction of a suitably qualified pilot
in-command nominated by the operator to ensure that besheis able to performthe tasks as
required by the operator.

Accordingo ICAO Annex 6 Part 11 3.9.4.1.1. and 3.9.8h8.operator $all ensure that all flight crew
members are properly rated arghallbe satisfied that flight crew members are competent to carry
out assigned dutiesand the training programme shall include training to competency for all
equipment installed.

AMC1OFO.FQ20 point (a)(1)(i)has beenintroduced for the following reason: According to ICAO
Annex 6 Part Il 3.9.3,2ground training is requiredAircraft systems, normal, abnormal and
emergency procedures are part of thgpe rating course and are covered byettaircraft flight
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manual (AFM). There are no operaspecific items. If the operator uses different procedyriss
will be covered under (a)(3jowever for the emergency and safety emergency equipment training
there isnot a clear provisiorthat iswhy this provision is introduced.

AMC1OFO.FC.1200int (b) has beenintroduced for thesamereasonasfor point (a)(1)(i) In order
to fulfil ICAO 3.9.3.3the training programme for theoperator conversion training (OCC) shall
include training to compeincy for all equipment installed.

AMC1 ORO.FC.12bifferences training and familiarisation training
GENERAL

(a) Differences training requires additional knowledge and training on the aircraft or an
appropriatetraining device. It should be carried out:

(12) in the case of aeroplanes, when operating another variant of an aeroplane of the same
type or another type of the same class curigroperated; or

(23) in the case of helicopters, when operating a variant of a helicopter currently operated.

(b) Familiarisation training requires only the acquisition of additional knowledge. It should be
carried out when

) operating another helico@r or aeroplane of the same typer

AMC1 ORO.FC.12&quipment and procedure training
GENERAL

Introducing a change of equipment and/procedures on types or variants currently operated may
require additional knowledge or additional training on the aircraftan appropriatdraining device,
or both.

Explanatory note t)AMC10ORO.FC.128nd AMC1 ORO.FC.126
Domairs affectedCAT ACAT HNCC ANCC HSPO ASPO H

AMC10ORO.FC.125 is proposed to be amendad the new AMC1 ORO.FC.126 is proposed to be
introducedin order ta

(a) align the definitions of differencgand familiarisation trainingvith those in Rrt-FCt.and

(b) introduce the conceptof equipment and procedure training in order to cover training
previously included in the OPS definition dferences andfamiliarisationtraining.
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AMC1 ORO.FC.125 &RO.F@26 & ORO.F@40(a) Differences training and familiarisation
training & equipment and procedure training & Operation on more than one type or variant

GENERAL
(@) Terminology

The terms used in the context of the operation of more than one type or variant have the
following meaning:

(1) ‘Base aircraftrefers to an aircraft usd as a reference to compare differences with
another aircraft.

(2) Wariantxefers toan aircraft or a group of aircraft within the same pilot type or class
rating that has differencewith the base aircraftand requires differences training or
familiarisation training.

(3) A Wariation in aircraft configuratiodR NJ Ta$ AltBraft br2a group of aircraft within
the samevariantthat has differencesvith the base aircraft and requires equipment
and procedure training

(4) ‘Ereditxefers tothe recognition of recurrent training, checking or recent experience
based on commonalities between aircraft.

(5) ‘@perator difference requirements (ODR®fer to a formal description of differences
between types or variantsr aircraft configurationglown by a particular operator.

(b) Scope of ODR

The operator should uséhé ODR methodology a means of evaluating aircraft differences
and similaritiesin order to define the training and checking in the following cases:

(1) for the introduction of achange of equipment ol type or variant currently operated
(2) for the introduction of anew variant withinatype or class currentlpperated

(3) for the recurrent training and checking ofriatiors in aircraft configuration The
operator may defineredit based on OBRables

(4) for the operation of more than one type or variant when credit is sought.

(i)  All recurrent training, checking and recent experience requirements should be
completed independently for each type or variant, unless cretase been
established by using OBables

(i)  The operator may define credit based on GIXRbles that should not be less
restrictive thanthe OSD

(c) ODRmethodology

(1) The operator should conduct a detailed evaluation of the differences or sietaof
the aircraft concerned in order to establish appropriate procedures or operational
restrictions. This evaluation should be based on the OSD for the relevant types or
GFNAlyGas FyYyR &aK2dZ R 6S FRFLGSR G2 GKS
configuration. This evaluation should take into account all of the following:

(i) the level of technology;
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(i)  operational procedures; and
(i) handling characteristics.

(2) ODRtables

The operator should first nominate one aircraft as the base airéraifih which to show
RATFSNBEyOSa ¢AlGK GKS aSO2yR I ANDNI Fid G&LIS
technology (systems), procedures, pilot handling and aircraft management. These
differences, known as OBRoreferably presented in tabular forat, constitute part of

the justification for operating more than one type or variant and also the basis for the
associated differences/familiarisation or reduced type rating training for the flight crew.

(3) The ODRtables should be presented as follew

GENERAL OPERATOR DIFFERENCES REQUIREMENTS TABLE

DIFFERENCE AIRCRAFT: COMPLIANCE MEL';EI/D
BASE AIRCRAFT:
TRAINING CURR

. Flt FLT |REC

General Differences char ProcchdA |B [(C|D|E CHK |EXP
Range

GENERAL ETOPSertified No Yes CBT
DIMENSIONS |Configuration per AFM, FCOYes [No CB]

SYSTEM OPERATOR DIFFERENCES REQUIREMENTS TABLE

COMPLIANCE METHOD

DIFFERENCE AIRCRAFT:

BASE AIRCRAFT: CHKG/
TRAINING CURR

. Flt Proc FLT |REC
System Differences char [chg A |B C|D|E chk |exp
21 c AIR CONTROLS AND INDICAT
CONDITIONIN{ - Panel layout No —Yes |HO

PACKS:

- Switch type
21cAIR - Automatically
CONDITIONIN{  controlled No |Yes S

- Reset switch for both

packs

*
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MANOEUVRE OPERATOR DIFFERENCES REQUIREMENTS TABLE
DIFFERENCE AIRCRAFT: COMPLIANCE METHCC:_lDKG/
BASE AIRCRAFT:
TRAINING CURR
. Flt Proc FLT |[REC
Manoeuvre Differences char |chg A |[B |C |[DIE CHK |EXP
Exterior Minor differences No No HO
Preflight
Preflight Differences due to systems|No Yes CBT|IFTD
ECL
FBW handling vs No Yes CBT] FFS
Conventional; AFDS
TAKEOFF:
el i - Autothrottle
engagement FMA
indications

(4) Compilation of OD&RTables

(i)

(ii)

(iii)

*
* *
* *
*
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ODR 1: General

The general characteristics of the candidate airceaét compared with the base
aircraft with regard to:

(A) general dimensions and aircraft design (number and type of rotors, wing
span or category);

(B) flight deck general design;

(C) cabin layout;

(D) engines (number, type and position);
(E) limitations (flight envelope).

ODR2: Systems

Consideration is given to differences in design between the candidate aircraft and
the base aircraft. For this comparisaime Air Transport Association (ATA) 100
index is used. This index establishes a system and subsystem classification and
then an analysigs performed for each index item with respect to the main
architectural, functional and operations elements, includicgntrols and
indications on the systems control panel.

ODFR 3: Manoeuvres

Operational differences encompass normal, abnormal and emergency situations
and include any change in aircraft handling and flight management. It is necessary
to establish dist of operational items for consideration on which an analysis of
differences can be made.

The operational analysis should take the following into account:
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(A) flight deck dimensions (size, eaff angle and pilot eye height);
(B) differences in contrls (design, shape, location and function);

(C) additional or altered function (flight controls) in normal or abnormal
conditions;

(D) handling qualities (including inertia) in normal and in abnormal
configurations;

(E) aircraft performance in specifibanoeuvres;
(F) aircraft status following failure;
(G) management (e.g. ECAM, EICAS, navaid selection, automatic checklists).

(iv) Once the differences for OBR, ODR 2 and ODR3 have been established, the
consequences of differences evaluated in terraf flight characteristics (FLT
CHAR) and change of procedures (PROC CHNG) should be entered into the
appropriate columns.

(v) Differencelevelst crew training, checking and currency

A ¢KS FTAyLFf &adr3asS 2F Iy 2LISNI éitgphldra  LINE LI
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 compliance method column of the GDRables.

(B) Differences items identified in the R tables as impacting flight
characteristics or procedures, should be analysed in the corresponding ATA
section of the OD& manoeuvres. Normal, abnormal and emergency
situations should be addressed accordingly.

(d) Differencelevels
(1) Difference levest general

Difference levels are used to identify the extentaodlifference between a base and a
candidate aircraft with reference to the elements described in the ©BBes. These
levels are proportionate to the differences between a base and a candidate aircraft. A
range of five difference levels in order of increasing requirements, identified as A
through E, are each specified for training, checking, and currency.

Difference levels apply when a difference with the potential to affect flight safety exists
between a base and a candidate aircraft. Differences may also affect the knowledge,
skills, or abilities required from a pilot. If no differences exist, or if diffees exist but

do not affect flight safety, or if differences exist but do not affect knowledge, skills, or
abilities, then difference levels are neither assigned nor applicable to pilot qualification.
When difference levels apply, each level is basedi@tale of differences related to
design features, systems, or manoeuvres. In assessing the effects of differences, both
flight characteristics and procedures are considered since flight characteristics address
handling qualities and performance, while pemlures include normal, nemormal and
emergency items.
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Levels for training, checking, and currency are assigned independently, but are linked
depending on the differences between a base and candidate aircraft. Training at level E
usually identifies thattie candidate aircraft is a different type to the base aircraft.

*
* *
* *
*

*
* o
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(2) Difference levels are summarised in the table below regarding training, checking, and
currency.
DIFFERENC] TRAINING CHECKING CURRENCY
LEVEL
A Selfinstruction Not applicable or Not applicable
integratedwith next
proficiency check
B Aided instruction Task or system check | Selfreview
System devices Partial proficiency chec| Desighated system
using qualified device
D Manoeuvretraining Partial proficiency chec| Designated
devices or aircraft to using qualified devide | manoeuvre(s)
accomplish specific
manoeuvres
E FSTD%or aircraft Proficiency check using As per regulation,
FSTD%or aircraft using FSTBsr
aircraft
Footnote (1):
) Aeroplane: FTIzvel 2, or FFS, or aeroplane
[} Helicopter: FTevek2 and 3, or FFS, or helicopter
Footnote (2):
[} Aeroplane: FH8vel C or D, or aeroplane
[} Helicopter: FST&having dual qualification: FA8vel B and FTI2vel 3, or FFS
level C or D, or hiebpter
Traininglevels A and B require familiarisation training, levels C and D require differences
training. Traininglevel E means that differences are such that type rating training is
required.
(3) Difference levet training

European Union

The training difference levels specified represent the minimum requirements. Devices
associated with a higher difference level may be used to satisfy a training differences
requirement.

(i) Level A training

Level A differences training is applicable tociaft with differences that can
adequately be addressed through skiétruction. Level A training represents a
knowledge requirement such that once appropriate information is provided,
understanding and compliance can be assumed to be demonstrated.
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Traning needs not covered by level A training may require level B training or
higher, depending on the outcome of the evaluations described in the aircraft
evaluation process (CS FCD.420).

(i) Level B training

Level B differences training is applicable fcciaft with system or procedure
differences that can adequately be addressed through aided instruction.

At level B aided instructignit is appropriate to ensure pilot understanding,
emphasise issues, provide a standardised method of presentation ofriaater
to aid retention of material following training.

(i) Level C training

Level C differences training can only be accomplished through the use of devices
capable of systems training.

[ SOSt |/ RAFFSNBYyOSa GNIAYAYy3I Aa | LILX AOIG
that affect skills or abilities as well as knowledge. Training objectives focus on
mastering individual systems, procedures, or tasks, as opposed to performing

highy inE AN G SR FfAIKG 2LISNIGA2Yy&a YR YIy2S
also require selinstruction or aided instruction of a pilot, but cannot be
adequately addressed by a knowledge requirement alone. Training devices are
required to supplement instructioio ensure attainment or retention of pilot

skills and abilities to accomplish the more complex tasks, usually related to
operation of particular aircraft systems.

The minimum acceptable training media for level C is interactive comymateed
training, @ckpit systems simulators, cockpit procedure trainers, part task trainers
(such as Inertial Navigation System (INS), Flight Management System (FMS), or
Traffic Collision Avoidance System (TCAS) trgirarsimilar devices.

(iv) Level D training

Level Ddifferences training can only be accomplished with devices capable of
performing flight manoeuvres and addressing full task differences affecting
knowledge, skills, or abilities.

Devices capable of flight manoeuvres address full task performance inamityn

WNBFf GAYSQ SY@ANRBYYSYyid YR SylrofS AyidS:
in a simulated flight environment, involving combinations of operationally

oriented tasks and realistic task loading for each relevant phase of flight. At level

D, knowkdge and skills to complete necessary normal, -nommal and

emergency procedures are fully addressed for each variant.

Level D differences training requires mastery of interrelated skills that cannot be
adequately addressed by separate acquisition of @eseof knowledge areas or
skills that are interrelated. However, the differences are not so significant, that a
full type rating training course is required. If demonstration of interrelationships
between the systems was important, the use of a seriesepfarate devices for
systems training would not suffice. Training for level D differences requires a
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training device that has accurate, hifilelity integration of systems and controls
and realistic instrument indications. Level D training may also requanoeuvre
visual cues, motion cues, dynamics, control loading or specific environmental
conditions. Weather phenomena such as {uisibility operations or wind shear
may or may not be incorporated. Where simplified or generic characteristics of an
aircrdt type are used in devices to satisfy level D differestcaining, significant
negative training cannot occur as a result of the simplification.

Appropriate devices as described in CS &CIn), satisfying level D differences
training range from those here relevant elements of aircraft flight manoeuvring,
performance, and handling qualities are incorporated. The use rmaaoeuvre
training device or aircraft is limited for the conduct of specific manoeuvres or
handling differences, or for specific eqmpnt or procedures.

(v) Level E training

Level E differences training is applicable to candidate airchadt have such
AAIAYATAOL Yyl WF¥dzAt GFalQ RAFFSNByOSa GKI
rating training course with credit for previoexperience on similar aircraft types

is required to meet the training objectives.

¢CKS GNIAYAYy3d WNORIMANGHRQ ISYPERNBK YSYy (i (2
knowledge, skills, or abilities that can only be satisfied by the use of FSTDs or the
aircraft itsef as mentioned in CS FCD.415(a). Level E training, if done in an
aircraft, should be modified for safety reasons where manoeuvres can result in a
high degree of risk.

When level E differences training is assigned, suitable credit or constraints may
be appied for knowledge, skills or abilities related to other pertinent aircraft
types The training programme shoukpecify the relevant subjects, procedures

Or manoeuvres.

(4) Difference levet checking

Differences checking addresses any pertinent pilottings or checking. Initial and
recurrent checking levels are the same unless otherwise specified.

It may be possible to satisfactorily accomplish recurrent checking objectives in devices
that do not meetthe initial checking requirements. In such instandbg applicant may
propose for revalidation checks the use of certain devibas do not meet the initial
chechngrequirements.

(i)  Level A checking

Level A differences checking indicates that no check related to differences is
required at the time ofdifferences training. However, a pilot is responsible for
knowledge of each variant flown.

(i)  Level B checking
[ 808t . RATFONBYOSa OKSOlAYy3 AYRAON(GSa
following initial and recurring training.

*
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(i) Level Clwecking

Level C differences checking requires a partial check using a suitable qualified
device. A partial check is conducted relative to particular manoeuvres or systems.

(iv) Level D checking

Level D differences checking indicates that a partial pesfay check is required

following both initial and recurrent training. In conducting the partial proficiency

check, manoeuvres common to each variant may be credited and need not be
repeated. The partial proficiency check covers the specified particular
manoeuvres, systems, or devices. Level D checking is performed using scenarios

that NBLINBASYd | WNBIf GAYSQ TFtEA3IKG Sy@aN
permitted for level D training or higher.

(v) Level E checking

Level E differences checking requitieat a full proficiency check be conducted in
FSTDs or in an aircraft as mentioned in CS FCD.415(a), following both initial and
recurrent training. If appropriate, alternating Level E checking between relevant
aircraft is possible and credit may be definfl procedures or manoeuvres
based on commonality.

Assignment of level E checking requirements alone, or in conjunction with level E
currency, does not necessarily result in assignment of a separate type rating.

(5) Difference levet currency

Differences currency addresses any currency andcuigrency levels. Initial and
recurrent currency levels are the same unless otherwise specified.

(i) Level A currency

Level A currency is common to each aircraft and does not require separate
tracking. Maintenance focurrency in any aircraft suffices for any other variant
within the same type rating.

(i)  Level B currency
[ S@SE . OdINNBENBRI AHR W] YEMNBRASE (& LA Ol f
review by individual pilots.

(i)  Level C currency

(A) LevelC currency is applicable to one or more designated systems or
procedures, and relates to both skill and knowledge requirements. When
level C currency applies, any pertinent lower level currency is also to be
addressed.

(B) Reestablishing level C currenc

When currency is lost, it may be-established by completing required
items using a device equal to or higher than that specified for level C
training and checking.

.t TE.RPRO.0008499 © EuropeanUnionAviation Safety Agency. All rights reserved. 38Q1 certified.

o by Proprietary document. Copies are not controlled. Confirm revision status through theitfe®at/internet. Page690f 113

*
* o

An agency of the European Union



EuropeanUnion Aviation Safety Agency NPA 201908

3. Proposed amendments and rationale in de

(iv) Level D currency

(A) Level D currency is related to designated manoeuvres arufreades
knowledge and skills required for performing aircraft control tasks in real
time with integrated use of associated systems and procedures. Level D
currency may also address certain differences in flight characteristics
including performance of anyequired manoeuvres and related normal,
non-normal and emergency procedures. When level D is necessary, any
pertinent lower level currency is also to be addressed.

(B) Reestablishing level D currency

When currency is lost, currency may beestablishedby completing
pertinent manoeuvres using a device equal to or higher than that specified
for level D differences training and checking.

(v) Level E currency

(A) Level E currency requires that recent experience requirements ofFrt
and operational reginements be complied with in each aircraft separately.
Level E currency may also specify other system, procedure, or manoeuvre
currency item(s) necessary for safe operations, and requires procedures or
manoeuvres to be accomplished in FSTDs or in an fiieganentioned in
CS FCD.415(a). Provisions are applied in a way which addresses the
required system or manoeuvre experience.

When level E is assigned between aircraft of common characteristics, credit
may be permitted. Assignment of level E currency meuents does not
automatically lead to a determination on same or separate type rating.
Level E currency is tracked by a means that is acceptable to the competent
authority.

When common takeoff and landing credifCTLLis permitted, any credit
or constaints applicable to using FSTDs, as mentioned in CS FCD.415(a),
are also to be determined.

(B) Reestablishing level E currency

When currency is lost, currency may beestablished by completing
pertinent manoeuvres using a device specified for level E differences
training and checking.

(6) Competency regarding nemormal and emergency procedurescurrency

Competency for nomormal and emergency manoeuvres or procedures is generally
addressed by checking requirements. Particular -normal and emergency
manoeuvres or procedures may not be considered mandatory for checking or training.
In this situation it may be necessary toepiodically pracse or demonstrate those
manoeuvres or procedures specifying currency requirements for those manoeuvres or
procedures.

* X

* *
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Explanatory noteto AMC10ORO.FQ25 &126 &140(a)
Domairs affectedCAT ACAT HNCC ANCC HSPO ASPO H

This AMC is proposed to lmevelopedin order to achieve the proposed changes regarding ©DR
tables as described iSection2.3.8 above. It is basedn AMC2 ORO.R0 with the following
changes

Point (a)(3) is a new definitiomeeded following the alignment of the Air OPS definition of
YRAFTHBENBY IS YAEAIINRALIGAZY GNIAYAYy3IQ oAlnktfali KS 1 AN
under the aircrew definitiongredit can be established without being backeddyD

Point (a)(4) is a simplified definition of credit. The last sentence of the former definidon
substantiation of the credits OBRables or other appropriate documentation for comparison of the
relevant aircraft characteristics may be provid@s moved topoint (b) Bcope of Ol aand
amended.

The former pint 6 0 BhiloLIKE Q A& Y2QSR G2 Dam hwhoC/ dmnn
considerationsSee explanatory note t6M1 ORO.FC.140

A new mwint (b) Bcope of ODSRIs introduced to extend the scope of O®d& proposed above, and

to clarify that ODR tables may define credit without OSD backing for variations in aircraft
configuration that do not fall under the aircrew definition of a variant, which has now been
extended to the Air BSRegulation.

The finalsentence irthe previouspoint (c)()W¢ KS YSiK2R2f 238 RS&AONAOGSR 0°¢
a means of evaluating aeroplane differences and similarities to justify the operation of more than

one type or variant, and when credit is souglig moved to the nevpoint (b) Wdope of ODR &nd
amended.

Point (c)(1) is amended to clearly refer to OSD instea®ommission Regulation (EU) No 748/2012

The initial part of the first sentence gireviouspoints6 OO0 6 M0 YR 6 O 0/eguiting W. ST 2 N.
fightc'Ss YSYOSNR (G2 2LISNIGS Y2NB (iKdelgted Zojfowinglthe LIS 2 NJ
extension of the scope of OB® differences andfamiliarisation training.

Points (c)(3), (c)(4) and (d) are transposed without changes.

AMC1 ORO.FC.120 &62 320 & 35 Operator conversion training and checking &guipment
and proceduretraining and checking

SPECIALISED OPERATIONS

If a flight crew undergoes training with regard standard operating procedureeelated to a
specialised operation, either gmrt of a differencetraining or a conversion training, the following
should apply:

(@) Initial training for a given specialised operation

(1) In-depth training should achieve competence in carrying out normal, abnormal and
emergency procedures, coveg thestandard operating proceduresssociated with the
specialised task

(20  The training should include ground training associated with the specialised task
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(3) Unless the flight crew member has significant experience in similar specialised
operatiors as defined in the operations manual, the training should include flight
training associated with the specialised task

(b) Initial training and experience for any level of HEC and HESLO operations:
AMCI1SPCSPEC.HEC.100 and AMC1 SPO.SPEC.HESLO.100 should apply in combination with
point (a) above.

(c) Training when changing operators

(1) The training should focus on the elements of $tandard operating procedurethat
are specific to the operator.

2 ¢KS |Y2dzyid 2F GNIAYyAy3I NBIldZANBR o6& (KS
conversion course shall be determined in accordance with the standards of qualification
and experience specified in the operations manual, taking into accounorhiser
previous training and experience in the givespecialised operatiorand in similar
operations.

(d) The operator proficiency check should take pladethe end of the training programme
defined in thepointsabove

Explanatory note to AMCDRO.FC.120 & 6& 320 & 326
Domairs affectedCAT ACAT HNCC ANCC HSPO ASPO H

This AMC defines initial training for a given specialised operation. Initial training is defined as in
depth training that will usually include flight training.

There will be cases wveine a pilot needs initial training for a specialised activity that is either closely
related to other specialised activities where he or she has experience, sigmticantly differento

other specialised operations he or she is experienced with. ¢h sases, flight training may not be
necessary. The operator should define which experience in what specialised activity it considers
sufficient to skip the flight training phase.

The NPA proposes not to provide means to accept and/or credit prewbeskingfor the SPO
operator conversion coursbecausecommercial operators should always ensure that their flight
crew are competent for the tasks they are requested to compléiso, the operating procedures
and training and checking needs are likelywary from one operator to the other.

AMC1 ORO.FC.13®Recurrent training and checking

RECURRENT TRAINING AND CHECKING TO DEMONSTRATE COMPETERCOMFAER NN
OPERATIONS WITH COMPLEX MPDRRERED AIRCRAFT (NCC)

(@ Recurrent training
Recurrent trainingshould comprise the following
(1) Ground training
(i)  The ground training programme should include:

(A) aircraft systems;
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(b)

(B) operational procedures and requirements, including grouneaiteg/anti
icing and pilot incapacitation; and

(C) accident/incicent and occurrence review.

(i)  When the ground training is conducted within 3 calendar months prior to the
expiry of the 12calendarmontha Qeriod, the next groundecurrent training
should be completed within 12 calendar months of the original expiryhef
previous training.

(2) Emergency and safety equipment training

() 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.

(i) Every year the emergency and safety equipment training programme should
include the following:

(A) actual donning of a lifgacket, where fitted,;
(B) actual donning of protective breathing equipmemthere fitted,;
(C) actual handling of fire extinguiers of the type used;

(D) instruction on the location and use of all emergency and safety equipment
carried on the aircraftand

(B) instruction on the location and use of all types of exits

(i)  When the emergency and safety equipment training is cateld within 3
calendar months prior to the expiry of the talendarmontha geriod, the next
emergency and safety equipment training should be completed within 12
calendar months of the original expiry of the previous training.

(3) Elements of CRM, asesgfied inTable 1 ofAMC10RO.FC.115 should be integrated into
all appropriate phases of recurrent training.

(4) Aircraft/FSTD training

(i)  The aircraft/FSTD training programme should be established in such a way that all
the major failures of aircraft sfems and associated proceduredll have been
covered in the precedingear period

(i)  When engineout manoeuvres are carried out in an aircraft, the engiagure
should be simulated.

(i)  When the aircraft/FSTD training is conducted withinaendar months prior to
the expiry of the 12calendarmontha Qeriod, the next aircraft/FSTD training
should be completed within 12 calendar months of the original expiry date of the
previous training.

Periodiccheck todemonstrae competence

(1) Ead flight crew member stuld complete the periodic check as part of the normal crew
complement.

*
* *
* *
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(2) Periodic demonstrations of competence should be conducted every 12 months and may
be combined with the proficiency check required by Regulation (EU) No2aT/B/

(3) When the demonstration of competence is conducted within 3 calendar months prior
to the expiry of the 12calendarmontha Qeriod, the next check to demonstrate
competence should be completed within 12 calendar months of the original expiry date
of the previous beck to demonstrate competence.

(60 When the training or checks required above are undertaken within the3asbnths of the
validity period, the new validity period sebld be counted from the original expiry datd@he
validity period maye counted from the end of the month when the check was taken.

Explanatory note tcAMC1ORO.FQ30
Domairs affectedNCC ANCC H

Point (a) was introduced becausecaording to ICAO Annex 6 Part Il, 3.9,3ah operator shall
establish and maintain a training programme that is designed to ensure that a person who receives
training acquires and maintains the competency to perform assigned duties, including skills related
to human performance.

Also, acordingto the IR each flight crew member shall cotepe annual recurrent flight and ground
training including training on the location and use of all emergency and safety equipment carried.

Point (b) was introduced becausa&periodic check to demonstrate competency is required according
the Air OPS Regulatig®@RO.FC.130(and ICAO Annex 6 Par{319.4.49.

Point (b)(1) was introduced to ensure that, whenever mujtilot operations take place on a
voluntary basisthe check takes place with a mutftilot crew. Flight experience gathered in multi

pilot operations under NCC can then be credited towards the prerequisites of the ATPL, the MCCI
and the MCQraining privilege of the TRI.

Point (c) was based on material froections 2 and 3 of ORO.FC and introduces the same flexibility
for NCGasthat already exishgfor CAT

RECURRENT TRAINING AND CHECKING TO DEMONSTRATE COMPETEROMMER NEIN
OPERATIONS WITH COMPLEX MPDRHERED AIRCRAFT (NCOSE OF AIRCRAFT/FSTD FOR
TRAINING PROGRAMME

When an FSTD is not available, the operator should establish mitigating measures to ensure that an
adequate level of safety is maintained when conducting the training or checking in an alfcvaé.

or more of the major failures cannot be prasetil in the aircraft because of their associated risks or

because of environmental considerationise failure(s) may be partially replicated for crew training
purposes using prbriefed, riskk 8 8 SAa SR YSI adzN’a GKIFd | @2AR RS3INI
below a predetermined level, and which permit immediate reversion to normal operating
conditions.
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Explanatory note toGM1 ORO.F@30
Domairs affectedNCC ANCC H

This GM was introduced becauss;cording to ICAO Annex 6 Part Il, ChapteBettion 3.9.3.4.
Wlight crew member training programn@4&Plight simulators should be used to the maximum
extent practicable for initial and annual recurrent trainifdf.an FSTD is not available, the operator
needs to perform training and checking on the aircratft.

ThisGM may help operators set up a training prograrato minimise the risk if the aircraft is used
for training instead of an FSTD.

AMC1ORO.FC.13%i | ot qual i fication to operate in eithe
GENERAL

The training and checking for pilot qualifiia2 y (2 2LISNJ} S Ay SAGKSNI LA 2
safety-critical items as specified in the operations manual where the action to be taken by the pilot
is different according to which seat loe she occupies.

NONCOMMERCIAL OPERATIONS WITH COMBIERPOWERED AIRCRAFT (NCC)

Training should be arranged so that all such items will have been covered in the pre8gdiag
period.

Explanatorynote to AMC1ORO.FQ35
Domairs affectedNCC A, NCC H

For proportionality reasons, it was decided tliat NCCtraining should take place on aygar cycle
and that no recurrent checking would be required once a pilot is qualified.

AMC1 ORO.FC.130(decurrent training and checking

OPERATIONS ON MORE THAN ONE TYPE OR VARIANT, OR WITH VARVRTBRAGTIN
CONFIGURATION

If applicable, AMC1 ORO.EZ5 &126 &140(a)should be used to determine thecurrent training
and checking relevant to

(@) each type or variant of aircrgfand
(b) variations in aircraft configuration
Explanatory noteso AMC10ORO.FQ30(a)
Domairs affectedCAT ACAT HHINCC ANCC HSPO ASPO H

This new AMC clarifies that AMC1 ORO.FC.126&140(a) should be used to define the relevant
training and checking for operations on more than one type or variant.

In cases defineth ORO.FC.14®), (c), and (d), AMC1 ORO.FC.140(a) donesapply and OSIX not
ySOSaalrNE:L gKAOK Aa ¢gKe& (GKS aSyiuSyoS Aa AyidNRRdIKL

.t TE.RPRO.0008499 © EuropeanUnionAviation Safety Agency. All rights reserved. 38Q1 certified.

*

F Proprietary document. Copies are not controlled. Confirm revision status through theitfe®at/internet. Page750f113

*
*

*
*opk

An agency of the European Union



EuropeanUnion Aviation Safety Agency NPA 201908
3. Proposed amendments and rationale in de

PHILOSOPHY

The concept of operating mordan one type or variant depends upon the experience, knowledge
and ability of the operator and the flight crew concerned.

The first consideration is whether or not aircraft types or variants allow the safe operatiah of
types and variants

The seconaonsideration is if and how to achieve adequate training to address potential confusion
and increased workload caused by the operation of the types or variants.

Explanatory note toGM1 ORO.FQ40
Domairs affected CAT ACAT HNCC ANCC HSPO ASPO H

Elements of the previousgint (b) of AMC2 ORO.FC.240 are proposed to be moved to guidance
material. As the considerations introduced in this GM are valid for all operators, it is proposed to
AYGNRRdAzOS AlG a Da G2 hwhaoC/ dmnnd® LG ghthe FAYLl
GellSa 2N GFENAIYyGaQ ¢gla yz2ad GKS 2yte 1Se& FIFHO02N
focus of the GM was broadened accordingly.

AMC1 ORO.FTAQ(b) Operation on more than one type or variant
GROUPS OF SINENEINEPISTON HELICORTEYPES FOR THE REVALIDATION OF THE OPC

AMC1 FCL.740.H should be complied with for the purpose of operator proficiency check cross
crediting.

Explanatory note tc)AMC1 ORO.FTI0(b)
Domairs affectedCAT HSPO H

A new AMC1 ORO.R@0(b) is proposed to balevelopedin order to achieve the changes regarding
operations on more than one helicopter type or variant, as describ&eation2.3.7 above.

AMC1 ORO.FT40(d) Operation on more than one type or variant
LINE CHECKSHELICOPTERS

(@) Prior to using a line check on one helicopter type or variant to revalidate the line check on
other helicopter types or variants, the operator should consider whether the kind of
operations are sufficiently similar in terms of

(1) use of aerodromes orgerating sites

(20 day VFR, night VFR or IFR operations

(3) use ofoperational approvals and specific approvals

(4) normal procedures, including talaff and landing procedures
(5) use of automationand

(6) for IFR flights, flight instrument displagad humansmachine interface
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(b) A singleenginaed and a multiengined helicopter type have significantly different normal
procedures for takeoff and landing and should be lkehecked separately every year.

(c) For IFR operations of complex helicopteis,line check on one type or variant should
revalidate the line check for the other type or variant only if such credits are defined in
operational suitability data established in accordance with Commission ReguléiU)

No 748/2012.

(d) Line check crossrediting should be defined in the operations manual.
Explanatory note tcAMC1 ORO.FTA0(d)
Domainaffected:CAT H

The new AMC1 ORO.HA@0(d) is proposed to bedevelopedin order to achieve the changes
regarding operations on more than one helicopter type or variant, as describ&kétion2.3.7
above.

AMC1 ORO.FC.14Provision of training andonduct ofchecking

ACCEPTANCE OF PREVIOUS TRAINING FORMMBERCIAIOPERATIONS WITH COMPLEX
MOTORPOWERED AIRCRAFT (NCC)

(@) Operators may develop policy for the crediting ofprevioustraining. Details of any such
policy should be included in the operations manual.

(b) The policy should as a minimunclude measures toszertain:
(1) the content of the training;
(2) whether the training was delivered by suitably qualified persommeairganisations

(3) whether the aircraft, FSTD or other equipment used for the trainwgs sufficiently
similar tothe aircraft and equipmet the crew membewill operate and

(4) whether the operating proceduresused during such training wereufficiently
representative of the procedurassed by thenew operator.

(c) Where previous training delivered by otheuitably qualified personnebr organisations is
found to satisfyall orsome of the requirementi;n ORO.FC.12@he training may be credited
andan abbreviated conversion course may be used. Such an abbreviated course should cover
all items not credited from previous training.

(d) Wherea pilot flies for more than one operator and training delivered by that other operator is
found to satisfy some of the requirements of ORO.FC.t&h such training may be credited
and an abbreviated recurrent training programme may be used. Such anewiabed
recurrent training programme should cover all items not credited from training conducted by
the other operator.

(e) An aircraft operator remains responsibler all training required by this pantegardless of
whether training is conducted by theperator, another operator,a certificated organisation
or another subcontractor, as defined in ORO.GEN.205
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()  An operator accepting any previous training should be satisfied that the flight crew member is
competent to operate in accordance with that8iNJ G 2 NR& LINR OSRdzNBa | yR
equipment installed on the aircraft to be operated.

(g) Previous training needs to be formally documented

(h) The assessment under (b) and the documents referred to under (g) should be stored as part of
the crewmember training, checking and qualifications records

Explanatory note tcAMC1 ORO.FC.145
Domairs affectedNCC ANCC H

It wasidentified that there is a common practice of NCC operators to exchange pilots between NCC
operations or to employ pilots trained under CAT fd€C operations.

Under CAT, the operator conversion course takes into account to the previous training and
experience of the individual in accordance with ORO.FC.220, and authorities may approve recurrent
training and checking programmes to be valid for several operators.

This AMC has been developed to clarify how previous training should be accepted and/or credited
under NCC

This AMC does not provide for the acceptance of previous checkings, but there isydksad
checking in NCC than in CAT or SPO.

Also, the title of the AMC is proposed to be changed following the change in the title of the rule.

POLICY FOR ACCEPEADE PREVIOUS TRMGNAND CHEKING FOR OTHER TIHEAWMMERCIAL
AIR TRANSPORT OPHEBRS (NCC)

hLISNF 2NAR YIFIe& gAaAK (G2 SyYGSNI Ayd2 WLHdRAG LR2tAy3
of ORO.GEN.205 in relation to contracted training providers or other aircraft operators.

Explanatory note tcAMC1 ORO.FC.145 and GM1 ORO.FC.145
Domairs affectedNCC ANCC H

AMCL ORO.FC.145 and GM1 ORO.FCdré5proposed to be amended in order to achieve the
clarification described in Section 2.3.15 above.

AMC1 ORO.FC.145(a) Provision d training and conduct ofchecking
TRAINING AND CHECKING PROGRAMMES AND SYLLABI

Training and checking programmes and syllabi should include as a minimum:

(&) When training is combined with checking, the distinction between the two phases;
(b) List ofitemscovered:;

(c) Minimumtime allocation (duration);

(d) Meansof delivery (e.g. FSTD, OTmputerbased, VRetc);

(e) Personnel providing the training and conducting the checks.
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Further detailsshouldbe included depending on the complexitytb& operations.

Explaratory note to AMC1 OR®BC.145(¥1)

Domairs affected CAT ACAT HINCC ANCC HSPO ASPO H

ThisAMCis proposed to improve international harmonisation and due to standardisation issues:

The international harmonisation is as follows:

(@)

(b)

(€)

* *
*op*

ICAO universasafety oversight audit programme (USOAP) protogoéstions 4.221 and
associatedyuidance material requires the following:

WOoROL O2YLINBKSyaA@S aettl oAz AQOftdzZRAYy3I fSaazy
Federal Aviation Administration (FAA) Part 121 plewides a similar requirement as follows:
YAIMHMPI Ao CNIAYAY3I LINRPIANI YY /[ dZNNA Odzf dzy &

(@) Each certificate holder must prepare and keep current a written training program
curriculum for each type of airplane with respect to dispatchers and each crewmember
required for that type airplane. The curriculum must include ground and fligimirica
required by this subpart.

(b)  Each training ppgram curriculum must include:

(1) A list of principal ground training subjects, including emergencyiti@isubjects
that are piovided.

(2) A list of all the training device mockups, systems trainers, procedures trainers, or
other training aids that the certificate holder will use. No later than March 12,
2019, a list of all the training equipment approved under §121.408 as well as
other training aids that the certificate holder will use.

(3) Detailed descriptions or pictorial displays of the approved normal, abnormal, and
emergency maneuvers, procedures and functions that will be performed during
each flight training phase or flight chedldicating those maneuvers, procedures
and functions that are to be performed during the inflight portions of flight
training and flight checks.

(4) A list of airplane simulators or other training devices approved under §121.407,
including approvals for padular maneuvers, procedures, or functions.

(5) The programmed hours of training that will be applied to each phase of training.

(6) A copy of each statement issued by the Administrator under §121.405(d) for
NBERdAzOUOA2Y 2F LINRPINI YYSR K2dz2NB 2F (GUNFAYAY

In regard to standardisation issues, in May 2017 the OPS TeB approved a docuadress
the standardisation issues related to training programpnies proposed AMC is based on that
document.
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AMC1 ORO.FC.145(2) Provision of trainingand conduct ofchecking
PERSONNEIONDUCTINGRAINING AND CHECKINGENERAL

Training and checking should benduced by the following personnel

@
(b)

(€)

Ground and refreshetraining by suitably qualified personnel;

Emergency and safety equipment trainirapd checkingoy suitably qualified personnel as

ALISOATASR AYy (KS 2LISNFd2NRa YlydzZ €T

CRM

(1) For commercial air transporintegration 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;

(2) dQassroom CRM training by at least one CRM trainer, qualified as specified in
AMC30RO0.FC.115 who may be assisteéxperts in order to address specific areas.

AMC1 ORO.FC.145(2)(i) Provision of trainingand conduct ofchecking

PERSONNEL PROVIDING AIRCRAFT/FSTD TRAINGIGNBNODTIN®PERATOR PROFICIENCY
CHECKING

Training should be providemhd checkinghould beconductedby the following personnel

(@)

(b)

(€)

Right training by a type rating instructor (TRI) class rating instructor (CRflight instructor

(FI) or, in the case of the FSTD content, a synthetic flight instructor (SFI). For commercial air
transport the FI, TRI, CRI or SFI satisfies the ope&atexperience and knowledge
requirements sufficient to instruct oraircraft systems andoperational procedures and
requirements

Operator proficiency check by a type rating examiner (TRE), class etarginer (CRE) or, if
the check is conducted in an FSTD, a TRE, CRE or a synthetic flight examiner (SFE), trained in
CRM concepts and the assessment of CRM skills.

For aircraft/FSTD training, line flying under supervision, operator proficiency chedkina
checks taking place under mufiilot operationsof helicopters, by personnel holding 350
hours flying experience in mujpilot operations.

Explanatory note to AMC1 OREC.145(¥2) and AMC1 OR@C.145(x2)(i)

Domairs affected CAT ACAT HNCCA, NCC HSPO ASPO HAMC1 ORO.FC.145(a)(2))

Domairs affectedCAT ACAT HNCC ANCC HAMC1 ORO.FC.145(afi®)

The AMCare proposed to be introduced by moving elements of @RO.FC.230 AM@o Section 1,
and by restricting them to commercial &aiansport as necessary

It is clarified that the elements of the former ORO.FC.230 AMC that have been moved to
AMCI1ORO.FC.145(a)(2)(i) are only applicable when ORO.FC.145(a)(2)(i) applies, and therefore does
not contradict the ORO.FC.145(a)(2)(ii) afa)(2)(iii) alleviations previously existing under
ORO.FC.230(b)(3}his achieves the clarification and simplification describeskiction2.3.14.

**x
* *
* *
* *

* o
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Point (c) of AMC1 ORO.FC.145(a)(2xintroduced to ensure that, whenever mujtilot operations

take phce on a voluntary basis, the person conducting the check has sufficient experience of multi
pilot operations. Flight experience gathered in mpitdbt operations can then be credited towards
the prerequisites of the ATPL, the MCCI and the MCC trainivitege of the TRI, whether they are
flown under CAT NCC or SPO.

AMC1 ORO.FC.145(2)(ii) & (a)(2)(iii) Provision of trainingand conduct ofchecking
GENERAL

(@) The nominated PIi€ommanderin charge of conducting training should receive training which
should cover at least:

(1) techniques of briefing and debriefing;
(20 CRM concepts

(3) for SPOwhich manoeuvres the nominated P¢@mmandershould not train or check
unless qualified as anstructor.

(b) In addition, the nominated PIC/commander/instructor in charge of conducting operator
proficiency checks should receive additional training which should cover at least:

(1) bhow to perform a check;
(2) flight techniques applicable to chexkerformed in flight;

(3) the assessment of CRM skills.

(c) The nominated PIC/commander/instructor charge of conductingircraft/FSTD training, line
flying under supervision, operator proficiency cheokdine checks taking place under muilti
pilot operations of helicopters should have350 hours flying experience in mufiilot
operations.

(d) The nominated PICs/commanders, or the criteria for nominating PICs/commanders, should be
included in the operations manual.

CATt SUITABLY QUALIFIED COMMANDER OR INSTRUCTOR NOMINATED BY THE OPERATOR

(@) For commercial air transport operations under visual flight rules (VFR) byhgaminimum
experience of the nominated commander should be more than 750 hours total flight time
with at least 50 hours on the type, class or the aircraft variant.

(b) For commercial air transport operations$ performance class B aeroplanes under night VFR or
under instrument flight rules (IFR)he minimum experience of the nominated commander
should bemore than1 000 hours total flight time with at least00 hours on the type, class or
the aircraft variant.
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SPO SUITABLY QUALIFIED PIC OR INSTRUCTOR NOMINATED BY THE OPERATOR
(@) For SPOhe person conducting thaircraft/FSTD training and the operator proficiency check
should meethe following criteria:

(1) Trainingand checkingoveringnormal, abnormal and emergency procedures relevant
to the type or variant should be conductedin accordance with AMC1
ORO.FC45(a)(2)(iy

(2) Training and checking covering thelevant aspects associated withEC and HESLO
should be conducted by a HEC or HESLO instructor as defined in AMC1
SPO.SPEC.HEC.100 and AMC1 SPO.SPEC.HEC.100

(3) Training and checking coverirtbe relevant aspectsassociated with a specialised
operationother than HEC and HESLO should be conducted by a nominated PIC with the
following flight experience

(i) more than 750 hours total flight time with at least 50 hours on the type, class or
the arcraft variant

(i) for specialised operations other than HEC and HES1@©r:

(A) the nominated PIC experience in the applicable specialised operation
should be at least 500 hoursy

(B) the nominated PIC experience should beDOD hours in speciaied
operations and the number of hours in the applicable specialised operation
as defined by the operator, based on a risk assessment, taking into account
the complexity ofthe relevant aspects associated witthe applicable
specialised operation.

(4) In addition to (2) and (3) above, flightaining and checkingf sensitivetype-related
manoeuvresin combination with the training and checking of the relevant aspects
associated with a specialised task, should be conducteddualified instructor

(b) Inaddition to (a) abovefithe SPO operator combines the operator proficiency check with a
licence proficiency check, the person conducting the check should meet the requirements for
licence proficiency checks.

Explanatory note toAMCL ORO.F@45a)(2)(ii)

Domairs affected:CAT A, CAT H, SPO ASPO H* Only for operations starting and ending at the
same location, with small aircraft, as defined in ORO.FC.005¢h},(p)(2) (CAT Ato A)

The new AMC1ORO.F@45(a)(2)(ii))is developedin order to achieve the changes regarding
NBOdzZNNBY G GNFAYAY 3 | yR Qds 8e0qidey iBectbraNBI1Z anch2.3113/ R W/ |
above.

Point (c) is introduced to ensure that, whenever migtiot operations take place on a voluntary
basis, the person conducting the check has sufficient experience of-piattioperations. Flight
experience gathered in mupilot operations can then be cre@itl towards the prerequisites of the
ATPL, the MCCI and the MCC training privilege of the TRI, whether they are flown undeCCAT
SPO.
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The AMC defines the required experience of the person conductingtSP® W/ ! ¢raining G2 ! Q
and checkinglt introduces a mitigation to the fact that examiners are no longer required to conduct
OPG, and instructors are no longer required to conduct flight training for SPO.

It is based on mexemptiongranted to Spairand has been extended to covervade variety of
specialised operationg.he exemption had beebased on the national regulation in use before the
introduction ofthe Air OPSRegulation Also,Spain has provided the results of a safety assessment
which stated that the accident/incident rate wasjuivalert to other countries in Europe.

The AMC also defingke required experience of the person conducting training and checkaadgr
O2YYSNDALF T AN (NI yaLI2 ddditioR §aidl perdoriiiktlrefuirdd/tol be an! a2 |
instructor/examiner, extadingthusthe scope of the exemptiogranted to Spain

AMC1 ORO.FC.145(®rovision of trainingand conduct ofchecking
NONMANDATORY (RECOMMENDATION) ELEMENTS OF OPERATIONAL SUITABILITY DATA

When developing the training programmes and syllabi, the operator shingldde considerthe
non-mandatory (recommendation) elements for the relevant type thate providedin the
operational suitability data establisheth accordance withCommission Redption (EU) No
748/2012°.

Explanatory note tcAMC1 ORO.FC.145(b)
Domairs affectedCAT ACAT HHNCC ANCC HSPO ASPO H

The title of the AMC is proposed to be changed following the change in the title of th& haeerb
W2y a A RépNdRed viitdW A y Of dzZRSQ F2NJ O2yaAraiaSyoOes o6SOFdzasS 2
disregarded.

AMC1 ORO.FC.145(d}rovision of trainingand conduct ofchecking
FULL FLIGHT SIMULATORS (FFS)

0 X0

Explanatory note to)AMC1 ORO.FC.145(d)
Domairs affectedCAT ACAT HHNCC ANCC HSPO ASPO H
The title of the AMC is proposed to be changed following the change in the title of the rule.

AMC1 ORO.FC.2080ommand course

COMBINED UPGRADIN®ACONVERSION COURSELICOPTER

If a pilot is converting from one helicopter typer—variant to another when upgrading to
commander:

(@) the command course should also include a conversion course in accordance with ORO.FC.220;
and

15 0OJ L 243, 27.9.2003, p. 6.
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(b) additional flight sectors should be required for dopitransitioning onto a new type of
helicopter.

Explanatory note tcAMC1 ORO.FC.205
Domairs affectedCAT A, CATH

AMC1 ORO.FC.205 is proposed tabendedin order to achieve the proposed changes regarding
operations on more than one helicopter type or variant, as describeSeiction2.3.7 aboveThe

term WO NAFYGiQ Aa y20 FLILINPLINARFGS KSNB 0SOI dzas
changing types, and (b) applies only when changing types.

Theconversion from one variant to another is already covered under familiarisation and difference
training.

AMC1 ORO.FC.22@perator conversion training and checking
OPERATOR CONVERSIRAINING SYLLABUS

X)
(c) Emergency and safety equipment trainingdashecking

(1) Emergency and safety equipment training should take place in conjunction with
cabin/technical crew undergoing similar training with emphasis on coordinated
procedures and twavay communication between the flight crew compartment and the
cabn.

(2) On the initial conversion course and on subsequent conversion courses as applicable,
the following should be addressed:

() Instruction on firstaid in general (initial conversion course only); instruction on
first-aid as relevant to the aircraft pe of operation and crew complement,
including those situations where no cabin crew is required to be carried (initial
and subsequent).

(i)  Aeromedical topics, including:
(A) hypoxia;
(B) hyperventilation;
(C) contamination of the skin/eyes by aviatidmel or hydraulic or other fluids;
(D) hygiene and food poisoning; and
(E) malaria.

(i)  The effect of smoke in an enclosed area and actual use of all relevant equipment
in a simulated smokélled environment.

(iv) Actual fire fighting, using equipmengpresentative of that carried in the aircraft
on an actual or simulated fire except that, with Halon extinguishers, an
alternative extinguisher may be used.

(v) The operational procedures of security, rescue and emergency services.
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(e)

(vi) Survival informatia appropriate to their areas of operation (e.g. polar, desert,
jungle or sea) and training in the use of any survival equipment required to be
carried.

(vii) A comprehensive drill to cover all ditching procedures where flotation equipment
is carried. Thishould include practice of the actual donning and inflation of a life
jacket, together with a demonstration or audigsual presentation of the
inflation of liferafts and/or sliderafts and associated equipment. This practice
should, on an initial conveia course, be conducted using the equipment in
water, although previous certified training with another operator or the use of
similar equipment will be accepted in lieu of further waaill training.

(viii) Instruction on the location of emergency anafety 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 iredudvhen the
operations manual procedure requires the early evacuation of flight crew to
assist on the ground.

(3) Operations where no cabin crew is required
(i) Passenger handling

Other than general training on dealing with people, emphasis should bedlace
on the following:

(A) advice on the recognition and management of passengers who appear or
are intoxicated with alcohol, under the influence of drugs or aggressive;

(B) methods used to motivate passengers and the crowd control necessary to
expedite an acraft evacuation; and

(C) the 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.

(i)  Discipline and responsibilities

Emphasis shdd be placed on discipline and an individ@alesponsibilities in
relation to:

(A) hisor her ongoing competence and fithess to operate as a crew member
with special regard to flight and duty time limitation (FTL) requirements;
and

(B) security procedurs.
(i) Passenger briefing/safety demonstrations

Training should be given in the preparation of passengers for normal and
emergency situations.

0 X0

Operator proficiency check

*
* *
* *
*

*
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()  For helicopters, the operator proficiency check that is part of2heJS NI G 2 NR& O2y @¢
checking should include at least the following emergency/abnormal procedures as
relevant to the helicopter and operations:

(A) engine fire;

(B) interior helicopter fireor smoke

(C) emergency operation of undercarriage;

(D) hydraulic failure;

(E) electrncal failure;

(F) flight and engine control system malfunctions;

(G) recovery from unusual attitudes;

(H) landing with one or more engine(s) inoperative;

()  instrument meteorological conditions (IMC) autorotation techniques;
(J) autorotation to a designated area;

(K) pilot incamacitation;

(L) directional control failures and malfunctionand

(M) engine failure andf relevant,relight

And for multiengined helicopters:

(A) engine failure during takeff before decision point;
(B) engine failure during takeff after decision point;

(C) enginefailure during landing before decision poiand
(D) engine failure during landing after decision point

(i)  For helicopter pilots required to engage in IFR operatiortee proficiency check
includesthe following additional abnormal/emergency procedures:

(A) 3Dapproach operation to minima;
(B) go-around on instruments;
(C) 2D approach operation to minima;

(D) if relevant,at least one of the 3D or 2D approach operations should be an RNP
APCH or RNP AR APCH operation;

(E) in the case of multenginel helicopters, a simulated fiare of one engine to be
included in either the 3D or 2D approach operation to miniaraj

(F) where appropriate to the helicopter type, approach with flight control
system/flight director system malfunctions, flight instrument and navigation
equipment failues.

*
* *
* *
*

*
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(i)  For helicopters, he flight crew should be assessed on their CRM skills in accordance
with the methodology described in AMC1 ORO.FC.115 and as specified in the
operations manual.

(iv) The person in charge of the operator proficiency checks,ctiraposition of the flight
crew, and the possible combinations with training or with the licence proficiency check
should be as defined in AMC1 ORO.FC.230.

(ef) Line flying under supervision (LIFUS)

0 X0

Explanatory note to)AMC1 ORO.FC.220

Domairs affected: CAT A, CAT H

Former wints (f), (g) and (h) are proposed toe moved tothe new point(c)(3) for clarification and
simplification of the structure of the AMC.

Domainaffected: CAT H

A new mint (e) s proposed to balevelopedin order to achieve the changes regarding operations

on more than one helicopter type or variant, as describedSaction2.3.7 above.The list of
manoeuves to be checked, initially included in AMC1 ORO.FC.230, is proposed to be updated and
maintained only for the initiaDPC
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AMC3 ORO.FC.220 & 23Dperator conversion training and checking & recurrent training and
checking

TRAINING PROGRAMMES

The operator should ensure that training programmes includedeatified feedback from the
management system, including occurrence reporting and flight data monitoring programmes.

Explanatory note tcAMC1 ORO.FC.220 & 230
Domains affected: CAT A, CATH

A new AMC is proposed to ensutet training programmes are improved following feedback from
various sources.

AMC1 ORO.FZ30 Recurrent training and checking
RECURRENT TRAININGL8BUS

(@) Recurrent training
Recurrentraining should comprise the following:
(1) Ground training
()  The ground training programme should include:
(A) aircraft systems;

(B) operational procedures and requirements, including grouneaiteg/anti
icing and pilot incapacitation; and

(C) accidentincident and occurrence review.

(i)  Knowledge of the ground training should be verified by a questionnaire or other
suitable methods.

(i)  When the ground training is conducted within 3 calendar months prior to the
expiry of thel2 calendar month®eriod, the next grounénd-refreshertraining
should be completed within 12 calendar months of the original expiry date of the
previous training.

(2) Emergency and safety equipment training

()  Emergency and safety equipment training may be combined with gemay and
safety equipment checking and should be conducted in an aircraft or a suitable
alternative training device.

(i) Every year the emergency and safety equipment training programme should
include the following:

(A) actual donning of a lifgacket, wherefitted,;
(B) actual donning of protective breathing equipment, where fitted;

(C) actual handling of fire extinguishers of the type used;
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(D)

(E)
(F)

instruction on the location and use of all emergency and safety equipment
carried on the aircraft;

instruction an the location and use of all types of exits;

security procedures.

(i)  Every 3 years the programme of training should include the following:

(A)

(B)

©)

(D)

(E)
(F)

(©)

*
* *
* *
*

*
* o

An agency of the

European Union

actual operation of all types of exits;
demonstration of the method used to operate a slide where fitted;

actual firefighting using equipment representative of that carried in the
aircraft on an actual or simulated fire except that, with Halon extinguishers,
an alternative extinguisher may be used;

the effects of smoke in an enclosed area and actual ofall relevant
equipment in a simulated smokfdled environment;

actual handling of pyrotechnics, real or simulated, where applicable;

demonstration in the use of the lifefts where fitted. In the case of
helicopters involved in extended ovavater operations, demonstration
and use of the lifeafts.

Helicopter water survival training

Where liferafts are fitted for helicopter extended overwater operations
(such as sea pilot transfer, offshore operations, regular, or scheduled,
coastto-coas overwater operations), a comprehensive wet drill to cover
all ditching procedures should be practised by aircraft crew. This wet drill
should include, as appropriate, practice of the actual donning and inflation
of a lifejacket, together with a demonsdtion or audievisual presentation

of the inflation of liferafts. Crews should board the same (or similar) life
rafts from the water whilst wearing a |H@acket. Training should include
the use of all survival equipment carried on board -idifts and ay
additional survival equipment carried separately on board the aircraft;

T consideration should be given to the provision of further specialist
training such as underwater escape training. Where operations are
predominately conducted offshore, operatordaild conduct 3
yearly helicopter underwater escape training at an appropriate
facility;

T wet practice drill should always be given in initial training unless the
crew member concerned has received similar training provided by
another operator;

particularly in the case where no cabin crew is required, -fist
appropriate to the aircraft type, the kind of operation and crew
complement.
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3)
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(iv)

(v)

(vi)

(vii)

CRM

The successful resolution of aircraft emergencies requires interaction between
flight crew and cabin/technical crewnd emphasis should be placed on the
importance of effective coordination and twway communication between all
crew members in various emergency situations.

Emergency and safety equipment training should include joint practice in aircraft
evacuations sohat 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.

Emergency and safety equient training should, as far as practicable, take place
in conjunction with cabin/technical crew undergoing similar training with
emphasis on coordinated procedures and tway communication between the
flight crew compartment and the cabin.

When the emegency and safety equipment training is conducted within 3
calendar months prior to the expiry of the T&lendarY 2 y (i d¢ 46@alendar

Y 2 v (i pedo® the next emergency and safety equipment training should be
completed within 12or 36 calendar months othe original expiry date of the
previous trainingas defined in (ii) and (iii) above

Elements of CRMraining, as specified in Table 1 of AMC1 ORO.FCd4dHi&uld be
integrated into all appropriate phases of recurrent training.

Aircraft/FSTDraining

(i)

(ii)

General

(A) The aircraft/FSTD training programme should be established in a way that
all major failures of aircraft systems and associated procedures will have
beenceveredirainedin the precedingyear3-yearperiod.

(B) When engineout maroeuvres are carried out in an aircraft, the engine
failure should be simulated.

(C) Adrera STPtraining—may—becombined—withthe operatorprofi

’ ; A 3 ifency
check:-The recurrent aircraft/FSTD training and operator proficiency check
of an item should not takelace at the same time.

(D) When the aircraft/FSTD training is conducted withigaBndar months
prior to the expiry of the 12calendar month® period, the next
aircraft/FSTD training should be completed withinch®endar months of
the original expiry di& of the previous training.

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 &iréwa this training
provides equivalent standards of training with safety levels similar to those
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(B)

achieved using an FSTD, the aircraft may be used for this training to the
extent necessary.

Where a suitable FSTD is available, it should be usecbitaplete the
foIIowmg addltlonal items: Ihe—meu#ent—t-r&wng—sheuld—melude—the

- settling with power and vortex ring;

- loss of tail rotor effectiveness.

(5) For operations with othethan-complex motorpowered aeroplanes, all training and
checking should be relevant to the type of operation and class of aeroplane on which
the flight crew member operates with due account taken of any specialised equipment

used.

Recurrent checking

Rearrent checking should comprise the following:

(1) Operator proficiency checks

()  Aeroplanes

As part of thedemonstration of competence in carrying out normal, abnormal
and emergency procedures as part of the normal crew complemésiere
applicable opemtor proficiency checks should includehere applicable the
following manoeuvres as pilot flying:

(A)

(B)

©

(D)
(E)

(F)

©

rejected takeoff when an FSTD is available to represent that specific
aeroplane, otherwise touch drills only;

take-off with engine failure betwee; and \ (take-off safety speed) or, if
carried out in an aeroplane, at a safe speed aboye V

3D approach operation to minima with, in the case of mulénginad
aeroplanes, onengineinoperative;

2D approachoperationto minima;

at least oneof the 3D or 2D approach operations should be an RNP APCH
or RNP AR APCH operation

missed approach on instruments from minima with, in the case of multi
enginal aeroplanes, onengineinoperative;

landing with oneengineinoperative. For singlenginal aeroplanes a
practice forced landing is required.

(i)  Helicopters

(A)
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—fuel dumping;
ine fail | relight:
hydraulic failure:
lectrical failure:
ine fail i ket bof locisi it

liroctional | £ail | malt ions.

The aircraft/FSTD checking programme should be established in a way that
all major failures of aircraft systems and associated procedures will have
been checked in the precedidgyear period.

The operator should define which failures are mdjmrthe pupose of the
operator proficiency checkased on a riskssessment, taking the following
into account:

(@) cautionsor warnings associatedith the failure
(b) the criticality of the situation or failure

(c) the outcome of the procedure (land immediately or as scam
possible as opposed to land as soon as practiaat)

(d) the list of abnormal/emergency procedures describegaint (e)(i)
of AMC1 ORO.FC.220

In addition, br singleengined helicopters eachoperator proficiency check
should include at least the fowing procedures:

(@) engine failure
(b) directional control failures and malfunctionand

(c) hydraulic failure as applicahle
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(B

(80

(D)

(E)

(F)

When a group of singlenginal turbine or pistonpowered helicopters is
defined for the purpose ofextending the validity of the opator
proficiency check, all major system failures should nevertheless be checked
on every type within é&8-year cycleunless credits related to the training,
checking and recent experience requirements are defined in operational
suitability data establisheth accordance with Commission Regulation (EU)
No 748/2012 for the relevant types or variants.

For pilots required to engage in IFR operations, proficiency checks include
the following additional abnormal/emergency procedures:

- 3Dapproachoperationto minima;

- go-around on instrumentdrem—minima—with—in-the—case—ofmuti
ined hell asi L £l : ine
- 2Dapproachoperationto minima;

- if relevant,at leastone of the 3D or 2D approach operations should
be an RNP APCHRNP AR APCH operation

- in the case of multenginad helicopters, a simulated failure of one
engine to be included in either th&D or 2D approachoperationto
minima;

] landi . el . ines:

- where appropriate tothe helicopter type approach with flight
control system/flight director system malfunctions, flight instrument
and navigation equipment failures.

Before a flight crew member without a valid instrument rating is allowed to
operate in VMC at nighbefshehe or sheshould be required to undergo a
proficiency check at night. Thereafter, each second proficiency check
should be conducted at night.

Operator proficiency checks should be conducted with two qualified pilots
in multi-pilot operations, and ongualified pilot in singleilot operations.

A pilot flying both singkpilot and multipilot operations should be checked

in multi-pilot conditionswith the essential malfunctions or manoeuvres
below to be also checked in singidot role:

(@) engine failure
(b) 3D approach for IFR operations;
(c) autorotation for singleengined operations; and

(d) additional manoeuvres relevant to the type based on a risk
assessment.

The flight crew should be assessed on their CRM skills in accordance with
the methodology describeth AMC1 ORO.FC.115 and as specified in the
operations manual.
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(i) Once—every—12monthsthe The checks prescribed in (b)(1)A) may be
combined withthe skill test orproficiency checkequired forthe issue, the
revalidation or renewal othe ATPlandthe aircraft type rating.

(2) Emergency and safety equipment checks

The items to be checked should be those fdrich training has been carried out in
accordance with (a)(2).

(3) Line checks

()  Line checks should establish the ability to perform satisfactorily a complete line
operation, including prdlight and postflight procedures and use of the
equipment proviegd, as specified in the operations manual. The route chosen
aK2dzZ R 0SS adzOK |a G2 3IAGS RSldza 4GS NBLI
normal operations. When weather conditions preclude a manual landing, an
automatic landing is acceptable. The commandar,any pilot who may be
required to relieve the commander, should also demonstraigther his or her
FoAfAGE G2 WYFyFr3SQ GKS 2LISNY A2y FyR Gt

(i)  The flight crew should be assessed on their CRM skills in accordancéhavith
methodology described ilMC1 ORO.FC.115 and as specifietthénoperations
manual.

(i) CRM assessment should not be used as a reason for a failure of the line check
unless the observed behaviour could lead to an unacceptable reduction in safety
margin.

(iv)  When pilots are assigned duties as pilot flying and pilot monitoring, they should
be checked in both functions.

(v) Line checks should be conducted by a commander nominated by the operator.

The operator should inform the competent authority alothe persons

Y2YAYFGSR® ¢KS LISNE2Y O2yRdzOGAYy3 (GKS A

seat whereinstalled Histher His or herCRM assessments should solely be based

on observations made during the initial briefing, cabin briefing, flight crew

compartent briefing and those phases whehe/she he or sheoccupies the

203 SNBSNRa asSrio

(A) For aeroplanes, in the case of long haul operations where additional
operating flight crew are carried, the person may fulfil the function of a
cruise relief pilot and shoRl y 20 2 00dzLle SAGKS-of LIAT 20Q
departure, initial cruise, descent, approach and landing.

(B) 2KSYy Iy 20a$sNISthlEkbut afSrivaid-fasing pags@rger
seat allows a good view and sound of the cockpit and the ctieis,seat
shouldbeusedr & |y 20 a4SNIBSNRa asStk i

*
* *
* *
*

*
* o
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(C) Whenl y 20 aS NI Swtladilabiednt dannot be installedthe
commander nominated by the operator should occupy a pilot Seat
conduct theline checkIn addition the CRM assessments shotddte place
in a ine-oriented flight scenario (LOFT/LOE/EVAL) of an FSTD session. This
CRM assessment may be credited towards the line check requirement. If
line operations require a technical crew, they should take part in the FSTD
session.

If the above options are not auable, then the operatoshoulddefine the
best way to assess CRM taking into account the CRM principles.above

(vi) Where a pilot is required to operate as pilot flying andpiinonitoring, he or
she hefshe should bechecked on one flight sector as pilot flying and on

another flight sector as pilot monltorlngl—z—g—S—@—S—NtE—G—K—S—NTB iKS

(4) When the operator proficiency check, line check or emergency and safety equipment
check are undertaken within the finalcalendar months of validity & previous check,
the period of validity of the subsequent check should be counted from the expiry date
of the previous check.

(5) Inthe case of singlpilot operationswith-helicopters the recurrent checks referred to

in (b1 —&-and (3) should be erformed in the singlgilot role en—a—particular
helicoptertypein an environment representative of the operation.

(c) Flight crew incapacitation training, except singit operations

(1) Procedures should be established to train flight crew to recmand handle flight
crew incapacitation. This training should be conducted every year and can form part of
other recurrent training. It should take the form of classroom instruction, discussion,
audiovisual presentation or other similar means.

(2) If an FSTD is available for the type of aircraft operated, practical training on flight crew
incapacitation should be carried out at intervals not exceediggass.
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ining-by all
at all

pecified in
specific

ating-examiner

éGRE)—GP#—thG—Gh@Q@B—GOHdHGE@d—M—&FFFSID—HR._LGRBGPa—SymheUC flight
BRM sk

onnel.

(ed) Use of FSTD

*
* *
* *
*

*
* o
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(1) Training and checking provide an opportunity to practice abnormal/emergency
procedures that rarely arise in normal operations and should be part sifuectured
programme of recurrent training. This should be carried out in an RgFdhever

pessiblewhen available

(2) The line check should be performed in the aircraft. All other training and checking
should be performed in an FSTD, or, if it is m@sonably practicable to gain access to
such devices, in an aircraft of the same type 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 represetita of the instrumentation, equipment and
layout of the aircraft type operated by the flight crew member.

(3) Because of the unacceptable risk when simulating emergencies such as engine failure,
icing problems, certain types of engine(s) (e.g. dudagtinued takeoff or go-around,
total hydraulic failure), 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 emergenaiebe covered in the aircraft
using a safe airborne simulation, bearing in mind the effect of any subsequent failure,
and the exercise must be preceded by a comprehensive briefing.

(4) The operator should make the FSTD accessible, by using its trayilagi @nd
nominated persons.

(5) Availability and accessibility of FSTD

() Wl Af I 6 méans@dy dlighDsimulation training device (FSTD) that is vacant
for use of the FSTD operator or of the customers irrespective of any time
consideration

i) wooOSaaroftSQ YSIya GKIFG + RS@OGAOS Oly oS
or checking pertaining to thiSubpart, and by the nominated person conducting
the training or checking
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Explanatory note to AMC1 ORO.EB0

Domairs affected: CAT A, CAT H

Deletion of¥ind refreshe€ pdinf (a)(1)(iii)

The NPA proposghe deletion of thephraseW I yefReshe€because it is not aligned with the title of
pointé F VO MU WANRdzy R GNI AYyAy3aQ

Pant (a)(2)(vii)

The provision is introduced in cedto align theemergency and safety equipment training idély
with the validity ofground trainingand flight checking

Point (a)(4)(ii)(B)

The amendment is proposed to clarify tha caseno FSTD suitable to perform those exercises is
available the operator mayperform those exercises in the helicoptarnot at all.

Point (b)(1)(i)

The wording is improved to better link the AMC to the relaiRORO.FC.230(b){1)

Point (b)(1)(ii)

Point (b)()(ii) is proposed to be amended in order to achieve the changes rega@iR@ and
operations on more than one helicopter type or variant, as describefeictions2.3.6 and2.3.7
above.

Point (b)(L)(iii)

The existing wording inAMC1 ORO.FC.230 (b)€Busedan uneven implementation issue across
Member Sates because of a tabulation errevhich introduces a confusiofor combined LPC/GP
content Moreover AMC1 ORO.FC.230 () do not clearly mention theossibility to combine
licence skill test {SYwith OPC.

The objective of this proposal is to clarify that the OPC content can also be combined with the LST
for the ATPL anthe initial issue of a type rating.

The possibility to combindicence proficieny check (LPC) and thePC is a wedistablished
European practice existing since th&990s under the Joint Aviation Requirements (3ARThe
provisiors applicable to commercial air transport concerning combined LPC/OPC were based on JAR
OPS 1.96and have been transferred intBU OPS 1.965. Besides tienges in the legal value of

the texts the EUOPS has introduced the possibility to combine the LST with the OPC.

In 2012,the Air OPS Regulatioentered into force and the wording related to the combined
LPC/OPG@riginates fromthe JAROPS initial wordig with an error irthe tabulationthat iscontained
today in AMC1 ORO.FC.230 (b)(1){lig be noted thateRD 2009 0X¥rganisation Requirements
precedingpublication ofthe Air OP&loes not cordin any comments on this issue.

TheAMC1 ORO.FC.230 MJ(ii) wording introduces first a confusidor combined LPC/OPC content
due to the tabulation error. Secondly, AMC1 ORO.FC.230 (b)(1) isrestrietive compared to EU
OPS because it is not clearly mentioned that it issfms to combine LST with OPC.

The AMC1 ORO.FC.230 (bf{i)) wording causedan uneven implementation issue acrdgember
Sates and should be reviewed due ttsistrongimpact on operators without safety justification. In
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particular, the combined LST/OPC is done by operators on dardgasis during conversion courses
and less often wherirst officers peform their ATPL upgrade. There an industry needor a
clarification on this issue.

Points (b)(1)(iv) and (d)

Points (b)(i)(iv) and (d) are proposed to be deletedi moved to an AMC to ORO.FC.i¥6rderto
extend their scope to noCAT operations.

Point (b)(3)(v)

Point (b)(3){) is proposed to be amended to achieve the improvements to CRM training described in
Section2.3.9 above.

Point (b)(3)(vi)

The regulator (JAA990s) intended this provision to promote task sharing, for operators with
Monitoring approacheand integrated flight & cockpit preparation.

¢t2RIF&X YIydzFlI OGdzZNBNDR&a R20dzySyidldAz2y 6So®3d C/ ha
appropriate task sharing and best practices (e.g. integrated flight & cockpit preparation).

CRM and other provisions in the AiPS Regulatiofurther promote such practices.
Therefore the promotion of those procedures has become obsolete.
Point (d)(5))

Point (d)(5) is proposed to be amended in order to achieve the needed changes in-piiatti
operations of singlpilot certified helicopters, as described $ection2.3.5 abovelt shouldensure
that, whenever multipilot operations take place on a voluntabgsis, the check takes place with a
multi-pilot crew and the person conducting the check has sufficient experience of-pilatti
operations. Flight experience gathered in myliliot operations under SPO can then be credited
towards theprerequisitesof the ATPL, the MCCI and the MCC training privilege of the TRI.

Points (d) and(e)

The amendmenproposed aligns the terminologysed inthe FSTD domain betwed?at-ORO and
PartFCL

(@) This NPA proposean amendment to ORO.FC.1#border to establisha link between Part
ORO and Pa#ftClin the FSTomain See amendments to ORO.FC.145

(b) Since December 2018 ther&ew Regulation includes a definition oPIF @t I 0 f&hd C{ ¢ 5Q
W OO0 S dFkeiddinitdareas follows¢ KS RSTFAYAGA2Y 2F WL O0S&aaio
centric forthe purpose of the Air OPRegulationand used to incentivise the use of FSTBe
Aircrew definitions are provided below for reference

WEGFEAEFOofS C{¢5Q YSIya keffSTD) that B Kadantdoh usalaf thell A 2 y
FSTD operator or of the customers irrespective of any time consideration.

Wccessibl@neans that a device can be used by:

1 the approved training organisation (ATO) under whose approval a training course for a
classor type rating is being conducted; or
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i the examiner conducting the assessment of competence, skill test or proficiency check
for the purpose of assessing, testing or checking.

LINE CHECK AND PREENCY TRMNG AND CHECKING

(@) Line checks, route and aerodrome knowledge and recent experience requirements are
AYGiSYyRSR (2 SyadiNBE GKS ONBg YSYoSNRa FoAftAde
whereas other checks and emergency and safety equiprmainting are primarily intended to
prepare the crew member for abnormal/emergency procedures.

(b) The line check is considered a particularly important factor in the development, maintenance
and refinement of high operating standards, and can provide therator with a valuable
indication of the usefulness difisther his or hertraining policy and methods. Line checks are a
G6Sad 2F | FEAIKG ONBg YSYOSNDa | oAf Adlght G2 LISN
and postflight procedures and usefdhe equipment provided, and an opportunity for an
overall assessment dfisther his or herability to perform the duties required as specified in
the operations manual. The line check is not intended to determine knowledge on any
particular route.

(c) Proficiency training and checking
When an FSTD is used, the opportunity should be taken, where possible, to use LOFT.
MAJOR FAILURESHELICOPTERS

(d) The list of major failures to be covered under thgearly training programme may be more
extensive tharthe list covered in the -yearly operator proficiency checking programme for
the following reasons:

(1) It may happen that several training elements are covered by a single @retk;

(2) Certain complex system malfunctions are best explored under recutraining, where
the traineewill derivemore benefit and training to proficiency is also employed.

Explanatory note totGM1 ORO.F@30
Domainaffected: CAT H

GM1 ORO.FC.230psoposed to be amended in order to achieve the changes rega@r@, as
described irSection2.36 above.

AMC1 ORO.FC.230(decurrent training and checking

OPERATIONS ON MORHEAN ONE TYPE OR ¥ARIL OR WITH VARIBNS IN AIRCRAFT
CONFIGURATION

If applicable, AMC1 ORO.EZ5 &126 &140(a)should be used to determine thecurrent training
and checking relevant to

(&) each type or variant of aircraft

(b) variations in aircraft configuration
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Explanatory noteto AMC10ORO.FQ30(a)
Domairs affected: CAT A, CATH

This new AMC clarifies th&MC1 ORO.FC.125268&8140(a) should be used to define the relevant
training and checking for operations on more than one type or variant.

In cases defined in ORO.FC.1d))(c)and(d), AMC1 ORO.FC.140(a) doesapply and OSK not
ySOSaalNE:I gKAOK Aad gKeé (KS aSyiaSyoOoS Aa AyidNERRdIL

AMCLORO.FC.Eb)Pi | ot qual i fication to operate in eith:¢
VALIDITY OF THE AIKALIFICATION TRERATE IN EITHERRIQ{ { 9! ¢

The operator should either checkelelements every year or alternate training and checking every
year. When the trainingor checkings conducted within 3 calendar months prior to the expiry of the
1201 £ Sy R Nieriwd? tfielinkxd t€ainingor checkingshould be completed within 12 caldar
months of the original expiry date of the previous trainergchecking

Explanatory note tcAMC1 ORO.FC.235(b)
Domairs affected:CAT A, CAT H

AMC1 ORO.FC.235(b) is introduced because the pilot qualification is linked to the reQRfeamtd
should therefore expire with time. The proposal reflects the current practice for the extension of the
validity of this qualification.

AMC1 ORO.FC.24@peration on more than one type or variant
GENERAL

(@) Aeroplanes
0 X0
(b) Helicopters

(1) If a flight crew member operates more than orgpe or varianf the following
provisions should be met:

(i) The recency requirements and the requirements for recurrent training and
checking should be met and confirmed prior to CAT operationany type and
the minimum number of flights on each type within 3amenth 3 calendar
Y 2 y lpkribdspecified in the operations manual.

(i)  ORO.FC.230 requirements with regard to recurrent training.

(i) When credits related to the training, checking and recent esigmce
requirements are defined in operational suitability data established in accordance
with Commission Regulation (EU) No 748/2012 for the reletygo®s or variants,
the requirements of ORO.FC.230 with regard to proficiency checks may be met by
a 6 manthly check on any one type or variant operated. However, a proficiency
check on each type or variant operatdubsild be completed every 12 months.
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3. Proposed amendments and rationale in de

(€)

(iv) If akFerhelicopteswith hasa maximum certified takeff mass (MCTOM) of more
than 5700kg; or-with a maximum operational passenger seating configuration
(MOPSC) of more than 19:

(A) the flight crew member should not fly more than twwelicopter types
unless credits related to the training, checking and recent experience
requirements are defined in opational suitability data established in
accordance with Commission Regulation (EUYMI2012 for the relevant
types or variants

(B) a minimum of 3 months and 150 hours experience on tiipe er
varantshould be achieved before the flight crew member slto
commence the conversion course onto the new type or variant, unless
credits related to the training, checking and recent experience
requirements are defined in operational suitability data established in
accordance with Commission Regulation (EU) N8&3204.2 for the relevant
types or variants

(C) 28flying daysandfor 50 hoursflying-experienceshould then be achieved
exclusively on the new type or variant, unless credits related to the
training, checking and recent experience requirements are defined in
operational suitability data established in accordance with Commission
Regulation (EU) No 8#2012 for the relevantypes or variantsand

(D) a flight crew member should not be rostered to fly more than tyyee of

significantly-differentvariant-of-a-typduring a single duty period.

(v) In the case of all other helicopters, the flight crew mssn should not operate

more than threehelicopter typesin CATNCC and SR@r-significanthydifferent
varants unless credits related to the training, checking and recent experience

requirements are defined in operational suitability data establisheatitordance
with Commission Regulation (EU) No 748/2012 for the reletygo®ts or variants

(vi) The flight crew member may operate up to five helicopter types in, S&T and
SPO if the following conditions are met:

(A) The flight crew member operates day VFR only;

(B) The flight crew membeoperatesno more than one twirengine helicopter
type; and

(© The flight crew member does not operate variants within a helicopter type,
or each variant should be counted as a type for the purpose of tiig.p

(vii) Points (v) and (vi) above apply whenever a flight crew membgpeerates more
than one type or variant in CAT.

Combination of helicopter and aeroplane

g s ay-flyo optertype orvarant s aeroptane type
irrespective—of their MCTOM-—orMOPRSG@. a flight crew member operates both

helicopters and aeroplanes, ¢tilight crew member should be limited to:

*
* *
* *
*
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(i) operations on only one type or class of aeroplane and one type of helicopter; or

(i)  operations on onlyperformance class B aeroplanes from the singjlet classes
of reciprocating engine aeroplanes and one type of helicopter.

(2) If the a helicopter type iscovered bypoint paragraph(b)(1)(iv) then (b)(1)(iv)(B), (C)
and (D) should also apply in this case.

Explanatory note to AMC1 ORO.R@0

Domairs affected: CAT A*, CAT HNEC and SPO are only affected if pilots also fly@XRis only
affected if pilots also fly helicopters

AMC1 ORO.E2Z10 isproposed to be amended in order to achieve the changes regarding operations
on more than one helicopter type or variant, as describe8ewtion2.3.7 above.

Explanatory noteto the deletion ofAMC2 ORO.FC.240

Domairs affected: CAT A, CATH

AMC2 ORO.FC.240 is deletdts content ismoved to AMC1 ORO.FC.185126 & 140(a) and
GM1ORO.FC.140, and is amend8&eethe explanatory note to AMC1 ORO.FC.1238&140(aynd
to GM1 ORO.FC.140

AMC1 ORO.FC.130 & 3®ecurrent training and checking-operator proficiency check
SPCOr TRAINING

(@) The training should include:

(1) ground training and aircraft/FSTD training relevant to the type or variant of aircraft on
which heor she operates.

(2) Additional training relevant to the specialised tasks should be either ground training or
FANDNI FlUkC{¢5 GNIAYAYy3a 2N 020K Ay | O02NRI
assessment.

SPOr OPERATOR PROFICYEQBECKS

(b) If the SPO operator combines the operator proficiency check with a licence proficiency check,
the check should cover botthe normal, abnormal and emergency procedures relevant to the
type or variantandthe relevant aspects associated with the specialit&#sks described in the
operations manual.

(o0 If the SPO operator does not combine the operator proficiency check with the licence
proficiency checks, the OPC may not include the normal, abnormal and emergency procedures
relevant to the type or varianthat are already covered within the licence proficiency check.

The OPC then covers the relevant aspects associated with the specialised task described in the
operations manual.
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(d) The flight crew should be assessed on their CRM skKills in accordancenavithethodology
described in AMC1 ORO.FC.115 and as specified in the operations manual. CRM assessment
should not be used as a reason for a failure of the operator proficiency check, unless the
observed behaviour could lead to an unacceptable reductiomafiety margin.

(e) Each flight crew member shld complete the operator proficiency checks as part of the
normal crew complement.

SPO RELEVANT PROCEDUREBE TRAINED ANECKED

(f)  The operator should determine, based on a risk assessment, which proceagsesiated
with the specialised taskare relevant to be trained and checked. The following should be
taken into account

(1) specific risks associated with the specialised operation

(2) for abnormal and emergency procedurdhlg criticality of the situation or failurand
the impact of training and checking on ensuring a positive out¢c@ne

(3) for normal procedures, the amount of experience and recent experience accumulated
since the preious training or checking.

(99 For SPO operators engaged in more than one specialised operation, nabnatrmal and
emergency procedures covering the relevant aspects associated with the specialised tasks
should be coveretdy training and checkingver a3-year cycle.

(h) The procedures to be trained in the aircraft/FSTD may be different to procedures to be
checked if both complement each other, considering the following:

(1) It may happen that several training elements are covered by a singtk;ce

(2) Certain complexproceduresare best explored under recurrent training, where the
traineewill derivemore benefit and training to proficiency is also employed.

()  Whenever an item requires both training and checkirigg tecurrent aircraft/STD training
and operator proficiency check of an item should not take place at the same time.

() Secialised operations may be exposed to specific risks such as routinely flying within the
height velocity envelope of a helicopter. The operator shouldichtaking unnecessary risks
during aircraft training and checking and should make best use of simulation devices to train
for such situations.

COMBINED CAT AND SRANING AND CHEGKIN

(k) If the operator is involved in both CAT and SPO, the t@#ling and checking programme
may include elements that are relevant to the specialised tasks. If this is the case, these
training and checking elements may be credited towards compliance with ORO.FC.330 as
approved by the authority under ORO.FC.145(c).

Explanatory note tcAMCL ORO.FQ30 & 330
Domairs affected: SPO A, SPO H

AMC1 ORO.FC.130 & 38(ntroducedin order to achieve the changes regardimegurrent training
FYR OKSO{1Ay3 T2 Nas{destribetl ifartions.3112and 2.31&bove.Q
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Points (a), (b) and (chave beerintroduced to clarify thaORO.FC.130 (a) requires training related to
the type or variant, ORO.FC.130(b) require©&to be conducted periodically, and ORO.FC.330(a)
requires theOPQo include aspects relevant to the specialised operations.

It was considered that the checking related to the type or variant was already covered under the
licence proficiency checkvhile the requirements of ORO.FC.330 that are additional tditdesce
proficiency checkshould only cover the specialised operations. In other words, under SPO the
requirements of ORO.FC.130 are fully covered bylitemce proficiency checdnd the ORO.FC.330
OPC

Point (d) has beenintroduced to clarify thatCRMis part d SPO normal procedures and that CRM
skills should be assessed during @eC

Point (e) has beenintroduced to ensure that whenever muitilot operations take place on a
voluntary basis, the check takes place with a rilot crew. Flight experiencgathered in mult

pilot operations under SPO can then be credited towards the prerequisites of the ATPL, the MCCI
and the MCC training privilege of the TRI.

Points (f) and ) have beenintroduced to acknowledge that at all normal, abnormal and
emergencysituations in a defined specialised operation are useful to be trained and checked.

It is proposed that the operator should define which operating procedures are relevant to be trained
and checked, because the variety of different specialised operat®ssch that the rules cannot
define training and checking in a prescriptive way for all activities, &klemperator is theone best
placed to know the level of experience and currencitspilots in a given specialised operation, and

to define the tamining and checking needs accordingly.

The intent is also to avoid duplication in the required training and checking for operators involved in
several similar kinds of specialised operations. -pe& cycle is therefore introduced for these
operators, forboth the training and the checking of specialised operations.

Points (h) and {) have beenintroduced becauset iis considered that the training and checking of
SPO should complement each other and tharecases where checkingnot needed inadditionto
training. These provisions allow the operator to increase the amount of recurrent training at the
expense of recurrent checking, if this is relevant to their operations.

Point (j) has beenintroduced to address SP€pecific risks to be considered dugitraining and
checking.

Point (k) has beenintroducedfor operators involved in both CAT and SB®that theSPO part of

the operations could benefit from the approved CAT training and checking schériseis expected

to be useful forSPO operations Wi low level of specialisation. As the CAT training and checking
requires the approval of the competent authority, the authority can also define what is also relevant
to SPO.

The NPA proposebat previousSPCcheckingoy an operator should not baccepted or credited by
another SPO operator.oBmercial operators should always ensure that their flight crew are
competent for the tasks they are requested to complete, and also becdlisespecialised
operations conductegdthe onboard equipment the recent experiencen each, therisk assessment
and the resulting 3/ear checking cycl®ay vary significantly from one operator to the other.

Shouldtwo operatorshappen to
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(@) operate the same specialised operations with the same aircraft type/variant/s|msmdal
equipment,

(b) have identical recurrent checking programmasd
(c) have nominated the same person to conduct BEC

future OPG couldbe conducted jointly and be valid for both operators.

3.5. Draftregulation (Draft EASApinion) —Part-CAT of the Air OPRegulation

CAT.GEN.MPA.10@Crew responsibilities

(@) The crew member shall be responsible for the proper executioniggher his or herduties
that are:

(1) related to the safety of the aircraft and its occupants; and
(2) specified in the instructions and procedures in the operations manual.
(b) The crew member shall:

(1) report to the commander any fault, failure, malfunction or defect which the crew
memberbelieves may affect the airworthiness or safe operation of therait including
emergencysystems, if not already reported by another crew member;

(2) report to the commander any incident that endangered, or could have endangered, the
safety of the operation, if not already reported by another crew member;

(3) complywi i K GKS NBfS@OlIyild NBIldANBYSyilia 2F (KS 21

(4) comply with all flight and duty time limitations (FTL) and rest requirements applicable
to their activities;

(5) when undertaking duties for more than one operator:

()  maintain histher his or herindividual records regarding flight and duty times and
rest periodsas referred to in applicable FTL requiremeiatis¢

(i)  provide each operator with the data needed to schedule activities in accordance
with the applicable FTL regqeiments ; and

(i) provide each operator with the data needeedgardingoperations on more than
one type or variant

Explanatory note tocCATGENMPA.100

Domairs affected: CAT A, CATH

CAT.GEN.MPA.100p0posed to be amended in order to achieve the changes regarding operations
on more than one helicopter type or variant, as describe®écttion2.3.7 abovelf pilots fly for
more than one operator, all operators should know on which aircraft types theyThe same
conclusions apply to aeroplanes, so the proposed amendment was not restricted to helicopters.
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4. Impactassessmen(lA)

4.1. What is the issue

A detailed analysis of the issues has been includé€tiapter 2.

4.1.1.Who is affected

Pilots,personnel providing training ancbnductingchecking (instructors and examinersperators
ATOsand competentauthorities are affected

4.1.2.How coutl the issue/problem evolve

With an ageing population of pilots and increased emphasis on flight safety, there is increased
demand for multipilot operations of singlpilot helicopters that the current rules cannot
accommodate. Experienced pilots can opdss on their multcrew experience to younger pilots if
they have passed the ATPL(H) theoretical knowledge examinatides ofthem do.

Also, with advanced training qualification programmes (ATQP) not accessible to helicopter pilots,
and EBT being dewded for helicopters, it is becoming more obvious that the current flight crew
training regulationseed tobe improved.

The table below describes how the issues describeskrtion2.1 could evolvaf the rules were not
changed

Issue How it could evolg

multi-pilot operations of| Reduced safety due to lack of propansfer of experience. Se
singlepilot certified | Section4.4.1 below
helicopters

Operator proficiency checkl No change, but the issues described Section2.1. above will alsg
under CAT remain unchanged.

CAT operations on severa
aircraft types and variants

Crew training and checkin
underNCC

Crew training and checkin
under SPO

Other crew training ang
checking issues

4.2. Objectives
Refer toSection 2.2
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4.3. Policy options
Tabk 1: Selected policy options

Option | Short Description

No title

0 No policy changéno changeo the rules; risks remain as outlined in tt
issue analysis).

1A Introduce changes related to mulilot operations of singlgilot
helicopters

1B Introduce changes related to recurrent training and checking

1C Introduce changes to the training and checking of piloiadidifferent
types or variants of aircraft

1D Introduce changes to the training and checking of piloiadysPO, NC(
FYR W/ 1 ¢ ! (2 1Q 2LISNXGA2Z2YaA

Policy option 1 consists in changing the rule as proposed in this NPA. It is subdivided in components
1A, 1B, 1C, and 1D.

4.4. What are the impacts

4.4.1.Methodologyapplied

The methodology applied for this RIA is the maitteria analysis (MCA) which allows comparing all
options by scoring them against a set of criteria.

MCA covers a wide range of techniques that aim to combine a range of positive aativaeg
impacts into a single framework to allow easier comparison of scenarios. The MCA key steps
generally include the following:

(@) establishing the criteria to be used to compare the options (these criteria must be
measurable, at least in qualitativertas); and

(b) scoring how well each option meets the criteria; the scoring needs to be relative to the
baseline scenario.

The criteria used to compare the options were derived from the Basic Regulation, and the guidelines
for the RIA were developed by tliiropean Commission.

As shown in detail in the following table, the scoring of the impacts uses a scalb tf + 5 to
AYRAOIFIGS GKS yS3aFLGAGBGS YR LRAAGAGS AYLI OGa 27
negative/positive impacts). Intermediate S @St & 2F oSy STAGa FNB GSNX¥YSR
LIN2E BARS F2NJ I G2t 2F FTAQOS tS@Sta Ay SIOK 2yS
AYLI OGQ a02NB Ll2aaArofSo
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Negative impact Score Positive impact Score

-5 Very high negave +5 Very high positive
impact impact

-4 High negative impact | +4 High positive impact

-3 Medium negative +3 Medium positive
impact impact

-2 Low negative impact | +2 Low positive impact

-1 Very low negative +1 Very low positive
impact impact

0 Neutral/insignificant

4.4.2.Safety impact

Option 0: With NCC and SPO not requiring the ATPL or the MCC for either poggilot, there is a
risk that more and more pilots will gather the wrong kind of mpitot experience. If this happens, a
growing number of pilots wilhold the ATPLand the MCC training privilege under a MCCI or TRI
rating, without having proper MCC training ral experiencethemselves Safety will be gradually
reduced.

Option 1:

Component1A t multi-pilot operations of singlpilot helicopters: Safety will be improved by
requiring MCC training for all multrew operations, and by making the safety featuremofti-crew
operations more accessible.

ComponentlBt recurrent training and checking: A number of safety features are proposed to be
introduced. The proposal will ensure that training and checking time is better used. The training and
checking time is only reduced when there were duplications in the previmining and checking
scheme. The impact on safety is therefore positive.

ComponentlCt operations on several types or variants: The proposal introduces a number of
alleviations to the rules when not detrimental to safety.

Component1D introduces indepth initial training for specialised operations. It also allows SPO
operators to increase flight training at the expense of checking. It also requires pilots to undergo
initial OPCwhen joining an operator under SPO and when being trained for a new Bpedia
operation. This has the additional benefit of preventing pilots from avoiding recul®® by
switching operators each time they are diée reduction in the number dPG is mitigated by the
introduction of 3-year cycles and of training to proency.Regarding NCC operations, the proposal
gives a framework to an existing practice of acceptance of previous trainings conducted within other
organisations, with improved safety in mind. This has safety benefits.

Overal] mediumpositivesafetyimpacts are expected with option.1
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4.4.3.Social impact

Option 0T no impacts expected.
Option 1

GComponent 1A T multi-pilot operations of singkpilot helicopters: Easier access to muaitew
operations will potentially increase helicopter pilot employment. It aidlo allow young pilots to be
employed as c@ilots early in their careerindeed it is getting harder for a commercial pilot with
little helicopter flight experience to find work, becauspecialisecbperations with helicoptershat
used to be accessiblwithout ittend to suffer from the competition of drones and microlights, and a
number of other helicopter operations require the commander/piloctcommand to bealready
experienced. There will also be social benefits for pilots close to the age dinsiniglepilot CAT
operations who want to keep flying. They will be able to share their experience witipidoto

ComponentdlB, 1C andlD have no gnificant social impact.

Overal] option 1 is expected to brinlgpw positive social impacts.

4.4.4. Economidmpact

Option 0, no impacts expected
Option 1

For all elements of option 1lhere will be a oneff cost for operators and NAAs to adapt to the new
regulation. This cost is deemed negligible.

ComponentlAt multi-pilot operations of singlilot helicopters: The main cost of this proposal is
the cost of initial MCC training f@ negligible number ohexperienced pilots who do not already
hold 500 hourof multi-crew experience and are to be involved in tivatew operationsFor these
pilots, the costs are assumed to be low compared to other training costs.

ComponentlB 1 recurrent training and checking: There will be slight additional yearly costs for
both operators andNAAsregarding the design and appral of training and checkingrogrammes

Component1C 1 operations on several types or variants: Operators involved in\gay only
operations with norcomplex twirenginead helicopters and in singlengined helicopter operations

will need one moreOPCper year per pilot. Such operators are likely to be very rare. All other
measures tend to reduce the amount of training and checking when operating several types or
variants. Also, the increased maximum number of helicopter types to be flown in CAT will allow
helicopter operators to increase their number of helicopter types. This will increase their versatility
and will have economic benefits.

ComponentlD significantly reduces the amount of recurre®PG and therefore will have a very
positive economiémpact on operatorsRegarding NCC operations, the proposal gives a framework
to an existing practice of acceptance of previous trainings conducted within other organisations that
brings economic improvements. This brings economic benefits to all NCC operators.

Components 1Aand 1B have low negative economic impacts, whereas components 1C and 1D have
high positive economic impactsOverall the economic impact of option 1 is expected to losv
positive.
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4.4.5.GeneralAviation and poportionality issues

Option Q no impact expected.

Option 1

ComponentlA, 1B and1C Most proposals impact only CAT operations. NCO operations are not
impacted. NCC and SPO operations are impacted only in the following way:

Restrictions on the number of helicopter types flown impact NCC and SPO ompijoterheavily
involved in CAT operations

New MCC training requirements apply only when operating in a fordtv environment.

Therefore, the impacbf components 1A, 1B, and 1dh General Aviation is considered to be
negligibleand there are no assoded proportionality issues.

Component1D tailors the requirementsto the needs of the smaller operators, and introduces
alleviations previously accessible only to the larger operators. This will haegliam highpositive

effect on proportionality.

Overdl, option 1 would brindow positiveimpactsin terms of proportionality

4. 5. Conclusion

4.5.1.Comparison of options

Impact is rated on &b/+5 scale

Type of Option 0 Option 1

impacts No Amend the rules
change NPA proposal

Safety impact -1 +4

Social impact 0 +2

Economic 0 +1

impact

Proportionality 0 +2

Total -1 +9

The preferred option according to the analysis previously indicated is option 1 including all the
elements described.

Request to stakeholders

Stakeholders are invited to provide:

T quantified justification elements on the possible impacts (e.g. economic, social, safety) of the
options proposed, or alternatively to propose a justified solution to the issue;

T any other information they may find necessary to bring to the attention of EASA;exuly, the
relevant parts of the RIA might be modified on a cagease basis.
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4.6. Monitoring and evaluation

Monitoring is a continuous and systematic process of data collection and analysis about the
implementation/application of a rule/activity. It genemtt factual information for future possible
evaluations and impact assessments; it also helps to identify actual implementation problems. A
proposal on indicators to chedk presented below

What to monitor How to monitor Who should| How often to
monitor monitor

Number of LOC, CTQ ECR EASA/NAA On a recurrent basi
CFIT, LALT and UIN e.g. once a year
occurrences related t(
inadequate crew
performance
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5. Proposed actions to support implementation

Amendment to the helicopter type rating list
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