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Last year we wrote about how to survive Singapore’s Seletar, one of those airports where flying a business
jet can be a lot more difficult than you might expect. Between the tight airspace, nearby military
operations and noise restrictions, Seletar has never been the easiest place to operate a medium or
large jet.

Well, some good news is coming our way…

From 29 October 2026, Civil Aviation Authority Singapore (CAAS) is introducing two new
Transit Corridors (TC-1 and TC-2) to give aircraft a little more room to manoeuvre when arriving and
departing Seletar.

And there’s something else happening on the same day. Honeywell Aerospace will also publish its
updated FMS-guided visual approach and departure procedures, which should make life a little
easier for suitably equipped aircraft.

https://ops.group/blog/seletar-2026-new-corridors-new-procedures/
https://ops.group/dashboard/briefings/surviving-seletar-2025-edition/


I recently attended a CAAS briefing for operators at Seletar, where they walked us through the new
procedures and some of the other changes taking place at the airport.

Why do we need Transit Corridors?

The problem with Seletar has always been the airspace. The airport sits in a confined area, with
Sembawang airspace immediately to the west and Paya Lebar’s airspace to the east. There isn’t much
room to play with, particularly when flying visual circuits in larger aircraft.

Compounding the problem is Seletar’s location, right on Singapore’s northern border with Malaysia. This
severely limits the options for instrument procedures. Seletar is a visual-only airport, where even IFR
traffic arrives and departs using visual procedures.

The existing visual circuit was very tight, to say the least. As a result, it wasn’t uncommon for aircraft to
unintentionally fly outside the Seletar CTR, which isn’t ideal when the airspace next door is crowded
with military traffic.

The new Transit Corridors are designed to address this. TC-1 and TC-2 provide defined areas west
of the airport that ATC can use for visual arrivals and departures. They give aircraft more room to
manoeuvre while keeping them clear of the surrounding airspace.

The trial starts on 29 October and is expected to run until 7 July 2027. If all goes according to plan, these
new corridors will become a permanent feature.

So how will it work?

The corridors come with published visual waypoints, altitude restrictions and a maximum speed of 160
knots.

For arrivals, aircraft will join the appropriate downwind and follow a series of visual waypoints through the



corridors before continuing to the runway. These waypoints will be available in your FMS database, but
don’t let that fool you into thinking this is an instrument procedure. All arrivals remain visual
procedures. So it’s best to manually place the waypoints in your FMS to help fly the visual arrival.

For example, a Runway 03 arrival via OMKOM or GUMPU follows RUSSO-SUMEG-TAPUM at 2,000ft, then
descends to 1,000ft or as cleared by ATC after TAPUM, continuing via UPLUS and VIDER for the visual
approach.

Seletar Runway 03 Arrival Procedure.

The final is now roughly 2.5nm from the threshold, a huge improvement over the previous



1.4nm final.

Runway 21 arrivals via SJ, PONJO and RECHI use SUMEG to RUSSO at 2,000ft before descending for the
visual approach. One thing to be mindful of with the Runway 21 arrival is Malaysian airspace.
Flying the downwind through the Transit Corridor is likely to take you into Malaysia, although keeping the
base turn tight can allow you to remain within Singapore airspace.

My advice is to apply for a Malaysian overflight permit regardless. They’re relatively
straightforward to obtain, and I would recommend applying for both Indonesian and Malaysian overflight
permits whenever operating in or out of Singapore. Given how the weather often moves across the island,
it is best to have both permits on hand should you need to change your arrival direction.

CAAS was also quite specific about aircraft configuration. Arrivals using the corridors are expected
to be in landing configuration and at minimum approach speed, there is a maximum speed of 160 knots
when you are positioning for landing or on a departure.

For those of us flying large-cabin jets, this is something worth thinking about before accepting the
clearance. You’re going to need to be slow and configured early, so give yourself plenty of time.

Departures are a little more interesting. Straight-out departures remain unchanged. The corridors are
only available when ATC cannot accommodate a straight-out departure and needs to route you around the
western side of the airport.

For Runway 03, this involves a left turn towards RUSSO at or above 2,000ft, following the published visual
routing through SUMEG and RECHI.

Runway 21 departures involve a right turn into TC-2 at or above 2,000ft, before routing via SUMEG and
RUSSO. Importantly, TC-1 is not available for departures, so expect to commence the right turn
passing 400ft AGL. Again, the maximum speed is 160 knots.



Seletar Runway 21 Departure.

One thing CAAS highlighted was the need to delay thrust reduction and acceleration after takeoff if
necessary. The turn should be initiated at the departure end of the runway, and aircraft need sufficient
climb performance to meet the corridor restrictions.

For departures, think of it as an NADP 1-style profile. You’ll need to prioritise climb performance
over acceleration, potentially delaying thrust reduction and flap retraction to meet the 160kt speed limit
and altitude requirements.

Don’t forget, you’re still responsible for remaining within the lateral and vertical limits of the corridors.
CAAS made it clear that breaches could result in action against pilots or operators, including operational



bans for deliberate or negligent non-compliance.

This isn’t punishment for the sake of punishment. There is training traffic operating at and below 1,000ft,
so respecting the published altitudes within TC-1 and TC-2 is particularly important.

ATC will be favouring straight-in approaches, including vectoring aircraft around the western
side of Singapore to position them for arrival. If you have a runway preference, tell the approach
controller early. Remember that Seletar also has D-ATIS available through ACARS. Communicate early and
be upfront about what you need. ATC is here to help you.

Honeywell Aerospace has something new too

On the same day that CAAS introduces the new Transit Corridors, Honeywell Aerospace will also publish its
updated FMS-guided visual approach procedures for Seletar, known as the RNAV-H procedures and also
visual departures.





Seletar Runway 03 RNAV-H Departure.

For anyone who has flown the visual into Seletar, it’s welcome news that these procedures will be available
from the outset. Rather than flying the entire visual circuit manually, the Honeywell procedures provide a
defined flight path through the FMS, including both lateral and vertical guidance.

The procedures use Radius-to-Fix (RF) legs, allowing the aircraft to follow the curved tracks needed to
navigate the tight airspace around Seletar.





Seletar Runway 21 RNAV-H

There is one important difference. Because the Honeywell procedures use RF legs, their waypoints are
slightly different from those published by CAAS for the Transit Corridors. Honeywell will publish its own
waypoints alongside the procedures, so make sure you’re looking at the correct set when preparing for
your arrival or departure.

How do I fly it?

My G700 can fly the Honeywell RNAV H procedures using the autopilot in LNAV/VNAV or in Approach
mode. I use approach mode and let the aircraft manage the lateral and vertical profile with a FMS
generated glideslope.

Both the lateral and vertical guidance are coded into the FMS, including the RF legs needed to negotiate
the turns around Seletar’s rather tight airspace.

This takes a fair bit of workload out of the operation, particularly when you’re trying to manage speed and
configuration while keeping an eye on the surrounding airspace.

For arrivals, you’ll need to be configured early. CAAS requires aircraft to be in landing configuration
and at minimum approach speed when operating within the Transit Corridors. The maximum permitted
speed is 160 knots.

For my G700, I have Flaps 20 selected before entering downwind, and then abeam the tower, I
select landing configuration. This gives me plenty of time to commence the descent and maintain a
stable approach speed.

Departures will require some planning too. Particularly when it comes to managing thrust reduction
and acceleration while meeting the corridor restrictions. I remain in takeoff configuration until passing
2000’ when I then accelerate and clean up, whilst reducing thrust to climb thrust.

Although the autopilot is doing the flying, these remain visual procedures. Crews are still responsible
for complying with ATC clearances and remaining within the published lateral and vertical limits.

Don’t be tempted to report the field in sight too early. Make sure you genuinely have visual contact
with the airport before accepting the visual approach clearance. Once cleared, you’re responsible for
remaining within the Transit Corridors.

There are a few catches

Before using the new corridors, operators are required to complete the familiarisation process, and pilots
must self-certify that they understand the procedures. CAAS has included the link to this
certification process in the AIP SUP.

There are also defined operating windows to work around Seletar’s training schedules. Avoid planning
arrivals or departures during these periods, as there is considerable GA activity at Seletar and military
training in the neighbouring Sembawang and Paya Lebar control zones.

During certain weekday periods, you can expect delays of around 15 mins. Plan around these windows
rather than turning up and finding yourself with an extended delay. The full procedures are published in
Singapore AIP SUP 175/2026, which you should review before operating. Do this for every flight, rather
than treating it as a one-time briefing.

https://ops.group/blog/wp-content/uploads/2026/10/singapore-aip-sup-2026-175-Seletar-Aerodrome-Transit-Corridor-TC-Trial-1.pdf


A few other things from the briefing

CAAS also highlighted several recent safety incidents at Seletar, including two misaligned takeoffs
from Runway 03 in 2024.

Following these incidents, changes have been made to the Runway 03 turn-pad lighting, which is now only
illuminated when required. CAAS also reminded crews that Seletar does not have runway centreline
lights, so don’t expect a row of lights to guide you down the centre of the runway.

Several taxiway hotspots have also been identified, with additional ground markings installed and some
taxi routings adjusted to reduce confusion.

Finally, in March 2026, a Gulfstream began its takeoff roll on Runway 21 without clearance. CAAS
reminded crews that Seletar normally issues line-up and takeoff clearances separately. A line-up
clearance is not a takeoff clearance.

Will this make Seletar easier?

I think the new Transit Corridors are a welcome change.



Anyone who has operated a large business jet into Seletar will know that the existing visual procedures
can be demanding. Having a little more room, along with the new Honeywell Aerospace guided visuals,
should make life easier. But don’t let the FMS waypoints or guidance fool you. These are still visual
procedures, and the relatively tight lateral and vertical boundaries mean they need to be
properly briefed.

If you’re planning to operate into Seletar after 29 October, review AIP SUP 175/2026 and check whether
you have access to the Honeywell Guided Visual database. Make sure the procedures are available in your
FMS and that you’ve completed the required familiarisation and pilot self-certification.

Seletar might be getting a little more room, but it’s certainly not becoming a mini-Changi.

Middle East Airspace – Current Operational
Picture
David Mumford
20 October, 2026

https://ops.group/blog/wp-content/uploads/2026/10/singapore-aip-sup-2026-175-Seletar-Aerodrome-Transit-Corridor-TC-Trial-1.pdf
https://go.gov.sg/wsslform
https://ops.group/blog/middle-east-airspace-current-operational-picture/
https://ops.group/blog/middle-east-airspace-current-operational-picture/


Key Points – Oct 19 update

Kuwait has reopened to overflights, restoring the central Europe-Middle East routing
option via Turkey-Iraq-Kuwait-Bahrain-Qatar-UAE (for operators permitted to overfly
Iraq!)

Saudi Arabia remains high risk. Safe Airspace has raised its warning to Level 1 – Do
Not Fly, and we recommend avoiding Saudi airspace entirely.

Houthi attacks have escalated across Saudi Arabia, with repeated missile and drone
strikes targeting OERK/Riyadh and other locations, including near OEDF/Dammam
and airports in the southwest. OERK reopened on Oct 18 after more than a week of
disruption, but the wider threat to aviation remains.

Recent Developments

Oct 19 – Houthi attacks escalate across Saudi Arabia and Yemen

Houthi attacks against Saudi Arabia have intensified, with repeated missile and drone attacks targeting
airports. OERK/Riyadh was repeatedly targeted in early Oct, with fatalities and damage to airports.

On Oct 16, missiles struck OYAA/Aden airport in Yemen, landing around 500m from a passenger aircraft
preparing to depart for Cairo.

Saudi forces also reported intercepting a ballistic missile headed for Yanbu on Oct 16, plus missiles over
the Red Sea and drones over parts of Saudi. The attacks show that the threat extends well beyond the
airports in southwest Saudi Arabia.

Oct 18 – OERK/Riyadh reopens

OERK/Riyadh reopened on Oct 18 after more than a week of disruption, but normal ops have not resumed
– you need prior permission from Saudi Arabia’s GACA, and the airport is not available as an alternate.
Several international airlines continue to suspend/restrict flights here.

https://safeairspace.net/saudi-arabia/


Oct 15 – Kuwait reopens to overflights

Kuwait has reopened its airspace to overflights, restoring the central routing option for Europe-Middle East
traffic via Turkey-Iraq-Kuwait-Bahrain-Qatar-UAE. The new Notam permits flights between Bahrain and
Baghdad FIRs through Kuwait at FL280 or above. However, the route is not available to all operators, as
EASA and several European countries advise against or prohibit overflights of Iraq.

Oct 14 – EASA updates Middle East CZIBs again

EASA updated its advice for most countries in the region at the end of Sep, but then they did extra updates
for Jordan and Saudi Arabia following that. Basically, Jordan’s situation has eased a bit, and Saudi is facing
more frequent Houthi attacks…

Jordan: EASA has eased its advice after no conflict related military activity was reported here
over the past month. The risk hasn’t gone away though, and attacks could resume at short
notice.

Saudi: EASA now says operators must avoid two areas of the Jeddah FIR at all altitudes (one
in the southeast, one in the northwest). This follows increased recent Houthi attacks reaching
further into Saudi Arabia including Riyadh.

Bahrain, Kuwait, Qatar & UAE: The Gulf advice has been extended to Nov 16. EASA still
says to avoid the airspace over the waters of the Persian Gulf in these four FIRs, except when
going to/from an airport.

Oman: The same advice applies to the Gulf of Oman, with EASA recommending that operators
avoid the airspace over the water west of 58°E.

Lebanon: The avoid recommendation remains, except for flights to and from OLBA/Beirut
over the sea.

Iran & Iraq: Both remain avoid at all altitudes, with the CZIBs extended to Nov 16.

Syria & Yemen: Separate CZIBs remain in place. Syria’s was revised on Oct 1, with EASA
now allowing operations above FL260 in parts of the Damascus FIR.

Israel: EASA’s separate Information Note remains in place, advising operators to take the
potential risk into account rather than issuing a blanket avoid recommendation.

You can check all the CZIBs and Information notes here, along with some useful background on why EASA
has made these changes and what’s been happening in the region.

Current Airspace Picture

The map below tells the short story of your overflight options! Kuwait’s reopening brings the
central route via Iraq back into action for those permitted to use Iraqi airspace. Others may need to stick
to the northern bypass via the Caucasus-Afghan, or the southern route via Egypt-Saudi.

https://www.easa.europa.eu/en/domains/air-operations/czibs


And now a quick lowdown on what’s going on in each little bit of airspace. One extra thing to note though
for all these countries – GPS spoofing/jamming is happening pretty much everywhere! Check below for a
link to a map showing live GPS interference…

Kuwait

With Kuwait now open to overflights, the so-called Central Route is back in action for operators allowed to
overfly Iraq. It offers an alternative to the southern route via Saudi, where recent Houthi strikes have
increased risks. But Kuwait is not completely risk-free – OKKK/Kuwait airport was hit by Iranian missiles as
recently as June. Although the threat from Iranian activity has eased recently, the wider regional risk of
escalation still remains.

Saudi Arabia

Saudi Arabia remains open to overflights, but the risk picture has worsened significantly. Safe Airspace has
raised its warning to Level 1 – Do Not Fly, and we recommend avoiding Saudi airspace entirely, including
overflights and the use of Saudi airports as en-route alternates. Recent attacks have targeted
OERK/Riyadh, OEAB/Abha, OEGN/Jazan and OENG/Najran, with further reports near OEDF/Dammam.

Yemen

Yemen remains high risk, with Houthi attacks affecting Saudi Arabia as well as government-held areas in
Yemen. On Oct 16, two missiles struck OYAA/Aden airport – no casualties were reported, but a passenger
aircraft preparing to depart for Cairo was evacuated after the missiles landed around 500m away. Safe
Airspace recommends avoiding Yemen entirely. Airspace warnings remain in place, including restrictions
on US operators over Yemen’s landmass.

Iran

Iran airspace has reopened to overflights, but there’s still a  risk of military activity and air-defence
systems mistaking civilian aircraft if the conflict escalates again. There are several airspace warnings in
place, and most foreign operators continue to avoid the country.



Qatar/UAE/Bahrain

These three remain open to overflights and landings, and there are still flow restrictions in place. EASA
advises avoiding flights over Persian Gulf waters – except when needed for arrivals and departures at the
airports here.

Iraq

Iraq is open to overflights – but it’s not available to all operators! EASA and several European countries
advise against or prohibit overflights, and US operators are restricted to FL320 and above. Also the recent
US/coalition withdrawal from Erbil removes a layer of air defence, particularly in the Kurdistan Region.
Some airlines are using Iraq, but most continue to prefer the northern or southern routes instead.

Oman

Oman remains an important route around the conflict zone. EASA advises avoiding flights over Gulf of
Oman waters west of 58°E, except when needed for arrivals and departures.

Jordan

Jordan remains open, but renewed attacks in early Sep show that the risk from missiles, drones and air-
defence activity can quickly return. However, it’s still not a major transit route for overflight traffic – most
operators continue to route via Egypt/Saudi, as they did before the conflict.

Israel

Israel is open, but ops still aren’t back to normal – and the security situation is still a concern. Missile and
drone attacks have reduced in frequency, but remain possible including around LLBG/Tel Aviv. Some
foreign airlines have resumed services, although others continue to stay away.

Syria

Syria has quietly become part of the regional routing picture again after years of almost no international
overflight traffic. Some Middle East airlines are now using Syrian airspace again as an alternative to the
more restricted Iran/Iraq option – though most US and European carriers continue to avoid it.

The airspace remains high risk. Israeli military activity and missile interceptions are still a concern,
particularly in the south-west. EASA currently says EU operators should stay out of the western/south-
western part of the FIR at any altitude, and stay above FL260 elsewhere.

Armenia/Azerbaijan/Afghanistan

Armenia and Azerbaijan remain important parts of the northern bypass, with steady overflight demand.
The main issue is still Afghanistan – the OAKX/Kabul FIR remains Class G with no normal ATS service, so
crews still need to use the published contingency routes and operate with TIBA procedures.

Where’s the spoofing today?

Still our favourite map to check for this – the live GPS spoofing tracker from GPSwise.

https://safeairspace.net/afghanistan/
https://gpswise.aero/map


The map detects spoofing in real-time based on the ADS-B data from the OpenSky Network. Handy for a
quick look at what’s been happening along your route.

Recent Opsgroup Member Reports

We’ve had a lot of useful Airport Spy reports recently from Opsgroup members operating into several
Middle East airports: OMDW/Al Maktoum, OMDB/Dubai, OBBI/Bahrain, OTHH/Doha, OMSJ/Sharjah,
OMAD/Abu Dhabi and OEDF/Dammam.

Big theme across all of them is the scale of the GPS jamming/spoofing currently happening around the
region. Several reported complete GPS loss on arrival or departure, and interference continuing well into
neighbouring FIRs. ATC seems very used to it now, with lots of runway heading departures and radar
vectors being issued.

Reports also mentioned fuel delays, extra towing/hangar time, and slower ground handling at
some airports. We’ve also had reports of heavy ATC congestion in the OEJD/Jeddah FIR as traffic
continues concentrating on the southern bypass via Egypt and Saudi Arabia. Opsgroup members can
check Airport Spy in their dashboard for the full reports.

If you have operated in the region recently and could share your experience, send us an anonymous
Airport Spy report or email us at team@ops.group.

https://gpswise.aero/map
https://ops.group/dashboard/airport-spy-home/
https://ops.group/blog/spyreport
mailto:team@ops.group


The Lajes Lowdown: Atlantic Stopover and
ETOPS Alternate
OPSGROUP Team
20 October, 2026

In 2001, Air Transat Flight 236, a heavily laden Airbus A330, developed a massive fuel leak midway across
the Atlantic and lost power to both engines. Hundreds of miles from land, the crew managed to glide the
stricken aircraft to an emergency landing at Lajes, a little-known air force base in the middle of the ocean.
Its runway saved the lives of all 306 people on board.

LPLA/Lajes is a large military airfield on Terceira, in Portugal’s Azores Islands, midway across the Atlantic.
It sits among the NAT Tracks, about 1,900 NM east of New York and 800 NM west of Lisbon.

The airport was approved for civilian use by Portugal’s aviation authority, ANAC, in 2018. Since then, LPLA
has become a popular stopover, refuelling point and ETOPS alternate for aircraft crossing the
Atlantic. It now sees a steady flow of bizjets, scheduled airline services, ferry flights and air ambulance. 

https://ops.group/blog/spyreport
https://ops.group/blog/the-lajes-lowdown-atlantic-stopover-and-etops-alternate/
https://ops.group/blog/the-lajes-lowdown-atlantic-stopover-and-etops-alternate/
https://en.wikipedia.org/wiki/Air_Transat_Flight_236


The Lajes Lowdown

It’s long enough, and strong enough. The fully lit asphalt runway is 10,860 ft (3,310 m) long and 197
ft (60 m) wide, with no weight restriction.

It’s fully IFR equipped.ILS approaches are available in either direction. The runway also has PAPI slope
guidance and a Category I approach lighting system.

There’s always someone home. Lajes is the Azores’ only airport fully open all night for emergency
diversions. It normally operates 0700-2100, but is available H24 for emergencies, with RFF 8 at all times.
ATC, medical support and weather services are available around the clock. In an emergency within Santa
Maria FIR, expect to be directed to LPLA.

There’s no carbon tax. As the airport is operated by the Portuguese State through the military, it falls
outside the charge applied at LPPD/Ponta Delgada, LPAZ/Santa Maria and LPHR/Horta, as well as at
airports across mainland Portugal and Madeira. Depending on the aircraft and operation, choosing Lajes
could save USD 2,000 or more. Check the charges with your handler before you go.

Fuel is available. Jet A1 is available through Petrogal/Galp (a reputable Portuguese company) in
partnership with WFS, Total Aviation, AEG Fuels, US Government Air Card and AML Global. Cash and credit
card payments are also accepted.

It was good enough for the Space Shuttle.NASA used Lajes as an emergency landing site for aborted
shuttle launches. Emirates has also used it as a primary alternate for its A380 aircraft crossing the Atlantic,
and the USAF and NATO regularly use the airfield for large-scale exercises.

There’s ample parking. The spacious ramp can accommodate the world’s largest transport-category
aircraft, including the A380.

It’s an EU entry point. Customs and immigration can process entry to Europe. The terminal has both
Schengen and non-Schengen circulation areas.

It has all the usual amenities. The terminal has check-in counters, dining, security, customs and
immigration, lounges, ground handling and rental cars. Downtown is about a 20-minute drive away, with
accommodation options for crews and passengers.

How do I land there?

You need PPR to land at LPLA/Lajes. Requests are generally processed by Civilian Terminal Ops within
a few hours.

If it is just a simple fuel stop you need, refuelling at the airport is also now authorised with
passengers onboard.

If you prefer to handle things yourself, you can apply directly here or call airport ops on +351 295
545 461.

However, there are several local handling agents who can take care of clearances, approval, fuel, lavatory
servicing and catering for you:

SATA AZORES AIRLINES
Phone: +351 295 540 034, +351 295 540 038 or +351 295 540 033
Email: handling@sata.pt; terkksp@sata.pt; terkosp@sata.pt; terowsp@sata.pt
By VHF radio: 131.700 MHZ

GESTAVIA

https://ops.group/blog/fire-on-the-nat-where-to-go-in-an-emergency/
https://ops.group/blog/fire-on-the-nat-where-to-go-in-an-emergency/
https://ops.group/blog/portugal-punishment-tax/
https://aerogarelajes.azores.gov.pt/PPR_en.aspx
https://www.azoresairlines.pt/
mailto:handling@sata.pt
mailto:terkksp@sata.pt
mailto:terkosp@sata.pt
mailto:terowsp@sata.pt
https://www.gestavia.com/terceira-airport/


Phone: +351 938 650 864
Email: ter@gestavia.com

OMNI HANDLING
Phone: +351 910 084 221
Email: ter@omnihandling.com

Thanks to Miguel Santos for this post. Visit www.atlantis-lajes.com for more info.

Beijing’s New 600km Restricted Area
David Mumford
20 October, 2026

China has introduced a vast 600km-wide area of restricted airspace around Beijing, following a light
aircraft crash into the CITIC Tower in June. It’s called ZB(SR)801, and it’s an extra layer of restrictions
around the city – the existing Beijing Prohibited Area ZB(P)801 remains in place.

You can still operate through the new area, but there are a few rules to follow: stay in contact with ATC,
stick to your flight plan and report your “security status” before entering…

The rules

So for flights into this big new ZB(SR)801 area, a bit more info on the rules:

Keep your transponder switched on throughout the flight.

Stay in continuous contact with ATC.

Report your “security status” before entering (aircraft ID, SSR code, position and

mailto:ter@gestavia.com
https://www.omnihandling.com/stations/lajes
mailto:ter@omnihandling.com
http://www.atlantis-lajes.com
https://ops.group/blog/beijings-new-600km-restricted-area/


whether everything is normal).

Stick to your flight plan. Any changes must be approved ATC before you make them.

Standard speed restriction applies. Below 3000m (9843ft), keep IAS at or below 450 km/h
(243 kt). Basically, the 250 kt below 10000 ft rule – as close as you get with metric
conversions.

All of this comes from ZBPE Notam A4484/26, so check that if in doubt.

Where to make the report?

The tedious bit that needs a bit of checking for your particular route. ZBPE Notam A4646/26 is the one to
check – it lists the reporting point to use when entering the restricted area on each airway. But here’s a
copy, in case they incorporate the Notam into the AIP and no one can ever find it again:

Airway Report at waypoint
B334 TGO
W31 CHG
G212 via TGO TGO
G212 via BESGI BESGI
A575 via CHG CHG
A575 via VANVO VANVO
G332 CHG
W35 CHG
W201 ORAVA
W576 joining W55 ORAVA
W200 DOVIV
W4 DYN
W569 YQG
W56 ORODO
W62 ORODO
W277 OMBIM
W69 BAXOD
W64 NUTLO
W65 TMR
B458 TMR
W86 TMR
B339 ERVEB
W33 NUVPU
W52 NUVPU
W157 DALIM
W160 YQG

There’s also a separate procedure for aircraft departing ZSJN/Jinan, ZBYN/Taiyuan or ZBHH/Hohhot
and entering the area: report your security status to the airport tower before departure.



And the existing little prohibited area around Beijing?

That’s still there. It’s called ZB(P)801 (the little yellow square on our map). It’s GND-UNL, H24, and all
flights are banned from entering.

Just one more thing: crews are being tested??

We’ve also been sent something rather unusual from a couple of members operating into ZBAA/Beijing.

It’s a “Special Inspection Checklist – Knowledge check on CAAC NOTAM C0903/26 – Special
Restricted Area ZB(SR)801.” It’s basically a three-question multiple-choice test covering the new area,
followed by an inspector’s answer key.

The questions cover whether commercial flights need additional approval (answer: no, you just need to
follow the rules as per the above), whether ZB(SR)801 replaces the existing Beijing Prohibited Area
(answer: no, the existing area is the tiny yellow square over Beijing itself, this new area is the massive
600km one), and what needs to be included in the security status report (answer: as per the rules above!).

The doc we’ve seen is dated Oct 1, 2026. We’ve asked around and haven’t found confirmation that this is
happening routinely – but let us know if you know different!

FAA Proposes to Loosen Oxy Rules for Part
91 and 135
Chris Shieff
20 October, 2026

https://ops.group/blog/faa-proposes-to-loosen-oxy-rules-for-part-91-and-135/
https://ops.group/blog/faa-proposes-to-loosen-oxy-rules-for-part-91-and-135/


On Sep 24, the FAA published a Notice of Proposed Rulemaking to rewrite the pilot oxygen rules under
Part 91 and 135 (a fancy way of saying “we’re thinking about changing the rules, tell us your thoughts”).

This began back in 2024 with the FAA Reauthorization Act. Buried under Section 834, Congress directed
the FAA to look at existing Part 135 oxygen rules, taking into account safety data, accident history and
NTSB recommendations.

Nothing in the statute covered Part 91: the FAA has added this itself. Why? The FAA addresses this in
its proposal:

Same jets but different rules: the same business jets often fly under both Part 91 and 135. The FAA
simply sees no point in loosening one set of rules only to leave the other alone.

Backwards safety: there is a long-standing principle that paid passenger and cargo flights should be held
to a higher safety standard than private flying. If the rules were relaxed for Part 135, and not 91, we’d end
up with stricter rules for private flights which runs against the regulatory grain.

What’s being proposed

Part 135

Two pilots at the controls: Today one pilot has to wear a mask above FL350. It’s proposed to change
this to FL410.

https://www.federalregister.gov/documents/2026/09/24/2026-19584/flight-operations-pilot-requirements-use-of-oxygen
https://www.faa.gov/about/reauthorization


One pilot at the controls: Today a mask goes on above FL250 if one pilot leaves the flight deck.
Congress asked the FAA to consider FL410 also, but given the time of useful consciousness at that level
after a rapid decompression (approx. 9 – 20 seconds) the FAA is a little less gung-ho, and is suggesting
FL350.

The same would apply to single-pilot ops too, not just when the other pilot is on the john.

Part 91

Right now, one pilot must wear a mask above FL350 unless there are two pilots, and each has a quick-
donning mask. In that case you’re off the hook up to FL410.

The FAA is proposing to drop the FL410 bit. With quick-donning masks within reach of each pilot, it’s
proposed that no one will need to wear a mask at any altitude the aircraft is certified for.

This would also get rid of the rule that makes the remaining pilot wear a mask above FL350 when the
other pilot leaves the controls.

If your ride doesn’t have quick-donning masks, there’s nothing to see here – the rules won’t change.

What counts as a “quick-donning?” The law has that covered. It means a mask you can get on one-
handed, from the ready position, sealed and supplying oxygen within 5 seconds.

This is summarized in the table below:

Why the FAA thinks this is all okay

The FAA’s argument rests on how rarely these aircraft depressurize.

It estimates that Part 91 and 135 operators flew more than 20 million hours above FL250 between Jan
2015 and May 2025. During that time there were around 200 reported decompressions.

Of those, only four were possibly rapid or explosive. Most events were slow – often a door seal
noticed during climb. In many cases the crew donned their masks at the first sign of trouble.

Then there’s design. Under certification rules, a ‘realistic’ pressurization problem (like losing a bleed
source, or a stuck outflow valve) shouldn’t let the cabin altitude exceed 40,000ft. It also shouldn’t stay



above 25,000ft for more than two minutes.

A sudden major loss of cabin pressure isn’t covered by this limit, but the certification treats this as so
unlikely that it can be excluded. It basically almost never happens.

It’s also important to acknowledge that the existing FAA rules are stricter than ICAO’s, which only
require quick-donning masks to be available above FL250, with no requirement to wear one.

And finally, if you’re feeling the pinch at the grocery store, there’s some money to be saved. The FAA
says the proposed rules will save on oxygen servicing. A bottle refill typically costs $100 – 400, and every
1% of affected operations that skips a service will save $4.7 – 18.6 million a year. That’s a of a lot of hot
dogs.

The FAA isn’t ignoring basic physiology

There’s no denying that the time of useful consciousness gets perilously short at the levels modern
business jets are cruising at. The FAA’s own table confirms it.

These numbers come from chamber studies with people sitting still. I’d wager that if you add flying,
noisy alarms, mist, sub-zero temperatures, barotrauma, startle factor and a cockpit that is suddenly
extremely busy the times get shorter still. That’s why the FAA suggests you use the lower number as a
more realistic figure.

But it’s about balancing practicality and risk. The proposal suggests the odds are low enough to
accept.

Do you agree?

That’s why the proposal is open for comment until Nov 23. Remember, right now the existing rules still
apply! Nothing has changed yet.

If you have real-world experience with decompressions (especially rapid ones) the FAA wants to hear from
you, and so do we. We’d love to share your story. You can reach us at blog@ops.group – and of course,
we’re glad you’re okay!

Australia TSP Lite Explained
OPSGROUP Team
20 October, 2026

https://www.faa.gov/documentLibrary/media/Advisory_Circular/AC_61-107B_CHG_1.pdf
https://www.federalregister.gov/documents/2026/09/24/2026-19584/flight-operations-pilot-requirements-use-of-oxygen
mailto:blog@ops.group
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If you’re flying into Australia, you’ll need a Transport Security Program (TSP) approval – and for
international operators, getting one can be a tedious, doc-heavy process. But the good news is that
there is a TSP-Lite version that you can apply for!

The Dept of Home Affairs calls this a “Secretary-Issued TSP – a simplified way for operators who meet
certain criteria to apply for a TSP”. The application is much shorter than the standard TSP process.

It’s aimed at operators who are only flying to Australia now and then, rather than running a regular
operation. The Department will review your operation and let you know whether TSP Lite is available or a
full TSP is needed.

https://www.cisc.gov.au/information-for-your-industry/transport/aviation/aircraft-operators-security-requirements


Do you qualify for the TSP-Lite?

Yes, if you can answer YES to all of these questions (the first two are the big ones):

Your flights are private or charter operations and not operated on a fixed schedule or1.
route; and

You do not have temporary or permanent operational facilities in Australia; and2.

You do not allow passengers or aircraft operator staff to enter the landside security zone3.
(sterile area) of a security controlled airport; and

You do not allow passengers or aircraft operator staff to mix with other passengers of4.
prescribed air services in airside areas; and

You do not transport persons in custody.5.

Start Your Application

Complete the Application for Foreign Irregular and Intermittent Aircraft Operator form, including its 3
attachments (explained below) and send it to national.coordinator@homeaffairs.gov.au.

What goes in the 3 attachments?

The form itself is pretty straightforward, but there’s a bit of hassle with the 3 attachments which basically
tell the Department who you are, what you’re planning to do in Australia, and who is looking after security.

Attachment A: your operator and key contacts

Tell them who the operator is and who they should deal with. You’ll need to nominate a Security Contact
Officer and an alternate. The Security Contact Officer needs to be your own employee with operational
control – not some random agent or ground handler.

Use the legal operator’s company email address for these contacts where possible. Just recently, an
OPSGROUP member found that mixing personal and company email addresses created unnecessary delay.

Attachment B: aircraft and planned operation

This is where you tell them what you’re actually planning to do.

Give them some useful detail: the aircraft you’ll use, what sort of flying you’re doing, how often you expect
to visit Australia, and your likely routing and arrival airports, etc.

In other words, don’t just write “private flight to Sydney” and leave it at that!

Attachment C: how security is managed

This one is basically – who is responsible for security, and what do they actually do?

A short description/table/organisation chart is fine. Also use job titles rather than individual names.

One member said they were also asked for a management chart identifying the Safety Officer. The form
asks for a Security Contact Officer, so make sure both roles are clear if they’re separate, or explain how
one person covers both!

https://ops.group/blog/wp-content/uploads/2026/09/Application-Form-FII-Aircraft-Operator-ITSP-v3.docx
mailto:national.coordinator@homeaffairs.gov.au


Before you press send

One thing to watch – tech stops!

One member was asked how the aircraft would be kept secure while on the ground.

So if you’re planning to use remote or unfamiliar airports – be ready to explain where the aircraft will park,
who can access it, and what security will be in place until departure.

Apply early

Expect the process to take at least 60 days.

One member said they applied less than 60 days before departure and received approval only shortly
before departure after being asked for more info. An expedite helped in that case, but it may not always
work.

So apply as soon as you know the core operation! You can update the Department if things change, but
getting a complete application in early is the much safer option.

Below 45.5 Tonnes: What Difference Does It

https://ops.group/blog/below-45-5-tonnes-what-difference-does-it-make/


Make?
Andy Spencer
20 October, 2026

Key Points

Getting below 45,500kg can make a difference. If your aircraft is above this threshold,
reducing its certified MTOW below 45,500kg may make it easier to access some airports and
avoid certain security/permit/slot/parking issues.

Check with your handler before you go. Ask whether a lower weight could make a
difference at that specific airport.

Don’t assume it will reduce your charges. EUROCONTROL and some airports may still use
the aircraft’s original MTOW when calculating charges.

Back in 2023 we wrote about the 45.5 tonne elephant in the room. At the time, we were looking mainly at
the UK where the latest generation of large-cabin business jets, such as the Gulfstream G700 and
Bombardier Global 7500, had suddenly found themselves on the wrong side of an important
security threshold.

It turns out this isn’t just a UK problem. The same 45,500kg line exists across Europe, and if you
operate something like a G700 or Global 7500, it can have a surprisingly big impact on where you can go
and how you operate.

But the good news is that some of these aircraft can have their certified MTOW reduced below the 45.5
tonne limit…

What’s so special about 45.5 tonnes?

Under UK and European aviation security rules, some private and company flights below 45,500kg are
allowed to operate under alternative security arrangements. In other words, they might not need
screening.

https://ops.group/blog/below-45-5-tonnes-what-difference-does-it-make/
https://ops.group/blog/the-45-5-tonne-elephant-in-the-room/


Once your certified MTOW hits 45,500kg or more, things change. Generally, both you and your
passengers will need to be screened. It no longer matters whether you’re commercial (i.e. Part 135) or
private (Part 91). This can be a big deal for an owner who isn’t used to being sent through a body scanner,
or having their LV luggage rummaged through by a security guard.

Up until the latest generation of Gulfstreams and Globals, it never really mattered for most business jets.
But much like our waistlines, the newer flagship jets have grown.

Some airports become a problem

EDMO/Oberpfaffenhofen is a good example. If you’re above 45.5 tonnes and carrying passengers, the
required security screening becomes an issue. Smaller airports like EDMO don’t necessarily have the
screening facilities needed to handle you. That can leave you with few options – operate a crew-only ferry,
use another airport, or reduce the aircraft’s certified MTOW.

Both Gulfstream and Bombardier have recognised the problem. Bombardier has Service Bulletins available
to reduce the certified MTOW of the aircraft, while Gulfstream has an ASC which does essentially the
same thing. Both these options come at a cost, but they can be a great option when you’re planning that
summer European vacation with the boss.

Your 45.5+ tonne jet can therefore go on a paperwork diet and come out the other side below
the magic number.

Problem solved? Not quite…

Not everyone recognises the diet

The UK allows the lower certified weight to be used without too much drama. Apply the applicable aircraft
change and, from a security perspective, you can use the lower weight. In my experience with our G700,
this means providing the signed aircraft logbook page and the relevant ASC from Gulfstream.

But across Continental Europe, things can be different. In several countries, including Switzerland
and the Netherlands, the weight on your state-of-registry noise certificate needs to match the reduced
weight you’re trying to use. Simply turning up with an ASC or Service Bulletin saying your aircraft is now
below 45.5 tonnes may not be enough.

Having spent the last few summers operating in Europe, my advice is to check what paperwork your
state of registry will issue to support the lower MTOW. This is something worth sorting out long
before the aircraft is heading to Europe.

These weight changes have to be applied in the way the manufacturer requires, and often that means your
engineer needs to be the one to sign it off in the aircraft’s logbook. So just make sure you prepare well in
advance.

It’s not just about security

There is another reason the 45.5 tonne diet can be useful: permits, slots and parking.

LFKF/Figari is a good example. Summer is the busy season, and getting a private turnaround flight into
Figari below 45.5 tonnes is not terribly difficult. But if you’re carrying some extra winter weight and end up
above the threshold, your permit application can be treated alongside commercial traffic.

Now your G700 or Global is fighting for the same limited airport capacity as the airlines. That can
make slots and parking considerably harder to get, particularly during the summer when Figari is already
rammed with airline and leisure traffic.



So if you’re going to use the lower MTOW, tell your handler from the start. They’ll need to know before
they apply for permits and slots, as the lower weight could make a difference.

EUROCONTROL still thinks you’re fat

There is one place where the diet won’t help you!

EUROCONTROL still uses the manufacturer’s standard MTOW when calculating your route
charges. And you’ll also find the same thing with many airport charges – most use the highest listed
weight as their standard, and there’s not much room for negotiation.

So you can lose the weight for security, but somehow still be too fat when it comes to the bill ✈️ �️ �

NAT Pack 2026: All the North Atlantic
goodies
David Mumford
20 October, 2026

The new OPGROUP NAT Pack 2026 is now available! This is a big bumper combo pack with all the
North Atlantic goodies you will need for a successful crossing!

https://ops.group/blog/nat-pack-2026-all-the-north-atlantic-goodies/
https://ops.group/blog/nat-pack-2026-all-the-north-atlantic-goodies/


 

What’s inside?

All of the below!

1. NAT Oceanic Checklist: A combination of NAT Doc 007 guidance, member additions, and safety
guidance from OPSGROUP. Valid September 2026.

2. NAT Plotting Chart: This is a Hi-Res North Atlantic Plotting and Planning Chart in PDF format showing
North Atlantic Oceanic Airspace, Shanwick, Gander, Reykjavik, Bodø, New York, Santa Maria, and adjoining
domestic airspace, with easy-to-read NAT Tips, Airspace requirements, Emergency procedures, and much
more! Updated June 2026, with updated Iceland-Greenland corridor, VHF routes, BIRD ADS-B requirements,
removal of Blue Spruce routes, Greenland alternates, additional diversion airports.

3. “My first NAT flight is tomorrow” NAT Guide 2026/27: This NAT Ops Guidebook covers (we hope!)
everything you need for both a routine crossing (but still complex), and non-routine (eg. No HF, No HLA, No

https://ops.group/dashboard/category/briefings/guides/


RVSM) ferry flight. Read the latest 2026 changes, easy to read guidance, sample flights, Flight Planning
codes, ATC contact numbers, Diversion airports guide, VHF coverage, Oceanic Clearance vs RCL – all in
one single guide.

4. NAT Airspace Circle of Entry 2026/27: clearer view of NAT HLA, DLM, surveillance areas, and where
datalink is or isn’t required.

5. The OPSGROUP NAT Annual 2026: This annual covers all the briefings we’ve sent to members about
the NAT, including: Blue Spruce Routes have gone (but you can still fly them), FIRE on the NAT – Where to
go in an Emergency, GPS Spoofed before the NAT?, FAA NAT plotting info, NAT contingency procedure 1-
page guide, Gander Eastbound: Crew Brief & Checklist

6. NAT Library: A current copy of NAT Doc 007, and the GOLD document.

 

OPSGROUP Members

You can get it in your Member Dashboard here.

 

Not a member?

Option 1: Buy a copy in the OPSGROUP Store …

Option 2: Join OPSGROUP, and get it for free! With an OPSGROUP membership, all
publications like this from the group are free of charge and all available through the Member
Dashboard. Join with an individual, team, or airline/dept membership, and connect with over
10,000 other pilot, dispatch, ATC, and operations members.

https://ops.group/dashboard/category/briefings/guides/
https://shop.ops.group/
https://shop.ops.group/online/nat-pack-2026
https://ops.group/story/membership/
https://ops.group/story/membership/


New 2026 NAT Oceanic Checklist
OPSGROUP Team
20 October, 2026

The new OPSGROUP Oceanic Checklist is now available!

Thanks to all members who worked on this, it looks very useful! The checklist is a combination of NAT Doc
007 guidance, member additions, and safety guidance from OPSGROUP. Valid September 2026.

Next week the complete NAT PACK 2026 will be published, which will be a big bumper combo pack
including the NAT Plotting Chart, NAT Guide (My First North Atlantic Flight is Tomorrow), Circle of Entry,
this NAT Checklist, plus a bunch more. Keep an eye out for that in your member emails.

https://ops.group/blog/new-2026-nat-oceanic-checklist/
https://ops.group/dashboard/category/briefings/guides/
https://ops.group/blog/2026-north-atlantic-plotting-planning-chart/
https://ops.group/blog/nat-guide-2026-my-first-nat-flight-is-tomorrow/


OPSGROUP Members

You can get it in your Member Dashboard here.

Not a member?

Option 1: Wait for the NAT Pack 2026 and buy a copy in the store

Option 2: Join OPSGROUP, and get it for free!

With an OPSGROUP membership, all publications like this from the group are free of charge and all
available through the Member Dashboard. Join with an individual, team, or airline/dept membership, and
connect with over 10,000 other pilot, dispatch, ATC, and operations members.

The Bahamas wants your cash
Kateřina Michalská
20 October, 2026

https://ops.group/dashboard/category/briefings/guides/
https://ops.group/dashboard/category/briefings/guides/
https://shop.ops.group/
https://ops.group/story/membership/
https://ops.group/story/membership/
https://ops.group/blog/the-bahamas-wants-your-cash/


The Bahamas wants your cash! And they’re finding plenty of ways to get it. So far, we’ve got:

backdated invoices for increased landing and overflight fees

a proposed overflight charge

rising airport fees

So here’s a look at each…

Backdated fees

The Bahamas Air Navigation Services Authority (BANSA) is retroactively charging landing and overflight
fees for flights dating back to May 2021!

The charges apply to private and commercial ops alike. They are based on your aircraft’s maximum
take-off weight (MTOW) and are reported to be around 300% to almost 700% higher than the
previous rates.

They also come on top of customs, airport authority and FBO fees. So even if you paid BANSA at the time,
you may now be asked to pay the difference between the original charge and the new rate.

The following ops are exempt:

Search-and-rescue or emergency medical services flights.

Aircraft making an emergency landing at an airport other than their intended destination.

Private flights in single-engine piston aircraft.

Aircraft owned or chartered by the Bahamas government.

Aircraft belonging to the armed forces or governments of ICAO member states.

So basically no one. If you’ve operated a twin piston, turboprop or jet aircraft to/over the
Bahamas since May 2021, expect an invoice.



BANSA has also indicated that an aircraft with an unpaid debt may be seized or detained by the
Bahamas government if the operator refuses to pay.

Invoices were initially coordinated through IATA’s Simplified Invoicing and Settlement (SIS) system.
However, communication with BANSA appears to have stopped (reportedly on government instructions),
and IATA is also understood to no longer be participating in the process.

If you do receive a retroactive invoice, NBAA wants to hear from you. The association is working with
affected operators and the US government to challenge these charges. NBAA also questions their basis,
pointing out that the FAA provides most air traffic services for the Bahamas while charging only a nominal
annual fee!

A proposed USD 775 overflight fee

As if the retroactive BANSA invoices were not enough, another proposal could make flights between the
southeast US, the Caribbean and South America significantly more expensive.

The Bahamas Aviation, Climate and Severe Weather Network Ltd (BACSWN) is seeking ICAO approval
for a USD 775 overflight fee. USD 500 would go to the Bahamas government and USD 225 to BACSWN.

If applied across the current BANSA charging area, that could add USD 775 per flight. This would be
separate from the existing BANSA fee, although it is still unclear whether it would eventually replace it or
be charged on top.

There are other major unknowns: Which aircraft would be affected? Would the charge would apply
only to overflights or also to flights to/from/within the Bahamas? Would the BANSA charging area would be
used for the new fee? etc!

For now, this is only a proposal. There are still plenty of unanswered questions about who would pay
and where the charge would apply. But if it goes ahead at USD 775 each way, it might be worth looking at
ways around it – maybe going via waypoint NUCAR to the north, or Cuba to the west if you can get an
overflight permit for it.

For more info, read the CST Flight Services article.

Some Bahamas airports are getting more expensive too

Costs are rising on the ground as well. In 2023, the Bahamas Airport Authority started a process to
move the management and redevelopment of 14 Family Island airports to private companies under 30-
year agreements. An outfit called Island Airport Development Partners is now reportedly taking over three
of them:

MYEH/North Eleuthera 

MYEM/Governor’s Harbour 

MYEF/Exuma 

There are only a handful of airports in the Bahamas with jet fuel and runways long enough for most jets.
MYNN/Nassau and MYGF/Freeport can be busy for a simple fuel stop, while MYIG/Matthew Town on
Great Inagua is too far south for many flights. That makes MYEH/MYEM/MYEF useful alternatives.

https://www.iata.org/en/services/finance/sis/airlines/
https://nbaa.org/aircraft-operations/international/caribbean-mexico/operators-nbaa-warns-bahamas-charging-onerous-retroactive-fees/
https://ops.group/blog/cuba-ops-guide/
https://ops.group/blog/cuba-ops-guide/
https://cstflightservices.com/news/the-bahamas-aviation-climate-and-severe-weather-network-ltd-bacswn


A new pricing schedule is proposed for these three airports from Jan 2027, although it is still under review
by the Bahamas government. If approved, passenger fees would be USD 66 per international pax
and USD 33 per domestic pax. Landing and parking fees would also increase.

CST Flight Services compared 2026 charges with the proposed 2027 rates for a 4-night international stay
at MYEM with four passengers. Total airport costs would increase by 84% for a Pilatus PC-12 and 92% for a
Hawker 800.

The full impact on FBOs is still unclear. If the new airport charges apply to FBO terminals and ramps,
they are likely to be passed on to you. And if airport rents for FBOs increase, handling costs could rise
again. More airport handovers may follow, so the impact may extend beyond general aviation and
eventually feed through to commercial fares too.

Watch this space…

So if you’re heading to the Bahamas, expect to pay more! And in some cases, you may not even
know exactly how much until the bill arrives. The BANSA charges are already happening, the new
overflight fee is still being worked on, and airport fees are going up too. We’ll keep an eye on all of this and
update you as things become clearer.

Thanks to Rick Gardner and CST Flight Services for their help in putting this article together. If you need
support with your Bahamas ops, you can contact them at info@cstflightservices.com.

https://cstflightservices.com/news/more-bahamian-airports-privatized-and-airport-fees-increased
mailto:info@cstflightservices.com


Can I open the aircraft door on arrival in the
US?
David Mumford
20 October, 2026

An OPSGROUP member operator recently reported getting into trouble after opening the aircraft door
when they saw CBP officers approaching.

This may sound like a familiar story! Crew land, open the door, CBP aren’t happy. They’re told they’ve
opened the door without permission, and things get fairly heated. No fine was issued, but obviously the
crew wanted to know: is this actually a rule?

We checked with CBP, and the answer is pretty clear: yes, you can open the door on arrival.

Here it is on the CBP FAQ site:

The nuance is that thing about not being allowed to leave the plane. So yes you can open the doors,
but no you can’t just wander off after you do.

https://ops.group/blog/can-i-open-the-aircraft-door-on-arrival-in-the-us/
https://ops.group/blog/can-i-open-the-aircraft-door-on-arrival-in-the-us/
https://www.cbp.gov/travel/general-aviation-processing/general-aviation-processing-faqs#arrivals
https://www.cbp.gov/travel/general-aviation-processing/general-aviation-processing-faqs#arrivals


We’re pretty sure that second part comes from this rule in 19 CFR 122.36:

So why are some airports telling crews otherwise?

Good question. Since we shared the incident above, we received a medium-to-large flurry of emails from
members being told to keep the door closed at several different airports. So it’s definitely not a one-
off.

One was even told the reason was that CBP needed to carry out some sort of radiation scan outside first,
before opening up the aircraft. We can’t verify that one!

And yet at some airports the procedure seems to be almost the opposite – we had a few reports
saying that in some places local CBP gets annoyed if the crew doesn’t get out and go into the CBP office.

So the procedure does seem to change a bit depending on where you land.

Check the local CBP factsheet

CBP publishes General Aviation Airport Fact Sheets for a lot of airports around the US.

Worth checking before you go! These docs contain local arrival procedures, operating hours, contact
details and other stuff.

We looked at a few of these (especially the airports where we had reports of crews being told they weren’t
allowed to open the door until CBP arrived!) and we couldn’t find anything about doors.

What to do?

Check the local CBP factsheet and follow whatever specific procedure it says.

But if there’s no door-related rule written down anywhere, and you’re told “you can’t open the door until
CBP gives you permission”, it seems reasonable to ask where that requirement comes from!

CBP HQ guidance is clear: there is no general requirement to keep the door closed. Just remember that
opening the door doesn’t mean you’re cleared to leave the aircraft area – wait for CBP to complete the
arrival process.

GPS trouble on the North Pacific routes
Andy Spencer
20 October, 2026

https://www.cbp.gov/newsroom/publications/general-aviation-airport-fact-sheets
https://ops.group/blog/gps-trouble-on-the-north-pacific-routes/


GPS interference is becoming more of a regular problem on the North Pacific routes between
Asia and North America. We’ve had several member reports over the past few months, and last week I
flew through the affected areas myself.

Here’s a map of what’s going on:

The first area – Kamchatka

The first reports started around Kamchatka in June. FAA data shows more than 100 civil aircraft have been
affected around NUZAN since then. The reports span the Anchorage Oceanic and Magadan West
FIRs.

Most crews reported GPS jamming – at least four reported possible spoofing. One of our members was
westbound on R220 in a G650 when they lost GPS completely between NUZAN and NIPPI. ADS-B and
synthetic vision disappeared with it. When the GPS returned, it appeared to be spoofed, with incorrect
altitude and time. The whole event lasted almost 50 minutes.

The second area – Kuril Islands

In late July, reports started appearing further south around the Kuril Islands, in the northeastern part of
the RJJJ/Fukuoka FIR.

Between July 22 and Aug 3, the FAA received six reports here – four jamming and two spoofing. Four
aircraft were eastbound towards Anchorage, while two were westbound towards Tokyo and Seoul.

We’ve had more reports since then. R580 has been affected from around 100nm north of ONEMU
through OPULO, with aircraft on R220 reporting problems too.

On Sep 10, one of our members was flying to Japan on R220 when they got intermittent GPS interference
between NUZAN and NIPPI. They were at FL400 at the time.

So whatever is going on up here, it hasn’t gone away.

We flew through it last week

I flew R580 through the area last week in a G700. Knowing about the previous reports, we briefed the



expected interference area on the ground and marked it on our flight plan package.

I also put fix rings around the expected entry and exit points in the FMS.

As we passed through, we monitored the GPS status page closely for any degradation or loss of satellites –
but we saw… nothing! We had no problems in either direction. I’ll be back through there again next
week, and we’ll do exactly the same thing.

The latest Notam

Update Sep 18: We now have a specific PAZA/Anchorage Notam for the Kamchatka area, saying there
have been multiple reports of  interference along R220 between NUZAN and NRKEY. Most reports have
been short, and the source is unknown. Crews are asked to report how long the interference lasts and
what it affects:

A2576/26 NOTAMN
Q) PAZA/QMNGW////000/999/7456N15444W005
A) PAZA



B) 2609182048
C) 2610312345
E) ATTENTION AIRCRAFT OPERATING IN THE ANCHORAGE ARTCC OCEANIC FIR.
MULTIPLE REPORTS OF GNSS INTERFERENCE, JAMMING AND POSSIBLE SPOOFING
HAVE BEEN RECEIVED ALONG ROUTE R220 NUZAN, AK TO NRKEY, AK.
MOST REPORTS ARE OF SHORT DURATION. SOURCE UNKNOWN.
IF EXPERIENCED, REPORT DURATION AND AVIONICS IMPACTS TO ATC.
F) SFC
G) UNL

But there are still no GPS interference Notams for the area around the Kuril Islands, the RJJJ/Fukuoka FIR, or
any nearby Russian airspace either.

We also spoke to the team at GPSwise. They don’t have any reliable data from this area either, so for now
it’s a bit of a black spot.

So if you’re flying the NOPAC routes, particularly R220 or R580 around Kamchatka and the
Kurils, it’s worth briefing the known areas before departure. And if you get hit, please do send us a
report!

The Luton Noise Trap
Chris Shieff
20 October, 2026

An OPSGROUP member was recently caught off guard by a day-time noise violation while departing
EGGW/Luton in a Falcon 7X.

Despite flying the published departure procedure accurately and easily meeting the AIP’s only climb
requirement, they busted the day-time limit of 79 decibels by 0.6. The result was a fine of £1250 GBP
($1700 USD).

https://gpswise.aero/map
mailto:report@ops.group
https://ops.group/blog/the-luton-noise-trap/


While being fined for a six tenth of a decibel sounds harsh (and it is), strict enforcement of noise is
common at many airports around the world.

What bothers us here is the lack of clear guidance at Luton as to what to fly, and getting stung
nonetheless – there’s no published NADP procedure, and for pilots the rules are murky at best.

Welcome to the Luton noise trap…

How do we hit the number?

Things work a little differently at Luton. Rather than prescribing a vertical climb profile (NADP 1 or 2), the
airport relies on Noise Preferential Routes (NPRs) to keep departures away from sensitive areas.
Lateral track accuracy is essential, until reaching the prescribed day or night ‘release altitude’ – 3000 ft
and 4000 ft respectively.

There is no NADP procedure – in fact the airport confirmed it has no plans to mandate one because in
their own words ‘individual airlines require different procedures.’

Our member flew the NPR correctly and met the only climb requirement in the AIP – a minimum of 500
fpm, not exactly difficult in a Falcon. And yet they still found themselves in hot water.



Here’s why – Luton concurrently runs a noise-monitoring program. You won’t find it in the AIP, it’s buried in
the airports’ Charges and Conditions of use.

Since January this year, the daytime limit is 79 dB and 78 dB at night. This is tracked by ‘noise monitoring
terminals’ nestled in the surrounding suburbs. Fines of £1250 ($1700 USD) and £2250 GBP ($3050
USD) apply if you bust the limits.

The flight in question (a 7X near max take-off weight on a warm summer’s day) measured 79.6 dB and
triggered a fine.

https://eu-assets.contentstack.com/v3/assets/blt4d5e17844b60f82b/blt4a1c320b128899bf/6978e7fad307dc89001dad76/CCU_2026_v2_-_26-1-26.pdf
https://eu-assets.contentstack.com/v3/assets/blt4d5e17844b60f82b/blt4a1c320b128899bf/6978e7fad307dc89001dad76/CCU_2026_v2_-_26-1-26.pdf


Here’s what we don’t like about this.

Crew are being left with decibel limits with no guidance on a profile that will achieve it – if you happen to
know how to operate your aircraft to within 0.1 of a decibel, please let us know.

In fact, the only additional guidance in the AIP is pretty vague. It contains a general instruction to climb at
“power settings which will ensure progressively decreasing noise-levels.” Hardly earth-shattering advice.

What the data had to say

The operator here asked the airport authority about the fine in question, who in turn pulled the actual
data.

It seems the noise event was recorded at 2900 ft – just 100 feet below the daytime release altitude.

The included graph did indeed show that the incident flight was flying a slightly shallower gradient than
most other departures. Despite what the AIP says, it appears many other operators are informally
applying their own NADP to steepen their initial climb, most likely to avoid the same trap.



But it’s a workaround, because unlike the payment of the resulting fines, the airport doesn’t mandate
it. It’s simply left up to the operators – and for that, we cry foul.

So what’s the answer?

The case above shows that you can’t rely on the AIP alone to protect you from a fine – especially when
performance is limited (hot, heavy etc). Your best protection is to apply an NADP anyway. ICAO
defines two of these:

NADP 1 (noise near). Maintain V2 + 10 – 20 kts and delay flap retraction until reaching 3,000 ft AGL,
while reducing power at or above 800 ft. This keeps your aircraft close-in and configured, which reduces
noise nearer the runway. This is what we suggest for Luton.

NADP 2 (noise distant). Early acceleration and flap retraction (usually 800 ft AGL) and then maintain
your designated manoeuvring speed until 3000 ft AGL. This means that noise reduction is spread out
further from the airport since you’re climbing faster and higher sooner. This trades close-in quiet for less
noise down the track.

Here’s a handy summary:



Do you know of other noise traps?

Luton probably isn’t the only airport with these kinds of issues. Do you have one to share? Please reach out
to us so we can share it with the group. You can reach us around the clock at blog@ops.group.

India puts a three-aircraft limit on permits
David Mumford
20 October, 2026

mailto:blog@ops.group
https://ops.group/blog/india-puts-a-three-aircraft-limit-on-permits/


India have made some changes to their rules for permit requests. The big one is that you can now only put
three aircraft registrations on a request: one primary and two alternates.

Word on the street is that some operators were putting their entire fleet on the application, so
they could use pretty much any aircraft if the planned one went tech. And it seems the DGCA wasn’t too
keen on that!

So for an operator with a fleet of 20 aircraft, that makes things a little more interesting. Pick the wrong
three and you’ll need to get the permit changed if you end up using another aircraft.

The new guidance was issued in an email from the DGCA on 19 August 2026, which went like this:

Lots of words there, friends. But the main things worth mentioning from that list:

You can submit a permit request no more than 10 working days before the flight. So you
can’t get too far ahead of yourself.

For changes to the permit, the DGCA say this will only be considered in exceptional
circumstances. But local permit agents tell us that in reality this is not normally a problem,
and as long as you get your change request in during DGCA working hours they can get it
changed within 6 hours. Contact them at ops@srcaviation.com to do the needful.

But either way, if your aircraft goes tech, don’t leave the permit change til the last minute!

One More Question

Here’s something we asked, thinking we might’ve thought up a clever work-around:

For an operator with more than 3 aircraft who doesn’t know which aircraft will operate the flight, can they
submit multiple permit applications (with up to 3 registrations on each) and obtain multiple permit
numbers, then use whichever permit covers the aircraft actually operating?

The answer: no.

So that was the end of that.

mailto:ops@srcaviation.com


Standard Permit Rules

One other thing to note is this new thing about max-three-planes-on-permit-requests is for all for non-
scheduled/private permit requests – not scheduled airline ones. The India AIP says that
private/charter/bizav/non-sched flights all fall into the same bucket when it comes to permit requests –
they basically all follow the same process.

Expect 24hrs lead time for overwater flights and 3 working days for flights crossing Indian
landmass. 

And on that point…

Overwater Flights

You don’t need a permit if you’re not overflying India’s landmass. Kinda interesting, but not
actually very useful for most overflights between the Middle east and Asia as all the airways cross the
land.

But worth knowing if you’re maybe planning a flight to the likes of VRMM/Male in the Maldives! (Can’t
think of anywhere else where this no-permit-required-for-oceanic-flights would actually be useful, can
you?)

The Pakistan Gotcha

Not really a gotcha, because no one has a plane registered in India or Pakistan. And if you do, you’ll know
this already.

But here it is anyway. India and Pakistan have had reciprocal airspace bans in place since the 2025
conflict, and they’re still being extended – so Indian reg aircraft still can’t use Pakistan airspace,
and vice versa.

https://aim-india.aai.aero/eaip-v2/
mailto:team@ops.group
mailto:team@ops.group


Starlink Business Aviation prices have
doubled
Andy Spencer
20 October, 2026

Starlink has doubled the price of its Business Jet plans. For those of us who already have Starlink on the
aircraft, the new prices kick in from the next billing cycle starting on or after 7 August 2026.

So we’re talking about the full-size Business Jet terminal here. Aviation Mini is a separate product and isn’t
affected.

Before the change, there were two plans:

Plan Price Data
Business Aviation 25GB $2,000/month 25GB
Business Aviation Unlimited $10,000/month Unlimited

(side note of semi-interest: the old Aviation Jet 20GB plan was renamed Business Aviation 25GB earlier this
year, with the allowance increased to 25GB)

There are now three:

Plan Price Data Coverage
Aviation Regional 25GB $4,000/month 25GB One region
Aviation Regional Unlimited $12,500/month Unlimited One region
Aviation Global Unlimited $20,000/month Unlimited Worldwide

(side note of likely more interest: hardware and installation cost has gone up too, although that’s a one-off
cost and varies depending on where you get it installed)

https://ops.group/blog/starlink-business-aviation-prices-have-doubled/
https://ops.group/blog/starlink-business-aviation-prices-have-doubled/


So some big price increases all around!

Regional vs Global

Starlink has divided the world into six areas (see maps below), and a Regional plan only works inside
the region you have selected. You can change regions during the month, but if you cross the boundary
the service stops as soon as you leave your selected region! It won’t switch you to Global Unlimited
automatically – you’ll need to contact Starlink and change your region to get it working again.

Regional coverage also includes ocean inside the region, so the Mediterranean for example is covered
as part of the Europe region.

So the basic lowdown is this:

Regional: Stay inside your selected region and the Regional plan works just fine. Cross the
boundary and the Starlink stops!

Global: Pay through the nose for the Global plan and do whatever you like! (although there
are still some countries where Starlink doesn’t work: China, Taiwan, Myanmar, Turkey, India).

What the regions actually look like

So here’s what Starlink’s six boundaries for the Regional plans look like:

Bottom line

If you stay within one region, you’re looking at $12,500 a month for unlimited. If you need worldwide
coverage, it’s $20,000. The service itself hasn’t changed (it’s still VERY fast in the air), it’s just that we’re
now all going to be paying a hell of a lot more to use it!

The CARICOM eAPIS is going away
Chris Shieff
20 October, 2026

https://ops.group/blog/the-caricom-eapis-is-going-away/


On September 30, the CARICOM eAPIS portal (the website operators have used for years to submit
Advance Passenger Information) is being retired.

In its place is a new system called CARICOM MDEX, which is short for Manifest Digital Exchange. You can
find it at carimdex.org, and it’s about to take over as the region’s official APIS platform.

What does this mean operationally?

If you’re unfamiliar with CARICOM, it refers to The Caribbean Community. It consists of fifteen member
states that span the Caribbean including Jamaica, Barbados and Trinidad to name a few. You can view the
full list below:

https://caricomeapis.org/
https://www.carimdex.org/


All flights (both commercial and private) are required to submit Advance Passenger Information (API)
before departing or arriving in a CARICOM member state. If you need a refresher, see the official APIS
submission rules.

This isn’t new – nothing about what you submit is changing, it’s just how you submit it. From October 1,
the old eAPIS site will be turned off. Moving forward, you will need to use the MDEX portal to submit
API instead.

What to do right now

We suggest you don’t wait until the deadline to get set up. If you leave it to the last minute and run
into issues, you won’t be able to dispatch.

You can register for MDEX now. A full PDF has been produced with instructions on how to register and
submit your APIS details, and it all seems pretty straight forward. See the MDEX registration guide.

There’s also a bit of housekeeping on the back-end. Don’t forget to update any automated upload

https://caricom.org/member-states-and-associate-members/
https://ops.group/blog/wp-content/uploads/2026/09/CARICOM_AVIATION_APIS_GUIDELINES_Nov_2011-1.pdf
https://ops.group/blog/wp-content/uploads/2026/09/CARICOM_AVIATION_APIS_GUIDELINES_Nov_2011-1.pdf
https://www.carimdex.org/register
https://ops.group/blog/wp-content/uploads/2026/09/CARICOM-IMPACS-APIS-WEB-PORTAL-GUIDE.pdf


process that is tied to the old system. If your operation submits API data automatically instead of logging in
manually, don’t assume it will just keep working. MDEX is a new platform, so anything linked to the
old caricomeapis.org will need to be redirected with new credentials. Take a look at the Portal API Docs
link on the MDEX site for more info.

Don’t miss the boat come September 30, hop aboard MDEX now.

Mayday!

If you need help with the migration process or getting your account working, you still have time. Reach out
to apis-support@impacsjrcc.org

Haneda Says: Three Strikes and You’re Out
Chris Shieff
20 October, 2026

Japan’s CAA (JCAB) is clamping down on pilot deviations, and is rolling out a three-strike system for
captains at Tokyo’s RJTT/Haneda.

It works like this: a pilot who accumulates three qualifying deviations from ATC instructions will be come a
‘restricted’ captain. Find yourself on that list, and you will lose the ability to serve as PIC there.

Universal confirms these rules apply to international BizAv – the crews most likely to be unfamiliar with

mailto:apis-support@impacsjrcc.org
https://ops.group/blog/haneda-says-three-strikes-and-youre-out/
https://www.universalweather.com/blog/haneda-pilot-access-restrictions/


Haneda’s tight and high-density airspace.

So here’s everything you need to know before you step up to the plate.

The core policy

Before we start, it’s important to note this new policy is PIC-specific.

When it comes fully into effect, operators will need to declare the PIC’s name, licence number and contact
info on the Airport Use Plan – the pre-arrival paperwork that international operators need to file with
JCAB before operating into Haneda.

If ATC flags a deviation (e.g. runway/taxiway incursion, clearance bust etc) they will review the
circumstances and decide whether to log it against the PIC or not (not all deviations will count). If it’s
confirmed, the PIC’s name will go on a naughty-list the JCAB refers to as ‘Watchlist of Captains Requiring
Special Attention.’

Once a PIC has accumulated three “strikes” (qualifying deviations), they will become a ‘restricted
captain.’ This means they can no longer act as PIC on flights in or out of Haneda. They can still fly there,
just not in command.

Things to note

Deviations will be logged against the PIC’s name, but operators won’t totally dodge the ball either. If
a restricted captain is listed as PIC, the operator will be asked to swap in a different captain. Refusing that
may place the operator’s own access to Haneda at risk.

But here’s some better news. The number of strikes against a PIC’s name will decrease by one after each
full year passes with no further deviation, after which they’re free to operate again.

Why the change?

There was a string of ATC deviations by foreign BizAv crews through 2025. JCAB was sufficiently
concerned that it issued an advisory in October last year to address this. It included two serious examples
of one aircraft entering Runway 04/22 without a clearance, and another entering a closed taxiway, A1.

The advisory asks operators to make sure they check the AIP, SUPs and Notams carefully. If there is any
doubt over your clearance, they want you to stop before entering a runway and actively confirm
ATC’s instructions.

And of course, underpinning all of this is the tragedy of Jan 2, 2024, when an Airbus A350 collided with
a Dash 8 on Runway 34R. Since then there has been a significant push to improve runway safety at
Haneda, including changes to several ATC procedures.

New (ish) Safety Bulletin

In March this year, Haneda’s ATC office, along with Japan’s national government ministry published an
extremely useful bulletin that provides a fairly comprehensive list of the kinds of things we’re getting
wrong out there. These are covered in detail in the bulletin, but here’s a sneak preview of the main
ones.

Taxiway Confusion:

The bulletin places a heavy emphasis on the mis-understanding on taxiway clearances – take one
look at the airport chart and you’ll understand why.

https://ops.group/blog/wp-content/uploads/2026/08/Notification-Runway-and-taxiway-incursion-by-foreign-general-aviation-aircraft-at-RJTT-1-1.pdf
https://ops.group/blog/japan-boosts-atc-procedures-and-lessons-from-haneda/
https://ops.group/blog/wp-content/uploads/2026/08/Important-points-of-ATC-Operation-at-Tokyo-International-Airport_2026S-1.pdf


There are several well known hotspots. Rather than blurt out a senseless series of taxiway designators,
Tokyo’s Runway Safety team has summarised these into one handy graphic:

Incursion Prevention:

This one’s a reminder from an AIC published in the aftermath of the A350/Dash 8 collision. It may seem
like common sense, but a sequencing call from ATC (such as No.1/No.2) is not a clearance to enter the
runway. In fact there are only four phrases that let you do that:

Cleared for take-off.

Line up and wait.

Cross runway.

Taxi via runway.

Use of the RNP Runway 16R/16L:

This one is buried in the AIP. The RNPs are used for noise abatement between 15:00 – 19:00 LT in
southerly conditions with good weather. The AIP states that all landing aircraft should be ready to shoot
these approaches during this window. If your aircraft isn’t equipped, you need to let Tokyo
approach know as early as possible. This may lead to a different runway allocation, or delays while a
different approach is coordinated.



SID Suffixes:

In northerly winds, SIDs contain either an A, B, or C suffix. The initial waypoint for each suffix may vary so
if you put the wrong one in the box, you may end up flying the wrong departure.

Highway Visual Runway 34R:

After getting an approach clearance, don’t cut straight to CACAO – fly the last assigned routing to
CACAO unless ATC specifically tells you otherwise.



Speedy Turnoffs:



Like most busy airports, they want you off the runway pronto. Charts show the standard exits for each
runway configuration and time of day.

So when is this three-strike thing actually happening?

Here’s where things are a little vague. We’ve been advised by reliable sources that informally, it already is.
However the Airport Use Plan hasn’t been updated yet to include the PIC’s personal details. Assume it’s
time to play ball – if a deviation occurs, JCAB will just ask for this info afterward.

SAFA Ramp Checks: What the 2025 Findings
Are Really Telling Us
David Mumford
20 October, 2026

In our previous article, we looked at the SAFA findings that rarely make the crew briefing: EFB mounts,
MEL customization, maintenance due dates, placards and the other details hiding behind the
inspection checklist.

Following that article, the EASA Ramp Coordination team shared its 2025 inspection data with us (although
EASA did not commission or endorse this article!). It shows that many of the most common problems
were routine issues that could have been caught before the inspection.

So here’s a look at what inspectors found, and what crews can do to avoid the same problems.

If the inspector can see it, the log should explain it

A recurring significant finding involved defects that had not been properly identified, assessed or
monitored. Inspectors also found maintenance actions that were not properly recorded.

Anything found on the walkaround should be properly covered in the tech log. Staining, damage, loose

https://ops.group/blog/safa-ramp-checks-what-the-2025-findings-are-really-telling-us/
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panels and other visible defects should have been assessed, deferred, monitored or fixed. If an inspector
can see it, expect them to check the paperwork.

“Cabin ready” means ready for flight

The more serious findings included unsecured cabin equipment, blocked emergency-exit access, poorly
restrained cargo and maintenance work that did not follow the applicable MEL, Aircraft Maintenance
Manual or Structural Repair Manual instructions.

Some of that can be caught during a final cabin and cargo sweep. Some of it needs maintenance control
long before departure. Better to know which is which before the inspector asks!

For GA, the inspection starts at the planning desk

For business aviation, the main findings included unsuitable or insufficient alternates, missed Notams, and
missing or seriously incorrect performance or fuel calculations.

They also found crews carrying an MMEL instead of an MEL, MELs that were not fully customized, outdated
or incomplete manuals, mismatched checklists, old navigation databases and required charts that were
unavailable when needed.

EASA’s Ramp Coordination team confirmed that the SAFA-GA Top 5 includes findings from all three
categories, not just Category 3. For GA crews, flight planning and document control are among the main
areas to check before an inspection.

Before your next trip to Europe

Match visible aircraft defects to the tech log and any maintenance or deferral action.

Check the MEL is the operator’s current, usable document – not an MMEL wearing a new
cover.

Recheck alternates, Notams, fuel, performance and both flight plans.

Verify the ATC flight plan Item 10 equipment and surveillance codes against the aircraft’s
installed, serviceable and approved capabilities.

Cross-check Item 18 entries – including PBN/, NAV/, COM/, DAT/, SUR/, REG/ and OPR/ when
applicable – and make sure OPR/ identifies the actual operating agency, not automatically the
management or flight-planning company.

Confirm manuals, checklists, navigation data and required charts are current and available.

Check the cabin, emergency exits and cargo areas for anything likely to result in a finding.

Run your own ramp check first

Carry out an internal ramp check using one of your aircraft and an actual trip. Work through each
inspection area, record any discrepancies, assign responsibility and confirm they have been closed. That is
a simple internal Ramp Inspection Program.

If you prefer to do it electronically, Fly-Right LLC’s SAFA+Checklist app for iOS takes crews through the
inspection and records the review in one place.

https://flyrightconsulting.com/


Bottom line

A ramp inspection covers much more than the condition of the aircraft. Inspectors will also check the flight
plan, MEL, tech log, manuals, cabin and cargo, so make sure everything is current and consistent before
departure.

EASA contact and responsibility

For program information, visit the EASA Ramp Inspection Programmes website or contact the EASA Ramp
Coordination team at safa@easa.europa.eu. The mailbox is monitored, and the team will do its best to
address community questions.

EASA does not mediate or decide disagreements over individual findings. Each finding remains the
inspecting authority’s responsibility and is subject to that state’s normal appeal process. EASA also
provides information to IBAC annually, and IBAC members may contact IBAC.

Scott Moore is the founder of Fly-Right LLC, creator of the SAFA+Checklist app for iOS. More information is
available at flyrightconsulting.com.

Crew Entry to Europe: EES and Visa Rules
Explained
Kateřina Michalská
20 October, 2026

EES is now fully operational at the Schengen external border. For crew, the important thing to understand
is that EES and visa requirements are two separate issues.

https://www.easa.europa.eu/en/domains/air-operations/ramp-inspection-programmes-safa-saca
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EES decides whether your entry and exit are recorded in the system. Your visa status decides
whether you are allowed to enter without a visa. One does not automatically decide the other.

If you are travelling on official crew duty with the required crew docs, your entry and exit may not need to
be recorded in EES. This means no EES biometric registration, but you must still complete the normal crew
immigration process. It also does not automatically mean you can enter without a visa.

A GenDec helps show that you are operating crew on that flight. In most countries though, it is supporting
evidence – not a visa waiver and not a replacement for the crew docs required by immigration.

To work out what applies to you, ask three simple questions before you travel:

Does my nationality normally require a visa?1.

Does this country accept my licence or Crew Member Certificate for a crew visa exemption?2.

What am I allowed to do once I arrive – stay near the airport, transfer to another airport, or3.
travel further?

This is where the rules become less straightforward. Some countries allow qualifying crew to enter
without a visa for normal duty travel. Others only allow airport-area movements, require proof that you are
joining your next flight, or keep the visa requirement for certain nationalities.

Before you travel

Bring your passport, crew ID, pilot licence or Crew Member Certificate, GenDec, and flight
details.

If you are planning personal travel, an overnight stay away from the airport, or entering Schengen in one
country and leaving from another, check your visa position and permitted movements before departure.
Don’t wait until you reach the border to find out!

On arrival, tell immigration if you plan to leave Schengen from another country, so your full crew itinerary
is clear from the outset.

Your quick country guide

The straightforward countries:

If you are travelling as crew on official duty and hold a recognised licence or Crew Member Certificate, you
do not need a visa in the countries below – unless the nationality rule mentioned above still
requires one. If your docs are in order and the trip is clearly for crew duty, entry should be fairly simple.

�� Austria · �� Belgium · �� Croatia · �� Cyprus · �� Estonia · �� France · �� Greece · �� Hungary · ��
Iceland · �� Italy · �� Lithuania · �� Luxembourg · �� Malta · �� Netherlands · �� Norway · �� Poland · ��
Portugal · �� Slovakia · �� Slovenia · �� Spain

Countries with extra conditions:

The countries below also recognise the crew visa exemption, but only if you meet the extra conditions
shown here.

Extra proof needed: Bring your GenDec and clear evidence that you are operating crew or signed on for
duty. In some cases, a GenDec may be accepted where the usual crew document is not available.



�� Bulgaria · �� Denmark

Airport-area movements only: The exemption covers airport-related movements only – arriving or
departing through the airport, staying in the nearby municipality, or transferring to another airport to join a
flight. It does not cover wider travel in the country.

�� Czech Republic · �� Germany · �� Romania · �� Sweden · �� Switzerland

In Germany, border police may need to confirm the exemption and issue a laissez-passer if you do not hold
a flight crew identity document.

Your next flight matters: The exemption is only for travel directly connected to your next crew duty.
Make sure your onward flight plans are clear and directly linked to your crew duty.

�� Latvia · �� Finland

What to remember

Treat EES, your crew docs and your visa status as three separate checks. A GenDec helps show that you
are operating crew, but it is not a visa waiver. Before departure, make sure your nationality, crew docs and
planned movements all fit the rules at your destination. If one of those does not line up, resolve it before
you reach the border.

For a deeper look at the national rules, you can read the EU’s complete Info on national derogations from
the visa requirement.

SpaceX Starship Launches: Major Airspace
Disruption
Chris Shieff
20 October, 2026

On July 24 one of our members’ aircraft – a medevac jet – departed MGGT/Guatemala City bound for
Florida. An hour or so later, while approaching the Belize/Mexico border, ATC turned it around. SpaceX
had just launched Starship Flight 13 from Boca Chica, Southern Texas, and the airspace ahead was
closed. The aircraft returned to Guatemala, thankfully with no patient on board.

The crew briefed normally, via ForeFlight, before departure. The key problem is that the system they
were relying on wasn’t built for what a major SpaceX launch actually does to the airspace.

https://eur-lex.europa.eu/legal-content/EN/TXT/PDF/?uri=CELEX:52023XC0927(01)
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It’s not just one Notam. It’s a wall.

A SpaceX Starship launch is a big deal. They’re a test flight of the biggest, most powerful rocket ever
built – the one SpaceX intends to eventually use for missions to the Moon and Mars. Bigger even than
Apollo’s Saturn V that took Neil, Buzz and Michael to the lunar Sea of Tranquility back in 69′.

They launch from a site called “Starbase,” on the southern tip of Texas near Boca Chica Beach.

Starship is actually two huge stages stacked together. The massive first stage does the heavy
lifting off the pad and either flies itself back to the launch site or has a controlled splashdown in the ocean.

Starship (the second stage) sits on top and continues into space along with whatever payload it’s carrying.

But for aviation, the relevant bit isn’t the spectacle. It’s the debris and hazard footprint – which is
huge.

It isn’t just about closing a box of airspace around the pad. It involves a hazard corridor covering the first
stage descent, splashdown, debris footprint i.e. the whole shebang.

The corridor crosses several FIRs, and each FIR is responsible for publishing its own Notam for its slice of it.
There’s no single Notam that covers it all.

For this launch, Mexico published MMFR Notam B1467/26. This described a polygon of airspace defined by
no less than 14 lat/longs referred to as ‘Area B2′:

B1467/26 NOTAMR B1443/26
Q) MMFR/QRDCA/IV/BO/W/000/999/
A) MMFR



B) 2607242245
C) 2607300056
D) DLY 2245-0056
E) DANGEROUS AREA FOR LAUNCH OF ROCKET SPACEX STARSHIP FLT-13,
LATERAL LIMIT AREA FORMED BY THE UNION OF THE FLW POINTS:
AREA B2:
2430N 09103W
2430N 09052W
2420N 09031W
2312N 08804W
2232N 08638W
2212N 08600W
2200N 08600W
2117N 08538W
2144N 08645W
2216N 08832W
2236N 08938W
2303N 09114W
2310N 09137W
2430N 09103W
FIR MEXICO (MMFR)
F) SFC
G) UNL

Have time to plot 14 coordinates from a single Notam? We don’t either. Here’s what this would look like
if you did:



Cuba published a separate Notam MUFH A2617/26, restricting the use of certain waypoints in the Havana
FIR – with a different take (re-routing traffic around specific points, rather than closing a defined chunk of
airspace). That’s why it reads so differently to Mexico’s.

A2617/26 NOTAMR A2603/26
Q)MUFH/QXXXX/IV/NBO/E/000/999/2107N07944W999
A)MUFH B)2607232045 C)2607300100
D)2045/0100 DLY
E)SOUTHBOUND TRAFFIC FROM KZMA, KZHU FIRS ENTERING MKJK FIR AND MMFR
FIR, WILL BE ACCEPTED OVER:
- SHARQ, CANOA, MAXIM UP TO 2150Z
- FUNDI, TANIA, URSUS, BORDO, DYNAH, ENAMO UP TO 2135Z
- ERRCA, GHANN, MEDKO, OVALU , BYGON UP TO 2100Z.
WESTBOUND TRAFFIC COMING FROM THE EAST OF MUFH FIR, WILL BE
ACCEPTED OVER:
- URLAM, MODIT, MEDKO ENTERING IN MMFR FIR UP TO 2045Z
NORTHBOUND TRAFFIC FROM MHCC, MKJK FIRS , GRAND CAYMAN APP WILL BE
ACCEPTED UP TO 2235Z.
TRAFFIC OVER GELOG WILL BE ACCEPTED UP TO 2245Z
INCOMING TRAFFIC FROM MMID WILL BE ACCEPTED OVER:
- ALURU L/UL674 UP TO 2145Z
- NUDAL, NUKAN, EMOSA, PEPSO UP TO 2235Z
FOR AN EMERGENCY, AVAILABLE AIRPORTS: MUHA , MUVR, PLEASE READ
NOTAMS A2480/26 NOTAMR A2014/26 , A2481/26 NOTAMR A2015/26 ( JET A1
FUEL NOT AVAILABLE )



-REASONS: SUPER HEAVY STARSHIP LAUNCH 13TH

Individually, each one reads like some kind of weird danger-area Notam. Only if you plot every FIR’s
Notams together do you see the the whole thing adds up to an east/west wall blocking traffic
spanning from Southern Texas, across the Gulf and Caribbean, all the way down to Barbados
and the Lesser Antilles.

The problem of time

But it wasn’t just the size of the disruption, but also time. The Mexican Notam wasn’t issued until
after they’d pulled their ForeFlight briefing. Even Guatemalan ATC didn’t catch it when issuing the
IFR clearance.

There’s currently no requirement for space launch Notams to go out any set number of hours in advance.
They can and do get filed and re-filed reactively.

Take the US for example. 14 CFR Part 417, Appendix B (which governs licensed launch operators’ hazard-
area Notams) only requires the Notam to be effective thirty mins prior to flight. In practice, they’re
usually visible 48 – 72hrs prior. But the key point here is that don’t have to be.

That’s also the nature of space flight. Launches slip constantly – minutes, hours, days. It’s why we
talk about launch “windows” and back-up days. Every slip means every affected FIR has to reissue its
Notam, trying to stay ahead of a moving target and it get it into the system before the next crew pulls
their briefing.

In other words, there’s plenty of wriggle room for something to slip through. This may well be what
happened to the crew here, but we can’t say for certain. But it appears the system has gaps a normal
briefing might not catch.



Big space ambitions

Two things have crossed our desk recently suggest this problem isn’t going away and may get worse.

First is that FAA is proposing to streamline the approval process for commercial space ops. This will
include greater flexibility to waive certain requirements when reviewing commercial space licences and
permits. The number of operations each year is expected to double over the next decade. From an ops-
perspective, airspace closures will become far more frequent. The FAA has published a handy SAFO
on this subject.

Second, from SpaceX itself: In a recent earnings call, Elon Musk has floated the idea of eventually flying
Starship daily.

And the flight paths may change too. Right now, only the booster stage is landing back at the Boca
Chica Starbase. The upper stage still splashes down in water. However, they will soon attempt to return
that stage to the launch site too, in which case hazard and debris areas may begin to affect the airspace
over more US states.

So how do we brief them?

The existing Notam system simply isn’t designed to handle huge geographic areas which extend over
multiple FIRs. We’re not saying don’t read them, but they can struggle to give you the full picture. What
helps is live tracking.

And there are a few good places to find it. SpaceX publishes its own launch schedule which remains the
primary source for launch schedules and status. They also share information on temporary flight
restrictions associated with the Starbase launch site here.

Beyond SpaceX, the Texas Space Launch Schedule is a useful tool for forward planning around upcoming
launch windows. And finally, Space Notices is worth a look too. It’s privately-run but provides a useful ‘big
picture’ view that shows full hazard areas across all FIRs involved, not just one.

Cover yourself

Beyond briefing, there are some things you can do to further lessen the impact of SpaceX launches on
your flight.

On a known launch day, plan to cross the corridor before the window opens. Don’t be tempted to
show up right after a scheduled launch because if it’s delayed (and they often are) you’ll be heading right
into the action.

For flights near the Gulf or northwest Caribbean, check the status of a launch right up to departure,
not just when you’re flight planning. Lest a mysterious and unexpected Notam suddenly appears that
wasn’t in your briefing pack.

It doesn’t end there either. It may be a good idea to have someone on the ground monitoring Space
X’s status page who can then relay that information to the crew in the air. Just because you were all
clear on departure, doesn’t mean you will be when you arrive.

And finally, don’t assume one FIR’s Notams tell the whole story. If your route takes you anywhere
near a Starbase launch corridor, check the Notams for the FIRs adjacent to your track too – not just the one
you’re flying through.

https://www.faa.gov/other_visit/aviation_industry/airline_operators/airline_safety/safo/all_safos/SAFO26001.pdf
https://www.faa.gov/other_visit/aviation_industry/airline_operators/airline_safety/safo/all_safos/SAFO26001.pdf
https://www.space.com/space-exploration/launches-spacecraft/spacex-wants-to-launch-next-starship-this-month-and-catch-it-too-elon-musk-says-in-1st-earnings-call-since-historic-ipo
https://www.spacex.com/launches
https://www.starbasestatus.com/tfrs/
https://www.spacelaunchschedule.com/category/tx/
https://space-notices.com/


Look out in a few weeks time

The next mission, Starship 14, is slated to launch in early September. When a date is announced,
we’ll be sure to let you know.

A special thank you to the pilots involved who brainstormed their lessons-learned for the benefit of our
group! We salute you!

And one final tidbit. Remember when SpaceX launched a Tesla Roadster into space aboard a Falcon Heavy
back in 2018? It’s still out there – last tracked millions of miles from Earth in an orbit around the sun.
Starman the mannequin is still in the driver’s seat.

Five Weather Traps, and How I Actually Brief
Them
Andy Spencer
20 October, 2026

https://ops.group/blog/five-weather-traps-and-how-i-actually-brief-them/
https://ops.group/blog/five-weather-traps-and-how-i-actually-brief-them/


Five ways experienced crews still get caught out by weather that isn’t showing up the way they expect it
to – and what we can actually do about each one.

Radar attenuation can hide the worst cell behind the one you can already see, while rapidly1.
building cells can outpace your radar scan even when you’re working the tilt correctly – as a
recent Air France crew found out over Corsica.

Dry microbursts and virga produce almost no radar or visual signature, and they’re a2.
summer, high-desert, and monsoon-season problem as much as a classic thunderstorm one.

Embedded convection inside a solid cloud layer can sit in the gap between two cells your3.
radar simply can’t see through.

Clear air turbulence and mountain wave give you no warning at all – no cell, no radar4.
return, and sometimes nothing useful in the forecast.

Supercooled large droplet (SLD) icing builds ice aft of your protected surfaces faster than5.
de-ice equipment can clear it, which is why anti-ice needs to go on before you enter the
conditions, not after.

Less than fifty seconds after the seatbelt sign came on, an Air France A320 descending into Corsica hit 31
seconds of turbulence and hail severe enough to break bones. The crew’s radar was working.
They’d seen it building. They just ran out of time to do anything meaningful about what they saw. That’s
the pattern behind every trap on this list – not equipment failure, not inexperience, but a hazard that
doesn’t look dangerous until it’s too late to do much about it. Here are the five I brief for, and how I try to
stay ahead of each.

1. Radar attenuation and shadowing – does the weather radar always tell the truth?

Let’s start with what actually happened to that Corsica crew, because it’s a near-perfect illustration of the
first trap: attenuation, and its close cousin, tilt lag. Attenuation is the radar’s way of lying to you politely –
your beam punches through a heavy rain shaft to reach the cell behind it, but the nearer cell eats most of
the energy, and what bounces back comes home weak, green or yellow on your display when it’s actually
a red core hiding behind a wall of rain. Tilt lag is the same trick played a different way: you’re working the
radar exactly as you should, but a cell is building vertically faster than your scan rate and workload can



keep up with.

If you’re flying with an old-school manual radar, make sure you bring tilt into your scan. A good rule of
thumb is to start the tilt at around +5, and by the time you reach cruise, you want to be painting some
ground returns past the 80nm ring. For my old jet, that would be around -1.

For those of us using the fancier modern radars, don’t forget to use the vertical and lateral memory
modes to paint the picture both ahead of you and to either side. This is particularly useful when
navigating a squall line of storms – you get a better picture of how the weather is moving, which lets you
make better tactical deviations.

The BEA’s inquiry into that Air France A320, descending into LFKJ/Ajaccio on August 20, 2025, found the
crew were carrying a “relatively high” workload in the 15 minutes before the encounter (briefings,
frequency changes, performance calculations, as well as a passenger needing pain relief in the forward
galley) while a “favourable” forecast for the crossing may have dulled how closely they were watching a
radar that needed regular manual tilt input. Around eight miles from the cell and descending through
29,000ft, they were tracking green echoes with the seatbelt sign already on. The captain lowered the tilt to
identify a distant return; when he raised it again, the display went yellow, then red, then – in his words –
“completely red”. The cell had been building for 45 minutes but stayed below 23,000ft until about six
minutes before impact, and nobody (not the crew’s radar, not the airline’s weather app, not air traffic
control with their own secondary system showing the cell) got word to the flight deck in time. Three cabin
crew and two passengers came away with bone fractures.

So here’s the rule I hold myself to: a clean-looking picture on a routine sector gets the same
suspicion as one on an obviously active day, because a benign forecast is exactly when tilt and gain
management gets lazy. A return that looks suspiciously weak, or slow to build behind a stronger one, earns
a harder look, not a sigh of relief. And on the newer jets, where the radar increasingly manages its own tilt,
I still treat “automatic” as a reminder to stay engaged with it, not a licence to switch off.

2. Dry microbursts – the one that doesn’t show up on radar at all

A microburst doesn’t need much rain to be lethal, which is exactly what makes it such an unfair
fight. High-based convection with a dry sub-cloud layer produces a downburst where the precipitation
evaporates before it hits the ground – this is virga. The evaporative cooling accelerates the downdraft, but
because there’s little or no rain reaching the surface, there’s often nothing on radar and nothing to see out
the window – just a sudden headwind, then a violent shift to tailwind, right when you have the least
altitude to recover from it.

When we are talking about Microbursts, Hong Kong has its own well-known case. On August 22, 1999,
an MD-11 flown by Taiwan’s China Airlines came in to land as Typhoon Sam sat offshore, with gusty
crosswinds and heavy rain across the field. The airline’s safety department blamed a microburst on short
final; Hong Kong’s investigators focused instead on an excessive, uncorrected sink rate in the final seconds
before touchdown. Either way, the outcome was the same – a hard right-gear touchdown, the number
three engine striking the runway, the right wing separating, the aircraft flipping and catching fire. Three
of the 315 on board died, and well over 200 were injured.

My rule here doesn’t depend on which version of events you believe: gusty, convective conditions on
approach get a stabilised-approach discipline that doesn’t bend, and a real willingness to go
around the moment the numbers move outside limits, not an attempt to rescue a landing that’s already
gone soft. Most airports now carry Doppler radar that can pick up wind shear and microbursts even without
much rain, with warnings on the ATIS or as an advisory from the tower – and I treat those calls as a
genuine lifesaver, not a formality to talk your way around. Never conduct an approach into an airport
where active microbursts are present – they build fast and dissipate just as quickly. We turn the
seatbelt sign on when we see virga in the air, so why would you try to land when it’s present near the
ground?



3. Embedded convection – the cell hiding in plain cloud

This is the trap that isn’t your fault, and it still gets you. Instead of one obvious cell, you’re looking at a
broad, unremarkable cloud layer with genuinely severe convection buried inside it – sometimes sitting in
the narrow gap between two cells that individually look avoidable. A flat scan across a layer like this will
miss exactly the part you need to see.

Singapore Airlines Flight 321 is the case every crew should know. On May 21, 2024, the Boeing
777-300ER was cruising at 37,000 feet over southwestern Myanmar when it flew through the gap between
two clusters of deep convective cloud (tops at roughly 55,000 feet) entering the second cluster only
around eight seconds after leaving the first. Investigators found the radar simply couldn’t see through
cloud that dense, and separately couldn’t rule out an undetected radar display fault on top of it. The
aircraft dropped and climbed violently within five seconds. One passenger died of a heart attack, and the
aircraft diverted to Bangkok with more than fifty injured on board.

What I take from it: a radar picture that looks clear enough to route through isn’t the same thing
as a picture that’s actually shown me what’s there, especially over places like the Bay of Bengal and
Indochina, where towering convection builds fast most of the year. I treat any gap between cells as
suspicious rather than inviting, and I make a point of actually understanding how my own radar processes
the picture – the newer sets build a bank of scanned images rather than a single live sweep, so the old
rules of thumb on tilt and gain don’t always translate directly. I always make it a habit to look at all
the imaged in the radar’s memory – you may not get a paint at your level, but if there’s red below you
or in the nearby vicinity, it’s going to be a bumpier ride than you’d expect.

4. Clear air turbulence and mountain wave – no cell, no warning, no excuse

CAT is the hazard with no manners. No cell, no radar return, often no PIREP until someone’s already been
through it, and it can turn up nowhere near the jet stream boundary or mountain range you were trained
to expect it at. Mountain wave is CAT’s close cousin, generated by strong flow over high terrain, and its
effects can carry a surprising distance downwind and, in the right conditions, all the way up to the high
flight levels. I’ve personally flown through moderate mountain wave turbulence at FL490 over the Rockies
– higher doesn’t mean better. We stepped down to FL450 for more margin and thrust until we were
clear of the area.

Continental Airlines Flight 1404 is the surface example worth knowing. On December 20, 2008,
the 737 was accelerating for takeoff at KDEN/Denver when strong mountain-wave winds produced a
sudden crosswind gust at ground level. The resulting crosswind gust hit roughly 40 knots – well
beyond the aircraft’s limit and far beyond what the forecast had predicted. The aircraft departed the
runway and caught fire. Remarkably, everyone on board survived, though several were injured.

There’s no radar fix for this one, so my approach to it is entirely procedural: I take mountain wave
AIRMETs and SIGMETs seriously even well downwind of the terrain that generated them, brief
for a possible late go-around at airports known for this kind of activity, and treat calm-looking
conditions near high terrain with real caution. I also lean on ADS-B-based turbulence tools when I’ve
got inflight connectivity – I’ve been running SkyPath for a few months now, alongside ForeFlight’s own
forecast maps, and it’s paid for itself in smoother rides and better-informed seatbelt-sign calls.

5. Icing from supercooled large droplets – the ice your boots can’t reach

Ice doesn’t play by the rules your protection system was built for. Standard icing certification assumes
droplets small enough that your leading-edge protection (boots, TKS, or bleed-air anti-ice) sheds them
before they build up. Supercooled large droplets, typically freezing drizzle or freezing rain, are ten to a
hundred times bigger. They don’t shed cleanly. They splash on impact and refreeze aft of the protected
surfaces entirely, building ridges of ice on unprotected wing and tail sections your equipment was never



designed to reach.

Roselawn remains the reference accident. American Eagle Flight 4184, an ATR-72, was holding in
freezing drizzle aloft near Roselawn, Indiana on October 31, 1994, when ice built aft of the de-icing boots
and formed a ridge that disrupted airflow over the aileron. The result was an uncommanded roll the crew
couldn’t recover from. All 68 on board were killed, and the accident reshaped how regulators and
manufacturers think about SLD icing certification to this day.

My own rule is simple: I’d rather run anti-ice a few minutes too early than a few seconds too late,
because once SLD ice has built aft of a protected surface, cycling the boots or adding bleed flow doesn’t
necessarily clear it – the ice is sitting somewhere the system was never built to reach. I switch it on below
10°C (50°F) with visible moisture around, and only relax once it’s reliably below -40°C (-40°F), when the
risk of icing all but disappears – though that risk can climb again fast near thunderstorms. The automatic
ice-detection probe on the nose is a good backstop, not a substitute for getting ahead of it.

Worth saying out loud

It’s worth remembering that none of these five traps are exotic. They’re all well understood, well
documented, and are still catching professional crews on well-equipped aircraft, which is exactly why
they’re worth briefing on purpose rather than assuming everyone already has them covered.

More reading:

Air France A320, Ajaccio, August 2025 — BEA investigation, as reported by FlightGlobal,
“A320 crew’s detection of violent convective cell too late for evasive action,” 12 August 2026

Airbus Safety First — Optimum Use of Weather Radar

Honeywell — Weather Radar Modes: Which Mode, When

Honeywell — Understanding Weather Radar

Honeywell — RDR-4000/RDR-7000 Radar Corner

Honeywell RDR-4000 MultiScan — YouTube

Honeywell RDR-4000 MultiScan — YouTube (Part 2

FAA Lessons Learned — Delta 191 microburst accident, DFW

The Unlucky 13: US Customs Gotchas for
BizAv
Kateřina Michalská
20 October, 2026
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There are plenty of ways to get caught out by US Customs! Wrong passport in APIS, late change,
wrong airport after arriving from the south, a BOE that doesn’t actually cover the flight – these are just a
few.

A lot of the problems aren’t obvious either. Some come from rules that have changed recently, some
from differences between airports, and some are just things crews regularly get caught by.

So here’s a closer look at 13 of the main gotchas we’ve heard about recently…

Gotcha 1: Trusting the software instead of CBP

A green tick in your APIS software doesn’t necessarily mean you’re good to go.

Check the actual CBP response. Make sure the aircraft, airports, times and people are right. And for a US
arrival, make sure you have Permission to Land too. An APIS auto-response isn’t the same thing.

Many ports now use addresses in the format ICAO_GAP@cbp.dhs.gov, such as KTEB_GAP@cbp.dhs.gov,
but not all have switched yet. Check the airport’s CBP Fact Sheet for the current address.

Gotcha 2: Leaving the US without departure clearance

APIS is needed when leaving the US too.

For private flights, file eAPIS and wait for the CBP response before you go. You can depart from virtually
any US airport, even if it isn’t listed in eAPIS. In that case, use the nearest CBP airport in the filing and put
the real departure point in the “Actual Departure Location” field.

For commercial flights, file APIS and contact the CBP port responsible for your departure to get
clearance. You can also depart from an airport without CBP on site, but you have to arrange it with the
responsible CBP port first.

Gotcha 3: Filing the wrong person or passport

This is an easy one with saved pax profiles. Wrong family member, old passport, or a dual-national
passenger turns up with a different passport to the one in APIS.

https://cstflightservices.com/news/cbp-standardizes-email-address-format
https://www.cbp.gov/newsroom/publications/general-aviation-airport-fact-sheets
https://www.cbp.gov/travel/general-aviation-processing/general-aviation-processing-faqs#departures


Check the actual passports against the final manifest before you go. If something doesn’t match,
fix the filing and get the new APIS approval.

Gotcha 4: Making a change and assuming APIS is still good

For private flights, changes to passengers, passports, traveller details or the aircraft normally mean
amending the APIS. Once you amend it, the old approval is no longer valid. So wait for the new one.

But note: if you amend the APIS less than 60 mins before departure, you don’t have to wait
another 60 mins before you can depart. You just need to wait for CBP to approve the amended APIS.

Changes to times or airports can sometimes be handled directly with CBP. But if the flight moves to
another calendar date, you’ll need to file a new APIS.

And if the flight gets cancelled, just cancel the APIS and tell CBP!

Gotcha 5: Assuming Part 91 means private

Part 91 doesn’t automatically mean “private” to CBP.

An empty positioning flight is a good example. CBP says if either the arrival or departure leg of a journey is
commercial, it treats both legs as commercial. So flying out empty to pick up charter passengers, or
returning empty after dropping them off, can still count as commercial!

Gotcha 6: Assuming your BOE covers the flight

The basic rule if you’re arriving from the south is that CBP normally requires your first landing to be at the
nearest southern airport of entry. A Border Overflight Exemption lets you bypass that rule and fly straight
to an approved US airport with CBP. More info here.

The gotcha is that not every BOE covers every flight.

Check the operator named on it, the airports it covers and the expiry date. The operator in APIS must be
the one the BOE was issued to.

Another couple of recent BOE changes:

Since Jan 2026: CBP has separate BOEs for private-only operators and those approved for both
private and commercial flights. If yours is private-only, you can’t use it for a charter
flight.

Since July 2025: CBP has shifted BOE applications and renewals into the eAPIS web portal,
instead of you having to do it all by email. So just log in with your usual APIS credentials and
hit the new “Border Overflight Exemption” link under the manifest options.

https://www.cbp.gov/bulletins/42genno50.pdf
https://ops.group/blog/private-flights-to-the-us/
https://cstflightservices.com/news/us-cbp-changes-to-border-overflight-exemption
https://cstflightservices.com/news/us-cbp-changes-to-border-overflight-exemption
https://eapis.cbp.dhs.gov/eapis/auth


Gotcha 7: Assuming every CBP airport works the same way

Every pilot’s number one complaint when it comes to CBP! The frustrating reality is that every
airport does things a little differently. Notice periods, opening hours, parking and after-hours arrangements
can all vary.

So the best thing you can do is check the local setup before every trip. Check the airport’s current
CBP Fact Sheet and whatever instructions you get with Permission to Land.

A couple of other useful ones:

One we get asked a lot – can you open the aircraft door before CBP arrives? Yes.
There’s no nationwide rule saying you have to stay onboard. But nobody should wander off
beyond the immediate aircraft area or interact with anyone else until CBP gives permission.

And the APU: If the exhaust is less than 8ft off the ground, it needs to be shut down during
CBP processing. If it’s 8ft or higher, you can normally leave it running.

Both are covered in the CBP arrival FAQs.

Gotcha 8: Assuming ESTA is enough

An approved ESTA doesn’t mean someone can arrive in the US on any BizAv flight.

For someone entering the US under the Visa Waiver Program, the operator generally needs to be a VWP
signatory carrier.

So check two things: the ESTA matches the passport they’re carrying, and the operator is on CBP’s VWP
signatory carrier list. If not, they’ll normally need a US visa.

There are some exceptions for people returning from Canada, Mexico or nearby islands during an existing
VWP admission. But that’s not the same as an initial entry.

https://www.cbp.gov/newsroom/publications/general-aviation-airport-fact-sheets
https://www.cbp.gov/travel/general-aviation-processing/general-aviation-processing-faqs#arrivals
https://travel.state.gov/content/travel/en/us-visas/tourism-visit/visa-waiver-program.html
https://www.cbp.gov/document/report/signatory-visa-waiver-program-vwp-carriers
https://www.cbp.gov/document/report/signatory-visa-waiver-program-vwp-carriers


Gotcha 9: Assuming your decal covers every flight

For private flights, the annual CBP arrival fee is normally paid through DTOPS. But that decal only
covers private flights – it doesn’t cover commercial ops. Commercial flights have their own CBP and
APHIS fees. The decal is also tied to one aircraft and can’t be transferred.

If you’ve paid but the decal hasn’t arrived, put receipt in the APIS decal field and carry proof of purchase.
More info is in the CBP FAQs.

Gotcha 10: Assuming Puerto Rico and the US Virgin Islands are simple domestic legs

They’re US territories, but flights to and from them aren’t always treated like normal domestic flights!

Puerto Rico: nonstop flights between the mainland US and Puerto Rico are normally treated as domestic
if you fly IFR above 12,500ft with no stop en route. VFR, lower-level or stopping flights can change that.

USVI: flying from the mainland US or Puerto Rico to the islands is generally treated as domestic. Coming
back is different – you need to clear CBP in the USVI before departure.

There can also be extra rules for commercial cargo, food and agricultural items.

There’s a good rundown of all the different scenarios in this operational guide, and the USDA/APHIS
guidance covers the agricultural side.

Gotcha 11: Not thinking about what’s on board

Some things need more advance planning than simply declaring them when you arrive.

Cash: more than USD 10,000 is legal, but it has to be reported. Use FinCEN Form 105 or the electronic
CMIR.

Valuables: CBP Form 4457 can be used to record things like jewellery and cameras before leaving the US.

Firearms: the same Form 4457 can help show that an eligible firearm left the US. It isn’t an export licence
or foreign import permit.

Food, plants, pets and aircraft garbage can all have separate requirements. International aircraft
garbage is covered by the APHIS rules.

Worth checking before you go, especially if the arrival airport might not be able to handle it!

Gotcha 12: Diverting and forgetting about CBP

If you divert to a different US airport: your original Permission to Land doesn’t automatically cover the
new one. Contact CBP at the diversion airport as soon as you can.

If you weren’t originally heading to the US but need to divert there: send APIS before arrival if
time allows. For an emergency, the standard thing applies – deal with the emergency first, then contact
CBP as soon as you can.

More details are in the CBP emergency arrival rules.

Gotcha 13: Getting a penalty notice, or having a bad run-in with CBP

CST Flight Services published some good advice on this recently. Most CBP arrivals go without a problem,
but occasionally you might disagree with how something has been handled, or feel that a penalty shouldn’t

https://dtops.cbp.dhs.gov/
https://www.cbp.gov/travel/general-aviation-processing/general-aviation-processing-faqs#user-fees
https://cstflightservices.com/news/domestic-vs-international-compliance-guide
https://www.aphis.usda.gov/traveling-with-ag-products/puerto-rico-usvi
https://www.aphis.usda.gov/traveling-with-ag-products/puerto-rico-usvi
https://www.fincen.gov/system/files/shared/fin105_cmir.pdf
https://fincen105.cbp.dhs.gov/
https://fincen105.cbp.dhs.gov/
https://www.cbp.gov/document/forms/form-4457-certificate-registration-personal-effects-taken-abroad
https://www.cbp.gov/document/forms/form-4457-certificate-registration-personal-effects-taken-abroad
https://www.aphis.usda.gov/regulated-garbage
https://www.ecfr.gov/current/title-19/chapter-I/part-122/subpart-D/section-122.35
https://cstflightservices.com/news/what-to-do-if-you-feel-a-cbp-officer-acted-inappropriately


apply.

If that happens, ask to speak to a supervisor straight away. If a penalty is being discussed, getting a
supervisor involved early may help sort it out before one is issued.

Keep a record of what happened – names, times, phone calls, APIS responses, Permission to Land and
anything else useful.

If it can’t be resolved locally, you can file a formal complaint with CBP.

The standard stuff

If you’re completely new to US ops, here’s the basic process.

APIS: you need it when flying both to and from the US. File the aircraft, crew and everyone onboard, and
make sure the deets match their travel docs.

Before flying to the US: contact CBP at the airport you’re flying to and get Permission to Land before
you leave. Filing APIS alone isn’t enough.

Before leaving the US: APIS is required again, and you need CBP clearance before you go. (Gotcha 2
above explains how this works for private and commercial flights.)

Before every trip: check the airport’s current CBP Fact Sheet. That’s where you’ll find the local notice
period, opening hours, contact details, parking and any special procedures.

That’s the basic setup. The gotchas above are the bits most likely to complicate it!

If you’ve come across any other CBP gotchas we haven’t covered here, let us know! You can
email us at news@ops.group, or if you want to make it infinitely more fun, use our patented Report-A-
Thing tool.

https://www.help.cbp.gov/s/complaints?language=en_US
https://www.cbp.gov/newsroom/publications/general-aviation-airport-fact-sheets
mailto:news@ops.group
https://ops.group/story/report-a-thing/
https://ops.group/story/report-a-thing/
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Key Points

Three-Runway System has been fully operational since Nov 2024, improving slot and
parking availability.

HKBAC (the big BizAv terminal) has completed a major expansion, nearly doubling
handling capacity.

APIS is now fully enforced. Submit it at least an hour before departure to avoid fines.

Expect RNP procedures, mountainous terrain and frequent wind shear.

Macau is a solid alternative if Hong Kong doesn’t work out.

Hong Kong is one of Asia’s busiest BizAv destinations, and quite a bit has changed over the past couple of
years. This is the 2026 Hong Kong survival guide: everything you need to know before your next trip.

Getting in and out of Hong Kong

Hong Kong sits hard against high terrain, and that shapes almost everything about flying in and out.
Minimum safe altitudes run up to 4,300 feet close to the field, so every arrival and departure is built
around RNP procedures flown precisely on the FMS and autopilot, with speed restrictions to manage the
turn radius. Wind shear is the main hazard to plan for, especially on the southern runway (07R/25L) in
winds of 15 knots or more, with the surrounding hills amplifying it.

Since the Three-Runway System came online, the airport has generally used the northern runway for
arrivals, the southern runway for departures (plus some cargo and BizAv arrivals), and the centre runway
for departures. Expect this to change over time as they continue to refine the whole Three-Runway System
– check the latest AIP SUPs before you fly.

Hong Kong loves paperwork. Before any flight you need:

A landing permit through the Civil Aviation Department.

A confirmed parking slot through the Airport Authority’s BAPS (Business Aviation Parking
Management System).

A confirmed handling setup through HKBAC, the airport’s only BizAv FBO.

A confirmed slot through the Hong Kong Schedule Coordination Office, booked via the third-
party OCS system, which needs an account set up in advance.

APIS filed correctly before departure.

Get a local trip support company involved. Hong Kong isn’t an airport worth trying to navigate alone.
ASA Group has a local presence and years of experience getting this right.

Hong Kong Business Aviation Centre: the renovation and what it means for you and your
passengers

HKBAC has been Hong Kong’s only FBO for private jet support for years, and it was starting to show. The
facility historically handled close to 7,000 flights a year with around 100 based aircraft at peak, numbers
that collapsed during the pandemic and have since come roaring back. The renovation was the response,
and the refurbished facility is now fully open.

The physical footprint is up roughly fivefold, the parking apron has grown too, and the first thing you’ll

https://www.ais.gov.hk/
https://www.cad.gov.hk/english/efiling_home.html
https://opsportal.hongkongairport.com/SitePages/31%20-%20Business%20Jet%20Booking/Business%20Aviation%20Parking.aspx
https://www.hkbac.com
https://www.hkgslot.gov.hk/Online_Coordination.html
https://apis.immd.gov.hk
https://www.asag.aero/business-aviation/


notice is a new 26-metre all-weather sky canopy connecting the terminal to the apron, the first of its kind
in Asia. Customs, immigration, and quarantine facilities have been upgraded, and there are new private
VVIP suites. Handling capacity is now nearly double what it used to be, which means parking and handling
slots are genuinely easier to get.

That doesn’t guarantee you a spot on the HKBAC ramp itself, though. There are remote bays around
Taxiway N in the mid-field area, and if you land there, expect a van to ferry your passengers over, about a
ten to fifteen-minute journey, depending on the airside traffic. There’s also long-term parking near the
MRO hangars. One thing worth knowing: HKBAC often tows aircraft during longer parking stints, and that
requires a brake rider, either a crew member or someone from an MRO. TAG Aviation, Metrojet, Hong Kong
Jet, and Jet Aviation Hong Kong can all help with that.

The expansion tracks directly back to the third runway’s commissioning, which freed up constraints that
had limited BizAv growth at Hong Kong for years. If you haven’t flown into HKBAC in the last year or so,
expect a noticeably different building than the one you remember.

APIS: where enforcement has landed

The short version, if you missed our original piece from April 2025: APIS became mandatory for all
crew and passengers, including transit, on every flight into Hong Kong, private and
commercial alike.

The basics haven’t changed. Passenger data is due 40 minutes before departure, crew data 60 minutes,
best bet is to submit both at least an hour out and not bother explaining the 40-minute rule to your
passengers. Crew must be submitted twice per inbound flight, once before departure and again as a close-
out message afterward, even with no crew changes. A “No Board” response bars that traveller or crew
member outright – contesting it means calling the Command Centre directly on +852 2121 0008, or
apisoperation@immd.gov.hk. The operator must submit directly or through a trip support provider, HKBAC
itself can’t do it for you.

What’s changed is that the grace period is over. Enforcement went live on schedule on 1 September
2025, and penalties for non-submission, inaccurate data, or misleading information now run up to HKD
100,000 (roughly USD 13,000) per violation. That’s noticeably lighter than the EU’s equivalent regime (EUR
3,000 to 5,000 per violation), with license-withdrawal risk for repeat offenders, but it’s real money now, not
a soft rollout.

Filing works two ways: register directly through the Immigration Department’s portal, or the easier
route for most operators – let your trip support company file on your behalf. APIS isn’t new to BizAv
generally, but it is new to Hong Kong within the last two years, so if you haven’t flown there in a while, or
even if you’re a regular, it’s worth confirming you’re still doing it right.

The third runway: what it really changes

The physical runway, 07L/25R, opened back in July 2022. What matters for planning purposes is the
full Three-Runway System, commissioned in Nov 2024 alongside the wider Terminal 2 and apron
expansion, with a stated long-term design target of 120 million passengers and 10 million tonnes of cargo
a year.

For BizAv, the direct effect is airside and terminal capacity. The indirect effect, and the one that matters to
us, is that slot and parking pressure has eased as ATC works up to full mixed-mode use across all three
runways. It’s a gradual change: slots are easier to get, but don’t confuse easier with easy. Keep booking
early.

https://www.tagaviation.com/en/support-services/aircraft-maintenance
https://metrojet.com/aircraft-maintenance/hong-kong-mro/
https://hongkongjet.com.hk
https://hongkongjet.com.hk
https://www.jetaviation.com/location/hong-kong/
https://ops.group/blog/hong-kong-apis/
mailto:apisoperation@immd.gov.hk
https://apis.immd.gov.hk


Nearby alternates, and why they’re not a quick fix

Hong Kong has plenty of nearby alternates, but most aren’t practical at short notice. Since 1 March 2025,
aircraft docs for flights into mainland China must be approved before you can apply for a landing permit.
Allow 7-10 days overall, or longer around Chinese public holidays.

A local trip support company earns its fee here. Get them involved early, as they can often speed up the
process.

Foreign-reg aircraft face extra scrutiny getting recognised by mainland authorities, so get docs in well
ahead of any Greater Bay Area trip. And if the mainland leg is part of a longer trip, sequencing matters:
get one leg’s authorisation out of order and it can invalidate permits already issued for the next. That
includes ad-hoc fuel stops, China permits are airport to airport specific.

And remember, if you divert into China, without any permits or customs approval, the chance
of disembarking the passengers is slim. So, you can expect to remain on the ground until you can
depart back to Hong Kong once the weather improves. This means that a Mainland alternate is not ideal.
My pick is VMMC/Macao, or if the weather in the Greater Bay Area is bad, I use an airport in Taiwan.

Airport ICAO Getting into HK The catch

Shenzhen ZGSZ Road or ferry, roughly 1 to 2
hours

Full mainland CAAC permit
process, treat it as a separate
China trip

Guangzhou Baiyun ZGGG Road or rail, roughly 2 hours
plus

Same CAAC process, busier
slots, further from the city

Macau VMMC
Van roughly 40 minutes,
helicopter roughly 15
minutes

No mainland CAAC process,
but its own permit and a
separate immigration crossing



Macau sits outside the mainland CAAC process entirely, which is exactly why it gets its own section.

Using Macau instead of Hong Kong

When the constraint is Hong Kong slots, HKBAC capacity, or simply cost, landing at VMMC/Macau and
transferring passengers into Hong Kong is a real option, not just a workaround, if the timing works.

Macao has its own private jet handling through local FBOs; TAG Aviation Macau runs a dedicated facility
there, and it’s my go-to whenever I’m there. From the airport it’s about a 40 to 45-minute van ride to Hong
Kong Airport, or roughly 90 minutes into downtown Hong Kong by road. A ferry into downtown takes about
55 minutes, and if the client wants it faster, Sky Shuttle’s helicopter does it in about 15.

Macau also runs at roughly half the cost of Hong Kong for BizAv, fuel, handling, permits, all of it is
cheaper. The trade-off is time, so it suits some trips better than others. As far as close-by alternates go,
though, it’s the clear winner.

I fly to Hong Kong, here’s what I do…

Hong Kong is my local, but that doesn’t mean it can’t still catch out even seasoned operators. It’s a busy
commercial hub, but Hong Kong manages BizAv traffic well. Still, there’s plenty worth being mindful of.
Here are a few notes that might make your trip smoother…

Handling

Everything centres on HKBAC. The team is helpful, and there’s always a group ready to meet you for
arrival and departure. It’s an expensive place to fly into, but then Hong Kong is expensive generally.

They use a belt loader for all baggage uplift and stage it around an hour before departure, so flag it early if
you need it sooner.

HKBAC tags all crew and passenger luggage and handles security and customs checks too. If your crew
needs aircraft access before the departure date itself, for pre-flight checks or to help with a tow that apron
control has requested, apply for the ramp pass in the morning, it’s only available for collection in the
afternoon, and you will need to arrange a security escort through HKBAC as well.

Arrival

The airport sits surrounded by large mountains, so expect real mechanical turbulence and
wind shear. Hong Kong has a Windshear Detection Radar, and the advisories come in two flavours,
‘Expect Significant Windshear’ which is a radar generated warning and ‘Significant Windshear Reported’
which comes from pilot reports. Report it to ATC if you hit it.

All arrivals are RNAV. You may get vectored to the final approach fix, and ATC generally keeps your
profile from getting too high. On the Runway 25s, don’t descend below 4,300 feet until established on the
approach, read the charts carefully. ATC will often ask your final approach speed, and per the HK AIP, you
must tell them if your Vapp is under 125 knots.

Take the RNAV 25R over the ILS if you have the choice. The ILS runs a complicated two-part RNAV
transition, high workload, and you must not select approach mode (LOC/GS) before TOPAN. Stick to the
RNAV Z unless cloud base genuinely forces the ILS, which is rare.

Even with calm winds on the ground, expect the approach itself to be bumpy. ATC assigns
runways based on departure traffic; they know BizAv wants 07R/25L and will give it to you if they can, so
there’s no need to ask. Land on 07L/25R instead and expect a longer taxi with several frequency changes,
it’s a busy routing: cross 07R/25L at K6, then a right turn onto K and into the BAC.



Keep your exit off the runway prompt. Large-cabin bizjets land at similar speeds to medium airliners
but slow down faster on the ground, and the high-speed exit can be a fair way down, so help ATC by
minimising your runway occupancy time.

Call HKBAC on arrival on 131.1, “BAC Operations,” and they’ll tell you whether to expect the ramp itself
or a remote bay. Once the doors open, they’ll offload passengers and cargo, customs screens everything,
so know what’s banned, vapes and Zyns especially, they often reposition you to a staging bay quickly
while you clean up. First thing once passengers are off: put the pins in. HKBAC won’t tow you without
them.

For a short layover, the Sheraton at Tung Chung is a good call; otherwise, it’s about a 45-minute Uber into
town.

Departure

The ramp is small, so expect a remote staging area while you prep the aircraft. Running the APU
is fine, and around ETD minus 30 they’ll tug you into departure position, give them a heads-up if your
passengers are running late. Departures increasingly happen from a remote bay too.

PDC and Digital ATIS are both available. Remember you need a start clearance – this isn’t the US.

Departures run off 07R/25L and 07C/25C depending on your routing and SID. On a ULR flight
where fuel matters, you can request the closer runway (07R/25L) from ATC, but only for genuine
performance reasons. It’s a short taxi, just don’t hold up cargo traffic taxiing from the same side if your
cabin prep runs slow.

ATC is friendly and competent and expects the same efficiency back.

Departure clearance runs to 5,000 feet on your SID. Mind the noise abatement procedures – they
expect you to accelerate to SID speed restrictions as soon as practicable, it’s all on the charts,
and remember you’re operating in a sea of heavies. Hong Kong Departures only wants your first call to
report altitude passing and non-climb, no need to report the SID itself. Expect to level at 9,000 feet until 20
to 30nm out, arrival traffic sits above you. And you can never deviate off SID track below 4,300 feet for
weather, terrain doesn’t allow it, so factor that into any weather deviation around HKG.

Weather and other gotchas

Hong Kong is windy and turbulent, a byproduct of where it’s built – brief your passengers well
before going in. Winter is the better flying season; summer brings typhoons and squally, fast-moving but
intense thunderstorms, give them a wide berth. Local operators relocate aircraft out of Hong Kong ahead
of typhoons, worth following their lead. When the wind is strong, 07L/25R is the pick, it’s the least
affected by wind shear, but always check the ATIS or ATC for current warnings.

One more thing worth knowing: Hong Kong Airport runs its own lightning alerting system,
called ATLAS, on top of the general weather radar picture. An Amber warning, amber flashing lights
all around the airport apron, means cloud-to-ground lightning predicted within 5km of the airport, and
suspends non-essential apron activity. A Red warning, the same amber flashing lights plus a siren, means
lightning within 1km of the airport island, and stops baggage handling and shuttle buses outright, even
marshalling must stop, with ground staff taking shelter until it clears. If you’re at HKBAC when a red
warning comes in, expect your ground handling to pause completely, so build some buffer into your
schedule through the summer months. Passengers are only embarked or disembarked once the warning
drops back to Amber.



The bigger picture

Hong Kong is a great airport for BizAv operators, but there’s just a bit more planning involved than at most
destinations. The good news is that the third runway and HKBAC expansion have made Hong Kong easier
to operate into than it was a few years ago. And if Hong Kong doesn’t work out because of slots, parking,
cost or anything else, Macau is a solid alternative!

FAA Mobile Clearance Tool: No More Verbal
Ping Pong
Chris Shieff
20 October, 2026

The FAA want us off the radio. And with good reason. More than half of IFR clearance requests are
still done the old fashioned way, via VHF.

Familiar with this routine? You key the mic for your IFR clearance and get nothing back. Three
other aircraft, a taxi request and a full route read back to somewhere random in North Dakota are all
fighting for the same slice of frequency. When it finally comes through, it’s is delivered fast and flat.
Altitude, route, departure frequency, squawk all in one breath as you fumble to write it down. Halfway
through the read back the squawk code evaporates from your memory. You ask for a repeat and still
manage to botch a digit anyway. Now it’s just getting embarrassing.

Multiply that by tens of thousands of clearances and its easy to see why a system that simply displays
the clearance rather than relying on a game of verbal ping-pong sounds appealing.

So put down your paddles �

That’s exactly what the FAA has set out to achieve with its Mobile Clearance tool and the idea is simple:
instead of the radio, you request your clearance right from an app on your phone or tablet, and it comes
back to you as text.

https://ops.group/blog/faa-mobile-clearance-tool-no-more-verbal-ping-pong/
https://ops.group/blog/faa-mobile-clearance-tool-no-more-verbal-ping-pong/
https://www.faa.gov/air_traffic/technology/mobile_clearance


How does it work?

At a participating airport, you file your IFR flight plan through a supported app – right now that’s
Foreflight or Garmin Pilot – and then you request your clearance from inside the app itself.

ATC sends it back as text for you to check over before you accept it. The FAA says the goal is
fewer-read back errors, and less time on routine clearance delivery which frees up controllers to focus on
more safety-critical tasks like separation.

If that sounds a bit like the datalink clearances airlines have used for years, that’s because it’s built on
the same logic – just scaled down for GA and BizAv aircraft who haven’t had access to it before.

ForeFlight

Jeppesen ForeFlight announced its side of Mobile Clearance at Oshkosh on July 23, calling it a joint build
with the FAA.

It’s built into ForeFlight Mobile and can even handle amended and revised clearances too. So if
ATC change their mind about something after the fact, you’ll get a notification in the app to accept or
reject it.

ForeFlight also confirmed a feature to cancel your IFR is coming – especially handy at non-towered
airports.

Right now it’s live at a growing number of Texas airports with more states planned.

https://foreflight.com/blog/jeppesen-foreflight-announces-groundbreaking-mobile-clearance-technology-to-streamline-pilot-controller-interactions-developed-in-collaboration-with-faa


Garmin

Garmin Pilot is the other launch partner, and it works a little differently.

Once you’ve filed an IFR flight plan from a participating airport, Garmin Pilot Premium subscribers can
open a Mobile Clearance Delivery session from the ‘Flights’ page, starting about 30 mins before you plan
to go wheels-up.

The clearance is stored in the app for up to 48 hrs incase you need to check it again.

https://www.garmin.com/en-US/newsroom/press-release/aviation/garmin-pilot-adds-mobile-clearance-delivery-for-streamlined-ifr-clearances/


Status of the roll out.

Mobile Clearance isn’t nationwide yet, but will be soon.

The FAA has been quietly beavering away on this since 2016. Simulations took place in 2024, and then
real-world testing began in May this year at several Houston-area airports.

This was expanded over the summer to include KATW/Appleton and KIXD/New Century.

The rollout will now continue to the Kansas City, Nashville and Austin areas this fall.

The evaluation period will officially end this coming February, before deployment to airports across the
US.



What about right now?

If you’re flying through Houston, Appleton or New Century this season, don’t be surprised if this comes up
up. But treat it as a bonus, not a replacement for your normal procedures. The tool is still being
evaluated, so if your clearance isn’t available, or the app isn’t working for some reason, still be ready to
hop on the radio and get your clearance the old-fashioned way.

We’ll keep tracking the roll-out as more airports come online. If you fly though one of the test
locations and give it a try, we’d love to hear how it went. You can reach us via blog@ops.group.

Italy stepping up tax and customs checks on
private aircraft
David Mumford
20 October, 2026
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If you’re planning a trip to Italy in a foreign-reg aircraft, be prepared for increased checks on the ground!

We’re hearing reports of increased inspections by the Guardia di Finanza (Italian Financial Police), with
some aircraft reportedly detained while paperwork is checked.

According to AOPA Italy, the checks are aimed at three main things:

Is the aircraft genuinely foreign owned, or is it being used by an Italian owner to
avoid Italian taxes?

Does the aircraft have the correct EU customs and VAT status, or is it legally
operating under Temporary Admission?

If the aircraft is company owned, is it genuinely being used for private flights rather
than illegal commercial charter?

Aircraft on foreign reg (particularly N, T7 and HB reg aircraft) appear to be attracting the most
attention. AOPA Italy says the inspections have been most common in northeastern Italy, where some
operators have also reported being asked to notify flights several days before arrival.

The inspections are linked to Italy’s luxury tax rules that started back in 2011. AOPA says some operators
have received substantial tax demands, and in some cases aircraft have reportedly been prevented from
departing while the issues were investigated. AOPA also says it’s pushing back, with several legal cases
now underway and a complaint lodged with the European Commission.

But in the meantime, if you’re flying to Italy in a foreign-reg aircraft (especially one owned by a company
or with a more complex ownership structure!) make sure you have the paperwork showing the
aircraft’s ownership, customs and VAT status, and that the flight is private rather than
commercial!

Have you experienced one of these checks? We’d love to hear what happened. Email us at
team@ops.group (we will keep it anonymous!)

mailto:team@ops.group

