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1. Introduction 

The European Commission’s EASA Committee has voted to introduce a package of changes to EASA FCL, which 

will make instrument qualifications much more accessible for European GA pilots.   

There are four major improvements: 

 Instrument training will be based, to a good extent, on a pilot’s competence rather than just on a 

prescriptive number of hours.  This will allow IR training to take into account prior experience, prior 

training, aptitude and pace of learning, rather than forcing every pilot through a one-size-fits-all 

course. 

 There will be intermediate qualification, the new Enroute IR (EIR), which will also serve as a modular 

step to the full IR 

 The IR Theoretical Knowledge will be reduced 40-50% by eliminating learning objectives that are not 

directly related to the incremental privileges of operating non-complex aircraft under IFR 

 Experienced holders of ICAO IRs will be able to convert to an EASA IR by taking a Skills Test and oral 

exam on relevant theoretical knowledge.  The deadline EU residents need to undertake this 

conversion by is extended to April 2015. 

This new regime was championed by PPL/IR Europe; we recognised the need, conceived the solutions, and 

helped lead it through the EASA regulatory framework.  We are delighted that the rules published are almost 

exactly what we aimed for at the outset and are proud of what is arguably one of the most positive outcomes 

for GA flight training in a generation. 

The new regulations are expected to become law in early 2014, with courses and exams available later in the 

year, as they are developed by schools and approved by National Authorities. 

In addition, the amendments include practical rules on instrument qualification for Sailplane pilots and a 

reprieve of at least 5 years on the UK’s ability to continue issuing UK-only IMC Ratings. 

2. Background 

Under the ICAO flight training model, the Instrument Rating is available as a natural progression from the PPL.  

In the 70s and 80s, a substantial minority of European private pilots gained Instrument qualifications -   it was a 

notable, but attainable, achievement.   
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In the late 1980s, the European Commission issued a Directive requiring mutual recognition of pilot licences 

and ratings across the EU.  The result, a decade later, was the JAA (Joint Aviation Authority) and its pilot 

licensing regulations (“JAR-FCL”).  The JAA was effectively a ‘club’ of national authorities, without any statutory 

power of its own.  However, each member country agreed to implement JAR-FCL in its national legislation and 

this new regime took effect across Europe in ~2000.  There had been talk of a more accessible JAA instrument 

qualification (the “Instrument Weather Rating”) in the mid-90s, but nothing came of this. 

In order to agree a ‘level-playing field of high standards’, the JAA tended to accumulate the more restrictive 

preferences of each country.  Training for professional licences aimed to make an ATPL equivalent to a 

university degree, and to provide a highly regulated process for turning young people in to airline first officer 

cadets.  Private Pilot training was not hugely affected by JAR-FCL, but various elements of gold-plating, relative 

to previous national regimes, did increase the cost and suppress the volume of PPL training.  The Instrument 

Rating, however, fell into the Professional Training domain.  This meant that the theory exams were a subset 

of the “degree-like” ATPL theory, and the IR course had to be taught, in practice, by large commercial training 

organisations.  Even the training hours for the IR crept up from 40 to 50, in part to help make up the total 200 

hours of an Integrated CPL/IR course.  For a period after JAR-FCL was implemented, it was not even possible to 

take an IR Theory course in Europe – because no school offered such a course.  IR training inevitably focused 

on full-time commercial candidates attending long residential courses.  For a PPL with work and family 

commitments, the JAA IR was infuriatingly impractical and inflexible, as well as expensive. 

 As a result, there was a long-term decline in the number of European PPLs training for instrument 

ratings.  In many countries, it was, embarrassingly, only a handful of pilots per year. 

 Conversely, many European pilots elected to use the US aircraft register and the much more practical 

training methods of the FAA.   

During the time the JAA was implementing its licensing regime, the European Union created a new 

organisation, EASA (the European Aviation Safety Agency), to take-over the JAA’s role but under a formal 

mandate in European law.  Initially, EASA’s scope was limited to Airworthiness, but an act of the European 

Parliament in 2008 (the “Basic Regulation”) extended this to include Flight Crew Licensing (Part FCL), Medicals 

(Part MED) and Operations (Part OPS).  The Basic Regulation also introduced a significant and controversial 

change, requiring EU residents operating US and other “Third Country” aircraft to hold EASA pilot 

qualifications.  This meant that hundreds of Europeans flying with FAA IRs would need to requalify for the 

onerous JAA/EASA IR.   

EASA started the process of developing Part FCL with good intentions around improving regulation for GA.  

However, whilst the new Light Aircraft Pilot’s Licence (LAPL) was a step in the right direction, under various 

political and time pressures, the initial rule-making for Part FCL failed to do much beyond codifying JAR-FCL 

into European law.  In the subsequent consultation process, PPL/IR Europe, along with other stakeholders, was 

vigorous in its feedback that major change was needed to make instrument flight training more accessible to 

PPLs.  To their credit, EASA recognised this need, and late in 2008, a new rulemaking group (FCL.008) was 

tasked with reviewing instrument qualifications.   

PPL/IR Europe’s then Chairman, Jim Thorpe, was one of Europe Air Sports (EAS) two nominees on FCL.008.  We 

supported Jim by drafting proposals for both a new Enroute Instrument Rating and for Competence-based IR 

training.  With the support of the other experts on FCL.008, it took a further 5 years for these proposals to 

work their way through the European system, but to the credit of all the stakeholders involved, the final FCL 

amendments fully reflect the work of FCL.008. 
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3. Review of the main FCL changes 

3.1 The Instrument Rating Theoretical Knowledge exams (IR TK) 

The changes to the IR TK are well summarised in one of EASA’s reports following FCL.008: One of the main 

elements of this task was to review the existing JAR-FCL syllabus and the related Learning Objectives (LOs) for 

the instrument rating.  Based on the group’s input and further discussions with IR theory experts a significant 

amount of syllabus items and LOs was finally deleted from the syllabus.  This was done either because these 

LOs are covered already by the PPL or CPL syllabus or because they are not relevant for a PPL or CPL holder 

operating a non-high performance aeroplane in IMC or under IFR.   

Essentially, about half of the former IR TK syllabus has been eliminated.  This should go a very long way to 

addressing the frustration many pilots have had with the depth and relevance of the JAA syllabus.  The 

minimum duration of the TK course is reduced from 150 hours to 80 hours, of which 8 hours must be 

classroom attendance.  The number of exam papers, their duration, and the number of questions should all 

approximately halve.   

It will take some time for NAAs to have the new exams ready and for ATOs to have the new course prepared 

and approved, so it may be that the new TK isn’t practically available until later in 2014. 

3.2  The Enroute Instrument Rating (EIR) 

One of the most significant changes is that the Amendments will introduce an entirely new Rating into EASA 

FCL: the EIR. 

The background to the EIR is that, despite the more accessible “Competence Based” training method for the 

full Instrument Rating, the IR will still be a major step for most PPLs.  The purpose of the EIR is to provide a 

more attainable interim qualification – both as a stepping-stone to the full IR and as a useful qualification in its 

own right.  In order for it to be more attainable, the privileges needed to be restricted in a way that permits a 

meaningful reduction in training. 

This goal was not an easy one.  Many UK stakeholders would have preferred a qualification in the style of the 

UK IMC Rating.  However, the airspace partition that underpins the UK IMCR is not workable across Europe in 

practice, nor is it acceptable in principle under EASA FCL.  Some stakeholders suggested various other privilege 

limitations for an “interim” IR: for example, higher approach minima, restrictions to aircraft with 4 seats or 

fewer, restrictions to not above FL100, a reduction in the number of approaches taught, etc.  However, none 

of these help to meaningfully reduce the IR flight training syllabus, because the full IR course can be completed 

in a low-powered 2 seater at low level, with only 2 approach types tested and very little training unique to the 

skill of descending the last few hundred feet to MDA. 

The partition that PPL/IR’s working group developed, and that FCL.008 agreed, was to separate the skills and 

knowledge needed to fly IFR enroute from the more demanding procedural skills needed for instrument 

departures, arrivals and approaches.  Many light aircraft operate IFR enroute-only, for the simple reason that 

many PPLs fly to and from airports without instrument procedures, so there is both precedent and utility for 

an enroute qualification.  The UK IMC rating also shows that IFR skills can be taught successfully in a relatively 

short course of 15 hours and used by pilots who may not maintain currency in flying instrument approaches.  

An EIR holder will have the responsibility to ensure that a flight can be completed safely (and have to judge 

weather forecasts and contingencies accordingly), just as the holder of a VFR-only PPL or a full IR does.   
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The EIR training course is a minimum of 15 hours dual instrument instruction, 10 hours of which must be a 

formal course at an ATO (Approved Training Organisation) and 5 hours which may be conducted 

independently by an IRI.  The course will include training on emergency procedures in the event of 

deteriorating weather and IFR approaches for emergency use.  The EIR Skills Test will cover basic instrument 

flying, enroute IFR and the transition to and from visual flight in the departure and arrival phases.  A candidate 

for the EIR needs to complete the new (reduced) IR TK course and exams.  Since very little of this syllabus 

relates specifically to instrument departures and approaches, there wasn’t an opportunity to create a 

meaningfully abridged EIR syllabus.  This does mean that the progression to the full IR will not require any 

further formal TK study or exams. 

The privileges of an EIR holder will be to operate under IFR in IMC in the enroute phase of flight: in Airways 

and in any class of airspace (including Class A, or in Class G where IFR is permitted outside controlled airspace).  

An EIR holder will always need to depart and arrive under VFR.  Where this is not practical or too limiting, a 

pilot will need to acquire a full IR.   

The EIR will need to be revalidated annually, like the IR, but alternate validations will not require a Proficiency 

Check, instead 6 hours of PIC experience under IFR and an hour’s training flight with an instructor qualified to 

teach the EIR or IR will suffice. 

3.3  The Competency-Based Modular flying training course for the IR(A) 

The first important point to emphasise about the “CBM IR” is that it is a training method for achieving the 

EASA Instrument Rating.  It is not a different qualification, and the privileges of an IR acquired through this 

method are not restricted in any way.  The content and pass standards for the Skills Test are exactly the same 

for a candidate in a Competence-Based Modular course as for candidates taking the existing Modular or 

Integrated routes. 

The principle of Competency-Based training is that a candidate is allowed to demonstrate their ability to 

perform a required task or to have acquired a required skill, without having to undertake a prescribed “one 

size fits all” course of training. 

The EASA Modular IR course, inherited from JAR-FCL, requires 50 hours (55 hours ME) of training, costing 

upwards of €20,000.  The course was designed as an element of the training needed to take an ab-inito airline 

cadet to the “frozen ATPL” level, and therefore JAA IR courses were available primarily from Training 

Organisations focused on full-time commercial candidates.  For a PPL with work and family responsibilities, 

these courses suffer from some significant limitations 

 Only available from a smaller number of larger organisations, the nearest may be hundreds of km 

from a PPL’s home base 

 Organised around teaching 9-5 Monday-Friday.  Often very difficult to schedule weekend or evening 

training, or ad-hoc training 

 Organised around teaching on standard light MEP training aircraft; not representative of the typical 

GA airplanes flown by PPLs.  Difficult to train on a modern SEP aircraft. 

 Flight training has to be from the school’s base, and is conducted around a small number of standard 

training routes.  This limits “real world” IFR skills development, and training cannot be adapted to 

scenarios of the airports and routes a candidate is likely to use in practice 

 Courses need to be continuous at one location.  It is not practical for a candidate to undertake 10-20 

hours at one school and then complete training at another (eg.  following a relocation, or during a 

vacation) 
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The aim of the CBM IR, by overcoming these limitations of the traditional Modular course, is two-fold: to make 

instrument training much more accessible for PPLs and to make IR courses something that many more PPL 

schools and clubs could realistically offer. 

The CBM training method is described in the new Section Aa of Appendix 6 to Part FCL.  In essence, it requires 

a minimum of 40 hours of ‘creditable’ flight time, of which 

 10 hours must be dual instrument flight instruction on an approved CBM IR course at an ATO 

 A further 15 hours must be dual instrument flight instruction, but need not be on an approved course 

or at an ATO (but could be, for example, an EIR course) 

 Up to 15 hours may be flight time as PIC under IFR, whilst holding a qualification allowing the pilot to 

fly in IMC under IFR (eg.  a military rating, an FAA IR, a UK IMCR or an EASA EIR) 

Of course, these are the minima – a candidate could complete all 40 hours on an ATO course, or use any other 

mix of training within the rules detailed in Section Aa (see Appendix 2 to this paper). 

The training options under the CBM method will not magically make the IR cheap or easy.  What it will do is 

allow for flexibility in how and when the requisite skills are acquired.  Flexibility will often mean more training 

hours, not fewer, since a more intense and continuous training course is usually the most efficient way of 

getting a first-time pass in the IR skills test.  However, for a PPL for whom a continuous course is impractical, it 

will allow them to work progressively towards an IR over time – perhaps using an independent instructor in a 

private or group aircraft, or an instrument instructor at a smaller PPL school or club (the school could provide 

30 hours of the 40 required without having any IR course approval).  A business person who travels in their 

own light aircraft, but who would struggle with a 6 week residential course, may prefer to do 50 hours or 100 

hours of training by having an IRI accompany them on business trips, and then complete a 10 hour ATO course.  

For an experienced VFR pilot who flies regularly (perhaps an instructor for whom the €20,000 cost of the 

Modular course is excessive), the CBM method might allow them to accumulate creditable hours 

opportunistically over a period of years, and to then complete the IR in the 10 hour course.   

The other element of Competence-Based flexibility is that additional learning can be wholly outside of the 

formal approved framework.  At present, ground-based training for the EASA IR is limited to FNPT2s that cost 

around €200/hour (the CBM method allows up to 25 hours of FNPT2 time within the 40 hours).  This is an 

expensive and inefficient way of learning some of the basic instrument and procedural skills.  A desktop PC-

based training console can cost a tiny fraction of this, and whilst it may not provide the full learning benefit of 

the FNPT2, it doesn’t have to, it just needs to be more cost effective for some sub-set of the underlying IR 

skills.  An FNPT2 is a €200,000 resource that is scheduled for high utilisation in formal and structured courses.  

A €4000 desktop console might be something a flight school can offer for ad hoc self-study, or might be 

something a candidate buys or leases for home study. 

The EIR was designed also to integrate with the CBM training.  Upon completion of an EIR, a PPL will have met 

the requirement for 15 hours dual instruction other than the required 10 hour ATO course to complete the IR.  

They will also have the requisite qualification to fly in IMC under IFR, and so may log the 15 creditable PIC 

hours under IFR, and they will have already passed the required TK.  So, in principle, an EIR holder is only 15 

hours IFR cross-country and a 10 hour ATO course away from the full EASA IR.  For the sake of clarity (some 

readers of a previous draft were unsure of this point), there is no requirement to do an EIR before undertaking 

a CBM IR course.  It is merely an option. 
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In practice, only the most capable candidates will gain an IR through a “minimum hours” method.  But the 

principle of Competence-based training is that a candidate can use whichever method is most effective for 

them to reach the Skills Test standard.  The 10 hour ATO course reflects both the ICAO minimum for IR training 

and the fact that great majority of the present 50 hour IR course consists of practising skills that are taught in 

the early stages of training. 

 

4. Other FCL Amendments 

4.1 Conversion from ICAO IR (eg.  FAA) to EASA IR 

Para 8 of the CBM IR text introduces a very welcome and practical means for experienced FAA IR holders to 

convert to an EASA IR.  There are only 3 requirements 

(a) complete the skill test for the IR(A)  

(b) demonstrate to the examiner during the skill test that he/she has acquired an adequate level 
of theoretical knowledge of air law, meteorology and flight planning and performance (IR); 
and 

(c) have a minimum experience of at least 50 hours of flight time under IFR as PIC on aeroplanes. 

 

This means a conversion no longer requires taking the EASA theory exams, nor is any formal training 
mandated.  The minimum experience is as PIC, under the EASA definition, so the training towards an FAA IR 
does not count, but the 50 hours are “under IFR” in a flight rules sense, and not necessarily actual or simulated 
instrument time.  Any reader who may wish to undertake this route might choose to record “under IFR” time 
as carefully as possible, to make demonstrating compliance with this easier (for example, keeping a folder of 
flight plan ACK emails from a provider like EuroFPL or RocketRoute).  It should be possible to undertake this 
conversion in any EASA country. 

 

4.2 Requirement for EU residents operating aircraft on non-EASA registers to 

hold EASA pilot qualifications 

At present, most European countries have taken advantage of the ‘derogation’ in Part FCL, which means that 

EU residents operating N-reg aircraft (or on other non-EASA registers, including the M-reg) do not have to hold 

EASA pilot qualifications until April 2014.  Our understanding is that this period has been extended to April 

2015 in the final text of the amendments voted on by the EASA Committee in late October.  However, this 

means that from April 2015, an EU resident operating a private N-reg aircraft under IFR will need to hold 

 An EASA PPL, as a minimum 

 EASA Class Ratings, as appropriate 

 An EASA IR 

 An EASA Class 2 medical with Class 1 Audio 

 EASA Type-Specific qualifications as appropriate 

The PPL and Class Rating conversion requirements are relatively straight forward.  The EASA IR conversion is 

also now much less onerous, but a conversion candidate should be advised that it might still require some 

significant study time to meet the Oral Exam standards and some significant flight training to pass the Skills 

Test, and plan accordingly. 



 
 

7  www.pplir.org 

4.3 Colour Vision requirement for Instrument Flight 

One very useful amendment in this package is the introduction of the underlined text to FCL610.(a).(1).(i), 

which details the licensing pre-requisites for an IR or EIR: “the privileges to fly at night in accordance with 

FCL.810, if the IR privileges will be used at night” 

This means that a pilot with a Colour Vision deficiency that precludes them from holding a Night Rating will no 

longer be barred from IFR, but merely restricted to IFR in day time.  This applies to applicants for the EIR or IR 

under any of the training methods, and existing holders who may develop colour vision problems. 

4.4 UK IMC Rating 

A new paragraph has been added to Article 4 of Part FCL which will, in effect, allow the UK to continue issuing 

IMC Ratings valid only in the UK but attached to EASA pilot licences and carrying privileges on aircraft 

governed by EASA regulations, until April 2019. 

The existing IMC Rating privileges will be unchanged, including the restriction to UK airspace.  When combined 

with an EIR, the IMC Rating will allow IFR operation in almost all UK airspace (ie.  departures, approaches in 

Class D and enroute flight in Class A airways) with the exception of Class A TMAs, where the IMC Rating holder 

has no IFR privileges and where the EIR holder may not conduct instrument departures or arrivals.  For 

experienced holders of an EIR and IMC Rating, the full EASA IR will require no additional TK exams and only an 

ATO course with a minimum of 10 hours.  However, an IMC Rating holder can chose to undertake a CBM IR 

course without the intermediate step of the EIR (just as a plain PPL can), and for most experienced candidates 

this is likely to be the most natural progression. 

Dual instrument time undertaken as part of a UK IMC Rating course can only be used as creditable dual hours 

(up to 15) for an EIR or CBM IR if it was conducted by an IRI or FI(A) qualified to teach for the full IR.  However, 

flight time as PIC under IFR using the privileges of the IMC Rating is creditable up to the 15 hours allowed in 

the CBM IR.  Therefore, a UK IMC Rating holder, having completed the 15 hour IMC training course and having 

completed a further 15 hours PIC under IFR will require 

 only the 10 hour ATO course, as a minimum, to complete the CBM IR training if their IMC Rating 

instructor was qualified to teach the IR 

 if not, they will require a further 15 hours instrument training by an IRI or FI(A) qualified to teach the 

IR 

 in either case, they will need to complete the IR TK course and pass the exams 

 

4.5 Application to other Categories and Classes 

 All of the EIR and CBM IR provisions referred to in this paper also apply to training and qualifications 

on MEP Aeroplanes – see the detailed text in the appendices below. 

 The EIR and CBM IR (including the ‘lite’ FAA>EASA conversion) are only available for Aeroplanes, at 

present.   

 The Day-Only provision for pilots with colour vision deficiency do apply to any IR holder, not just 

IR(A)s 
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4.6 Sailplane Cloud Flying Rating 

The amendment package includes a new Sailplane Cloud Flying rating, which resolves a significant omission 

from Part FCL at present and which is a major achievement by Europe Air Sports on behalf of the gliding 

community 

 

5. Concluding remarks 

This informal paper is intended to give readers an outlook on the very promising changes we should see in 

2014 to EASA instrument flying qualifications.  The regulations are quite complex, and although there is “99%” 

certainty they will become EU law in coming months, there will not be complete certainty until they are 

published as such.  Similarly, the process of interpretation and implementation by National Authorities and 

ATOs may mean that the availability of the amendments will take time.   

The PPL/IR Members’ Forum is the best place to ask specific questions and to get the latest outlook.  All of the 

members who, over the past 10 years, have actively contributed to the drafting and regulatory work that led 

to this outcome are regular participants. 

 

 

See Appendices below 
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Appendix 1: EIR Details 

 

 

New Part FCL text: 

FCL.825 En route instrument rating (EIR) 

(a) Privileges and conditions 

(1) The privileges of the holder of an en route instrument rating (EIR) are to conduct flights by day under 

IFR in the en route phase of flight, with an aeroplane for which a class or type rating is held.  The 

privilege may be extended to conduct flights by night under IFR in the en route phase of flight if the pilot 

holds a night rating in accordance with FCL.810.   

(2) The holder of the EIR shall only commence or continue a flight on which he/she intends to exercise the 

privileges of his/her rating if the latest available meteorological information indicates that: 

(i) the weather conditions on departure are such as to enable the segment of the flight from take-off 

to a planned VFR-to-IFR transition to be conducted in compliance with VFR; and  
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(ii) at the estimated time of arrival at the planned destination aerodrome, the weather conditions will 

be such as to enable the segment of the flight from an IFR-to-VFR transition to landing to be 

conducted in compliance with VFR. 

(b) Prerequisites.  Applicants for the EIR shall hold at least a PPL(A) and shall have completed at least 20 hours of 

cross-country flight time as PIC in aeroplanes.   

(c) Training course.  Applicants for an EIR shall have completed, within a period of 36 months at an ATO: 

(1) at least 80 hours of theoretical knowledge instruction in accordance with FCL.615; and 

(2) instrument flight instruction, during which:  

(i) the flying training for a single-engine EIR shall include at least 15 hours of instrument flight time 

under instruction; and  

(ii) the flying training for a multi-engine EIR shall include at least 16 hours of instrument flight time 

under instruction, of which at least 4 hours shall be in multi-engine aeroplanes.   

(d) Theoretical knowledge.  Prior to taking the skill test, the applicant shall demonstrate a level of theoretical 

knowledge appropriate to the privileges granted, in the subjects referred to in FCL.615(b). 

(e) Skill test.  After the completion of the training, the applicant shall pass a skill test in an aeroplane with an IRE.  

For a multi-engine EIR, the skill test shall be taken in a multi-engine aeroplane.  For a single-engine EIR, the test 

shall be taken in a single-engine aeroplane.   

(f) By way of derogation from points (c) and (d), the holder of a single-engine EIR who also holds a multi-engine 

class or type rating wishing to obtain a multi-engine EIR for the first time, shall complete a course at an ATO 

comprising at least 2 hours instrument flight time under instruction in the en route phase of flight in multi-engine 

aeroplanes and shall pass the skill test referred to in point (e). 

(g) Validity, revalidation, and renewal. 

(1) An EIR shall be valid for 1 year. 

(2) Applicants for the revalidation of an EIR shall: 

(i) pass a proficiency check in an aeroplane within a period of 3 months immediately preceding the 

expiry date of the rating; or 

(ii) within 12 months preceding the expiry date of the rating, complete 6 hours as PIC under IFR and 

a training flight of at least 1 hour with an instructor holding privileges to provide training for the 

IR(A) or EIR.   

(3) For each alternate subsequent revalidation, the holder of the EIR shall pass a proficiency check in 

accordance with point (g)(2)(i). 

(4) If an EIR has expired, in order to renew their privileges applicants shall: 

(i) complete refresher training provided by an instructor holding privileges to provide training for 

the IR(A) or EIR to reach the level of proficiency needed; and 

(ii) complete a proficiency check. 

(5) If the EIR has not been revalidated or renewed within 7 years from the last validity date, the holder will 

also be required to pass again the EIR theoretical knowledge examinations in accordance with 

FCL.615(b).   

(6) For a multi-engine EIR, the proficiency check for the revalidation or renewal, and the training flight 

required in point (g)(2)(ii) have to be completed in a multi-engine aeroplane.  If the pilot also holds a 

single-engine EIR, this proficiency check shall also achieve revalidation or renewal of the single-engine 

EIR. 

(h) When the applicant for the EIR has completed instrument flight time under instruction with an IRI(A) or an 

FI(A) holding the privilege to provide training for the IR or EIR, these hours may be credited towards the hours 

required in point (c)(2)(i) and (ii) up to a maximum of 5 or 6 hours respectively.  The 4 hours of instrument flight 

instruction in multi-engine aeroplanes required in point (c)(2)(ii) shall not be subject to this credit. 

(1) To determine the amount of hours to be credited and to establish the training needs, the applicant shall 

complete a pre-entry assessment at the ATO.   

(2) The completion of the instrument flight instruction provided by an IRI(A) or FI(A) shall be documented 

in a specific training record and signed by the instructor.   
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(i) Applicants for the EIR, holding a Part-FCL PPL or CPL and a valid IR(A) issued in accordance with the 

requirements of Annex 1 to the Chicago Convention by a third country, may be credited in full towards the 

training course requirements mentioned in point (c) .  In order to be issued the EIR, the applicant shall: 

(1) successfully complete the skill test for the EIR; 

(2) by way of derogation from point (d) , demonstrate during the skill test towards the examiner that he/she 

has acquired an adequate level of theoretical knowledge of air law, meteorology and flight planning and 

performance (IR); 

(3) have a minimum experience of at least 25 hours of flight time under IFR as PIC on aeroplanes.’ 
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Appendix 2: CBM IR details 
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New text in Appendix 6 to Part FCL 

‘Aa IR(A) — Competency-based modular flying training course 

GENERAL 

1. The aim of the competency-based modular flying training course is to train PPL or CPL holders for the 

instrument rating, taking into account prior instrument flight instruction and experience.  It is designed to provide 

the level of proficiency needed to operate aeroplanes under IFR and in IMC.  The course shall consist of a 

combination of instrument flight instruction provided by an IRI(A) or an FI(A) holding the privilege to provide 

training for the IR and flight instruction within an ATO. 

2. An applicant for such a competency-based modular IR(A) shall be the holder of a PPL(A) or CPL(A).   

3. The course of theoretical instruction shall be completed within 18 months.  The instrument flight instruction and 

the skill test shall be completed within the period of validity of the pass of the theoretical knowledge 

examinations. 

4. The course shall comprise: 

(a) theoretical knowledge instruction to the IR(A) knowledge level; 

(b) instrument flight instruction. 

THEORETICAL KNOWLEDGE 

5. An approved competency-based modular IR(A) course shall comprise at least 80 hours of theoretical knowledge 

instruction.  The theoretical knowledge course may contain computer-based training and e-learning elements.  A 

minimum amount of classroom teaching as required by ORA.ATO.305 has to be provided.   

FLYING TRAINING  

6. The method of attaining an IR(A) following this modular course is competency-based.  However, the minimum 

requirements below shall be completed by the applicant.  Additional training may be required to reach required 

competencies.   

(a) A single-engine competency-based modular IR(A) course shall include at least 40 hours of instrument 

time under instruction, of which up to 10 hours may be instrument ground time in an FNPT I, or up to 25 

hours in an FFS or FNPT II.  A maximum of 5 hours of FNPT II or FFS instrument ground time may be 

conducted in an FNPT I. 

(i) When the applicant has: 

(A) completed instrument flight instruction provided by an IRI(A) or an FI(A) holding the 

privilege to provide training for the IR; or 

(B) prior flight time under IFR as PIC on aeroplanes, under a rating providing the privileges 

to fly under IFR and in IMC 

these hours may be credited towards the 40 hours above up to maximum of 30 hours, 

(ii) When the applicant has prior instrument flight time under instruction other than specified in point 

(a)(i) , these hours may be credited towards the required 40 hours up to a maximum of 15 hours.   

(iii) In any case, the flying training shall include at least 10 hours of instrument flight time under 

instruction in an aeroplane at an ATO. 

(iv) The total amount of dual instrument instruction shall not be less than 25 hours.   
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(b) A multi-engine competency-based modular IR(A) course shall include at least 45 hours instrument time 

under instruction, of which up to 10 hours may be instrument ground time in an FNPT I, or up to 30 

hours in an FFS or FNPT II.  A maximum of 5 hours of FNPT II or FFS instrument ground time may be 

conducted in an FNPT I. 

(i) When the applicant has: 

(A) completed instrument flight instruction provided by an IRI(A) or an FI(A) holding the 

privilege to provide training for the IR; or 

(B) prior flight time under IFR as PIC on aeroplanes, under a rating giving the privileges to 

fly under IFR and in IMC 

these hours may be credited towards the 45 hours above up to a maximum of 35 hours. 

(ii) When the applicant has prior instrument flight time under instruction other than specified in point 

(b)(i) , these hours may be credited towards the required 45 hours up to a maximum of 15 hours.   

(iii) In any case, the flying training shall include at least 10 hours of instrument flight time under 

instruction in a multi-engine aeroplane at an ATO. 

(iv) The total amount of dual instrument instruction shall not be less than 25 hours, of which at least 

15 hours shall be completed in a multi-engine aeroplane.   

(c) To determine the amount of hours credited and to establish the training needs, the applicant shall 

complete a pre-entry assessment at an ATO. 

(d) The completion of the instrument flight instruction provided by an IRI(A) or FI(A) in accordance with 

point (a)(i) or (b)(i) shall be documented in a specific training record and signed by the instructor.   

7. The flight instruction for the competency-based modular IR(A) shall comprise: 

(a) procedures and manoeuvres for basic instrument flight covering at least: 

(i) basic instrument flight without external visual cues; 

(ii) horizontal flight; 

(iii) climbing; 

(iv) descent; 

(v) turns in level flight, climbing and descent; 

(vi) instrument pattern; 

(vii) steep turn; 

(viii) radio navigation; 

(ix) recovery from unusual attitudes; 

(x) limited panel; and 

(xi) recognition and recovery from incipient and full stall; 

(b) pre-flight procedures for IFR flights, including the use of the flight manual and appropriate air traffic 

services documents for the preparation of an IFR flight plan; 

(c) procedure and manoeuvres for IFR operation under normal, abnormal, and emergency conditions 

covering at least: 

(i) transition from visual to instrument flight on take-off; 

(ii) standard instrument departures and arrivals; 

(iii) en route IFR procedures; 

(iv) holding procedures; 

(v) instrument approaches to specified minima; 

(vi) missed approach procedures; and 

(vii) landings from instrument approaches, including circling; 

(d) in-flight manoeuvres and particular flight characteristics; 
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(e) if required, operation of a multi-engine aeroplane in the above exercises, including: 

(i) operation of the aeroplane solely by reference to instruments with one engine simulated 

inoperative; 

(ii) engine shutdown and restart (to be carried out at a safe altitude unless carried out in an FFS or 

FNPT II). 

 

8. Applicants for the competency-based modular IR(A) holding a Part-FCL PPL or CPL and a valid IR(A) issued in 

compliance with the requirements of Annex 1 to the Chicago Convention by a third country may be credited in 

full towards the training course mentioned in paragraph 4.  In order to be issued the IR(A), the applicant shall: 

(a) successfully complete the skill test for the IR(A) in accordance with Appendix 7; 

(b) demonstrate to the examiner during the skill test that he/she has acquired an adequate level of theoretical 

knowledge of air law, meteorology and flight planning and performance (IR); and 

(c) have a minimum experience of at least 50 hours of flight time under IFR as PIC on aeroplanes. 

PRE-ENTRY ASSESSMENT 

9. The content and duration of the pre-entry assessment shall be determined by the ATO based on the prior 

instrument experience of the applicant.   

MULTI-ENGINE 

10. The holder of a single-engine IR(A) who also holds a multi-engine class or type rating wishing to obtain a multi-

engine IR(A) for the first time shall complete a course at an ATO comprising at least 5 hours instrument time 

under instruction in multi-engine aeroplanes, of which 3 hours may be in an FFS or FNPT II and shall 

pass a skill test 


