United Kingdom
Civil Aviation Authority

Civil Aviation
Authority

Includes the Acceptable Means of Compliance (AMC) and Guidance Material (GM)
documents referenced below.

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

(a) Fextto-be deleted-isshown-struck-through;
(b) New text is highlighted in grey;

(c) Fextto-be-deleted-is-shown-struck-through followed by the replacement text which is
highlighted in grey.

Point (g) of GM1 Annex | Definitions is replaced by the following and points (za), (zb), (zc), (zd), (aaa)
are inserted:

GM1 Annex | Definitions

DEFINITIONS FOR TERMS USED IN ACCEPTABLE MEANS OF COMPLIANCE AND GUIDANCE MATERIAL
(-.)

(g) ‘Emergency locator transmitter - is a generic term describing equipment that broadcasts

d|st|nct|ve signals on de5|gnated frequencies and,—depending-on—application—may-be-activated-by
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GM2 is replaced by the following:

GM2 Annex | Definitions for terms used in Annex Il to VIl

ABBREVIATIONS ANB-ACRONYMS
The following abbreviations and-acrenyms are used in the Annexes to this Regulation:
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(-)
runway condition report
required surveillance performance
runway condition code

(...)

The following GM20 is inserted:

GM20 Annex | Definitions

The following GM21 is inserted:
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The following GM22 is inserted:

GM22 Annex | Definitions
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The following GM23 is inserted:

GM23 Annex | Definitions
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The following GM25 is inserted:

GM25 Annex | Definitions
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The following GM26 is inserted:

GM26 Annex | Definitions

H'\

The following GM27 is inserted:

GM27 Annex | Definitions

AMC1 CAT.GEN.MPA.205 is replaced by the following:

AMC1 CAT.GEN.MPA.205 Aircraft tracking system — Aeroplanes

EQUIPMENT, PERFORMANCE AND PROCEDURES WHEN AIRCRAFT TRACKING IS REQUIRED
(a)  Automatic tracking of aeroplane position

The aircraft tracking system should rely on equipment capable of automatically detecting and
transmitting a position report to the aircraft operator, except if (d)(2) applies.

(b)  Position reporting period

The tracking of an individual flight should provide a position report at time intervals which do not
exceed 15 minutes.

(c)  Content of position reports

Each position report should contain at least the latitude, the longitude and the time of position
determination and whenever available, an indication of the aeroplane altitude, except that for
each flight:

(1) One of the position reports may contain only time-stamped data indicating that the
aeroplane has left the gate;

(2) One of the position reports may contain only time-stamped data indicating that the
aeroplane has become airborne;
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(d)

(f)

(g)

(h)

(3) One of the position reports may contain only time-stamped data indicating that the
aeroplane has landed; and

(4) One of the position reports may contain only time-stamped data indicating that the
aeroplane has reached the gate.

Source of position data
The data contained in a position report may come from:

(1)  ATC surveillance systems, if the ATC surveillance data source is capable of providing this
data with a delay equal to or less than 10 minutes;

(2) theflight crew, if the planned flight duration is less than two position reporting periods;
(3) aeroplane systems. In that case:

(i) the source of time, latitude and longitude data should be the navigation system of
the aeroplane or an approved GNSS receiver;

(i)  the source of altitude data should be:
(A)  the same source as for time, latitude and longitude data, or
(B) anapproved source of pressure altitude; and

(iii)  the delivery time of position reports from the aeroplane to the operational control
over the flight should, to the extent possible, not exceed 10 minutes; or

(4) any data source when the position report is of a type designated by (c)(1), (c)(2), (c)(3) or
(c)(4). In that case, the delivery time of position reports from the data source to the
operational control over the flight should, to the extent possible, not exceed 10 minutes.

Temporary lack of aircraft tracking data

Aircraft tracking data may be incomplete due to a temporary or unexpected issue prior to or
during the flight. However, the operator should:

(1) identify any loss of aircraft tracking data which is not due to a temporary issue, and

(2) address any systematic lack of aircraft tracking data affecting a given aeroplane or a given
route in a timely manner.

Operational control over the flights

When abnormal flight behaviour is suspected, this should be checked and acted upon without
delay.

Recording of aircraft tracking data during normal operation

When the tracking of a flight is required, all related aircraft tracking data should be recorded on
the ground, including position data from ATC surveillance systems when they are used. The
aircraft tracking data of a given flight should be retained until confirmation that the flight is
completed and no accident or serious incident occurred.

Preserving aircraft tracking data after an accident or a serious incident

Following an accident or a serious incident, the operator should retain the aircraft tracking data
of the involved flight for at least 30 days. In addition, the operator should be capable of providing
a copy of this data without delay and in an electronic format that is human-readable using a
common text file editor.

Procedures

The operator should establish procedures describing its aircraft tracking system, including the
identification of abnormal flight behaviour and the notification of the designated ATS unit (i.e.the
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- when appropriate. These procedures should be integrated with the emergency

response plan of the operator.

GM6 CAT.GEN.MPA.205 is replaced by the following:

GM6 CAT.GEN.MPA.205 Aircraft tracking system — Aeroplanes

PROVIDING CONTACT INFORMATION TO COMPETENT AIR NAVIGATION SERVICE PROVIDERS

One possible way 6

eempeteﬁ—ar—nawgaﬂen—semee—p#ewde#s is to prowde in the ATS fllght pIan (|tem 18 ’Other
information’) information sufficient to contact the on-duty staff of the aircraft operator

The following AMC1 CAT.GEN.210 is inserted:

AMC1 CAT.GEN.MPA.210 Location of an aircraft in distress —
Aeroplanes
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The following GM1 CAT.GEN.MPA.210 is inserted:

GM1 CAT.GEN.MPA.210 Location of an aircraft in distress —
Aeroplanes
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The following GM2 CAT.GEN.MPA.210 is inserted:

GM2 CAT.GEN.MPA.210 Location of an aircraft in distress —

Aeroplanes

il
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— ‘activate the airborne system ' means that the airborne system transmits signals to the DTR to
enable the determination of the location of the point of end of flight. Activation of the airborne
system does not automatically alert SAR services.; and

— ‘transmission service’ refers to the service that makes the information sent by the airborne
system available to the relevant stakeholders.

AMC2 CAT.IDE.A.280 is replaced by the following:

TYPES OF ELTs AND GENERAL TECHNICAL SPECIFICATIONS
(a)  The ELT required by this provision should be one of the following:

(1)  Automatic fixed (ELT(AF)). An automatically activated ELT that is permanently attached to
an aircraft and is designed to aid search and rescue (SAR) teams in locating the crash site.

(2)  Automatic portable (ELT(AP)). An automatically activated ELT, that is rigidly attached to an
aircraft before a crash, but is readily removable from the aircraft after a crash. It functions
as an ELT during the crash sequence. If the ELT(AP) does not employ an integral antenna,
the aircraft-mounted antenna may be disconnected and an auxiliary antenna (stored on
the ELT case) attached to the ELT. The ELT can be tethered to a survivor or a life-raft. This
type of ELT is intended to aid SAR teams in locating the crash site or survivor(s).

(3) Automatic deployable (ELT(AD)) a .An ELT that is rigidly attached to the aircraft before the
crash and that is automatically ejeeted deployed and activated by an impact, and, in some
cases, also by hydrestatic water sensors. Manual-deploymentis-also-provided- This type of
ELT should float in water and is intended to aid SAR teams in locating the crash site. The
ELT(AD) may be either a stand-alone beacon or an inseparable part of a deployable
recorder.

(4) Distress tracking ELT (ELT(DT)). An ELT that is designed to be activated upon automatic
detection of conditions indicative of a distress situation. This type of ELT is intended to
provide information prior to the crash, to aid SAR teams in locating the crash site and/or
any survivor(s).

{4)(5) Survival ELT (ELT(S)). An ELT that is removable from an aircraft, stowed so as to facilitate its
ready use in an emergency, and manually activated by a survivor. An ELT(S) may be
activated manually or automatically (e.g. by water activation). It should be designed either
to be tethered to a life-raft or a survivor. A water-activated ELT(S) is not an ELT(AP).

(b) To minimise the possibility of damage in the event of a crash impact, the ELT(AF), ELT(AP),
ELT(AD), or ELT(DT) should be rigidly fixed to the aircraft structure, as far aft as practicable, with
its antenna and connections arranged so as to maximise the probability of the signal being
transmitted after a crash.

(c)  Unless an automatic ELT is installed, the ELT(DT) should have capability C (crash survivability) and
capability H1 (121.5-MHz homing signal) as specified in EUROCAE ED-62B ‘Minimum Operational
Performance Standard for Aircraft Emergency Locator Transmitters’, dated December 2018, or in
any later equivalent standard that is produced by EUROCAE.

{e} (d) Any ELT carried should operate in accordance with the relevant provisions of ICAO Annex 10,
Volume Il communications systems and should be registered with the national agency
responsible for initiating search and rescue or other nominated agency.
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GM1 CAT.IDE.A.280 is replaced by the following:

GM1 CAT.IDE.A.280 Emergency locator transmitter (ELT)

TERMINOLOGY

The following GM2 CAT.IDE.A.280 is inserted:

GM2 CAT.IDE.A.280 Emergency locator transmitter (ELT)

ADDITIONAL GUIDANCE

The following AMC1 CAT.IDE.A.285(f) is inserted:

ROBUST AND AUTOMATIC MEANS TO LOCATE THE POINT OF END OF FLIGHT AFTER AN ACCIDENT
The ‘robust and automatic means to accurately determine, following an accident where the aeroplane
is severely damaged, the location of the point of end of flight’ should comply with point
CAT.GEN.MPA.210.

AMC2 CAT.IDE.H.280 is replaced by the following:

AMC2 CAT.IDE.A.285(f) Flight over water

AMC2 CAT.IDE.H.280 Emergency locator transmitter (ELT)

TYPES OF ELTI AND GENERAL TECHNICAL SPECIFICATIONS
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(@)  The ELT required by this provision should be one of the following:

(1)  Automatic Fixed (ELT(AF)). An automatically activated ELT that is permanently attached to
an aircraft and is designed to aid search and rescue (SAR) teams in locating the crash site.

(2)  Automatic Portable (ELT(AP)). An automatically activated ELT, which is rigidly attached to
an aircraft before a crash, but is readily removable from the aircraft after a crash. It
functions as an ELT during the crash sequence. If the ELT does not employ an integral
antenna, the aircraft-mounted antenna may be disconnected and an auxiliary antenna
(stored in the ELT case) attached to the ELT. The ELT can be tethered to a survivor or a life-
raft. This type of ELT is intended to aid SAR teams in locating the crash site or survivor(s).

(3) Automatic Bdeployable (ELT(AD)). An ELT that is rigidly attached to the aircraft before the
crash and that is automatically ejected deployed and activated by an impact, and, in some
cases, also by hydrestatic water sensors. Manual-depleymentis-also-provided. This type of
ELT should float in water and is intended to aid SAR teams in locating the crash site. The
ELT(AD) may be either a stand-alone beacon or an inseparable part of a deployable
recorder.

(b)  To minimise the possibility of damage in the event of crash impact, the automatic ELT should be
rigidly fixed to the aircraft structure, as far aft as is practicable, with its antenna and connections
arranged so as to maximise the probability of the signal being transmitted after a crash.

(c)  Any ELT carried should operate in accordance with the relevant provisions of ICAO Annex 10,
Volume 1l Communications Systems and should be registered with the national agency
responsible for initiating search and rescue or other nominated agency.

GM1 CAT.IDE.H.280 is replaced by the following:

GM1 CAT.IDE.H.280 Emergency locator transmitter (ELT)

TERMINOLOGY

(@)  An‘automatic ELT’ means an ELT(AF), ELT(AP), or ELT(AD). Other types of ELTs are not considered
‘automatic ELTs’.

(b) A ‘water sensor’ means a sensor that detects water immersion, including at low depth.

The following GM2 CAT.IDE.H.280 is inserted:

ADDITIONAL GUIDANCE
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AMC 1 CAT.IDE.H.300(b)(3) & CAT.IDE.305(b) is replaced by the following:

AMC1 CAT.IDE.H.300(b)(3) & CAT.IDE.H.305(b) Flight over water &
Survival equipment

SURVIVAL ELT

. An ELT(AP) may be used to replace one required ELT(S) provided that it meets the ELT(S)
requirements. A water-activated ELT(S) is not an ELT(AP).

AMC1 SPA.HOFO.145 is replaced by the following:

AMC1 SPA.HOFO.145 Flight data monitoring (FDM) programme

FDM PROGRAMME

Refer to AMC1 ORO.AOC.130 for a description of the FDM programme.

GM2 SPA.HOFOQ.145 is replaced by the following:

GM2 SPA.HOFO0.145 Flight data monitoring (FDM) programme

FOM ADDITIONAL GUIDANCE AND INDUSTRY GOOD PRACTICE
. Additional guidance material for the establishment of al FDM programme - is found in:

(-a-).lnternational Civil Aviation Organization (ICAO) Doc 10000 — Manual on Flight Data
Analysis Programmes (FDAP); -

{b) (2) UK CAA Civil Aviation Publication (CAP) 739 — Flight Data Monitoring.
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(2) European Operators Flight Data Monitoring forum (EOFDM) — Preparing a memorandum

of understanding for an FDM programme;

(3) EOFDM — Best practice document: Key performance indicators for a Flight Data Monitoring
programme; and

(4) EOFDM — ‘Breaking the silos’, Fully integrating Flight Data Monitoring into the Safety

Management System.

(c) Fhefollowingtable Table 1 provides examples of FDM events definitions that may be further
developed using operator- and helicopter-specific limits. This Fhe table is considered illustrative
and non-exhaustive. Appendix 5 to HO-HFDM-RP-v1.0 contains other examples of FDM event
definitions. More important than the number of FDM event definitions that are programmed in
the FDM software is that those definitions cover, as much as practicable, the operational risks

that have been identified by the operator.

Tabl 1 — Examples of FDM events and their definitions

Ground
Outside air temperature
(OAT) high — Operating
limits
Sloping-ground high-pitch
attitude
Sloping-ground high-roll
attitude
Rotor brake on at an
excessive number of
rotations (main rotor speed)
(NR)
Ground taxiing speed —
max

Air taxiing speed — max

Excessive power during
ground taxiing

Pedal — max left-hand (LH)
and right-hand (RH) taxiing

Excessive yaw rate on
ground during taxiing
Yaw rate in hover or on
ground

High lateral acceleration
(rapid cornering)

High longitudinal
acceleration (rapid braking)

Cyclic-movement limits
during taxiing (pitch or roll)

OAT

Pitch attitude, ground switch
(similar)

Roll attitude, ground switch
(similar)

Rotor brake discreet, NR

Ground speed (GS), ground
switch (similar)

GS, ground switch (similar),
radio altitude (Rad Alt)
Total torque (Tq), ground
switch (similar), GS

Pedal position, ground switch
(similar), GS or NR

Yaw rate, ground switch
(similar), or Rad Alt

Yaw rate, GS, ground switch
(similar)

Lateral acceleration, ground
switch (similar)

Longitudinal acceleration,
ground switch (similar)

Cyclic stick position, ground
switch (similar), Rad Alt, NR or
GS

To identify when the helicopter is operated
at the limits of OAT.

To identify when the helicopter is operated
at the slope limits.

To identify when the helicopter is operated
at the slope limits.

To identify when the rotor brake is applied
at too high NR.

To identify when the helicopter is ground
taxied at high speed (wheeled helicopters
only).

To identify when the helicopter is air taxied
at high speed.

To identify when excessive power is used
during ground taxiing.

To identify when the helicopter flight
controls (pedals) are used to excess on the
ground. GS or NR to exclude control test
prior to rotor start.

To identify when the helicopter yaws at a
high rate when on the ground.

To identify when the helicopter yaws at a
high rate when in a hover.

To identify high levels of lateral
acceleration, when ground taxiing, that
indicate high cornering speed.

To identify high levels of longitudinal
acceleration, when ground taxiing, that
indicate excessive braking.

To identify excessive movement of the
rotor disc when running on ground. GS or
NR to exclude control test prior to rotor
start.

Copies of this document are not controlled and printed copies only valid on date of print

24/01/2024



UK Civil Aviation Authority

Excessive longitudinal and
lateral cyclic rate of
movement on ground
Lateral cyclic movement —
closest to LH and RH
rollover

Excessive cyclic control with
insufficient collective pitch
on ground

Inadvertent lift-off

Longitudinal cyclic pitch rate,
lateral cyclic pitch rate, NR

Lateral cyclic position, pedal
position, roll attitude, elapsed
time, ground switch (similar)

Collective pitch, longitudinal
cyclic pitch, lateral cyclic pitch

Ground switch (similar),
autopilot discreet

Flight — Take-off and landing

Day or night landing or take-
off

Specific location of landing
or take-off

Gear extension and
retraction — airspeed limit
Gear extension & retraction
— height limit

Heavy landing

Cabin heater on (take-off
and landing)

High GS prior to touchdown
(TD)

Flight — Speed
High airspeed — with power

High airspeed — low
altitude
Low airspeed at altitude

Airspeed on departure
(< 300 ft)

High airspeed — power off

Downwind flight within
60 sec of take-off

Downwind flight within
60 sec of landing

Flight — Height
Altitude — max

Climb rate — max

High rate of descent

Latitude and Longitude (Lat &
Long), local time or UTC

Lat & Long, ground switch
(similar), Rad Alt, total Tq
Indicated airspeed (IAS), gear
position

Gear position, Rad Alt

Normal/vertical acceleration,
ground switch (similar)

Cabin heater discreet, ground
switch (similar)

GS, Rad Alt, ground switch
(similar), elapsed time,
latitude, longitude

IAS, Tq 1, Tq 2, pressure
altitude (Palt), OAT
IAS, Rad Alt

IAS, Rad Alt

IAS, ground switch (similar),
Rad Alt

IAS, Tq 1, Tq 2 or one engine

inoperative (OEl) discreet, Palt,

OAT
IAS, GS, elapsed time

IAS, GS, elapsed time

Palt

Vertical speed (V/S), or Palt, or

Rad Alt, Elapsed time

V/S

To detect an excessive rate of movement of
cyclic control when on the ground with
rotors running.

To detect the risk of a helicopter rollover
due to an incorrect combination of tail
rotor pedal position and lateral cyclic
control position when on ground.

To detect an incorrect taxiing technique
likely to cause rotor head damage.

To detect inadvertent lifting into hover.

To provide day/night relevance to detected
events.

To give contextual information concerning
departures and destinations.

To identify when undercarriage airspeed
limitations are breached.

To identify when undercarriage altitude
limitations are breached.

To identify when hard/heavy landings take
place.

To identify use of engine bleed air during
periods of high power demand.

To assist in the identification of ‘quick stop’
approaches.

To identify excessive airspeed in flight.

To identify excessive airspeed in low-level
flight.

To identify a ‘hover out of ground’ effect.
To identify shallow departure.

To identify limitation exceedance of power-
off airspeed.

To detect early downwind turn after take-
off.

To detect late turn to final shortly before
landing.

To detect flight outside of the published
flight envelope.

Identification of excessive rates of climb
(RoC) can be determined from an
indication/rate of change of Palt or Rad Alt.
To identify excessive rates of descent
(RoD).
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High rate of descent (speed
or height limit)

Settling with power (vortex
ring)

Minimum altitude in
autorotation

Low cruising (inertial
systems)

Low cruising (integrated
systems)

V/S, IAS or Rad Alt or elevation
V/S, IAS, GS, Tq
NR, total Tq, Rad Alt

GS, V/S, elevation, Lat & Long

Rad Alt, elapsed time, Lat &
Long, ground switch (similar)

Flight — Attitude and controls

Excessive pitch (height
related — turnover (T/0),
cruising or landing)

Excessive pitch (speed
related — T/O, cruising or
landing)

Excessive pitch rate

Excessive roll/bank attitude
(speed or height related)

Excessive roll rate

Excessive yaw rate

Excessive lateral cyclic
control

Excessive longitudinal cyclic
control

Excessive collective pitch
control

Pitch attitude, Rad Alt
elevation, Lat & Long

Pitch attitude, IAS, GS, Lat &
Long

Pitch rate, Rad Alt, IAS, ground
switch (similar), Lat & Long

Roll attitude, Rad Alt, IAS/GS

Roll rate, Rad Alt, Lat & Long,
Ground switch (similar)

Yaw rate

Lateral cyclic position, ground
switch (similar)

Longitudinal cyclic position,
ground switch (similar)

Collective position, ground
switch (similar)

To identify RoD at low level or low speed.

To detect high-power settling with low
speed and with excessive rate of descent.

To detect late recovery from autorotation.

To detect an extended low-level flight.
Ground speed is less accurate with more
false alarms. Lat & Long used for
geographical boundaries.

To detect an extended low-level flight.

To identify inappropriate use of excessive
pitch attitude during flight. Height limits
may be used (i.e. on take-off and landing or
< 500 ft) — Lat & Long required for specific-
location-related limits. Elevation less
accurate than Rad Alt. Elevation can be
used to identify the landing phase in a
specific location.

To identify inappropriate use of excessive
pitch attitude during flight. Speed limits
may be used (i.e. on take-off and landing or
in cruising) — Lat & Long required for
specific-location-related limits. GS less
accurate than IAS.

To identify inappropriate use of excessive
rate of pitch change during flight. Height
limits may be used (i.e. on take-off and
landing). IAS only for IAS limit, ground
switch (similar) and Lat & Long required for
specific-location-related limits.

To identify excessive use of roll attitude.
Rad Alt may be used for height limits,
IAS/GS may be used for speed limits.

Rad Alt may be used for height limits, Lat &
Long and ground switch (similar) required
for specific-location-related and air/ground
limits.

To detect excessive yaw rates in flight.

To detect movement of the lateral cyclic
control to extreme left or right positions.
Ground switch (similar) required for pre or
post T/O.

To detect movement of the longitudinal
cyclic control to extreme forward or aft
positions. Ground switch (similar) required
for pre or post T/O.

To detect exceedances of the aircraft flight
manual (AFM) collective pitch limit. Ground
switch (similar) required for pre or post
T/O.
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Excessive tail rotor control

Manoeuvre G loading or
turbulence

Pilot workload/turbulence

Cross controlling

Quick stop

Flight — General
OE|l — Air

Single engine flight
Torque split
Pilot event

Traffic collision avoidance
system (TCAS) traffic
advisory (TA)

Training computer active

High/low rotor speed —
power on

High/low rotor speed —
power off

Fuel content low

Helicopter terrain
awareness and warning
system (HTAWS) alert

Automatic voice alert device
(AVAD) alert

Bleed air system use during
take-off (e.g. heating)

Rotors’ running duration

Flight — Approach

Pedal position, ground switch
(similar)

Lat & Long, normal
accelerations, ground switch
(similar) or Rad Alt

Collective and/or cyclic and/or
tail rotor pedal position and
change rate (Lat & Long)

Roll rate, yaw rate, pitch rate,
GS, accelerations

GS (min and max), V/S, pitch

OElI discreet, ground switch
(similar)

No 1 engine Tqg, No 2 engine Tq
No 1 engine Tq, No 2 engine Tq
Pilot event discreet

TCAS TA discreet

Training computer mode active
or discreet

NR, Tq (ground switch (similar),
IAS, GS)

NR, Tq (ground switch (similar),
IAS, GS)

Fuel contents

HTAWS alerts discreet
AVAD discreet

Bleed air system discreet,

ground switch (similar), IAS
NR, elapsed time

To detect movement of the tail rotor
pedals to extreme left and right positions.
Ground switch (similar) required for pre or
post T/O.

To identify excessive G loading of the rotor
disc, both positive and negative. Ground
switch (similar) required to determine
air/ground. Rad Alt required if height limit
required.

To detect high workload and/or turbulence
encountered during take-off and landing
phases. Lat & Long required for specific
landing sites. A specific and complicated
algorithm for this event is required. See
United Kingdom Civil Aviation Authority
(UK CAA) Paper 2002/02.

To detect an ‘out of balance’ flight.
Airspeed could be used instead of GS.

To identify inappropriate flight
characteristics. Airspeed could be used
instead of GS.

To detect OEI conditions in flight.

To detect single-engine flight.

To identify engine-related issues.
To identify when flight crews have
depressed the pilot event button.
To identify TCAS alerts.

To identify when helicopter have been on
training flights.

To identify mishandling of NR. Ground
switch (similar), IAS or ground speed
required to determine whether helicopter
is airborne.

To identify mishandling of NR. Ground
switch (similar), IAS or ground speed to
determine whether helicopter is airborne.

To identify low-fuel alerts.

To identify when HTAWS alerts have been
activated.

To identify when AVAD alerts have been
activated.

To identify use of engine bleed air during
periods of high power demand.

To identify rotors’ running time for billing
purposes.
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Stable approach heading
change

Stable approach pitch
attitude

Stable approach rod GS

Stable approach track
change

Stable approach angle of
bank

Stable approach — rod at
specified height

Stable approach — IAS at
specified height
Glideslope deviation above
or below

Localiser deviation left and
right

Low turn to final

Premature turn to final
Stable approach — climb

Stable approach — descent
Stable approach — bank

Stable approach — late turn
Go-around

Rate of descent on
approach

Flight — Autopilot
Condition of autopilot in
flight
Autopilot engaged within
10 sec after take-off

Autopilot engaged on
ground (postflight or
preflight)

Excessive pitch attitude with
autopilot engaged on
ground (offshore)

Airspeed hold engaged —
airspeed (departure or non-
departure)

Magnetic heading, Rad Alt,
ground switch (similar), gear
position, elapsed time

Pitch attitude, Rad Alt, ground

switch (similar), gear position
Altitude rate, Rad Alt, ground
switch (similar), gear position
Track, Rad Alt, ground switch
(similar), gear position

Roll attitude, Rad Alt, ground
switch (similar), gear position
Altitude rate, Rad Alt, ground
switch (similar), gear position
IAS, Rad Alt, ground switch
(similar), gear position
Glideslope deviation

Localiser deviation

Elevation, GS, V/S, heading
change

Elevation, GS, V/S, heading
change

IAS (min & max), V/S (min &
max), elevation

IAS (min & max), V/S, elevation

IAS (min & max), V/S,
elevation, roll

Heading change, elevation, GS

Gear select (Rad Alt)

Altitude rate, Rad Alt, Lat &
Long, ground switch (similar)

Autopilot discreet

Autopilot engaged discreet,
elapsed time, ground switch
(similar), total Tg, Rad Alt

Autopilot engaged discreet,
elapsed time, ground switch
(similar), total Tg, Rad Alt
Pitch attitude, autopilot
discreet, ground switch
(similar), Lat & Long

Autopilot modes discreet, IAS,

(ground switch (similar), total
Tq, Rad Alt)

To identify unstable approaches.

To identify unstable approaches.
To identify unstable approaches.
To identify unstable approaches.
To identify unstable approaches.
To identify unstable approaches.
To identify unstable approaches.

To identify inaccurately flown instrument
landing system (ILS) approaches.

To identify inaccurately flown ILS
approaches.

Airspeed could be used instead of GS.
Airspeed could be used instead of GS.
To identify unstable approaches.

To identify unstable approaches.
To identify unstable approaches.

To identify unstable approaches.

To identify missed approaches. Rad Alt for
height limit.

To identify high rates of descent when at
low level on approach. Rad Alt if below
specified height, Lat & Long for specified
location required.

To detect flight without autopilot engaged;
per channel for multichannel autopilots.

To identify inadvertent lift-off without
autopilot engaged.

To identify inappropriate use of autopilot
when on ground. Elapsed time required to
allow for permissible short periods.

To identify potential for low NR when
helicopter pitches on floating helideck.

To detect early engagement of autopilot
higher modes. Ground switch (similar),
total Tq and Rad Alt to determine if the
flight profile is ‘departure’.
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Airspeed hold engaged —
altitude (departure or non-
departure)

Alt mode engaged —
altitude (departure or non-
departure)

Alt mode engaged —
airspeed (departure or non-
departure)

Heading mode engaged —
speed

V/S mode active — below
specified speed

VS mode engaged —
altitude (departure or non-
departure)

Flight director (FD) engaged
— speed

FD-coupled approach or
take off — airspeed
Go-around mode engaged
— airspeed

Flight without autopilot
channels engaged

Autopilot modes discreet, Rad
Alt, (IAS, ground switch
(similar), total Tq)

Autopilot modes discreet, Rad
Alt, (ground switch (similar),
total Tq, IAS)

Autopilot modes discreet, IAS,
(ground switch (similar), total
Tq, Rad Alt)

Autopilot modes discreet, IAS

Autopilot modes discreet, IAS

Autopilot modes discreet, IAS,
(WOW, total Tqg, Rad Alt)

FD discreet, IAS

FD discreet, IAS, ground switch
(similar)

Autopilot modes discreet, IAS,
ground switch (similar), total
Tqg, Rad Alt

Autopilot channels

AMC2 NCC.IDE.A.215 is replaced by the following:

TYPES OF ELTs AND GENERAL TECHNICAL SPECIFICATIONS

To detect early engagement of autopilot
higher modes. IAS, ground switch (similar),
total Tq to determine if the flight profile is
‘departure’.

To detect early engagement of autopilot
higher modes. Ground switch (similar),
total Tg and Rad Alt to determine if the
flight profile is ‘departure’.

To detect early engagement of autopilot
higher modes. IAS, ground switch (similar),
total Tq to determine if the flight profile is
‘departure’.

To detect engagement of autopilot higher
modes below minimum speed limitations.
Ground switch (similar), total Tq and Rad
Alt to determine if the flight profile is
‘departure’.

To detect engagement of autopilot higher
modes below minimum speed limitations.
To detect early engagement of autopilot
higher modes. Ground switch (similar),
total Tq and Rad Alt to determine if the
flight profile is ‘departure’.

To detect engagement of autopilot higher
modes below minimum speed limitations.
To detect engagement of autopilot higher
modes below minimum speed limitations.
To detect engagement of autopilot higher
modes below minimum speed limitations.

To detect flight without autopilot engaged;
per channel for multichannel autopilots.

(a) Point (a) of AMC2 CAT.IDE.A.280 lists the applicable types of ELTs. FheEtFrequired-by-this
L Lt £ the followina:
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(b)  To minimise the possibility of damage in the event of a crash impact, the—automaticELT the
ELT(AF), ELT(AP), ELT(AD), and ELT(DT) should be rigidly fixed to the aircraft structure, as far aft
as is practicable, with its antenna and connections arranged so as to maximise the probability of
the signal being transmitted after a crash.

(c)  Point (c) of AMC2 CAT.IDE.A.280 on crash survivability and homing-signal capability applies.

{e} (d) Any ELT carried should operate in accordance with the relevant provisions of ICAO Annex 10,
Volume lll and should be registered with the national agency responsible for initiating search and
rescue or other nominated agency.

The following GM1 NCC.IDE.A.215 is inserted:

TERMINOLOGY

GM1 CAT.IDE.A.280 provides explanations of terms used in point NCC.IDE.A.215 and in the related
AMC.

The following GM2 NCC.IDE.A.255 is inserted:

ADDITIONAL GUIDANCE

The guidance provided in GM2 CAT.IDE.A.280 is also applicable to point NCC.IDE.A.215.
AMC2 NCC.IDE.H.215 is replaced by the following:

TYPES OF ELTs AND GENERAL TECHNICAL SPECIFICATIONS

(a)  Point (a) of AMC2 CAT.IDE.H.280 lists the applicable types of ELTs. FheELTreguired—by—this
icionchould | ‘ o llowing:
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(b)  To minimise the possibility of damage in the event of crash impact, the automatic ELT should be
rigidly fixed to the aircraft structure, as far aft as is practicable, with its antenna and connections
arranged so as to maximise the probability of the signal being transmitted after a crash.

(c)  Any ELT carried should operate in accordance with the relevant provisions of ICAO Annex 10,
Volume lll and should be registered with the national agency responsible for initiating search and
rescue or other nominated agency.

The following GM1 NCC.IDE.H.215 is inserted:

TERMINOLOGY

GM1 CAT.IDE.H.280 provides explanations of terms used in point NCC.IDE.H.215 and in the related
AMC.

The following GM2 NCC.IDE.H.215 is inserted:

ADDITIONAL GUIDANCE
The guidance provided in GM2 CAT.IDE.H.280 is also applicable to point NCC.IDE.H.215.
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The following AMC1 NCC.IDE.H.227(b)(3) is inserted:

SURVIVAL ELT

AMC1 CAT.IDE.H.300(b)(3) & CAT.IDE.H.305(b) provides the types of ELT that may be installed on a
required life raft.

AMC2 NCO.IDE.A.170 is replaced by the following:

TYPES OF ELTs AND GENERAL TECHNICAL SPECIFICATIONS

(a)

(b)

(c)

The ELT required by this provision should be one of the following:

(1)  Automatic fixed (ELT(AF)). An automatically activated ELT that is permanently attached to
an aircraft and is designed to aid search and rescue (SAR) teams in locating the crash site.

(2)  Automatic portable (ELT(AP)). An automatically activated ELT that is rigidly attached to an
aircraft before a crash, but is readily removable from the aircraft after a crash. It functions
as an ELT during the crash sequence. If the ELT does not employ an integral antenna, the
aircraft-mounted antenna may be disconnected and an auxiliary antenna (stored on the
ELT case) attached to the ELT. The ELT can be tethered to a survivor or a life-raft. This type
of ELT is intended to aid SAR teams in locating the crash site or survivor(s).

(3) Automatic deployable (ELT(AD)). An ELT that is rigidly attached to the aircraft before the
crash and that is automatically ejeeted, deployed and activated by an impact, and, in some
cases, also by hydrestatic-water sensors. Manual-deploymentisalso-provided- This type of
ELT should float in water and is intended to aid SAR teams in locating the crash site. The
ELT(AD) may be either a stand-alone beacon or an inseparable part of a deployable
recorder.

(4)  Survival ELT (ELT(S)). An ELT that is removable from an aircraft, stowed so as to facilitate its
ready use in an emergency and manually activated by a survivor. An ELT(S) may be activated
manually or automatically (e.g. by water activation). It should be designed either to be
tethered to a life-raft or a survivor. A water-activated ELT(S) is not an ELT(AP).

To minimise the possibility of damage in the event of crash impact, the automatic ELT should be
rigidly fixed to the aircraft structure, as far aft as is practicable, with its antenna and connections
arranged so as to maximise the probability of the signal being transmitted after a crash.

Any ELT carried should operate in accordance with the relevant provisions of ICAO Annex 10,
Volume lll, and should be registered with the national agency responsible for initiating search and
rescue or other nominated agency.
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GM1 NCO.IDE.A.170 is replaced by the following:

GM1 NCO.IDE.A.170 Emergency locator transmitter (ELT)

TERMINOLOGY

GM1 CAT.IDE.A.280 contains explanations of terms used in point NCO.IDE.A.170 and in the related
AMC.

AMC2 NOC.IDE.H.170 is replaced by the following:

TYPES OF ELT AND GENERAL TECHNICAL SPECIFICATIONS
(a)  The ELT required by this provision should be one of the following:

(1)  Automatic fixed (ELT(AF)). An automatically activated ELT that is permanently attached to
an aircraft and is designed to aid SAR teams in locating the crash site.

(2)  Automatic portable (ELT(AP)). An automatically activated ELT that is rigidly attached to an
aircraft before a crash, but is readily removable from the aircraft after a crash. It functions
as an ELT during the crash sequence. If the ELT does not employ an integral antenna, the
aircraft-mounted antenna may be disconnected and an auxiliary antenna (stored on the
ELT case) attached to the ELT. The ELT can be tethered to a survivor or a life-raft. This type
of ELT is intended to aid SAR teams in locating the crash site or survivor(s).

(3) Automatic deployable (ELT(AD)). An ELT that is rigidly attached to the aircraft before the
crash and that is automatically ejected; deployed and activated by an impact, and, in some
cases, also by hydrestatic water sensors. Manual-depleymentis-also-provided- This type of
ELT should float in water and is intended to aid SAR teams in locating the crash site. The
ELT(AD) may be either a stand-alone beacon or an inseparable part of a deployable
recorder.

(4)  Survival ELT (ELT(S)). An ELT that is removable from an aircraft, stowed so as to facilitate its
ready use in an emergency, and manually activated by a survivor. An ELT(S) may be
activated manually or automatically (e.g. by water activation). It should be designed either
to be tethered to a life-raft or a survivor. A water-activated ELT(S) is not an ELT(AP).

(b)  To minimise the possibility of damage in the event of crash impact, the automatic ELT should be
rigidly fixed to the aircraft structure, as far aft as is practicable, with its antenna and connections
arranged so as to maximise the probability of the signal being transmitted after a crash.

(c)  Any ELT carried should operate in accordance with the relevant provisions of ICAO Annex 10,
Volume Ill, and should be registered with the national agency responsible for initiating search and
rescue or other nominated agency.
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GM1 NCO.IDE.H.170 is replaced by the following:

GM1 NCO.IDE.H.170 Emergency locator transmitter (ELT)

TERMINOLOGY

GM1 CAT.IDE.H.280 contains explanations of terms used in point NCO.IDE.H.170 and in the related
AMC.

AMC2 SPO.IDE.A.190 is replaced by the following:

TYPES OF ELT AND GENERAL TECHNICAL SPECIFICATIONS

(a)  Point (a) of AMC2 CAT.IDE.A.280 lists the applicable types of ELTs. Fhe—EtTFregquiredby—this
icionchould | : followina:

(b)  To minimise the possibility of damage in the event of a crash impact, the—autematicELT the
ELT(AF), ELT(AP), ELT(AD), or ELT(DT) should be rigidly fixed to the aircraft structure, as far aft as
practicable, with its antenna and connections arranged so as to maximise the probability of the
signal being transmitted after a crash.

(c)  Point (c) of AMC2 CAT.IDE.A.280 on crash survivability and homing-signal capability applies.

{€} (d) Any ELT carried should operate in accordance with the relevant provisions of ICAO Annex 10,
Volume Il and should be registered with the national agency responsible for initiating search and
rescue or other nominated agency.
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GM1 SPO.IDE.A.190 is replaced by the following:

GM1 SPO.IDE.A.190 Emergency locator transmitter (ELT)

TERMINOLOGY

GM1 CAT.IDE.A.280 contains explanations of terms used in point SPO.IDE.A.190 and in the related

AMC.

GM3 SPO.IDE.A.190 is replaced by the following:

ADDITIONAL GUIDANCE

The guidance provided in GM2 CAT.IDE.A.280 is also applicable to point SPO.IDE.A.190.

AMC2 SPO.IDE.H.190 is replaced by the following:

TYPES OF ELTs AND GENERAL TECHNICAL SPECIFICATIONS

(a)

The ELT required by this provision should be one of the following:

(1)

(2)

(3)

(4)

Automatic fixed (ELT(AF)). An automatically activated ELT that is permanently attached to
an aircraft and is designed to aid SAR teams in locating the crash site.

Automatic portable (ELT(AP)). An automatically activated ELT that is rigidly attached to an
aircraft before a crash, but is readily removable from the aircraft after a crash. It functions
as an ELT during the crash sequence. If the ELT does not employ an integral antenna, the
aircraft-mounted antenna may be disconnected and an auxiliary antenna (stored on the
ELT case) attached to the ELT. The ELT can be tethered to a survivor or a life-raft. This type
of ELT is intended to aid SAR teams in locating the crash site or survivor(s).

Automatic deployable (ELT(AD)). An ELT that is rigidly attached to the aircraft before the
crash and that is automatically ejected; deployed and activated by an impact, and, in some
cases, also by hydrestaticwater sensors. Manual-deploymentisalso-previded: This type of
ELT should float in water and is intended to aid SAR teams in locating the crash site. The
ELT(AD) may be either a stand-alone beacon or an inseparable part of a deployable
recorder.

Survival ELT (ELT(S)). An ELT that is removable from an aircraft, stowed so as to facilitate its
ready use in an emergency, and manually activated by a survivor. An ELT(S) may be
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activated manually or automatically (e.g. by water activation). It should be designed to be
tethered to a life-raft or a survivor. A water-activated ELT(S) is not an ELT(AP).

(b)  To minimise the possibility of damage in the event of crash impact, the automatic ELT should be
rigidly fixed to the aircraft structure, as far aft as is practicable, with its antenna and connections
arranged so as to maximise the probability of the signal being transmitted after a crash.

(c)  Any ELT carried should operate in accordance with the relevant provisions of ICAO Annex 10,
Volume lll and should be registered with the national agency responsible for initiating search and
rescue or other nominated agency.

GM1 SPO.IDE.H.190 is replaced by the following:

GM1 SPO.IDE.H.190 Emergency locator transmitter (ELT)

TERMINOLOGY

The following GM3 SPO.IDE.H.190 is inserted:

GM3 SPO.IDE.H.190 Emergency locator transmitter (ELT)
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