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DRAFT OPINION PART — ORGANISATION REQUIREMENTS (PART-OR)

Subpart OPS - Air Operations

Section I - General requirements

OR.OPS.005.GEN Scope
This subpart establishes additional requirements to be followed by an air operator:

(a)
(b)

Conducting non-commercial operations with complex motor-powered aircraft;

To qualify for the issue or continuation of an air operator certificate to conduct
commercial operations.

OR.OPS.010.GEN Definitions
For the purpose of this subpart, the following definitions will apply:

(a)
(b)
(c)
(d)
(e)

(f)

‘Code share’ means an arrangement under which an operator places its designator code
on a flight operated by another operator, and sells and issues tickets for that flight.

‘Flight Data Monitoring (FDM)" means the pro-active and non-punitive use of digital
flight data from routine operations to improve aviation safety

‘Rectification Interval’ means the maximum time an aircraft may be operated between
the deferral of an inoperative item and its rectification as specified in the MEL.

‘Dry lease agreement’ means an agreement between undertakings pursuant to which
the aircraft is operated under the AOC of the lessee;

‘Wet lease agreement’ means an agreement between commercial operators holding a
valid AOC in accordance with OR.OPS.015.A0C or an authorisation in accordance with
Part TCO pursuant to which the aircraft is operated under the AOC of the lessor;

‘Undertaking’ means any natural or legal person, whether profit-making or not, or any
official body whether having its own legal personality or not.

OR.OPS.100.GEN Operator responsibilities

(a)

(b)

(c)
(d)

(e)

(f)

The operator is responsible for the operation of the aircraft in accordance with Annex IV
of the Basic Regulation, Part-OPS, the applicable subparts of this Regulation and its
declaration or certificate.

The operator shall establish and maintain a system for exercising operational control
and supervision over any flight operated under the terms of its declaration or
certificate.

The operator shall ensure that its aircraft are equipped and its crews are qualified as
required for the area and type of operation.

The operator shall establish procedures and instructions for the safe operation of each
aircraft type, containing ground staff and crew member duties for all types of operation
on the ground and in flight. These procedures shall not require crew members to
perform any activities during critical phases of flight other than those required for the
safe operation of the aircraft.

The operator shall establish a checklist system for each aircraft type to be used by crew
members in all phases of flight under normal, abnormal and emergency conditions to
ensure that the operating procedures in the operations manual are followed. The design
and utilisation of checklists shall observe human factor principles.

The operator shall train its crew members and personnel involved in the handling of
aircraft to recognise dangerous goods that may be carried inadvertently.
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OR.OPS.105.GEN Aircraft used in commercial and non-commercial operations

When an aircraft is operated in commercial and non-commercial operations, the commercial
operations specifications shall contain an endorsement for non-commercial operations and the
operations manual shall contain a supplement with the operating procedures to be followed in
the case of non-commercial operations.

Section II — Manuals, Logs and Records

OR.OPS.015.MLR Operations Manual

(a)

(b)

(c)
(d)
(e)
(f)
(9)
(h)

The operator shall establish an Operations Manual (OM) containing all necessary
instructions, information and procedures, including standard operating procedures and
training programmes and syllabi, for all personnel involved in air operations to perform
their duties and for the aircraft operated.

The content of the OM shall reflect the requirements set out in this Part and Part-OPS
and shall not contravene the conditions contained in the operations specifications to the
certificate or the declaration.

The operator shall incorporate all amendments and revisions required by the competent
authority.

All personnel shall have access to the portions of the OM that are required to carry out
their duties.

The OM shall be kept up to date. All personnel shall be made aware of the changes that
are relevant to their duties.

The content of the OM shall be presented in a form which can be used without difficulty
and that observes human factors principles.

For air operator certificate holders, the OM and its amendments shall be approved by
the competent authority.

Notwithstanding paragraph (g) minor amendments to the OM not affecting the terms of
the certificate, may be approved through a procedure specified in the OM.

OR.OPS.020.MLR Minimum Equipment List (MEL)

(a)
(b)
(c)
(d)

(e)

A Minimum Equipment List (MEL) shall be established by the operator for each aircraft,
based on the Master Minimum Equipment List (MMEL) for the type approved by the
Agency in accordance with Part-21.

The MEL and any amendment shall be approved by the competent authority.

The operator shall amend the MEL after any applicable change to the MMEL and its
associated operational and maintenance procedures.

In addition to the list of items, the MEL shall contain:

(1) a preamble, including guidance and definitions for flight crews and maintenance
personnel using the MEL;

(2) the revision status of the MMEL upon which the MEL is based and the revision
status of the MEL; and

(3) the scope, extent and purpose of the MEL.

The operator shall establish rectification intervals for each instrument, item of
equipment or function inoperative listed in the MEL. The operator shall:

(1) take account of rectification intervals specified in the MMEL when preparing the
MEL. The rectification interval in the MEL shall not be less restrictive than the
corresponding rectification interval in the MMEL;

(2) establish an effective rectification programme that includes tracking of
inoperative items and co-ordinating parts, personnel, facilities and procedures
necessary for a timely rectification; and
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(3) only dispatch the operation of the aircraft after expiry of the rectification interval
specified in the MEL, when:

(1) the defect has been rectified; or
(i) the rectification interval is extended in accordance with paragraph (f).

(f) Subject to the approval of the competent authority, an operator may use a procedure
for the extension of the categories B, C and D rectification intervals, provided that:

(1) the extension of the rectification interval is within the scope of the MMEL for the
aircraft type;

(2) the extension of the rectification interval granted is, as a maximum, of the same
duration as the rectification interval specified in the MEL;

(3) a description of specific duties and responsibilities for controlling extensions is
established by the operator and approved by the competent authority;

(4) the competent authority is notified of any extension of the applicable
rectification interval; and

(5) a plan to accomplish the rectification at the earliest opportunity is established.

(9) The operator shall publish the operational and maintenance procedures associated with
the MEL as part of the operations manual or the MEL. The operator shall:

(1) take the MMEL operational and maintenance procedures into account when
preparing the MEL;

(2) plan and accomplish operational procedures prior to operating and/or during the
operation with the listed item inoperative; and

(3) accomplish maintenance procedures prior to operating with the listed item
inoperative.

OR.OPS.025.MLR Operational flight plan - commercial air transport

An operational flight plan shall be completed for each intended flight based on considerations
of aircraft performance, other operating limitations and relevant expected conditions on the
route to be followed and at the aerodromes concerned, except for operations with:

(a) other than complex motor-powered aeroplanes taking off and landing at the same
aerodrome;

(b) other than complex motor-powered helicopters engaged in flight operations conducted
within a local area specified in the operations manual; or

(c) sailplanes and balloons.
by day flights over routes navigated by reference to visual landmarks.

OR.OPS.030.MLR Information retained on the ground - commercial air transport

Information relevant to the flight and appropriate for the type of operation shall be preserved
on the ground for the duration of each flight or series of flights, except for operations with:

(a) helicopters having a maximum passenger seating configuration of 9 or less engaged in
flight operations conducted within a local area specified in the operations manual;

(b) other than complex motor-powered helicopters; or
(c) sailplanes and balloons

by day and over routes navigated by reference to visual landmarks, when other methods of
recording are employed.

OR.OPS.220.MLR Record-keeping

(a) The records of the activities referred to in OR.GEN.200 and the declaration shall be
stored for at least 5 years.

(b) The following information used for the preparation and execution of a flight and reports
shall be stored for 3 months, if applicable for the operation:
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(1) Operational flight plan;
(2) Route specific NOTAM/AIS briefing documentation if edited by the operator;
(3) Mass and balance documentation;

(4) Notification of special loads including written information to the pilot-in-
command about dangerous goods;

(5) Journey log; and

(6) Flight report(s) for recording details of any occurrence, or any event which the
pilot-in-command deems necessary to report/ record.

Notwithstanding OR.GEN.200, personnel records shall be stored for the periods

indicated below:

Flight crew licence and cabin crew attestation As long as the crew member is
exercising the privileges of the
licence or attestation for the
aircraft operator

Crew member training and checking 3 years

Records on crew member recent experience 15 months

Crew member route and aerodrome / task and | 3 years
area competence, as appropriate

Dangerous Goods training, as appropriate 3 years

Training / qualification records of other | last 2 training records
personnel for whom a training programme is
required

The operator shall:

(1) Maintain records of all training, checking and qualification prescribed in this
Section undertaken by a crew member; and

(2) Make the records of all conversion courses and recurrent training and checking
available, on request, to the crew member concerned.

The operator shall preserve the information used for the preparation and execution of a
flight and personnel training records even if the operator ceases to be the operator of
that aircraft or the employer of that personnel.

Section III - Air operator declaration

OR.OPS.040.DEC Declaration

(a)

(b)

(c)

Prior to commencing operations, the operator shall declare its capability and means to
discharge the responsibilities associated with the non-commercial operation of complex
motor-powered aircraft to the competent authority.

When the non-commercial operation of a complex motor-powered aircraft is managed
by a third party on behalf of the owner, that party shall declare its capability and means
to discharge the responsibilities associated with the operation of the aircraft to the
competent authority.

Operations shall not commence before an acknowledgement of receipt from the
Competent Authority has been received.

OR.OPS.041.DEC Content of the declaration

(a)

The declaration shall be made on the form contained in Appendix 1.
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Appendix 1 to OR.OPS.041.DEC Template Declaration

Declaration

Operator
Name:
Contact details:

CAMO
Name:
Contact details:

Aircraft operation

Starting date of operation / applicability date of the change:

Address of main base of operation

Type(s) of operation

Type(s) of aircraft and registration(s)

Details of approval held (attach the OPSPECS)

Management system

Description including organisational structure
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Name and contact details of Accountable Manager

Name and contact details of person responsible for the operation
(if different from the accountable manager)

Statements

The operations manual as required by PART OR reflects the applicable requirements set out in PART
OR and PART OPS.
All flights will be carried out in accordance with that operations manual.

All aircraft operated hold a valid certificate of airworthiness in compliance with PART M and are of a
type that has been certificated by EASA.

All flight and cabin crew (if applicable) members are trained in accordance with PART OR.

(If applicable)

The operator has implemented and demonstrated conformance to an officially recognised industry
standard.

Name of the standard:

Date of the last audit of their conformance:

Any change in the operation that affects the information disclosed in this declaration will require a
new declaration to be provided to the competent authority.

The operator confirms that the information disclosed in this declaration is correct.

Date, name of and signature by the Accountable Manager

Section IV - Air operator certification

OR.OPS.015.A0C Application for an Air Operator Certificate

(a) Without prejudice to Regulation (EC) 1008/2008, prior to commencing commercial air
operations, the operator shall apply for and obtain an air operator certificate issued by
the competent authority.

(b) Applicants shall provide the following information:

(1)
(2)
(3)

(4)
(5)

The official name and business name, address and mailing address of the
applicant;

Description of the proposed operation, including the type(s) and number of
aircraft to be operated;

Description of the management system, including organisational structure;
The name of the accountable manager;

The names of the nominated post holders, as required by OR.OPS.210.A0C(a)
together with their qualifications and experience; and
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(6) A copy of the Organisation Manual, as required in OR.GEN.200 (a)(6).
(c) Applicants shall demonstrate to the competent authority that:
(1) they comply with all the applicable requirements of this Part and Parts-OPS;
(2) all aircraft operated have a certificate of airworthiness in accordance with Part-
21;
(3) Its organisation and management are suitable and properly matched to the scale
and scope of the operation; and

(4) Every flight can be conducted in accordance with the provisions of the
Operations Manual.

OR.OPS.020.A0C Operation specifications and privileges of an air operator
certificate holder

(a) The privileges that the operator is certificated to conduct shall be specified in the
operations specifications of the certificate.

(b) The privileges of the holder of an air operator certificate may include any of the
operations requiring specific approvals referred to in Part-OPS.SPA.

OR.OPS.025.A0C Changes

In the case of an amendment to the certificate, applicants shall provide the competent
authority with the relevant parts of the Operations Manual, the Organisation Manual and all
other relevant documentation.

OR.OPS.030.A0C Leasing
ANY LEASE-IN

(a) Without prejudice to Regulation 1008/2008, any lease-in agreement for aircraft
registered in a third country and used by an operator for which any Member State
ensures oversight of operations or used into, within or out of the Community by an
operator certified in accordance with this section (Community operator) shall be subject
to prior authorisation of the competent authority.

WET LEASE-IN

(b) To obtain the authorisation as referred to in (a) above for the wet lease-in of an aircraft
registered in a third country, an operator for which a Member States ensures oversight
of operations, shall demonstrate to the competent authority that:

(1) The lessor is an operator holding an authorisation in accordance with Part-TCO;
and

(2) The following requirements are met:
(i) Part-OPS.GEN;

(i) for commercial air transport (CAT) operations Part-OPS.CAT, excluding
OPS.CAT.220.A if authorised by the state of the operator;

(iii)  for commercial operations other than CAT, Part-OPS.COM;
(iii)  Part-FCL Annex III;

(iv) OR.GEN Section 2, OR.OPS.GEN, OR.OPS.MLR excluding
OR.OPS.020.MLR, OR.OPS.FC, the cabin crew medical and training
requirements of OR.OPS.CC, OR.OPS.TC, OR.OPS.FTL including related
CS-FTL and OR.OPS.SEC;

(v) Part-M; and;

(vi) Part-145.

(3) Compliance with the essential requirements and applicable implementing rules

may be demonstrated by applying the procedures contained in the operations
manual of the lessor.
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DRY LEASE-OUT

(c)

(d)

Any dry lease-out of an aircraft of an operator for which any Member State ensures
oversight of operations, shall be subject to the prior authorisation of that Member
State’s competent authority.

To obtain the authorisation as referred to in (c) above, the following conditions shall be
met:

(1) the competent authority has transferred its responsibilities for oversight of
operations and maintenance to the competent authority of the lessee;

(2) the aircraft is removed from the AOC of the lessor; and

(3) the aircraft is maintained in accordance with an approved maintenance
programme.

OR.OPS.035.A0C Code share arrangements

(a)

(b)

(c)

Any code share arrangement between an operator certified in accordance with this
section (community operator) and a third country operator shall be subject to prior
authorisation of the competent authority.

To obtain an authorisation to enter into a code share arrangement with a third country
operator, the community operator shall demonstrate to the competent authority that:

(1) The third country operator holds an authorisation in accordance with Part-TCO.

(2) The Community operator conducts an initial onsite audit and for the duration of
the code share arrangement regular audits of the third country operator to
ensure compliance of the third country operator with the essential requirements
of the Basic Regulation and the standards maintained by that operator in
conducting its operations; Onsite audits shall be conducted at least once every
24 months.

The audits, including any findings shall be recorded. Level 1 findings shall be closed
before entering in or continuing a code share agreement, level 2 findings within 12
months of the audit. The Community operator shall submit the audit report including
findings and their closure to the competent authority. All audit reports shall be kept for
at least 5 years.

OR.OPS.201.A0C Flight data monitoring — aeroplanes

(a)

(b)

An operator shall establish and maintain a flight data monitoring system, which shall be
integrated in the management system, for aeroplanes with a maximum certificated
take-off mass of more than 27 000 kg.

The flight data monitoring system shall be non-punitive and contain adequate
safeguards to protect the source(s) of the data.

OR.OPS.210.A0C Personnel requirements

(a)

(b)

The operator shall, in accordance with OR.GEN.210(b) nominate post holders
responsible for the management and supervision of the following areas:

(1) flight operations;

(2) crew training;

(3) ground operations; and

(4) compliance monitoring.
Adequacy and competency of staff.

(1) The operator shall employ sufficient staff for the planned ground and flight
operations.

(2) All personnel assigned to, or directly involved in, ground and flight operations
shall:
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(1) be properly trained;
(i) demonstrate their capabilities in the performance of their assigned
duties; and

(iii) be aware of their responsibilities and the relationship of their duties to
the operation as a whole.

Supervision of staff

(1) The number of supervisors to be appointed shall be sufficient in relation to the
structure of the operator and the number of staff employed.

(2) The duties and responsibilities of these supervisors shall be defined, and any
other necessary arrangements shall be made to ensure that they can discharge
their supervisory responsibilities.

(3) The supervision of crew members and personnel involved in the operation shall
be exercised by individuals with adequate experience and the skills to ensure the
attainment of the standards specified in the operations manual.

OR.OPS.215.A0C Facility requirements
In accordance with OR.GEN.215, the operator shall:

(a)
(b)

(c)

arrange appropriate ground handling facilities to ensure the safe handling of its flights;

maintain operational support facilities at the main operating base, appropriate for the
area and type of operation;

ensure that the available working space at each operating base is sufficient for
personnel pertaining to the safety of flight operations. Consideration shall be given to
the needs of ground staff, staff concerned with operational control, the storage and
display of essential records and flight planning by crews.

OR.OPS.300.A0C Documentation requirements

(a)
(b)

The operator shall produce the manuals and any other documentation required and
amendments thereof.

The operator shall be capable of, without delay, distributing operational instructions and
other information.

Section V - Flight Crew
Chapter 1

General

OR.OPS.015.FC Composition of flight crew
(@) The composition of the flight crew and the number of flight crew members at designated

(b)
(c)
(d)

crew stations shall be no less than the minimum specified in the aircraft flight manual or
in any operating limitations prescribed for the aircraft.

The flight crew shall include additional flight crew members when required by the type of
operation, and shall not be reduced below the number specified in the operations manual.

All flight crew members shall hold a licence and ratings issued in accordance with Part
FCL, appropriate to the duties assigned to them.

A flight crew member may be relieved in flight of his duties at the controls by another
suitably qualified flight crew member.
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OR.OPS.020.FC Designation as pilot-in-command
(a) One pilot amongst the flight crew shall be designated by the operator as pilot-in-

command.
(b) The operator shall only designate a flight crew member to act as pilot-in-command if
he/she:
(1) complies with the minimum level of experience specified in the Operations
Manual;

(2) except in the case of balloons:

(i) has adequate knowledge of the route or area to be flown and of the
aerodromes, facilities and procedures to be used;

(ii) in the case of commercial operations, has had experience within the last 12
months of the route or area to be flown and of the aerodromes, facilities
and procedures to be used;

(3) in the case of multi-crew operations, has completed a command course provided
by the operator, as specified in the Operations Manual;

OR.OPS.025.FC Flight engineer

When a separate flight engineer station is incorporated in the design of an aeroplane, the flight
crew shall include one crew member who is suitably qualified in accordance with applicable
national rules.

OR.OPS.030.FC Crew resource management (CRM) training
Except in the case of balloons:

(a) Before acting in a multi-crew environment, a flight crew member shall have received
appropriate CRM training as specified in the Operations Manual.

(b) Elements of CRM training shall be included in the aircraft type training and recurrent
training as well as in the command course.

OR.OPS.035.FC Operator conversion training

(a) Except in the case of balloons, a flight crew member shall complete the operator
conversion training course:

(1) when changing to an aircraft for which a new type or class rating is required; or
(2) when commencing at an operator.

(b) The operator conversion training course shall include training on all the equipment
installed on the aircraft.

OR.OPS.040.FC Differences training and familiarisation training

(a) Flight crew members shall complete differences or familiarisation training when required
by Part-FCL and when changing equipment or procedures on types or variants currently
operated.

(b) The operations manual shall specify when such differences training or familiarisation
training is required.

OR.OPS.045.FC Recurrent training

Each flight crew member shall complete annual recurrent aircraft flight and ground training
relevant to the type or variant of aircraft on which he/she operates, including training on the
location and use of all emergency and safety equipment carried.
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OR.OPS.050.FC Pilot qualification to operate in either pilot’'s seat

Flight crew members who may be assigned to operate in either pilot's seat shall complete
appropriate training and checking as specified in the operations manual.

OR.OPS.055.FC Operations on more than one type or variant

(a) Flight crew members operating more than one type or variant of aircraft shall comply
with all of the requirements prescribed in this Section for each type or variant, unless
credits related to the training, checking, and recent experience requirements are
approved in accordance with Part-21 for the relevant types or variants.

(b) Appropriate procedures and/or operational restrictions shall be specified in the operations
manual for any operation on more than one type or variant.

OR.OPS.060.FC Provision of training
All the training required in this section shall be conducted:

(a) in accordance with the training programmes and syllabi established by the operator in
the OM;

(b) by appropriately qualified personnel. In the case of flight and flight simulation
training, the personnel providing the training and conducting the checks shall be
qualified in accordance with Part-FCL.

Chapter 2
Additional requirements for commercial air transport

OR.OPS.115.FC Composition of Flight Crew
(a) Inexperienced flight crew members shall not be part of the same flight crew.

(b) The pilot-in-command may delegate the conduct of the flight to another pilot suitably
qualified in accordance with Part FCL and fulfilling the requirements of
OR.OPS.020(b).

The delegation shall include all the responsibilities of the pilot-in-command.
(c) Specific requirements for aeroplane operations under IFR or at night.

(1) The minimum flight crew shall be 2 pilots for all turbojet aeroplanes and all
turbo-propeller aeroplanes with a maximum passenger seating configuration of
more than 9.

(2) Aeroplanes other than those covered by (c)(1) may have the minimum flight
crew reduced from 2 to 1 pilot provided that:

(i) The pilot has undertaken training on the operator’s procedures, in
particular regarding:

- Engine management and emergency handling;

- Use of normal, abnormal and emergency checklist;
- ATC communication;

- Departure and approach procedures;

- Autopilot management, if applicable; and

- Use of simplified in-flight documentation;

(i) The recurrent checks required by OR.OPS.145.FC are performed in the
single-pilot role on the relevant type or class of aeroplane in an
environment representative of the operation;

(iii)  For operations under IFR:
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the pilot has a minimum of 50 hours flight time under IFR on the
relevant type or class of aeroplane, of which 10 hours as pilot-in-
command; and

the pilot has completed 5 IFR flights, including 3 instrument
approaches, in a single-pilot role, or undertaken an IFR
instrument approach check during the preceding 90 days on the
relevant type or class of aeroplane; and

(iv)  For operations at night:

- the pilot has a minimum of 15 hours flight time at night which
may be included in the 50 hours flight time under IFR in
paragraph (iii) above; and

- the pilot has completed three take-offs and landings at night on
the type or class of aeroplane in the single pilot role, or
undertaken a night take-off and landing check during the
preceding 90 days on the relevant type or class of aeroplane.

(d) Specific requirements for helicopters.

For all operations using helicopters with a maximum passenger seating

configuration (MPSC) of more than 19 and for IFR operations using

helicopters with a MPSC of more than 9:

(i) The minimum flight crew shall be two pilots; and

(i) The pilot-in-command shall be the holder of an Airline Transport Pilot
Licence (Helicopter) issued in accordance with Part FCL.

Operations not covered by paragraph (d)(1) above may be operated by a
single pilot under IFR or at night provided that:

(i) The pilot has undertaken training on the operator’s procedures, in
particular regarding:

(1)

(2)

Engine management and emergency handling;
Use of normal, abnormal and emergency checklist;
ATC communication;

Departure and approach procedures;

Autopilot management, if applicable;

Use of simplified in-flight documentation; and

(i) The recurrent checks required by OR.0OPS.145.FC are performed in the
single-pilot role on the particular helicopter type in an environment
representative of the operation; and

(iii)  For IFR operations, the pilot:

has 25 hours total IFR flight experience in the relevant operating
environment; and

has 25 hours flight experience as a single pilot on the specific
type of helicopter, approved for single pilot IFR, of which 10
hours as pilot-in-command or pilot-in-command under
supervision, including 5 sectors of IFR line flying under
supervision using the single pilot procedures; and

complies with the minimum required recent experience of 5 IFR
flights as a single pilot, including 3 instrument approaches,
carried out during the preceding 90 days on a helicopter
approved for this purpose or undertakes an IFR instrument
approach check as a single pilot on the relevant type of helicopter
or an FSTD.
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OR.OPS.120.FC Command course
Except in the case of balloons, the command course shall include at least the following

elements:
(a) Training in an FSTD, including line orientated flying training (LOFT), or flying
training;
(b) The operator proficiency check, operating as pilot-in-command;
(c) Training on pilot-in-command responsibilities;
(d) Line training as pilot-in-command under supervision, for a minimum of:
(1) 10 sectors, in the case of aeroplanes; and
(2) 10 hours, including at least 10 sectors, in the case of helicopters.
(e) Completion of a line check as pilot-in-command; and
(f) Elements of crew resource management training.
OR.OPS.130.FC Initial Operator’'s Crew Resource Management (CRM) training
(a) Except in the case of balloons:
(1) A flight crew member shall have completed an initial CRM training course
before commencing unsupervised line flying.
(2) Initial CRM training shall be conducted by at least one suitably qualified CRM
trainer who may be assisted by experts in order to address specific areas.
(b) If the flight crew member has not previously received theoretical training in Human

Factors to the ATPL level, he/she shall complete, before, or combined with, the
initial CRM training, a theoretical course provided by the operator and based on the
human performance and limitations syllabus for the ATPL as established in Part-
FCL..

OR.OPS.135.FC Operator conversion training and checking

(a)

(b)

(c)

(d)

Except in the case of balloons:

(1) crew resource management training shall be integrated into the operator
conversion training course;

(2) during the operator conversion course the flight crew member shall not
undertake flying duties on another type or class of aircraft.

The amount of training required by the flight crew member for the operator’s
conversion course shall be determined in accordance with the standards of
qualification and experience specified in the Operations Manual, taking into account
his/her previous training and experience.

The flight crew member shall complete:

(1) the operator proficiency check and the emergency and safety equipment
training and checking before commencing line flying under supervision; and

(2) the line check upon completion of line flying under supervision.

Aeroplanes. Pilots that have been issued a type rating based on a zero flight time

training (ZFTT) course shall:

(1) commence line flying under supervision not later than 21 days after the
completion of the skill test or after refresher training provided by the
operator;

(2) conduct the first 4 take-offs and landings of the line flying under supervision
in the aeroplane under the supervision of a TRI(A) occupying the other pilot
seat, unless otherwise specified in accordance with Part-21.
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OR.OPS.145.FC Recurrent training and checking

(a)
(b)

(c)

(d)

(e)

(f)

(9)
(h)

Each flight crew member shall complete recurrent training and checking relevant to
the type or variant of aircraft on which they operate.

Operator Proficiency Check:

(1) Each flight crew member shall complete operator proficiency checks to

demonstrate his/her competence in carrying out normal, abnormal and
emergency procedures, as part of a normal flight crew complement.

(2) When the flight crew member will be required to operate under IFR, the

operator proficiency check shall be conducted without external visual reference.

(3) The period of validity of the operator proficiency check shall be 6 calendar

months.

Line Check. Except in the case of balloons, each flight crew member shall complete a
line check on the aircraft to demonstrate his/her competence in carrying out normal
line operations described in the Operations Manual. The period of validity of a line
check shall be 12 calendar months.

Emergency and Safety Equipment training and checking. Each flight crew member
shall complete training and checking on the location and use of all emergency and
safety equipment carried. The period of validity of an emergency and safety
equipment check shall be 12 calendar months.

Except in the case of balloons:

(1) Elements of CRM shall be integrated into all appropriate phases of the
recurrent training.

(2) Each flight crew member shall undergo specific modular CRM training. All
major topics of CRM training shall be covered over a period not exceeding 3
years.

Each flight crew member shall undergo ground training and aircraft/FSTD training at

least every 12 calendar months.

The validity periods mentioned in (d)(3), (e) and (f) shall be counted from the end
of the month when the check was taken.

When the training or checks required above are undertaken within the last 3 months
of the validity period, the new validity period shall be counted from the original
expiry date.

OR.OPS.155.FC Operation on more than one type or variant

(a)
(b)

When a flight crew member operates both helicopters and aeroplanes the operation
shall be limited to one type of each.

The procedures or operational restrictions for operation on more than one type or
variant established in the Operations Manual shall cover:

(1) The flight crew members' minimum experience level;

(2) The minimum experience level on one type or variant before beginning
training for and operation of another type or variant;

(3) The process whereby flight crew qualified on one type or variant will be
trained and qualified on another type or variant; and

(4) All applicable recent experience requirements for each type or variant.
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Chapter 3

Additional requirements for commercial operations other than commercial air
transport

OR.OPS.240.FC Recurrent training and checking - Operator Proficiency Check

(a) Each flight crew member shall complete annual operator proficiency checks to
demonstrate his/her competence in carrying out normal, abnormal and emergency
procedures, covering the relevant aspects associated with the specialised tasks
described in the Operations Manual;

(b) Appropriate consideration shall be given when the operations are undertaken under
IFR or at night;

(o) The period of validity of the operator proficiency check shall be 12 calendar months
in addition to the remainder of the month when the check was taken. When the
operator proficiency check is undertaken within the last 3 months of the validity
period, the new validity period shall be counted from the original expiry date.

Section VI - Cabin crew

OR.OPS.005.CC Scope

This section establishes the requirements to be met by an operator when operating an aircraft
with cabin crew.

Chapter 1

Common requirements

OR.OPS.105.CC Number and composition of cabin crew

(a) At least one cabin crew member shall be assigned for the operation of any aircraft with
a maximum passenger seating configuration of more than 19 when carrying one or
more passengers.

(b) The cabin crew shall be composed of at least one cabin crew member for every 50, or
fraction of 50, passenger seats installed on the same deck of an aircraft.

(c) For operations when more than one cabin crew member is assigned the operator shall
nominate one cabin crew member to be responsible to the pilot-in-command.

OR.OPS.110.CC Conditions for assignment of cabin crew to duties
(a) Cabin crew members shall be assigned to duties on an aircraft only if they:
(1) are at least 18 years of age;

(2) have been assessed physically and mentally fit to perform all assigned duties
and responsibilities safely in accordance with the medical requirements specified
in Part-MED as applicable to the type of operations;

(3) have completed all training required by Part-CC and this Chapter to perform the
assigned duties; and

(4) have been checked as proficient to perform all assigned duties.

(b) The cabin crew members and their functions with regard to flight and passenger safety
shall be clearly identified to the passengers.
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OR.OPS.115.CC Training courses and associated checking

(a)

(b)

(c)

(d)

A detailed programme shall be established by the operator for each training course in
accordance with the applicable requirements of Part-CC and of this Section as
applicable to cover the duties and responsibilities to be performed by the cabin crew
members;

Each training course shall include theoretical and practical instruction together with
individual or collective practice as relevant to each training subject in order that the
cabin crew member achieves the adequate level of proficiency in accordance with this
Section;

Training and checking of each cabin crew member shall be conducted for each training
course by personnel suitably qualified and experienced for the subject to be covered;
and

Checking of the proficiency of each cabin crew member shall be conducted for all
training received, except for crew resource management training.

OR.OPS.120.CC Initial safety training

The operator shall provide the cabin crew member with an initial safety training course in
accordance with the applicable requirements of Part-CC unless the cabin crew member holds a
cabin crew attestation issued in accordance with Part-CC.

OR.OPS.125.CC Operator’s aircraft type training and differences training

(a)

(b)

(c)

A cabin crew member shall undergo appropriate aircraft type training in accordance
with (c) before being:

(1) first assigned by the operator to act as a cabin crew member; or

(2) assigned by that operator to operate on another aircraft type.

In addition to (a), a cabin crew member shall undergo appropriate differences training
in accordance with (c) as applicable before they are assigned:

(1) on a variant of an aircraft type currently operated; or

(2) on currently operated aircraft types or variants with different safety equipment,
safety equipment location or normal and emergency safety procedures.

The programme of the operator’s aircraft type training, and differences training as
relevant, shall:

(1) involve training and practice on a representative training device or on the actual
aircraft;

(2) comprise training in the operator's standard operating procedures for cabin crew
members to be first assigned to duties by the operator; and

(3) cover in addition to the aircraft type-specific training subjects specified in Part-
CC at least the following subjects as relevant to the aircraft type or variant to be

operated:
(i) description of the cabin configuration;
(i) location, removal and use of all portable safety equipment carried on-

board the aircraft type or variant;
(iii)  the operator’s normal and emergency procedures;
(iv)  passenger briefing, safety demonstrations and crowd control;
(v) fire and smoke training using the operator’s equipment;
(vi)  the operator’s evacuation procedures;
(vii)  pilot incapacitation; and
(viii) the operator’s crew resource management training.

OR.OPS.130.CC Familiarisation
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After completion of a training course on an aircraft type or a variant, a cabin crew member
with no previous comparable experience shall complete appropriate familiarisation under
supervision before being assigned as one of the minimum number of cabin crew required for
the aircraft type or variant.

OR.OPS.135.CC Operator’s recurrent training

(a)

(b)

(c)

The programme of the recurrent training course shall cover all actions assigned to each
member of the cabin crew in normal and emergency procedures and drills relevant to
each aircraft type or variant to be operated.

Every 12 calendar months cabin crew members shall undergo recurrent training
complying with the applicable requirements of Part-CC and covering in addition at least
the following training subjects for each aircraft type or variant to be operated:

(1) location and handling of all safety and emergency equipment carried on-board;
(2) stowage of articles in the cabin;

(3) information to the flight crew in case of surface contamination;

(4) operator’s emergency procedures;

(5) operator’s evacuation procedures;

(6) incident and accident review relevant to the operator;

(7) operator’s crew resource management;

(8) aero-medical aspects and first aid; and

(9) security procedures.

In addition to the training subjects specified in (b), cabin crew members shall also be
trained on the following within intervals not exceeding 3 years:

(1) each cabin crew member:
(i) actually fighting a fire using the operator’s equipment;and
(i) undergoing pilot incapacitation training if applicable;
(2) use of pyrotechnics (actual or representative devices);
(3) demonstration of the use of the life-raft, or slide-raft, where fitted; and
(4) demonstration of the operation of all other exits including flight deck windows.

OR.OPS.140.CC Operator’s refresher training

(a)

(b)

(c)

A cabin crew member who has not undertaken any flying duties for more than 6 months
shall undergo a refresher training on the aircraft type to be operated before being
assigned to duties.

A cabin crew member who has not undertaken flying duties on one particular aircraft
type during the preceding 6 months shall before being assigned on that type complete
either:

(1) the applicable refresher training in accordance with (c); or

(2) 2 refresher sectors on the aircraft type under appropriate supervision.

The refresher training programme for each aircraft type shall cover as a minimum:
(1) emergency procedures;

(2) evacuation procedures;

(3) actual operation and opening by each cabin crew member of each type or variant
of normal and emergency exits in the normal and emergency modes;

(4) demonstration of the operation of all other exits; and
(5) location and handling of all safety and emergency equipment carried.
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Chapter 2

Additional requirements for commercial air transport

OR.OPS.205.CC Number and composition of cabin crew

(a)

(b)
(c)

(d)

(e)

The minimum number of cabin crew members determined in accordance with Part 21
for the certification of the aircraft type or variant to be operated with the same number
of passenger seats installed shall apply when greater than the applicable number
specified in OR.0OPS.105.CC.

The operator shall take into account the type and duration of operations when
determining the number and composition of the cabin crew.

When more than one cabin crew member is required, the composition of the cabin crew
shall comprise a senior cabin crew member nominated by the operator and qualified in
accordance with OR.OPS.260.CC.

The minimum required number of cabin crew members determined in accordance with
(a) may be reduced in unforeseen circumstances provided that:

(1) the number of passengers has been reduced, taking particular account of the
special categories of passengers carried, if any;

(2) there is at least:

(i) 1 cabin crew member for every 50, or fraction of 50, passengers carried on
the same deck of the aircraft; or

(i) 1 cabin crew member per pair of floor level emergency exits, whichever
number is the greater; and

(3) a report is submitted to the competent authority after completion of the flight.

During ground operations, when the aircraft is at its parking station and one or more
passengers are on board, the minimum required number of cabin crew members may
be reduced only if:.

(1) the number of cabin crew members present on board complies with the number
required in (d) (2) above;

(2) no refuelling/de-fuelling is taking place; and

(3) procedures to be applied with this reduced number of cabin crew are established
in the operations manual.

OR.0OPS.210.CC Conditions for assignment to duties

(a)

(b)

The operator shall:

(1) only assign cabin crew members holding a cabin crew attestation issued in
accordance with Part-CC.

The operator shall also ensure that:

(1) all and only the cabin crew members assigned to duties on a flight wear the
operator’s cabin crew uniform; and

(2) such uniform is compatible with the safety functions of cabin crew and is clearly
identifiable to the passengers.

OR.OPS.215.CC Training courses and associated checking

Following the successful completion of a training course and associated checking, the operator
shall provide each cabin crew member with an updated list showing the validity period of the
related training and checking of the aircraft type(s) and variant(s) on which the cabin crew
member is proficient.
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OR.OPS.250.CC Operation on more than one aircraft type or variant

(a)

(b)

Aircraft types and variants for cabin crew shall be:

(1) the types and variants determined in accordance with the applicable
requirements of Part-21; and

(2) in the additional case of a cabin configuration specific to the operator, the
related variant of an aircraft type shall be determined as a different type for
cabin crew when not similar in the location and type of portable safety
equipment and in the emergency procedures.

A cabin crew member shall not be assigned to duties on more than 3 aircraft types
determined in accordance with (a), except that the cabin crew member may be
assigned on 4 aircraft types if for at least 2 of the types:

(1) safety equipment and type-specific normal and emergency procedures are
similar; and

(2) non-type-specific normal and emergency procedures are identical.

OR.OPS.255.CC Single cabin crew member operations

(a)

(b)

(c)

The operator shall select, recruit, train and check the proficiency of the cabin crew
members to be assigned to single cabin crew member operations according to criteria
appropriate to this type of operations.

Cabin crew members shall only be assigned to single cabin crew member operations
after they:

(1) have completed the additional training course required for single cabin crew
member operations;

(2) have successfully passed the checks verifying their proficiency in performing the
duties and responsibilities performed in single cabin crew member operations;
and

(3) for new entrant cabin crew members who have no previous comparable
experience, have undertaken familiarisation flying of at least 20 hours and 15
sectors on the aircraft type under the supervision of a suitably experienced cabin
crew member.

The programme of the training course for single cabin crew operations shall at least
cover the following subjects:

(1) responsibility to the pilot-in-command for the conduct of normal and emergency
procedures;

(2) importance of co-ordination and communication with the flight crew, including as
regards management of unruly or disruptive passengers;

(3) review of operator’s requirements and of legal requirements;
(4) accident and incident reporting; and
(5) flight and duty time limitations and rest requirements.

OR.OPS.260.CC Senior cabin crew member

(a)

(b)

The operator shall nominate cabin crew members to the functions of senior cabin crew
member only if they:

(1) have at least 1 year experience as operating cabin crew member; and
(2) have successfully completed a senior cabin crew training course.

The senior cabin crew training course shall cover all duties and responsibilities of senior
cabin crew members and shall include at least the following subjects:

(1) pre-flight briefing;
(2) co-operation with the crew;
(3) review of operator’s requirements and of legal requirements;
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(4) accident and incident reporting;
(5) human factors and crew resource management (CRM); and
(6) flight time limitations and rest requirements.

The senior cabin crew member shall have responsibility to the pilot-in-command for the
conduct and co-ordination of normal and emergency procedures specified in the
operations manual, including for discontinuing non-safety-related duties for safety or
security purposes.

The operator shall establish procedures to select the most suitably qualified and
experienced cabin crew member to replace the nominated senior cabin crew member in
case he/she becomes unable to operate.

Section VII - Technical crew member in HEMS, HHO and NVIS operations

OR.OPS.005.TC Scope

(a)
(b)

This Part establishes the requirements to be met by technical crew members in HEMS,
HHO and NVIS operations other than flight or cabin crew.

A technical crew member in HEMS, HHO and NVIS operations is assigned by the
operator to duties in the aircraft or on the ground for the purpose of assisting the pilot
during HEMS, HHO or NVIS operations, which may require the operation of specialised
on-board equipment.

OR.OPS.015.TC Conditions for assighnment of technical crew to duties

(a)

Technical crew members in HEMS, HHO and NVIS operations shall only be assigned
duties if they:

(1) are at least 18 years of age;

(2) are physically and mentally fit to safely perform assigned duties and
responsibilities;

(3) are periodically assessed for medical fitness, based on aero-medical best
practice, to safely exercise their assigned safety duties;

(4) have completed all training required by this section to perform the assigned
duties; and

(5) have been checked as proficient to perform all assigned duties.

OR.OPS.020.TC Initial and type-related training
Before being first assigned to operate, each technical crew member shall complete:

(a)
(b)

initial training, including relevant CRM elements;

type-related training on:

(1) the location and use of all safety and survival equipment carried on the aircraft;
(2) all normal and emergency procedures;

(3) on-board equipment used for specialised tasks.

OR.OPS.025.TC Aircraft type and differences training
Each technical crew member shall complete:

(a)
(b)

Aircraft type training, including relevant CRM elements, when changing operators or
when changing to a different aircraft type or class;

differences training when changing equipment or procedures on types or variants
currently operated. The operator shall specify in the operations manual when such
differences training is required.
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OR.OPS.030.TC Familiarisation flights

Following completion of type-related or conversion training, each technical crew member shall
undertake familiarisation flights prior to operating as a required technical crew member in
HEMS, HHO or NVIS operations.

OR.OPS.035.TC Recurrent training

(a) Each technical crew member shall undergo annual recurrent training relevant to the
type of aircraft and equipment which the technical crew member operates. Elements of
CRM shall be integrated into all appropriate phases of the recurrent training.

(b) Recurrent training shall include theoretical and practical instruction and practice.

OR.OPS.040.TC Refresher training

Each technical crew member who has not undertaken duties in the previous 6 months in the
relevant type of aircraft shall complete refresher training relevant to the type of aircraft and
equipment which the technical crew member operates.

OR.OPS.045.TC Checking

(a) Following the completion of training, each technical crew member shall undergo a check
to demonstrate their proficiency in carrying out normal and emergency procedures.

(b) Training and checking shall be conducted for each training course by personnel suitably
qualified and experienced for the subject to be covered.

Section VIII - Flight and duty time limitations and rest requirements

Chapter 1

General

OR.OPS.005.FTL Scope

This section establishes the requirements to be met by an operator to manage fatigue and to
comply with the flight and duty time limitations and rest requirements for crew members
(flight crew, cabin crew and technical crew members).

OR.OPS.010.FTL Definitions
For the purpose of this section, the following definitions shall apply:

(a) ‘Augmented flight crew’ means a flight crew which comprises more than the minimum
number required to operate the aircraft and within which each flight crew member can
leave their assigned post and be replaced by another appropriately qualified flight crew
member for the purpose of in-flight break;

(b) ‘Flight time’ means:

(1) for aeroplanes and touring motor gliders the total time from the moment the
aircraft first moves from its parking place for the purpose of taking off until the

moment it finally comes to rest on the designated parking position at the end of
the flight and all engines or propellers are stopped;

(2) for helicopters, the total time from the moment a helicopter’s rotor blades start
turning until the moment the helicopter finally comes to rest at the end of the
flight, and the rotor blades are stopped;

(3) for sailplanes, the total time from the moment the sailplane commences the
ground run in the process of taking off until the moment it finally comes to a
rest at the end of flight; and
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(4) for balloons the total time from the moment the basket leaves the ground for
the purpose of taking off until the moment the balloon finally comes to a rest at
the end of the flight;

‘Duty’ means any task that a crew member is required by the operator to perform,
including, for example, flight duty, administrative work, training, positioning, and
standby when it is likely to induce fatigue;

‘Duty period’ means a period which starts when a crew member is required by an
operator to report for commencing a duty and ends when that person is free from all
duties;

‘Flight crew member’ means a pilot, flight engineer, or flight navigator assigned to duty
in an aircraft;

‘Flight Duty Period (FDP)" means a period which commences when a crew member is
required to report for duty that includes a flight or a series of flights and which finishes
when the aircraft finally comes to rest and the engines are shut down or the rotor
blades are stopped, at the end of the last flight on which they are a crew member;

‘Home base’ means the location nominated by the operator to the crew member from
where the crew member normally starts and ends a duty period or a series of duty
periods;

‘Local day’ means a 24 hour period commencing at 00:00 local time;

‘Local night” means a period of eight hours falling between 22:00 hours and 08:00
hours local time;

‘A single day free of duty’ means time free of all duties consisting of a single day and
two local nights and which may include a rest period as part of the day off;

‘Operating crew member’ means a crew member who carries out their duties in an
aircraft during a flight;

‘Positioning” means the transferring of a non-operating crew member from place to
place, at the behest of the operator, excluding the time from home to a designated
reporting place and vice versa, or time for local transfer from a place of rest to the
commencement of duty and vice versa;

‘Rest period’ means a continuous and defined period of time, subsequent to and/or prior
to duty, during which a crew member is free of all duties;

‘Standby’ means a defined period of time during which a crew member is required by
the operator to be available to receive an assignment for a specific duty without an
intervening rest period;

‘Window of Circadian Low (WOCL)" means the period between 02:00 hours and 05:59
hours. Within a band of three time zones the WOCL refers to home base time. Beyond
these three time zones the WOCL refers to home base time for the first 48 hours after
departure from home base time zone and to local time thereafter.

OR.OPS.015.FTL Operator responsibilities
An operator shall, where applicable to the type of operation:

(a)
(b)
(c)

(d)
(e)

publish duty rosters sufficiently in advance to provide the opportunity for crew
members to plan adequate rest;

nominate a home base for each crew member;

ensure that flight duty periods are planned so as to enable crew members to remain
sufficiently free from fatigue so that they can operate to a satisfactory level of safety
under all circumstances;

specify reporting times to allow sufficient time for ground duties;

take into account the relationship between the frequencies and pattern of flight duty
periods and rest periods and give consideration to the cumulative effects of undertaking
long duty hours combined with minimum rest periods;
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allocate duty patterns which avoid practices that cause a serious disruption of
established sleep/work pattern such as alternating day/night duties;

provide rest periods of sufficient time to enable crew members to overcome the effects
of the previous duties and to be well rested by the start of the following flight duty
period;

plan local days free of duty and notify crew members sufficiently in advance;

provide a meal and drink opportunity in order to avoid any detriment to a crew
member’s performance, especially when the Flight Duty Period (FDP) exceeds six hours;

ensure that flights are planned to be completed within the allowable flight duty period
taking into account the time necessary for pre-flight duties, the flight and turn-around
times;

take action to change a schedule or crewing arrangements where the actual operation
exceeds the maximum flight duty period on a significant proportion of flights in that
schedule during a scheduled seasonal period.

OR.OPS.020.FTL Records of flight and duty times and rest periods

(a)
(b)

(c)

Non-commercial operators of complex motor powered aircraft shall maintain records
related to all crew members regarding their flight and duty times and rest periods.

Commercial operators shall maintain individual records related to the employment of all
crew members regarding their flight and duty times and rest periods as follows:

(1) Flight, duty and rest period records, including:
(i) Flight times;
(i) Start, duration and end of each duty or flight duty period;
(iii) Rest periods and days free of all duties
for a period of 15 months;

(2) Records provided, in accordance with paragraph (c¢) and OPS.GEN.020, by crew
members who perform functions for more than one operator for a period of 15 months.

(3) Reports by the pilot in command on extended flight duty periods, extended flight
hours and reduced rest periods for a period of 6 months.

Upon request, the operator shall provide copies of individual records of flight and duty
times and rest periods:

(a) to the crew member concerned;

(b) to another operator in respect of a crew member who is or becomes a crew
member of the operator concerned.

OR.OPS.025.FTL Fatigue Risk Management System (FRMS)

(a)

(b)
(c)
(d)
(e)

An operator shall establish, implement and maintain an FRMS as an integral part of its
management system. The FRMS shall ensure that the safety objectives of the Essential
Requirements are met.

The FRMS shall be adapted to manage the operational risk(s) of the operator arising
from crew member fatigue.

The FRMS shall correspond to the roster system or flight time specification scheme used
by the operator in accordance with OR.OPS.230.FTL or OR.OPS.330.FTL

The operator shall require that crew members report any instance if they are fatigued
and that safety may be affected.

The operator shall take mitigating safety measures when the FRMS process shows that
the required safety performance is not maintained.
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OR.OPS.035.FTL  Flight Duty Period (FDP)

(a) The operator shall establish procedures how the pilot-in-command shall, in case of
special circumstances which could lead to severe fatigue, and after consultation with
the crew members affected, reduce the actual FDP and/or increase the rest time in
order to eliminate any detrimental effect on flight safety.

(b) The operator shall require that the pilot-in-command submit a report whenever a FDP is
increased by their discretion, or when a rest period is reduced in actual operation.
Where the increase of a FDP or a reduction of a rest period exceeds one hour, the
operator shall send a copy of the report, together with its comments, to the competent
authority, no later than 28 days after the event.

OR.OPS.040.FTL Flight times and duty periods

Flight and duty time limitations and rest requirements shall specify the following elements of
flight times and duty periods, where applicable to the type of operation:

(a) The total duty periods to which a crew member is assigned, spread as evenly as
practicable throughout their respective period:

(1) in any seven consecutive days; and
(2) in any 28 consecutive days;

(b) The total flight time of the flights on which an individual crew member is assigned as an
operating crew member, spread as evenly as practicable throughout their respective

period:
(1) in any 28 consecutive days; and
(2) in any 12 consecutive calendar months.

OR.OPS.045.FTL Positioning duty

Where operators assign crew members to positioning duty, the following shall apply, taking
into account the type of operation:

(a) Positioning after reporting but prior to operating shall be included as part of the FDP but
shall not count as a sector;

(b) All of the time spent positioning shall count as duty time and shall be taken into
account for the calculation of the minimum rest period.

OR.OPS.050.FTL Standby duty

Where operators assign crew members to standby duty, the following shall be considered,
where applicable to the type of operation:

(a) Aerodrome/operating site standby shall count in full for the purpose of cumulative duty
hours;

(b) Aerodrome/operating site standby duty which is immediately followed by a flight duty
shall be added to the duty period and shall count for the purpose of calculating
minimum rest periods;

(c) Aerodrome/operating site standby duty which does not lead to an assignment of flight
duty shall be followed by a designated rest period;

(d) Crew members on aerodrome/operating site standby duty shall be provided with a quiet
and comfortable place not accessible to the public.
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Chapter 2
Non-Commercial Operators of Complex Motor-Powered Aircraft

OR.OPS.230.FTL Flight and duty time limitations and rest requirements for non-
commercial operators of complex motor-powered aircraft

(a) Non-commercial operators of complex motor-powered aircraft shall establish,
implement and maintain limitations applicable to flight times, flight duty periods, duty
periods and rest periods for crew members.

(b) To meet the requirements in (a), non-commercial operators of complex motor-powered
aircraft shall either:

(1) establish, implement and maintain a roster system, specifying the following
elements, where applicable to the type of operation:

(i) Number of sectors flown;

(i) Time zone crossing;

(iii) Sleep deprivation;

(iv) Disruption of circadian cycles;

(v) Night hours;

(vi) Positioning;

(vii) Cumulative duty time for given periods of time;
(viii) Sharing of allocated tasks between crew members;
(ix) The provision of augmented crews; or

(2) use certification specifications published by the Agency which are appropriate for
the type of operation; or

(3) use approved flight time specification schemes which are appropriate for the
type of operation.

(©) The flight and duty time limitations and rest requirements applied by non-commercial
operators of complex motor-powered aircraft shall be contained in the operations
manual and shall be supported by an adequate operator’s Fatigue Risk Management
System (FRMS), as described in OR.OPS.025.FTL to manage the operational risks.

Chapter 3
Commercial Operators

OR.OPS.320.FTL Records of flight and duty times and rest periods

Commercial operators shall maintain individual records related to the employment of all crew
members regarding their flight and duty times and rest periods as follows:

(a) Flight, duty and rest period records, including, for a period of 15 months:
(1) flight times;
(2) start, duration and end of each duty or Flight Duty Period; and
(3) rest periods and days free of all duties;

(b) Reports by the pilot-in-command on extended flight duty periods, extended flight hours
and reduced rest periods, for a period of six months.

OR.OPS.325.FTL Fatigue Risk Management System (FRMS)

The FRMS of a commercial operator shall contain the following components, where applicable
to the type, size and complexity of the operations and of the corresponding flight time
specification scheme:
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Fatigue risk management policy;

Education and awareness training programmes;

Processes for the detection, reporting, investigation and management of fatigue risk;
Processes for monitoring crew member fatigue;

Processes for reporting, investigating and recording incidents that may be attributable
wholly or partially to fatigue;

FRMS feedback and adjustment mechanism.

OR.OPS.330.FTL Flight time specification schemes

(a)
(b)

(c)

(d)

Commercial operators shall establish, implement and maintain flight time specification
schemes which are appropriate for the type(s) of operation.

To meet the requirement in (a), commercial operators shall use:

(1) flight time specification schemes contained in certification specifications
published by the Agency; or

(2) individual flight time specification schemes, subject to prior approval by the
competent authority, as prescribed in Part AR.

When applying for the approval of an individual flight time specification scheme, the
operator shall demonstrate to the competent authority compliance with the Basic
Regulation and the associated implementing rules.

When doing so, the operator shall provide the competent authority with a full
description of the individual flight time specification scheme, including any revisions to
manuals or procedures that may be relevant, as well as any documentation necessary.
Such documentation shall:

(1) take into account operational experience and best practices;

(2) address all applicable flight and duty time limitations and rest requirements;
(3) include a detailed description of the fatigue risk management system;

(4) include a risk assessment;

(5) be supported by an assessment based on current scientific principles and
knowledge; and

(6) include details regarding consultation with the affected groups.

The individual flight time specification scheme described in (c) shall contain a roster

system for all crew members, including the following elements:

(1) Flight Duty Periods (FDP) in accordance with OR.OPS.035.FTL and
OR.OPS.335.FTL;

(2) Flight times and duty periods in accordance with OR.OPS.040.FTL;

(3) Positioning duty in accordance with OR.0OPS.045, where applicable to the type of
operation;

(4) Standby duty in accordance with OR.OPS.050.FTL and OR.OPS.350.FTL, where
applicable to the type of operation; and

(5) Rest periods in accordance with OR.OPS.055.FTL and OR.OPS.355.FTL

OR.OPS.335.FTL  Flight Duty Period (FDP)

Flight time specification schemes for commercial operators shall specify the following FDP
elements, where applicable to the type of operation:

(a)
(b)
(c)

(d)

Maximum basic daily FDP;
Reductions of the maximum basic daily FDP dependent on the humber of sectors flown;

Reductions of the maximum basic daily FDP when this maximum would start, end or
encompass the Window of Circadian Low (WOCL);

Conditions for extensions of the maximum basic daily FDP, taking into account:

Page 29 of 136



(e)

NPA 2009-02c 30 Jan 2009

(1) the number of sectors flown;

(2) FDPs within the WOCL;

(3) a maximum number of extensions for a consecutive number of days;
(4) increased pre- and post-flight minimum rest periods;

(5) periods off duty on ground during a single FDP;

(6) the minimum of in-flight break allocated to each crew member; and
(7) the augmentation of the basic flight crew

Conditions under which the FDP, flight times and duty periods may be exceeded or rest
periods may be reduced by the pilot-in-command after consultation with all crew
members, in the case of unforeseen circumstances in actual flight operations after the
reporting time, and the procedures used to report these modifications;

OR.OPS.350.FTL Standby duty

(a)

(b)

Flight time specification schemes for commercial operators shall specify the following
elements for standby duty, where applicable to the type of operation:
(1) A determination of the maximum length of any standby duty;

(2) The relationship between standby duty and any assigned flight duty resulting
from the standby duty, taking into account facilities available for the crew
member to rest and other relevant factors;

(3) A determination of the rest period following standby duty which does not lead to
assignment on a flight duty;

(4) How standby times are counted for the purposes of cumulative duty hours.

Where commercial operators assign crew members to standby duty, the following shall
be considered, taking into account the type of operation:

(1) Standby duty shall be rostered and the affected crew members shall be notified
in advance;

(2) The start and end time of the standby duty shall be defined and the affected
crew members shall be notified in advance;

(3) Aerodrome/operating site standby duty shall start from the crew member
reporting at the designated normal report point and shall end as notified.

OR.OPS.355.FTL Rest periods

Flight time specification schemes for commercial operators shall specify the following rest
elements, where applicable to the type of operation:

(a)

(b)
(c)
(d)

Minimum rest periods in relation to the preceding duty period, which must be provided
before undertaking a flight duty period starting either from home base or away from
home base;

Sleep opportunity before undertaking a flight duty period starting away from home
base, depending on the preceding duty period;

Additional rest periods to compensate for the effects of time zone differences and
extensions of the FDP;

Weekly recurrent extended recovery rest periods to compensate for cumulative fatigue.

Section IX - Security

OR.OPS.020.SEC Disruptive Passenger Behaviour

(a)

An operator engaged in the commercial air transportation of passengers shall:

(1) develop a disruptive passenger policy and implement a process for managing the
safety risks arising from disruptive passenger behaviour;
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(2) provide training and establish means and procedures, to enable its crew members
to act in the most appropriate manner to minimise the consequences of disruptive
passenger behaviour on flight safety.

OR.OPS.025.SEC Security programme and Security training

(a)

(b)

An operator of a complex motor-powered aircraft shall develop and implement a
security programme. The security programme shall comply with the relevant
requirements of the national civil aviation security programme of the competent
authority in the State of the operator. Appropriate elements of the security programme
shall be included in the operations manual. The operator shall ensure that crew
members have knowledge of and competence in all relevant elements of the security
programme.

A commercial operator or a non-commercial operator of complex motor-powered
aircraft shall establish, maintain and implement a security training programme which:

(@) ensures that crew members act in the most appropriate manner to prevent acts of
unlawful interference, and to minimise the consequences of such events should they
occur;

(b) include security training programmes regarding disruptive passengers and acts of
unlawful interference.

OR.OPS.030.SEC Aircraft search procedure checklist

(a)

(b)

An operator of complex motor-powered aircraft shall keep onboard a checklist
containing the procedures to be followed in searching for a bomb or improvised
explosive device (IED) in case of suspected sabotage, and for inspecting aircraft for
concealed weapons, explosives or other dangerous devices when a well-founded
suspicion exists that the aircraft may be the object of an act of unlawful interference.

The checklist shall be supported by procedures providing guidance on the appropriate
course of action to be taken should a bomb or suspicious object be found and, if
provided by the type-certificate holder, information on the least-risk bomb location
specific to the aircraft.

OR.OPS.035.SEC Cockpit security — Aeroplanes

(a)

(b)

(c)

In all complex motor-powered aeroplanes and in all aeroplanes used in commercial
operations, which are equipped with a cockpit door, this door shall be capable of being
locked, and means shall be provided by which the cabin crew can discreetly notify the
flight crew in the event of suspicious activity or security breaches in the cabin.

All passenger carrying aeroplanes of a maximum certificated take-off mass exceeding
45 500 kg or with a maximum passenger seating configuration of more than 60
engaged in the commercial transportation of passengers, shall be equipped with an
approved cockpit door that is capable of being locked and unlocked from either pilot's
station and designed to meet the applicable airworthiness requirements.

The cockpit door referred to in subparagraph (b) above shall:

(1) be closed and locked from the time all external doors are closed following
embarkation until any such door is opened for disembarkation, except when
necessary to permit access and egress by authorised persons; and

(2) means shall be provided for monitoring from either pilot's station the entire door
area outside the cockpit to identify persons requesting entry and to detect
suspicious behaviour or potential threat.

OR.OPS.040.SEC Cockpit security — Helicopters
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If installed, the cockpit door on a helicopter operated for the purpose of carrying passengers
shall be capable of being locked from within the cockpit in order to prevent unauthorised
access.
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DRAFT DECISION CS TO PART — ORGANISATION REQUIREMENTS (PART-OR)

Subpart OPS - Air Operations

Certification Specifications (CS) to Part-OR

Section VIII - Flight and duty time limitations and rest requirements

CS FTL.1

CS FTL.1.100

Applicability
CS FTL.1 constitutes a flight time specification scheme in accordance with OR.OPS.330.FTL and
is applicable for commercial air transport operations (aeroplanes) in conjunction with the

CS FTL

Basic Certification Specification for Commercial Air Transport
(Aeroplanes)

applicable requirements for flight and duty time limitations and rest requirements.

CS FTL.1.135

Maximum daily Flight Duty Period (FDP)

(a) Maximum daily FDP without the use of extensions.
The maximum basic daily FDP shall be 13 hours which shall be reduced by 30 minutes
for each sector from the third sector onwards and be further reduced (up to a maximum
of two hours) when the WOCL is encroached in accordance with the limits specified in
the table below:
Start of FDP 1 Sector 2 Sectors 3 Sectors 4 Sectors S L
or more
0600 - 1259 13:00 13:00 12:30 12:00 11:30
1300 - 1329 12:55 12:55 12:25 11:55 11:25
1330 - 1359 12:40 12:40 12:10 11:40 10:50
1400 - 1429 12:25 12:25 11:55 11:25 09:55
1430 - 1459 12:10 12:10 11:40 11:10 10:40
1500 - 1529 11:55 11:55 11:25 10:55 10:25
1530 - 1559 11:40 11:40 11:10 10:40 10:10
1600 - 1629 11:25 11:25 10:55 10:25 09:55
1630 - 1659 11:10 11:10 10:40 10:10 09:40
1700 - 0359 11:00 11:00 10:30 10:00 09:30
0400 - 0429 11:15 11:15 10:45 10:15 09:45
0430 - 0459 11:45 11:45 11:15 10:45 10:15
0500 - 0529 12:15 12:15 11:45 11:15 10:45
0530 - 0559 12:45 12:45 12:15 11:45 11:15
(b) Maximum daily FDP with the use of extensions.

The maximum daily FDP can be extended by up to one hour and this extension is
limited to a maximum of 5 sectors. The extension is further reduced to a maximum of
four sectors when the WOCL is encroached and to a maximum of two sectors when FDP
encroaches the WOCL by more than two hours with the limits specified in table below:
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Start of FDP 1 Sector 2 Sectors | 3 Sectors | 4 Sectors | 5 Sectors 6 Sectors
or more
0600 - 1259 14:00 14:00 13:30 13:00 12:30 Alllg(\i;ced
1300 - 1329 13:55 13:55 13:25 12:55 12:25 Alllz(\?\;ced
1330 - 1359 13:40 13:40 13:10 12:40 Alllz(\?\;ced Alllz(\?\;ced
1400 - 1429 13:25 13:25 12:55 12:25 AII':(\?\;ced AII':(\?\;ced
1430 - 1459 13:10 13:10 12:40 12:10 Not Not
Allowed Allowed
1500 - 1529 12:55 12:55 12:25 11:55 AII':(\ilted AII':(\ilted
1530 - 1559 12:40 12:40 12:10 11:40 AII':(\?\;ced AII':(\?\;ced
1600 - 1629 12:25 12:25 11:55 11:25 AII':(\ilted AII':(\ilted
1630 - 1659 12:10 12:10 11:40 11:10 AII':(\?\;ced AII':(\?\;ced
1700 - 2159 12:00 12:00 Allowed Allowed Allowed Allowed
2200 - 0359 11:45 11:45 Angsvted Angsvted Angsvted Angsvted
0400 - 0459 11:45 11:45 11:15 10:45 Not allowed | Not allowed
0500 - 0529 13:15 13:15 12:45 12:15 All'z‘jfed A|||:3vted
0530 - 0559 13:45 13:45 13:15 12:45 All'z‘jfed A|||:3vted

(c)

CS FTL.1.140

(a)

(b)

(c)

The maximum number of times that extensions can be used is two in any seven
consecutive days.

Where an FDP is planned to use an extension, the minimum pre flight and post flight
rest periods are increased by two hours, or post flight rest only is increased by four
hours. Where the extensions are used for consecutive FDPs the pre and post rest
between the two operations run consecutively.

FDP with different reporting time for flight crew and cabin crew

In cases where cabin crew require more time than the flight crew for their pre-flight
briefing for the same flight or series of flights, the FDP of the cabin crew may be
extended by the difference in reporting time between the cabin crew and the flight
crew, as long as the difference does not exceed 60 minutes.

Flight times and duty periods

The total duty periods to which a crew member is assigned shall not exceed:
(1) 60 duty hours in any seven consecutive days;

(2) 190 duty hours in any 28 consecutive days.

The total flight time of the flights on which an individual crew member is assigned as an
operating crew member shall not exceed:

(1) 100 flight hours in any 28 consecutive days;
(2) 900 flight hours in any 12 consecutive calendar months.

The total duty periods and total flight times referred to in (a) and (b) above should be
spread as evenly as practicable throughout their respective periods.
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CS FTL.1.155 Minimum Rest Period

(a)

(b)

(c)

Minimum rest period at home base.

The minimum rest period provided before undertaking a flight duty period starting at
home base is at least as long as the preceding duty period, or 12 hours, whichever is
the greater.

Minimum rest period away from home base.

The minimum rest period provided before undertaking a flight duty period starting away
from home base is at least as long as the preceding duty period, or 10 hours, whichever
is the greater. The minimum rest period away from home base includes an 8 hour sleep
opportunity taking account of travelling and other physiological needs

Recurrent extended recovery rest periods

The minimum recurrent extended recovery rest period to compensate for cumulative
fatigue is a 36-hour period including two local nights, such that there are never more
than 168 hours between the end of one recurrent extended recovery rest period and
the start of the next.

CS FTL.1.160 Unforeseen circumstances in actual flight operations — discretion
by the pilot in command

(a)

(b)

The conditions for the modification of the limits on flight duty, duty and rest periods by
the pilot in command in the case of unforeseen circumstances in actual flight
operations, and after the reporting time, should comply with the following:

(1) The maximum basic daily FDP which results after applying CS FTL.1.135 (b) and
(c) may not be increased by more than two hours unless the flight crew has
been augmented, in which case the maximum flight duty period may be
increased by not more than 3 hours;

(2) The maximum basic daily FDP which results after applying CS FTL.1.135 (b), (¢)
and (d) may not be increased by more than one hour unless the flight crew has
been augmented, in which case the maximum flight duty period may be
increased by not more than 2 hours;

(3) If on the final sector within a FDP unforeseen circumstances occur after take off
that will result in the permitted increase being exceeded, the flight may continue
to the planned destination or alternate;

(4) In the event of such circumstances, the rest period following the FDP may be
reduced but never below the minimum rest period defined in CS FTL.1.155 (b).

The pilot in command should consult all crew members before deciding these

modifications.
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V.  DRAFT DECISION AMC AND GM TO PART - ORGANISATION REQUIREMENTS
(PART-OR)

Acceptable Means of Compliance (AMC) and Guidance material (GM) to Part-OR

Subpart OPS - Air operations

Section I - Operator requirements

AMC OR.OPS.100.GEN(b) Operator responsibilities
OPERATIONAL CONTROL
1. The organisation and methods established to exercise operational control should be

included in the operations manual and should cover at least a description of
responsibilities concerning the initiation, continuation, termination or diversion of each

flight.

GM OR.OPS.100.GEN(b) Operator responsibilities

OPERATIONAL CONTROL

1 Operational control means the exercise by the operator, in the interest of safety, of
responsibility for the initiation, continuation, termination or diversion of a flight.

2 This does not imply a requirement for licensed flight dispatchers or a full flight watch
system.

3 If an operator employs Flight Operations Officers in conjunction with a method of

operational control, training for these personnel should be based on relevant parts of
ICAO Doc 7192 D3. This training should be described in the operations manual.

GM OR.OPS.100.GEN(d) Operator responsibilities
DEVELOPMENT OF STANDARD OPERATING PROCEDURES (SOP)
1 General

Risk assessment is an element in the operator’s risk management and as such part of
its management system. Risk assessment should provide a basis for decision-making in
processes like:

- Strategic option or priority setting;

- Planning;

- Project management;

- Performing activities;

- Prioritising of activities in operations; and

- Organisational change.

Two categories of decisions related to risk may be relevant in this context:

- Business case decisions where safety risk is one of several other factors. In such
cases, safety is weighed against other requirements such as functionality and
profit.

- Decisions on solutions to specific risk problems, e.g. choice of risk reducing
measures for one specific solution or a decision to chose between alternative
solutions.

This guidance material is intended to provide basic guidelines to operators helping them
to develop SOPs based on a safety risk assessment as part of managing risk as called
for by the MS requirements. It only addresses the principles and provides one very
basic method and some skeleton forms to help operators with little or no previous
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experience in such work to get started. It is not a means of compliance as such. As an
operator gathers experience, the method should be developed or changed to suite
individual needs.

Assessments of safety risks are also required for other purposes, and the principles
should be similar for all applications. However, these guidelines are especially adapted
and simplified for the purpose mentioned above. Examples of other applications for
assessment of safety risk in management processes are:

- Establishment of technical, organisational and operational risk control measures;
- Establishment of emergency response measures; and
- Risk management of technical, organisational and operational changes.

The result of the development process of an SOP should be one safe standard operating
procedure for a certain type of operation, accompanied by one matching risk
assessment providing evidence of the development process and the considerations and
the measures taken to ensure that the risk of the operation will be acceptable. This
material mainly gives guidance to the risk assessment part of the process and the
interaction between the two. When applying to the competent authority for alternative
means of compliance including a SOP, the risk assessment should be enclosed to
document the development process.

A similar process as described here may be employed if organisations or operators
intend to develop “Codes of Practice” that could be published and made available for
other operators as best industry practices.

Scope

This guidance material only addresses the assessment of safety risks. It does not
consider other kinds of risk, such as economic risk or opportunities, other than implicit
in that the purpose of the operation normally is to gain a benefit such as to make profit.
The safest option would of course in most cases be not to perform an operation at all,
but in this context it is not considered as a relevant option if the operation can be
performed with an acceptable risk.

Risk assessment consists of planning and completion of the risk analysis as well as of
risk evaluation. Risk assessment includes identifying hazards and accidental events,
analysing and evaluating risk and indentifying measures that could eliminate or reduce
the risk. This guidance material also indicates how the risk assessment of SOPs should
be documented.

This risk assessment is one part of an operator’s safety and risk management. Other
parts of these management processes will influence the planning and completion of a
risk assessment and are, when relevant, mentioned here. These parts are
communication and consultation, the context/framework, risk treatment, monitoring
and review.

Definitions

a. Accidental event: An event that might cause injury to or loss of life or damage to
or loss of property.

Note 1: Property may include health, material, functions, public values and
reputation.

Note 2: An accidental event may be intentional (security related) or
unintentional (safety related).

Note 3: The term “hazardous event” is often used simultaneously.

b. Barrier: Something that can either prevent an event form taking place or protect
against its consequences.

Note: Barrier may also be referred to as a control or treatment measure.
C. Consequence: Possible outcome or impact of an event.

Note 1: There can be more than one consequence from one event.

Note 2: Only negative consequences are considered in this context
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Note 3: Consequences can be expressed qualitatively or quantitatively.
Frequency: A measure of the number of occurrences per unit of time.
Hazard: A source (action or condition) that could cause an accidental event.
Note: Hazard is also often described as a source that could cause harm.
Likelihood: Chance of something happening.

Note: In this guidance material likelihood is used as a general term. The
equivalent but more precise terms probability and frequency are often used
depending on the context.

Probability: Extent to which an accidental event is likely to occur.
Note 1: Normally expressed as a number between 0 and 1.
Note 2: Frequency rather than “probability” may be used in describing risk.

Note 3: Degrees of belief about probability can be chosen as classes or ranks,
such as

- rare/unlikely/moderately likely/almost certain, or
- incredible/improbable/remote/occasional/probable/frequent.
Residual risk: Risk remaining after implementation of risk treatment.

Risk/Safety risk: Expression for the combination of the probability of an
accidental event and its consequence.

Risk acceptance criteria: Criteria that form the basis for a decision on acceptable
risk.

Note 1: Risk acceptance criteria may be expressed qualitatively of quantitatively.

Note 2: Acceptable risk is the risk that in the given circumstances is acceptable
according to current values in society and the organisation.

Risk analysis: Systematic process to understand the nature of and to deduce the
level of safety risk. The risk analysis involves identifying accidental events and
their causes/contributing factors and consequences.

Note: Provides the basis for risk evaluation and decisions about risk treatment.

Risk assessment: The overall process of planning, hazard identification, risk
analysis and risk evaluation.

Risk evaluation: Procedure based on the risk assessment to determine whether
acceptable risk has been achieved.

Note 1: The process includes identification and documentation of risk reducing
measures and recommendations.

Note 2: Risk evaluation assists in decisions about risk treatment.

Risk identification: The process of determining what, where, when, why and how
something could happen.

Risk management process: The systematic application of management policies,
procedures and practices to the tasks of communicating, establishing the
context, identifying, analysing, evaluating, treating, monitoring and reviewing
risk.)

Risk reduction: Actions taken to lessen the likelihood, negative consequences, or
both, associated with a safety risk.

Risk treatment: Process of selection and implementation of measures to modify
risk.

Note 1: The term ‘risk treatment’ is sometimes used for the measures
themselves.

Note 2: Risk treatment measures can include avoiding, modifying, sharing or
retaining risk.
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r. Safety: Is the state in which the risk of harm to persons or property damage is
reduced to, and maintained at or below, an acceptable level through a
continuing process of hazard identification and risk management.

s. Stakeholders: Those persons and organisations who may affect, be affected by,
or perceive themselves to be affected by a decision, activity or risk.
t. Threat: Something that can release a hazard.

Communication and consultation

Good communication with internal and external interested parties is essential when
performing risk assessments to help ensure access to all relevant information and assist
in ensuring buy-in from all relevant parties affected by the assessment’s conclusions
and recommendations. Communication and consultation should take place at all
relevant stages of the process.

Establishing the context
General

The need to establish a SOP normally stems from a desire to carry out business. This
might be either directly as a commercial flight or as a flight in preparation for such
flight, such as technical test flights and training flights. Sometimes flights are
performed without any mercantile goal but to obtain other benefits, such as pleasure
flights for a pilot.

Most flights might be called “standard flights”, meaning they are performed repeatedly
under a predetermined set of conditions. Such flights are performed according to SOPs
and are promoted and sold as part of an operator’s regular business.

Experience has shown that operator’s personnel is sometimes challenged to determine
if an activity requested by a customer could be performed as a standard flight, i.e. if
the task can be performed within the predetermined set of conditions that are the basis
for the existing SOPs. Coupled with a system of pre-authorisation or delegation of
authorisation, this problem could potentially put pressure on the crew to conduct an
activity for which no SOP exists, for which it is not qualified or does not have the right
equipment. The operator should not commit itself to carry out an activity until it is
determined that the flight can be performed safely and in accordance with the
operator’s privileges to avoid undue commercial pressure on the crew.

If a requested activity does not fall within the predetermined set of conditions of an
existing SOP, a new procedure should be developed. If it is a single flight or just few
flights, such flights may be considered “non-standard flights”. Non-standard flights
could be risk assessed as a single case, but it is generally advisable to establish a new
procedure for that type of flight.

It should be noted that often the operator’s approvals are limited by the SOPs that have
been approved by or notified to the competent authority. In such cases no changes or
additions to the set of SOPs are allowed without prior arrangement with that authority.

The method described in here may be used for development of SOPs for “standard
flights” and procedures for “non-standard flights”.

Often a new operation is in many aspects similar to operations for which the operator
already has established SOPs. In such cases, only the elements of the operation that
are different need a full assessment. It is however important to make sure that all
aspects of the changes are included. This includes particularly an assessment whether
the changes affect any of the standard elements and the interface between new and old
elements.

External and internal context

The external and internal context as well as stakeholder context should be established
and taken into consideration particularly with respect to how they relate to the
operation in question and influence the planning and completion of risk assessments.

Page 39 of 136



NPA 2009-02c 30 Jan 2009

The external context is associated with the environment where the operation takes

place.

The external context includes factors that the operator should consider when

developing the risk criteria such as:

Legal and regulatory requirements;

Industry best practices;

External interested parties needs and perceptions;
Company reputation; and

Cultural and social values.

The internal context is the internal environment that will be involved with or could
affect the operation. These may be factors such as:

Strategies, objectives and goals;

Culture, ethical guidelines, common values, etc.;
Organisation; and

Available resources.

Available resources are relevant with respect to capacity and competence:

5.2.1

5.2.2.

5.2.3.

5.2.4.

for the risk assessment process (see below); and

for performing the operation, i.e. available to be considered for use in the SOPs
(aircraft, equipment, personnel, experience, finances, etc.).

Stakeholders/Interested parties

External stakeholders may be persons living in the vicinity of where the
operation takes place and that could be affected by noise and flights at low
altitude (frightened) or even more directly if the operation involves dropping of
objects/spraying or certain helicopter operations like heli logging, power line
maintenance, etc. In addition to posing a safety risk to persons on the ground,
such operations might also pose a risk to the operator’s reputation if, e.g. the
public does not feel it has been properly informed or warned beforehand. The
latter part is not subject to further discussion in this guidance material.

Regulatory requirements

The operator should determine the regulatory requirements applicable for a
particular operation as well as the necessary privileges.

Compliance with the relevant rules and regulations must be assured and an
assessment should be made if additional privileges are required before the
operation can be started.

Regulations are generally developed to control or mitigate certain safety risks
that stem from specific or general hazards. Such hazards controlled by
regulations don't need to be further developed in the operator’s risk assessment
if the assessment determines that the regulatory treatment is sufficient. If the
regulation is not specific, has several options or directly calls for a risk
assessment, the hazard obviously should be assessed and the appropriate
treatment implemented.

Industry standard/best practice

If an industry best practice exists for a particular type of operation, its
applicability and suitability should be evaluated by the operator. This evaluation
could provide valuable input to the SOP and risk assessment. Some industry
best practices (code of practices/COP) are developed specifically to function as
basis for SOPs and should have associated hazard lists and proposals for
treatment of relevant safety risks. Operators developing SOPs based on such
industry standard/best practice should still perform their own risk assessment to
ensure the COP is suitable and customised to their own operation.

Operator’s resources
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The operator’s current aircraft, equipment and staff are normally part of the risk
assessment when planning an operation as most changes in this field are often
time-consuming and costly. One outcome of an operational risk assessment may
be that the operator does not possess the right equipment or personnel for the
activity. If this is the case for a single mission or missions on short notice, it
would mean that the operator is unable to perform the activity.

If the operator however plans to expand into new types of operations, a
recommendation to acquire different aircraft/equipment or employ or train staff
could be a risk treatment measure to enable the operator to perform the new
operation by making the risk acceptable. In such cases the current
aircraft/equipment/staff would not be part of the risk assessment, but the
delivery and certification/approval times for new equipment or time to employ or
train staff might be as well as the changes required in the organisation to
accommodate for example the more advanced and complex technology.

Risk acceptance criteria

As part of the overall management system, safety and risk strategies and goals should
have been established. For the particular assessments, risk acceptance criteria should
be established based on these strategies and goals. Furthermore, management
responsibility on the acceptability of risks should be defined. Minor risks may be
accepted by line managers, whereas more significant risks may need to be accepted by
senior management. The risk acceptance criteria should help in decision making with
respect to risk acceptance. The established criteria influence the planning and
completion of a risk assessment, e.g. the selection of method as the assessment results
will be compared with the acceptance criteria during risk evaluation. Risk acceptance
criteria may be fixed targets or refer to accepted methods, standards and norms, such
as regulations, CSs, AMCs and guidance material. The maximum acceptable risk is in
most cases directly or indirectly influenced or determined by regulations which either
specify a target (e.g. for safe forced landing it requires a reasonable expectancy of no
injuries to persons in the aircraft or on the surface) or an acceptable means on how to
achieve the minimum required safety level.

Safety risk acceptance criteria should at least address, in the following order of priority:
- third parties’ life, health and property;

- passengers and operational personnel;

- crew members;

- the natural environment; and

- corporate well-being.

As low as reasonably practicable (ALARP) is a risk acceptance criterion that is not
exclusively based on fixed risk level targets but is a systematic and documented
process to reduce safety risk below the maximum allowed by requirements, standards
or when the risk is otherwise considered unacceptable. For ALARP to be an acceptable
method of establishing risk acceptance criteria, an adequate risk management system
is required to form a solid basis for the decisions made when evaluating the risk.

ALARP means that the safety risk is managed to a level as low as reasonably practical
whilst at all times staying below the maximum allowed risk. It also implies that the risk
level should be monitored and ALARP considerations applied to any new identified
treatment measures to contribute to a further reduction in the risk level. Increase in the
risk level at any time should be considered unacceptable, even if the safety risk is
below the maximum allowed. (An exception might be for very short periods when the
reason for the risk increase is known and measures are immediately implemented to
correct the situation.)

All identified treatment measures should be implemented unless it can be shown that
the cost or disadvantages of the measure is grossly disproportionate to the safety risk
reduction potential. It should be noted that ALARP is different from basic cost-benefit
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considerations and may not be implemented using just these as ALARP in this context
addresses safety risk.

Related responsibilities and decisions should be documented to justify why an identified
risk reduction measure has not been implemented and that the retained risk is still
ALARP without the implementation of such measures.

Another method for establishing risk acceptance criteria is to compare the risk with
ongoing safe operations. The risk acceptance criteria would in such a case be to ensure
that new operations are at least as safe as the operator’s ongoing operations.

Risk Assessment
Planning
6.1.1 Establishment, description and purpose

The risk assessment should be initiated in time for the results to be available
before the decisions regarding the operation have to be made. The person
responsible for performing the risk assessment should be made aware of the
background, objectives, conditions and the context for the assessment and of
the risk acceptance criteria.

The following should be documented:

- Background;

- Purpose; and

- Stakeholders and their potential interest.
6.1.2 Organisation

A work plan should be established.

The risk assessment should be performed by a working group that includes
suitable subject matter experts but may exceptionally be performed by one
individual if the extent and complexity of the task allows. Particularly for ‘one-
off’ assessments, personnel that will be involved in the operation should
participate in the working group. Considerations should be given to the need for
independence between the person(s) performing the risk assessment and the
persons deciding if the risk is acceptable.

The working group should have participation to ensure availability of:

- knowledge of and experience with the use of relevant risk analysis
methods;

- knowledge of the operation and associated hazards;

- knowledge of the relationship between the operation and relevant
internal and external factors; and

- familiarity with all relevant disciplines associated with the operation.

It should be determined to what extent and how other stakeholders should be
involved before the work starts. This should particularly consider the safety risk
exposure of the stakeholder as well as practical considerations such as their
availability. All working group meetings should be minuted.

6.1.3 Selection of methods and data basis

The method proposed here is a basic analysis to determine, record, analyse and
treat safety risk. This method should be complemented by other methods when
the analysis in hand so dictates. Methods to determine causes and likelihood
(e.g. fault tree analysis; failure mode, effects, and criticality analysis (FMECA);
influence diagrams) as well as consequences (e.g. event tree analysis) of
hazards may be useful.

Data used should be described, such as:

- Regulatory requirements;

- Existing SOPs and risk assessments;
- Operator risk register;
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- Operator analyses including occurrences and safety concerns raised
within the organisation;

- AIB investigations;

- ESSI results;

- Authority inspection reports;
- Expert judgment;

- Simulations;

- Codes of Practice; and

- Industry standards.

Data sources should be assessed for suitability such as relevance, currency,
representative amount of data, underestimation and accuracy.

An operator should ensure that its own experience is available in a collated and
systematized form. This ‘databank’ should contain information from investigation
of internal occurrences and accidents, reported deviations and proposals for
improvement as well as experience collected from monitoring of normal
operations. Whenever possible, it should be augmented with similar data
exchanged with other operators. Analysis of relevant experience data should
provide input to a risk assessment.

Every operator is expected to establish and maintain a register of significant
hazards and their treatment as part of its safety management system. The risk
register should be a valuable source of information on the various hazards that
are immanent in a particular operation and how these have been addressed in
the past and are currently treated in existing operations.

The risk register should reflect that different types of operations (e.g.
commercial air transport and commercial operations other than commercial air
transport) may be exposed to different hazards. It may also reflect that different
treatment methods could be required and that different risk levels may be
acceptable.

System description

The operation to be analysed should be described. The major part of the detailed

description may be by reference to a procedure/SOP.

The risk assessment should contain a detailed description of what has been

analysed and which factors have and have not been assessed such as:

- Type of the operation;

- Type(s) of aircraft;

- Phases of the operation;

- Environmental conditions (visibility, wind, turbulence, contrast, light,
elevation, etc. unless evident from the SOP);

- Existing barriers and available emergency preparedness;

- Annual usage/exposure.

A risk assessment can build often upon parts of existing risk assessments. For

example, for an assessment of a new type of operation conducted in a hostile

environment, the operator might already have a risk assessment for flights over

hostile environment in general. What would be required for a complete new risk

assessment is the assessment of new aspects of the operation and the

combination with the relevant existing one(s). In such cases particular attention

should be paid to the intersecting or overlapping areas to ensure that no gaps

exist or that the combination does not give rise to new hazards.

SOP
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The procedure elements and sequence should be outlined and detailed as far as
possible based on existing requirements and previous experience. Known
controls, safety measures and precautions should be included in the procedure.

6.2 Risk analysis
6.2.1 Hazard identification

Hazards should be identified as part of the risk analysis. The purpose of hazard
identification is to ensure that representative and relevant accidental events that
might occur during the operation are described.

Hazard identification should:

- Establish a list of all hazards relevant to the operation and the
causes/threats that could release them;

- Describe accidental events based on the hazard information and specify
the place, time, extent, nature, etc. of the event as required; and

- Establish a systematic overview of possible accidental events for the
operation.

Where information on accidental events for the type of operation is available
directly from databases (e.g. from reported accidents and occurrences or from
results of analyses already entered in the risk register), it may be included in the
list directly. However, direct use of reported accidental events may lead to
unintended gaps in the list of accidental events as hazards that are contributing
factors to one accidental event may under other circumstances contribute to a
different accidental event. It must also be noted that the absence of past
accidents does not mean absence of risk. It is therefore important to identify the
underlying hazard. One way of doing it is to group similar events to find the
underlying hazards.

The level of detail in the specification of accidental events should be adequate
for the SOP/procedure to be developed. In some cases, major groups of
hazards/events may be adequate (e.g. flight over a hostile environment, forced
landing, deviation from intended flight path, flight at low altitude), in other cases
it may be necessary to be more specific (e.g. single engine failure, tail rotor
drive failure, loss of visual references, altitude judgement error, turbulence,
etc.).

The procedure/SOP should be systematically examined to determine hazards
and potential accidental events that could occur during operations.

Aids to the identification of accidental events may be:

- Other risk assessments;

- Occurrence and accident reports;

- Audits/deviation reports;

- Internal reviews;

- Monitoring results including flight data monitoring information;
- Prognoses;

- Threat assessments; and

- Standard checklists (origin should be identified if used and the lists
assessed and revised as required to suit the purpose).

Examples of methods that may be used for hazard and risk identification are
Preliminary Hazard Analysis (PHA), Hazard Identification (HAZID) and
brainstorming.

If a hazard or accidental event is identified but not analysed further for
probability or consequence, the reason should be documented (e.g. too
insignificant consequence, too unlikely, outside the operator’s control, not
relevant for the assessment, etc.).
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In this context, it is not so much of importance, and sometimes not even
possible, to distinguish exactly between hazards and accidental events. For the
purpose of risk assessing procedures, accidental events are the tangible objects
of the analysis. Hazards and threats are the sources in the background that
could cause/trigger/escalate accidental events and that influence the likelihood
of events.

SOP
No activity.
Analysis of causes/contributing factors and likelihood

The main purpose of this analysis is to establish the likelihood for each
accidental event.

Each accidental event should be analysed to establish possible
causes/contributing factors. Causes/contributing factors should then be analysed
to determine likelihood.

The causal analysis should normally be of a descriptive (qualitative) nature but
where relevant calculations (quantitative) should be applied. A qualitative
analysis describes the potential hazards and threats and the chains of events
that could lead to the accidental events. Quantitative analysis calculates the
probability or frequency of the accidental events.

In the causal analysis of each accidental event, human and organisational
factors should always be considered for their possible contributing effects. It is
normally necessary to consider direct causes (“unsafe acts”), workplace factors
and organisational factors (“error provoking or latent conditions”).

The effects of existing likelihood-reducing factors and barriers that influence the
chain of events should be considered and listed in the risk analysis sheet such
as:

- Certification requirements;

- Maintenance procedures;

- Existing normal and abnormal procedures;
- Technical measures/equipment;

- Training; and

- Other human and organisational factors.

Likelihood may be expressed using terminology such as “very low, low, medium,
high and very high”. In such cases the terms should be explained to indicate
their meaning. For example, the meaning of each term could be expressed in
words and/or numbers/ranges.

Causal analysis should be done to the level of detail necessary to establish
relevant likelihoods.

Examples of methods that may be used for causal and likelihood analysis are
Fault tree analysis, FMECA, influence diagrams and brainstorming.

SOP

Existing likelihood-reducing factors and barriers that influence the chain of
events are those that are already described in the SOP or other relevant
documentation (OM, FM, etc.). As the risk assessment progresses it is possible
that there will be an iterative process where new factors and barriers could be
found during analysis. These should then be added to the procedure and
included in the analysis.

Analysis of consequences

Consequences of all accidental events should be analysed. The analysis should
consider immediate consequences and consequences that only become apparent
afterwards such as effects on the natural and work environment (e.g. noise and
vibration).
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Consequences could be grouped such as loss or damage of life/health,
environment, material values/assets, functions and reputation.

The consequence analysis should normally be of a descriptive (qualitative)
nature but where relevant calculations (quantitative) should be applied. A
qualitative analysis describes the chains of events that could follow from the
accidental events and the possible consequences. Quantitative analysis could
calculate the likelihood and extent of damage that could be caused by the
accidental event.

In the consequence analysis of each accidental event, human and organisational
factors should always be considered for their possible contributing effects.

The effects of existing consequence reducing factors/barriers that influences the
consequence itself or the consequence chain should be considered such as:

- Certification requirements (e.g. fire protection);

- Existing abnormal and emergency procedures;

- Secondary safety measures (e.g. crashworthiness, personal protective
equipment);

- Technical measures/equipment;

- Training;

- Human and organisational factors; and

- Emergency preparedness.

Existing in this context means that they are already part of the operator’s

management system or built into/part of the aircraft and equipment and

included in the SOP description.

Consequences may be expressed using terminology like “very small, small,

medium, large and very large”. In such cases the terms should be explained to

indicate their meaning. For example, the meaning of each term could be

expressed in words and/or numbers/ranges.

Consequence analysis should be done to the level of detail necessary to establish
relevant consequences.

Examples of methods that may be used for consequence analysis are event tree
analysis, structured “what-if”, checklists and brainstorming.

SOP

Existing consequence factors and barriers that influence the chain of events are
those that are already described in the SOP or other relevant documentation
(OM, FM, etc.). As the risk assessment progresses it is possible that there will be
an iterative process where new factors and barriers could be found during
analysis. These should then be added to the procedure and included in the
analysis.

Risk description
The risk should be described based on the results of the causal and consequence
analysis.

The risk should be expressed as a combination of the consequence and the
associated likelihood. If an accidental event has more than one consequence,
the risk may be expressed as a combination of the consequence and associated
likelihood for each of the consequences.

The risk description should form a relevant basis for risk evaluation and treating
risk.

Depending on the analysis method and the risk acceptance criteria, the
description could be qualitative and/or quantitative. The level of detail will
depend on the level of detail in the causal and consequence analysis.
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Uncertainties in the risk description should be presented and reviewed. If the
analysis is based on critical assumptions or other conditions that could affect the
risk, it should be identified and presented (if necessary in the form of a
sensitivity analysis).

Examples of a method that may be used for risk description is a risk matrix.

SOP

The SOP should contain general statements about the safety risk involved and
the management of the risk.

6.3 Risk evaluation

6.3.1

6.3.2

Comparison with risk acceptance criteria

The results of the risk analysis should be compared to the criteria for acceptable
risk.

The comparison description should be in such a format that it can be used by
decision makers and stakeholders.

If the risk acceptance criteria require the optimisation, for example with the
ALARP principle, the comparison (iterative process) should describe the
optimisation process. If the risk is compared to criteria that are not absolute or
may be exempted, it should be elaborated in the description.

SOP
No activity.
Identification of risk reduction measures and their effect

The risk evaluation forms the basis for deciding on new mitigating measures and
to assess the risk reduction effects of these measures.

Risk reducing measures should be identified for accidental events with an
unacceptable risk and for accidental events where further risk reduction
measures are feasible and reasonable. Identification of possible controls should
be based on the hazards, chain of events and consequences described in the
