Title 14—AERONAUTICS
AND SPACE

Chapter l—Federal Aviation Adminis-
tration, Department of Transpertation
{Docket No. 7325, Amdt. 131-87)

PART 121—CERTIFICATION AND OP-
ERATIONS: DOMESTIC, FLAG, AND
SUPPLEMENTAL AIR CARRIERS AND
COMMERCIAL OPERATCRS OF
LARGE AIRCRAFY

Aircraft Dispatcher Qualifications

The purpose of this amendment to
Part 121 is to update the aircraft dis-
patcher qualification requirements to
mare closely allgn them to the duties
actually performed by the aircraft dis-
patcher and to generally clarify these
requirements.

This amendment was originally pro-
posed by Notice 70-26 and published In
the FEpERAL HEGISTER on July 8§, 1870
35 F.R. 11035). Numerous comments
were recelved regarding the proposed
almendments, the majority from afreraft
dispetchers who will be affected by the
rule, Generally, the comments took elther
of two points of view: one, the view
orlginally expressed by the Air Line Dis-
patchers Association (ALDAY, the other,
that of the Air Transport Assocciation
(ATA) . Both of these organizations had
petitioned the FAA for rule making in
the subject area prior to issuance of Nao-
tice 70-26. The objections and recom-
mendations of the commentators can be
summarized in terms of the positichs
taken by these two organizations in their
initial pronosals for rule making and in

8 subsequent public hearing conducted -

March 27, 1568, the original official re-
port of which is avallable in the FAA
regutatory docket.

The arguments submitted by ALDA
support the position that there should be
increased route, alrpert, and airplane
familiarization obtained on the flight
deck, It asserts that familiarization trips
are necessary for the observation of
pllot techniques, communication proce-
dure, terrain, air traffic control in prac-
tice, airpart approaches and hazards,
approach control, tower practices, and
dominant meteorological conditions, all
of which, the ALDA asserts, are essen-
tial to dispatcher training and knowl-
edge. Also, the ALDA states that the
dispatchet must be exposed to the pllot’s
environment, so that the dispatcher is
knowledgeable to the extent that his
Judgment is reliable and respected. Such
exposure would permit one dispatcher to
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monitor other dispatehers from the
flight deck. In addition, the ALDA states
that the only way to maintain a highly
trained, sensifive, and effleient organiza-
tion 1s to expose dispatchers to the actual
operating conditions with which they
must deal, and the only appropriate
means by which this end s achleved is
through operating famillarization and
route qualification which acquaints the
dispatcher with all Tacets of an opera-
tion with which he is concerned, Finally,
ALDA states that when utllized to the
proper extent, operating famillatlzation
and route qualification trips provide the
dispatcher with an opportunity to re-
tatn and increase his firsthand knowl-
edge of englne and alreraft performance
baramelers,

These arguments were again alred at
the March 27 public hearing and were
supported by numerous commentators
responding to notice T0-26 who are mem-
bers of ALDA, The Transport Workers
Unicn of America supports these views
and commented that the current opera-
tional environment of the Aight dis-
patcher is made more compliex by the in-
crensed density of air trafiic, noise ahate-
ment procedures, lower tazeoff and
anding limits and obther factors; con-
sequently, qualification trips are more
important than ever. Other commenta-
tors who support the ALDA position ex-
pressed fear that relaxation of the fight
experience requirements would compro-
mise flight safely.

The other view that was supporied by

commentators was that expressed by .

ATA both in its initial request for rule
making and in its statements made at
the publie hearing. The ATA states that
when the present regulation was
promulgated, the dispatcher's role was
nmiore closely tied in with the pllots
duties in Aight ahd flight safety than it
is today. With the current state of the
art, the dispatcher function s now pri-
marily the important one of preplanning
and coordination of equipment and
manpower a8 well as the monitoring of
aireraft departure and arrival informa-
tion. In addition, the ATA states that a
dispatcher can be better qualified with
regard to aircraft operating procedures,
communications, terminals, and airports
througn ground training. Finally, the
ATA objects to qualification require-
ments which are higher for an alrcraft
dispatcher than those prescribed for a
pilot in command,

In letters of September 11, 1970, and
August 5, 1971, the ALDA requested that
a second public hearing be held. In the
rule-making process, a bublic hearing
has basically the same purpose as writ-
ten comments, namely, to inform the

FAA of the facts and the opinions of the
public concerning the proposed rule. The
hearing serves a useful purpose, how-
ever, when it provides something more
than is usually obtained from written
comments. Normally, this would involve
situations where facts and views cannot
be expressed adeguately by written com-
ments, where written comments cannot
propetly be evaluated without further
development in a public hearing, or
where written comments which have
been received raise new issues which re-
quire further public conslderation and
this can be accomplished most satis-
factorily and expeditiously in a hearing.

In view of the fact that one publlc
hearing was held prior to the issuance
of notice 70-26, the FAA does not believe
that any facts or opihions were subse-
quently presented that could not be
evaluated properly without further de-
velopment in g public hearing. Com-
ments were received in Tesponse Yo notice
70-26 covering all the issues Involved in
the proposed rule and they have been
most carefully evaluated with respect to
their bearing on the request for a public
hearing. The request for an additional
public hearing did not indicate any area
that the comments have not covered
adequately nor has sny showing been
made that they could not be evaluated
properly without another public hear-
ing. Furthermore, they did not point out
any significant issue that was not pre-
viously considered. On this point a public
hearing is likely to repeat opinions and
evidence already submitted in the form
of written comments. Accordingly, it
does not appear that another public
hearing would serve a useful purpose and
it is not deemed necessary in the public
Interest.

The coneept of route gualification for
aircraft dispatchers was essential to the
pafety of air carrler operations during
the era of the low-frequency airways
system. During this era, routes, many
of which were off-airways or point to
point, were approved on an individual
basis for each air cartier, Day VFR and
night VFR routes were common, and
even lighted airways were in use, In ad-
dition, it was not uncommon for routes
to be approved through mountainous
areas at operating altitudes below the
surrounding terrain. Against this back-
ground, the dispatcher had to play an
intimate role in the actual conduct of
each flight within his jurisdiction, and
he had to know thoroughly the physieal
structure and peculiarities of each route.
Generally, this knowledge was obtain-
able only by actual observation fram the
flight deck of the aircraft,

(As published in the Federal Register /37 F.R. 5606/ on March 17, 1972

2185



Today, aerpnautical and electronic
science have significantly sltered the
above situation. The original concept of
routes no longer prevails and air car-
riers customarily fly at altitudes where
knowledee of specifie terrain is no longer
a fretor. Furthermore, the system has
becn mode more efficient through the
standardization of navigation facilities
angd air traffic control procedures.

Asindicated in notice 7¢-18 (published
in the Frperal RecisTER, 35 F.R. 7021,
on May 2. 1970) which nroposes re-
vision of the pilot-in-eommand gqualifi-
caticn requirements, the concept of a
“route” is ne lenger applicable in light
of the developing concept of air naviga-
tion and the fexibility of routing be-
tween  Airports which has rendered
obsolete the coneept of & “route” as a
particular track over the ground. This
consideration applies egually in the grea
of aircraft dispatcher qualification.

With regard to requiring qualification
intn specific airports and over particular
routes, the FAA is of the opinion that
there is no justification for prescribing
such a requirement for dispatchers. Of
rourse, the dispatcher must have ade-
quate knowledge of the characteristics of
appropriate airports and air traffic and
apuroach control procedures, However,
these can be learned through ground
trainmg and the use of pictorial dis-
plavs and are adequately covered by
current regulations,

In the rule-making action involving
Amendment 121-55 (35 F.R. 84, Jan-
uatry 3. 19707, which revised and -up-
daled the training programs for
crewmearmbers and dispatchers. the FAA
explained its position regarding the use
of flight simulators and airplane group-
ings for training purposes. The FAA be-
Heves that the use of simulators should
he expanded wherever they can be used
cilectivelv. Insofar as airplane group-
ings for hraining purposes are concerned,
in adopting Amendment 121-55 the FAA
coneluded that regulatory requirements
for minimum hoeurs of training need not
he establishied for each airplane by make
atid Lvpe and reduced the number of ait-
plane groups to two—propeller driven
including reciprocating and turboprop,
and turhoiet.

Accordingly, this amendment estab-
lishes a requirement for operating
familiarization in § 121.463(a) that is
limited to aircralt groups rather than
aircraft types. Thus, if a dispatcher has

obtained operating familiarization on
the B—707 (a Group II aircrafi), he is
not required to have operating familiari-

zation on any other aircraft within that
group.

However, this amendment makes op-
erating famiiiarization a recurrent train-
ing requirement. Specifically § 121.463(¢)
of this amendment requires that a dis-
patcher must have satisfactorily con-
pleted, during each consecutive 12-
calendar-month period, operating famil-
{arization consisting of at least b hours
observing, from the flight deck, opera-
tions under Part 121 in one oi the types
of airplanes in the group he is to dis-
patch. This requirement may be reduced
to a minimum of 2% hours by the subsil-
tution of one additional takeoff and
landing for an hour cof flight. This re-
qulrement may also be mel through the
use of a simulator approved under
§121.407; however, in that event no
reduction in hours is permitted.

In addition, this amendment changes
the eurrent rule that provides a 90-day
exception to the operating familiariza-
tion requirement for dispatchers, for
the reasons stated in the Notice. Specifi-
cally, § 121.463{a) (2) of this amendment
permits a dispatcher to dispatch, without
having had the 5 hours of operating
familiarization required therein, for §0
days after initial introduction of the air-
plane into Part 121 operation,

In consideration of the foregoing,
t 121.463 of Part 121 of the Federal Avia-
tion Regulations iz amended, effective
April 17, 1973, 10 read as Lollows:

£121.463 Aircraft dispatcher qualifica-
Lo,

(3) No domeslic or flag air earrier may

S8 BNy Ppersol, Nnor may any person

seTve, as an aircraft dispateher for a par-

ticular airplane proup unless that person

has, with respect to an airplane of that
group, satisfactorily completed the fol-
lowing:

(1) Initial dispatcher training, except
that a person who has satisfactorily com-
pleted such training for another type air-
plene of the seme group need only com-
plete the appropriate transition training.

(2) QOperating familiarization congist-
ing of at least 5 hours observing from

the flight deck operations under this

part, except that a person may serve as
an aireraft dispatcher without meeting
this requirement for 90 days after initial
introduetion of the airplane into opera-
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tions under this part. This requirement
may be reduced to & minimum of 215
hours by the substitution of one addition-
al takeofl and landing for an hour of
flight,

(h} No domestic or flag air carrier mayv
use any persoll, nor may any petrson
serve, as an aireraft dispatcher for a
partiediar type airplane unless that per-
son has, with respect to that airplane,
satisfactorily completed  differences
training, if applicable.

(¢c) No domestic or fHag air carrier may
UsSe any person, nol May any person
serve, as an alreraft dispatcher unless
within the preceding 12 calendar months
he has satisfactorily completed operating
familiarization eonsisting of at least 5
hours observing from the flight deck op-
erations under this part.n one of the
typea of airpianes in each group he is to

dispatch. This requirement may be re-
duced to a minimum of 2% hours hy the
substitution of one additional takeoft
and landing for ap hour of flight. This
requirement may be satisfied by ohserva-
tiont of 5 hours of simulator training ov
each airplane group in one of the simula-
tors approved under §121.407 far the
group. However, if this requiremetit iz
met by the use of a simulator, no redur-
tion in hours is permitted.

(d) No domestic or flag air carriex
Mmay use any Person, 1nor may any person
serve as an aircraft dispatcher to dis-
patch airplanes in operations under ihis
part unless the air carrier has deter-
mined that he is familiar with all essen-
tial operating procedures for that seg-
ment of the operation over which he
exercises dispatch jurisdiction. However,
a dispatcher whao is gualified to dispatch
airplanes through one segment of an
operation may  dispatch  airplanes
through other segments of the opera-
tion after coordinating with dispatchers
who are qualified to dispatch airplanes
through those ather segments,

tg) For the purposes of this section,

the airplane groups, terms, and defini-
tions in § 121.400 apply.
(Secs. 313(a), 601, 802, 604, Federal Avistlon
Act of 1958, 49 U.S.C. 1354(¢a), 1421, 1422,
1424; gec. 6(c), Department of Transpnria-
tlon Act, 48 U.S.C. 1655(¢))

Issued in  Washington,
March 10, 1973,

DC, on

J. H. SHAFFER,
Administrator,
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