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The future of instrument training 
Notice of Proposed Amendment (NPA) 2011-16

The long awaited proposal setting 
out the future shape of instrument 

qualifications for the private pilot has been 
published. It is a weighty document, and 
in due course we will post the sections of 
special importance to us on the website. 
This article is an explanation of some of 
the thinking behind the proposals. PPL/

IR Europe have been intimately involved 
with the process of re-designing the 
requirements for IR training over several 
years and more recently this has come into 
sharp focus with our representation on the 
FCL 008 working group. The outcome to 
date is everything we ever hoped for, and 
far exceeds our initial expectations. There 
is a real chance that, if implemented, these 
proposals will make European instrument 
flying viable for far more people. More 
instrument pilots would mean a far greater 
chance of getting our voice heard, and 
improving the way ATC and airports 
support the way we fly. The proposals have 
the potential to be of great benefit to all 
existing IR holders and offer some very 
specific benefits for those flying on FAA 
licences.

EASA has put substantial effort 
into producing something which is of 
maximum benefit to GA pilots. However 
what happens in the real world is a last 
minute process of drafting under the 
considerable pressure of a publication 
deadline. Everything has to be examined 
to ensure consistency with existing related 
legislation. There are reviews by senior 
management and lawyers. These can try to 
become instant experts and come up with 
ways to ‘improve’ or address issues which 
may or may not be real. Often these last 
minute amendments produce unintended 
consequences. These in turn are addressed 
by the original drafters of the document 
in a flurry of email exchanges. In the end, 
exhaustion and compromise occasionally 
overcome internal consistency and logic. 
This is a longwinded way of saying there 
will undoubtedly be small errors and 
perhaps slightly better ways of doing 
things, but that is why the consultation 
process exists. EASA has made huge 
efforts to deliver what we asked for on 
behalf of PPL/IR Europe members.

Jim Thorpe*, member of the FCL008 expert group for the IR for PPLs, 
outlines the shape of things to come as proposed in the current legislative draft
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* With additional information from Timothy Nathan





Two flying shares (no capital) in 
Cardiff based Piper Dakota 

Single owner and operated with 6 
flying shares. Fully airways equipped. 
Based at Cardiff International airport 
in its own hangar. Web-based booking; 
excellent availability and no restrictions 
for private/business use or touring. 
Two flying shares available for suitably 
qualified pilot with IMC or IR rating 
and 200h PIC.  
£204/£180 pcm for five or six shares, 
£127 per tacho hour to share running 
costs.

Specification: PA28-236, 1982. Full 
airways equipped: incl. Garmin 430W 
(with BRNAV and GPS approach 
approvals) coupled to 3-axis Century 
2000 autopilot, electric trim, HSI, Mode 
S transponder, DME, dual VOR, dual 
altimeters, ADF, WX900 Stormscope, 
JPI700 engine analyser, FS450 fuel flow 
monitor, and Precise Flight vacuum 
backup system. Operated with 4 
headsets (2 ANR), 4 life jackets, 2 single 
person life raft, emergency ELB plus 
2 McMurdo PLBs and ICOM-A20E 
handheld radio, aerial and power wiring 
for backup handheld Garmin GPS. 
Contact Steve Dunnett: dunnett@cf.ac.
uk or telephone 02920 875541.
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Theoretical knowledge (TK)
The proposed new syllabus contains 
about 50% of the original JAA learning 
objectives, and almost all the irrelevant 
material has been removed. We argued 
for a single exam, but this did not fit with 
the overall EASA examination process so 
we still have seven subjects. The actual 
delivery of the exams is the responsibility 
of the National Aviation Authorities, so it 
is not clear how this will work in practice. 
However, EASA has indicated that a 
single exam can be considered. The NAAs 
have no ability to change the content of 
the exams or the syllabus. There is no 
legislative reason why the exams could 
not be taken one paper at a time, or all at 
once, and one or two of the papers have 
such a restricted syllabus that they are 
almost trivial. I have rather come round 
to the view that a flexible approach with 
multiple papers gives candidates the best 
chance of structuring the process to suit 
their own learning style. However there 
may still be the problem of limited exam 
sittings at inconvenient locations. One of 
our future tasks will be to discuss with 
the NAAs what might be possible. There 
is no chance of an online EASA process 
in the foreseeable future, as no funds exist 
to develop it. The Enroute Instrument 
Rating (EIR) and the Competence Based 
Modular (CBM) IR will have identical 
TK. This does mean that the TK for the 
EIR is somewhat more extensive than the 
ideal, but it was felt that practicality and 
the advantages of a joined up process of 
moving from the EIR to the full IR far 
outweighed this disadvantage. 

Enroute Instrument Rating (EIR)
The privileges of the EIR are summarised 
elsewhere in this article. It is intended 
both as an intermediate step to a full IR 
and as a more attainable qualification for 
those who want to fly on airways under 
IFR, but are only going to fly when both 
departure or destination are in VMC. 
It acknowledges the fact that most IFR 
flights are carried out in these conditions 
anyway, and that there is a class of leisure 
pilots who will cancel their trips rather 
than deal with hard IMC. One question 
we have been asked, in the light of the 
EASA proposals expressed intention for 
the EASA IR to be competitive with the 
FAA/IR, is, if the USA finds no need for 
a lesser qualification, why do we need one 
in Europe? The FCL 008 group discussed 
this at length, and came to the conclusion 
that the cost and regulatory structure in 
Europe means that we could never be 

quite as flexible and economical as the 
USA. Thus, on balance, it was desirable 
to have a qualification which gives utility 
in its own right and could be used as a 
stepping stone to the full IR. I have come 
to believe that this will be a very practical 
and valuable qualification. There is a big 
demand for some post PPL process of 
improving competence and confidence in a 
structured way. Quite possibly many future 
EIR holders will choose not to exercise the 
right to fly at FL 130 through the London 
TMA in a PA 28, but will use it to enable 
them to get to the South of France in a 
safe, comfortable, ordered and controlled 
way. Pilots in the main are capable of 
making sensible decisions to limit the 
exercise of privileges in a way that matches 
their capability and that of their aircraft 
to the task and the current conditions. 
Pilots exercising the rights of the EIR will 
have to be careful about planning for the 
weather conditions at destination, and to 
plan alternates, but this is only the same as 
the full IR, but with higher minima. EIR 
holders will be trained to understand this 
requirement.

Competence Based Modular 
(CBM) IR
Competence Based Modular IR is not 
exactly a catchy name. It is a mouthful 
and was designed as such. It will never be 
used other than to distinguish the learning 
process. We fought hard to ensure that 
descriptions like “Basic”, “Restricted” 
or “Private”, which had an implication 
of second class, were not used. Once the 
skill test is passed it is just an IR like 
any other, just as nobody describes their 
ATPL as being ‘modular’ or ‘integrated’. 
The learning process is competence 
based, but, to be ICAO compliant, a 
minimum number of hours must be stated. 
Under EASA regulation some training 
must happen in an Approved Training 
Organisation (ATO). It was not therefore 
possible to have all instruction done by an 
independent instructor as it is in the USA. 
The compromise arrived at is the minimum 
ICAO 10 hours in an ATO, with the 
balance of the 40 hours instrument time 
achievable by flexible means. For those who 
have limited time or money, it provides a 
flexible and progressive way of obtaining 
the qualification. It is also likely that a 
pilot who acquires an IR in this way will 
have far more experience of the real world 
of single pilot instrument flying, and will 
be far better able to take advantage of the 
rating than someone trained by the current 
methods.

Commercial Pilots
The NPA is intended to have minimal 
relevance to commercial pilots, with one 
exception. The aim was to avoid appearing 
as a threat to existing commercial pilot 
schools. The CBM IR TK gives no credit 
against CPL or ATPL theory. You could 
envisage that a young pilot intent on an 
airline career, with minimal resources 
might achieve an IR by the CBM route 
at somewhat less cost that at present. 
However it is doubtful if a process which 
had as its sole aim minimising cost would 
deliver quality training. The risk of not 
passing the IR skill test in a MEP aircraft 
at the first attempt would be significant, 
and might wipe out any savings. It is also 
doubtful if this kind of training history 
would impress a potential employer. 
Any rational analysis should convince 
flying schools that what we have here are 
significant new business opportunities 
with minimal negative impacts on current 
income streams. The exception is the 
career instructor who cannot take on the 
cost and inconvenience of current training 
routes to the IR, but who could attain an 
IR by the CBM route.

MEP
There is no MEP specific route to the 
CBM IR at the moment, only an upgrade 
path. This was a rather unsatisfactory 
situation caused by last minute drafting 
issues, and hopefully it will be resolved 
during the comment response process.

Simulators
FCL 008 proposed tighter limitations 
on the use of simulators, but the final 
draft has increased this back to 30 hours 
of allowable sim time. This is a difficult 
balance to get right. Firstly, most schools at 
present don’t take the maximum allowable 
sim time since it is not possible to get 
candidates up to skill test standard in the 
residual dual time on the aircraft. Current 
simulators are very poor approximations 
to real aircraft characteristics, and in 
reality are more like procedure trainers. 
Secondly, FCL 008 felt it was desirable to 
give smaller schools a chance to compete 
and it is unlikely they will be able to afford 
the capital investment a sim represents. 
Dependence on sim training could be 
perceived as giving existing commercial 
schools an unfair advantage, limiting the 
desirable spread of schools offering IR 
training. It seems to me that new thinking 
is needed to define ideal course structures 
for various types of candidates. Schools 
might be able to co-operate and contract 
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the sim element of their training to a 
specialist organisation. New achievable 
full motion sims for GA are operating in 
the USA and are close to certification in 
Europe. There is definitely scope for some 
original thinking in the flying training 
community.

FAA IR holders
This issue was not within the FCL 008 
brief, but PPL/IR Europe drafted a clause 
which formed the basis for that now in 
the proposal. An FAA IR holder with 100 
hours instrument time is not be required 
to do any compulsory training, but does 
have to pass the normal IR skill test. There 
is also a TK requirement which is a carry 
over from existing legislation. The way of 
satisfying this requirement is not specified. 
It might involve a special ‘foreign pilot’ 
exam in an ATO, an aural as part of the 
skill test, or having to pass some of the new 
TK exams. It could be that the current 
high level negotiations between the USA 
and Europe will produce some agreement 
on mutual licence recognition. It seems 
unlikely however, that this would be an 
absolutely unconditional recognition, and 
of course it may never come about at all. 
We believe we have delivered a solution for 
our members which is workable and will 
remove uncertainty. If something better 
comes along then that is to be welcomed, 
but we suggest FAA IR members plan on 
this being the only option.

The IMCR
It is stated in the NPA that it is not 
EASA’s intention to curtail any of the 
privileges currently enjoyed by national 
or JAR licence holders. That means that 
a mechanism has to be found to allow 
IMCR holders to exercise their current 
privileges in UK airspace. The UK CAA 
has proposed that EASA issue some sort 
of restricted instrument qualification. The 
restrictions would mirror existing IMCR 
privileges and be limited to UK airspace. 
This is only a grandfather type transitional 
arrangement. The good news is that 
everyone seems committed to finding a 
grandfather rights solution, and it’s only 
the mechanism that needs to be resolved. 

The Regulatory Impact Assessment 
(RIA)

Members may find the RIA interesting 
to read. EASA has made serious efforts 
to acquire fresh data, and while the input 
from some NAAs seems a little hard to 
believe, some insights emerge. To some 

degree, the RIA is a bureaucratic process 
which justifies a decision already made in 
principal. In particular, it almost inevitably 
offers as serious options possibilities that 
have been dismissed intuitively as non-
starters early in the process. Nevertheless, 
it represents a good attempt to provide 
a rational framework in which to assess 
proposals. 

What happens now?
There is a consultation process. It is very 
important that PPL/IR Europe members 
respond. By all means make suggestions or 
criticise constructively, but please remember 
that carrots work as well, if not better than 
the stick. EASA have taken a lot of stick in 
the recent past, and giving some judicious 
praise and support would be both welcome 
and useful. There are stakeholders such as 
airlines, NAAs and ATC who could take 
quite negative positions on these proposals. 
EASA have to take account of all views, 
and if no one bothers to offer support, the 
negatives gain additional weight. Having 
considered the consultation responses, EASA 
will produce a comment response document, 
and in due course provide an opinion to the 
European parliament. Then there will be 
a political process, hopefully to bring the 
proposals into law. PPL/IR Europe will be 
active in contributing to and monitoring this 
process to help ensure that they come into 
law. I guess that even if there is no strong 
opposition we are talking about a timescale 
of more than a year.

The details for responses are:

I NPA-2011-16 ‘Qualifications for 
flying in Instrument Meteorologi-
cal Conditions’ on EASA website. 
See: http://hub.easa.europa.eu/crt/
docs/viewnpa/id_135.

I To place comments please logon at 
http://hub.easa.europa.eu/crt/.

I For further information please con-
tact Rulemaking Process Support at 
RPS@easa.europa.eu.

EIR Basic facts 
I Can be applied to any aircraft for 

which a type or class rating is held.

I 15 hours total instrument training, of 
which 10 must be in an ATO. 

I Must arrive and depart under VFR.

I Can Fly IFR and IMC in any class of 
airspace.

I Renewal and revalidation is by annual 
skills test, following the current IR 
model.

CBM IR Basic facts 
This is expressed in the NPA in a very 
convoluted way, but it means 40 hours 
instrument flight time of which at least 
10 hours are in an ATO and of which at 
least 25 hours are dual instruction. Up 
to 30 hours can be in an FNPT 1 or 2 
which of course is pretty irrelevant. At 
least in theory an exceptional candidate 
might do 15 hours dual instruction to 
obtain an EIR, do the minimum 10 hours 
in the ATO for the IR thus having 25 
dual instructional hours. He could fly the 
balance of 15 hours for the 40 as P1. There 
is also a pre-course assessment flight by 
the ATO prior to the minimum 10 hours 
and this could also be counted. I think the 
language used arises from a rather unlikely 
scenario of one PPL acting as safety 
pilot for another PPL under the hood in 
VFR conditions. In reality, for almost all 
candidates, the whole 40 hours will be dual 
instruction of one sort or another. The 
reality is that the majority of candidates 
will need more than the minimum of 
high quality instruction if they are to pass 
the skill test. Revalidation and renewal 
arrangements are unchanged.

TK Basic facts
This is common to both the EIR and 
the CBM IR. 100 hours instruction is 
specified, but this can be by distance 
learning. Of these, 10 hours of classroom 
is compulsory but this can be satisfied by 
teaching within the ATO as part of the 
flight training. There will be 150 multi 
choice questions split over 7 subjects with 
a total time of 3 hours 50 minutes. It is up 
to the NAA how the exams are combined, 
but they could be completed in a single 
day.

Third-country IR holders Basic 
facts

Those with 100 hours instrument flight 
time as PIC can take the skill test without 
any compulsory training. They must show 
knowledge of air law, met, flight planning 
and human performance. The way of 
demonstrating this is not yet defined. 
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