
Part-ORO

ORO.GEN

ORO.GEN.110 (a): “The operator is responsible for the operation of the
aircraft in accordance with Annex IV to Regulation (EC) No 216/2008”. Is this
requirement met when an Operator follows the Implementing Rules
(965/2012)?

Answer

Reference: Regulation (EU) No 965/2012 on Air Operations, Annex III (Part-ORO)

The Essential Requirements (ER) are as applicable as the implementing rules.

The operators are responsible for checking that they comply with all the Essential
Requirements contained in Annex IV of the Regulation (EC) 216/2008.

Some implementing rules make a direct reference to the Essential Requirements. This is the
case when an ER is not further developed in the implementing rules.

Last updated:
20/05/2019

Link:
https://www.easa.europa.eu/mt/faq/19144

What are the responsibilities of the AOC holder required to implement a
management system in accordance with ORO.GEN.200 in regards to
continuing airworthiness management and contracted maintenance?

Answer

Reference: Regulation (EU) No 965/2012 on Air Operations, Annex III (Part-ORO); Regulation

(EU) No 1321/2014 on continuing airworthiness, Part-M

1. Continuing airworthiness management

The EU licensed air carrier hereafter referred to as ‘the operator’, needs to consider both the

Page 1 of 52

https://www.easa.europa.eu/mt/faq/19144


relevant Part-ORO rules that will become fully applicable on 29 October 2014 and the
applicable Part-M requirements. For these operators, the Part-M Subpart-G approval is an
integral part of the AOC (as defined in Part-M, M.A.201(h)).

The Part-M requirements have not yet been amended to align with the management system
framework adopted for air operations. However the operator should ‘scrutinise’ all its activities
under its hazard identification and risk management processes, including the continuing
airworthiness activities. It is the operator’s responsibility to ensure that hazards entailed by any
continuing airworthiness management task are subject to the applicable hazard identification
procedures and that related risks are managed as part of the operator’s management system
procedures.

If the operator’s continuing airworthiness activities do not comply with the new management
system requirements adopted with Part-ORO the competent authority may not raise any finding
in reference to Part-M Subpart G, but may do so under Part-ORO should it consider that the
operator’s safety risk management process does not sufficiently capture those risks stemming
from the continuing airworthiness management activities that may impact the safety of
operations. The integration of safety management across all activities will lead to increased
efficiency and effectiveness in hazard identification and risk management as compared to a
system where activities are being dealt with in isolation through separate management
systems. This will improve the assessment of risks identified and ensure better allocation of
resources to address these risks, by eliminating conflicting or duplicating procedures and
objectives.

When it comes to assessing compliance with Part-ORO competent authorities should
acknowledge that implementing effective safety risk management capabilities for all activities
subject to the approval will take time and therefore a balanced approach for checking
compliance is needed to enable a smooth transition towards the new management system
requirements.

Considering the benefits of taking a holistic, integrated approach to management system for
effective safety management, competent authorities should also not mandate the
implementation of separate management systems for the different approvals of the same
organisation. Competent authorities should instead focus on assessing whether the
management system implemented is adequate as regards the size, nature and complexity of
the activities it is deemed to cover.

2. Maintenance

The issue is slightly different in the area of contracted maintenance: As the Part-145
requirements have not yet been amended to align with the management system framework
adopted for air operations, the maintenance organisation may not have established a
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management system to effectively identify maintenance specific hazards and manage related
risks. However, the operator would still need to consider such hazards and risks entailed by
contracted maintenance, as it would do for any other contracted activity that has an impact on
aviation safety, under its own management system. Once Part-145 organisations will have
implemented the new management system requirements including safety risk management, the
operator will be able to establish an interface with the hazard identification and risk
management processes of the maintenance organisation and consider the contracted
organisation’s capability to properly address maintenance specific hazards and risks for their
own safety risk management.

This FAQ addresses the case of  EU licensed air carriers, meaning operators holding both and

AOC in accordance with Regulation (EU) No. 965/2013 and an operating licence in accordance

with Regulation (EC) No 1008/2008

Last updated:
20/05/2019

Link:
https://www.easa.europa.eu/mt/faq/19145

Is there a difference between safety risk management (SRM) and SMS?

Answer

Reference: Regulation (EU) No 965/2012 on Air Operations, ICAO Annex 19

ICAO defines SMS as “a systematic approach to managing safety, including the necessary
organisational structures, accountabilities, policies and procedures.”

While SRM is an essential element within a management system for safety, it is not the only
element required. To be effective, SRM needs a structured approach and an organisational
framework with clearly defined policies, safety responsibilities and accountabilities. Such
framework is essential to facilitate and encourage hazard identification, ensure a structured &
consistent approach to risk assessment, as well as for allowing informed decisions to be made
at the right organisational level, e.g. in relation to risk acceptability or different risk mitigation
options. For example, the organisation needs to put in place policies, procedures and
mechanisms for internal safety reporting and then maintain the conditions for allowing such
reporting to take place.

Also, in order to ensure that the organisation is continually managing its risks it needs to
monitor how well it performs, both in terms of effectiveness of risk controls implemented and
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effective compliance with applicable requirements. This is part of safety assurance, which is
another component of an SMS as per ICAO Annex 19.

Additionally the organisation has to train their staff to fulfil their duties, including those related to
any safety management task and to properly communicate on any safety relevant issue.

All this should lead to ensuring a systematic approach to SRM and help fostering the necessary
‘culture’ within the organisation to enable careful management and sound understanding of risk,
including in day-to-day activities.

In conclusion, SRM, while being a core element of any management system for safety, should
not be singled out as the only element required to implement such system.

See also the FAQ on SMS versus management system above.

Last updated:
11/09/2014

Link:
https://www.easa.europa.eu/mt/faq/19147

Why do the EASA Air Operations rules use the term ‘management system’
(ORO.GEN.200) and not ‘safety management system’ (SMS), like in ICAO
Annex 19? Is there a difference between the two concepts?

Answer

Reference: Regulation (EU) No 965/2012 on Air Operations, Annex III (Part-ORO)

In the area of SMS the Agency promotes consolidated general requirements for an
organisation’s management system. The starting point for drafting the ‘first extension’ rules are
the essential requirements attached in the annexes to the Basic Regulation (Regulation (EU)
2018/1139) and these refer to ‘management system’, cf.  the essential requirements for air
operations (Annex V, point 8.1 (c)):

“(…) the aircraft operator must implement and maintain a management system to
ensure compliance with the essential requirements set out in this Annex, manage
safety risks and aim for continuous improvement of this system;” (…)

The underlying concept is that for managing safety it is essential to take a holistic approach and
to implement the new safety risk management (SRM) related processes while making use of
and integrating these into the already existing management system (e.g. quality system as per
JAR-OPS/ EU-OPS). For example, the internal audit process (compliance monitoring) is kept
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as an essential element of the management system, while ICAO Annex 19 is not that clear
about it.

Hence, organisations should be encouraged to integrate the new SRM elements into their
existing system and articulate these with the way the organisation is managed, addressing
every facet of management, as any organisational change and any decision (even in areas
such as Finance, Human Resources) will need to be assessed for their impact on safety. Such
integrated approach to management is much more efficient for monitoring compliance,
managing risks and maximising opportunities.

Finally, it is not required that organisations adapt their terminology to that used in Part-ORO:
Should they wish to refer to SMS, QMS or SQMS etc., this is possible as long as they can
demonstrate that all requirements are met. In the same vein, they can still use the title ‘quality
manager’, although the rules refer to compliance monitoring manager.

Last updated:
20/05/2019

Link:
https://www.easa.europa.eu/mt/faq/19146

If an operator is considered complex , may a person hold the position as a
Safety Manager and at the same time be one (or more) of the nominated
persons as described in ORO.GEN.210(b), taken into account the size and
complexity of the operator?

Answer

There is no guidance indicating that the safety manager may not be a nominated person in the
organisational set up of a complex operator.

However, when assessing the organisational set-up of a complex operator, please consider
also GM1 ORO.GEN.200(a)(1) point (b): “Regardless of the organisational set-up it is important
that the safety manager remains the unique focal point as regards the development,
administration and maintenance of the operator’s safety management system”.

In summary, the role of the safety manager is not addressed at the level of implementing rules.
The acceptable means of compliance describe the functions of the safety manager in complex
operators. The guidance material emphasises on the importance of having a unique focal point
for the operator’s safety management system.

It is for the operator to determine if the combination of the safety manager function with that of
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a nominated person allows to fulfil the management functions of the nominated persons post
associated with the scale and scope of the operation. It is then for the competent authority  to
assess if such organisational set-up corresponds to the size of the operator and the nature and
complexity of its activities, taking into account the hazards and associated risks inherent in
these activities.

For the assessment of the appropriateness of the organisational set-up, the competent
authority should also be satisfied that the operator complies with ORO.GEN.210(c) “The
operator shall have sufficient qualified personnel for the planned tasks and activities to be
performed in accordance with the applicable requirements.”

Last updated:
26/05/2014

Link:
https://www.easa.europa.eu/mt/faq/19148

I am looking for the acceptance of post holders, particularly the Safety
manager. In the AMC we agreed on the functions of the Safety manager, but
did we agree on his or her acceptance?

Answer

Reference: Regulation (EU) No 965/2012 on Air Operations, Annex II (Part ARO,

ARO.GEN.310, ARO.GEN.330), Annex III (Part ORO, ORO.GEN.130)

Part ORO does not mention anymore the notion of acceptance/acceptability of nominated
persons. This is now replaced by the notion of changes requiring prior approval or changes not
requiring prior approval.

During the initial certification process, nominations of personnel in general are considered to be
part of the verification of compliance performed by the competent authority and therefore
covered by the issuance of the AOC.

Regarding changes to certified organisation, the notion of changes requiring prior
approval/changes not requiring prior approval applies and therefore, a formal approval of
certain change is required. Guidance is provided through GM1 ORO.GEN.130(a) and GM3
ORO.GEN.130(c). Likewise, upon initial certification, the competent authority may agree with
the organisation on a more specific scope of changes that do not require prior approval, on the
basis of ARO.GEN.310(c), and within the limits of the applicable requirements. Items not
required to get a prior approval are managed by the organisation based on a procedure
approved by the competent authority for the management of such changes. In any case, these
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changes have to be notified to the competent authority which will verify compliance with the
applicable requirements (cf. ORO.GEN.130(c) and ARO.GEN.330(c)).

Regarding the specific case of the safety manager, it should be noted that there is no
requirement for a safety manager at an implementing rule level. The nomination of a safety
manager is one means to comply with the IR objective. Therefore, a change in safety manager
is not listed in the GMs to ORO.GEN.130: A change in safety manager is not considered a
change requiring a prior approval from the competent authority, unless, the accountable
manager fulfils the role of safety manager, in which case a change would obviously require
prior approval.

The above references are those to Regulation (EU) No 965/2012; the same provisions are
included in Regulation (EU) No 290/2012 (ARA/ORA).

Last updated:
14/02/2014

Link:
https://www.easa.europa.eu/mt/faq/19140

Regarding ORO.GEN.200, could a commercial operator of complex motor
powered aircraft, such as the Cessna Citation Bravo that operates within
Europe and with no SPAs, be considered non-complex?

Answer

Reference: Regulation (EU) No 965/2012 on Air Operations, Annex III (Part ORO)

As defined in AMC1 ORO.GEN.200(b) the criterion in terms of full-time equivalents (FTEs) is
the first one to be checked. This relates not only to the required organisational capability to
implement and maintain a management system in line with Part ORO, but also to the fact that
the larger the organisation gets, the more complex its procedures, communication and
feedback channels will be, hence the need for robust processes related to hazard identification,
safety risk management, performance measurement etc. For an organisation up to 20 FTEs, it
is important to assess the 'risk profile' of the organisation in relation to the way it operates and
this may justify the need for robust management processes for safety. The AMC defines the
most relevant ones. The extent of contracting, the number, complexity and diversity of aircraft
operated and type of operations (CAT, commercial, local, standard routes, hostile environment
etc.) are all to be considered. It is important to note that the complexity criteria are included in
an AMC to Part ORO and this makes a strong point as to the responsibility of the operator to
make the assessment and justify the option chosen (complex or non-complex management
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system) to the satisfaction of the competent authority. If the option is to implement the
provisions applicable to complex organisations, having details of management system
implementation included in the form of AMCs to ORO.GEN.200, the operator may apply for an
alternative means of compliance should it consider any of the elements of these AMCs
inadequate for its specific type of organisation and operations.

Last updated:
14/02/2014

Link:
https://www.easa.europa.eu/mt/faq/19143

ORO.MLR

How should an operator use external material in relation with its operations
manual (OM)?

Answer

Reference: Regulation (EU) No 965/2012 on Air Operations, Annex III (Part ORO)

AMC1 ORO.MLR.100 states that when the operator chooses to use material from other
sources, either this material is copied or the OM should contain a reference to the appropriate
section of this material.

In any case, this material from another source is considered to be part of the OM and therefore
should meet all the general requirements applicable to the OM. It includes:

(c) of ORO.MLR.100, which states that the OM shall be kept up-to-date;
(d) of ORO.MLR.100, which states that the personnel shall have easy access to the portions
of the OM relevant for their duties;
(c)(3) of AMC1 ORO.MLR.100, which states that the content and amendment status of the
manual is controlled and clearly indicated;
(d)(3) of AMC1 ORO.MLR.100, which states that the OM should include a description of the
amendment process which specifies the method by which the personnel are advised of the
changes.

Regulation (EU) No 965/2012 does not define any specific way to achieve this; therefore it is
left to the operator to identify the best way to achieve these objectives. It is then the
responsibility of the operator’s competent authority during the initial certification
process/evaluation of change process to determine if the solution chosen by the operator
allows meeting these requirements.
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Last updated:
11/09/2014

Link:
https://www.easa.europa.eu/mt/faq/19149

ORO.FTL

Status of the EASA FAQ: What is the legal status of the EASA FAQ? My own
understanding of this document is that it has no legal standing at all, insofar
as it is neither an Implementing Rule (IR), Acceptable Means of Compliance
(AMC), Alternative Means of Compliance (AltMoc) nor even Guidance
Material (GM).

Answer

EASA is not the competent authority to interpret EU Law. The responsibility to interpret EU Law rests with the judicial system, and

ultimately with the European Court of Justice. Therefore any information included in these FAQs shall be considered as EASA's

understanding on a specific matter, and cannot be considered in any way as legally binding.

The answers provided represent EASA’s technical opinion and also indicate the manner how
EASA is evaluating, as part of its standardisation continuous monitoring activities, the
application by national competent authorities of the respective regulatory provisions.

In the margins of its future rulemaking activities, EASA will consider the opportunity to include
some of these FAQ in Subpart FTL as GM.

Last updated:
13/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47556

Applicability of FTL requirements of Regulation (EU) No 965/2012: Why
should we comply with the FTL requirements of Regulation (EU) No
965/2012, since we have a policy in our company that says otherwise?

Answer

Regulation (EU) No 965/2012, including Subpart FTL, is mandatory in all Member States (MS).
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This means that an operator cannot maintain a ‘policy’ it has had before the date of application
of Subpart FTL of Regulation (EU) No 965/2012, unless the policy has been found compliant
with that Regulation.

The competent authority of the operator is responsible for checking for compliance and for
taking enforcement measure when a non-compliance is found.

Last updated:
13/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47557

Applicability of Regulation (EU) No 965/2012: What is the meaning of
"applicable national flight time limitation legislation" in Article 8 (4) of
Regulation 965/2012?

Answer

Reference: Regulation (EU) No 965/2012 as amended by Regulation (EU) No 83/2014
Topic: Applicability of Regulation (EU) No 965/2012

Article 8(4) of Regulation (EU) No 965/2012 stipulates that specialised operators continue to

comply with applicable national flight time limitation legislation until EU implementing rules are
adopted and apply.

 ‘Applicable national flight time limitation legislation’ is understood to mean the national law of
the Member State in which the operator has its principal place of business, or, where the
operator has no principal place of business, the place where the operator is established or
resides.

Last updated:
13/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47558

Collective Labour Agreements (CLA) - Regulation (EU) No 83/2014: Our
company has a Collective Labour Agreement (CLA) and an approved IFTSS.
Both contain rules about FPD’s, DP’s and rostering. Which one is leading?
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Answer

Recital (4) of Regulation (EU) No 83/2014 stipulates that: ‘The provisions of this Regulation do not preclude and should be

without prejudice to more protective national social legislation and CLA concerning working conditions and health and safety at

work.’

This means that more protective measures concerning FDP, DP and rostering, agreed under a
CLA, are ‘leading’.

Last updated:
13/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47559

Applicability of Subpart FTL (see also ORO.AOC.125): Does Subpart FTL
apply in relation to non-revenue flights (ferry flights)?

Answer

Any flight conducted by an AOC holder falls under Subpart FTL with the exception of:

some non-revenue flights such as: non-commercial, test, training, delivery, ferry and
demonstration flights;
air taxi, single pilot and emergency medical services operations by aeroplane; and
CAT operations by helicopter, including HEMS.

However, aircraft positioning conducted by an AOC holder, immediately before or after a CAT
sector counts as FDP and sector.

Last updated:
13/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47560

Acclimatisation ORO.FTL.105(1): How should we determine the state of crew
member acclimatisation in complex rotations?

Answer

Acclimatised crew members
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A crew member is considered to be acclimatised to the time zone of the reference time for the
first 48 hours.

In the following example there are 4 departure places: A, B, C and D and the crew member is
in a known state of acclimatisation all the time. 

between A and B there is a 2-hour time difference 
between A and C – a  4 hour-time difference
between A and D – a  6-hour time difference

Day 1:  The crew member starts acclimatised at A and finishes at B. The reference time is the local time at A, because the crew

member is acclimatised at A and reports at A. The time difference between A and B is 2 hours. That means that after resting at B,

the crew will be considered acclimatised at B.

Day 2:  The crew member reports at B acclimatised to the local time at B for an FDP to C. At C
the crew member has a rest period and becomes acclimatised to C. He/she has now covered
4-hour time difference, but in 2 days. 

Day 3: The crew member reports at C acclimatised to the local time at C for an FDP to D. At D
the crew member has a rest period and becomes acclimatised to D. He/she has now covered
6-hour time difference.

Day 4:  The crew member reports again considered to be acclimatised at D. The local time at D
is the reference time. The FDP between D and A covers 6-hour time difference. Crossing 6-
hour time difference in one day (one FDP) induces time zone de-synchronisation. If the rotation
finishes at A, the rest requirements in CS FTL.1.235 (b)(3)(i) are applicable.

Unknown state of acclimatisation 

After the first 48 hours of the rotation have elapsed, the crew member is considered to be in an
unknown state of acclimatisation. 

The crew member only becomes acclimatised to the destination time zone, if he/she remains in
that destination time zone for the time established in the table in ORO.FTL.105 (1). 

During that time the crew member may have the rest in accordance with CS FTL.1.235(b)(3)
and/or take other duties that end in different time zones than the first arrival destination, until
he/she becomes acclimatised in accordance with the values in the table in ORO.FTL.105(1). In
the case of duties to different time zones, the state of acclimatisation should be determined in
accordance with GM1 ORO.FTL.105(1) (d)(3).

Where the rotation  continues with duties to/from subsequent destinations, the greatest time
difference from the reference time should be used for the purpose of rest in accordance with
CS FTL.1.235(b)(3)(i). 

Time elapsed since reporting (h) in the tables ORO.FTL.105 (1) and CS FTL.1.235 (b)(3)(i) is
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the time that runs from first reporting at home base to the reporting at destination and includes
the FDP from home base to destination plus layover time.   

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47576

Accommodation ORO.FTL.105 (3): Can the airport crew lounge be
considered as “accommodation” for the purpose of standby or split duty?
Can a hotel room for several crew members of the same gender be
considered as “accommodation” for the purpose of standby and split duty?

Answer

As long as an airport crew lounge or a shared hotel room fulfils all criteria of ORO.FTL.105 (3) it
could be used as accommodation.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47577

Disruptive schedule ORO.FTL.105(8): Which criteria should be applied to
determine a duty as disruptive if there is a time zone difference between the
reporting point and the place where the duty finishes?

Answer

The criteria to be applied is the reference time e.g. the local time (LT) where the crew member
reported for duty.

Example with “Late type” of Disruptive schedule:

LT in A = LT in B + 1 hour.

Day 1: The crew member starts the FDP acclimatised to A. He/she reports at 15:00 (LT-A) and
finishes FDP in B at 23:30 (LT-B). It is a ‘Late finish’ because he/she is acclimatised to A, and
FDP finishes at 00:30 (LT-A).
Rest in B. After resting in B, which is within two hours’ time difference from A, the crew member
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gets acclimatised to B.

Day 2: The crew member reports in B at 15:00 (LT-B) and finishes FDP in A at 00:30 (LT-A). It
is not a late finish, because he/she is acclimatised to B, and the FDP finishes at 23:30 (LT-B).

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47578

Definition of duty and duty period, ORO.FTL.105 (10), ORO FTL 105 (11):
Must the time for self-preparation (e.g. preparing for the checks associated
with initial or recurrent training) be entered in the schedule of the crew
members and recorded?

Answer

The time needed for self-preparation, is not a duty and is not recorded.  

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47579

Single day free of duty ORO FTL 105 (23): A ‘single day free of duty’ consists
of one day and two local nights. Does the last day of several consecutive
days free of duty need to contain at least one day and two nights?

Answer

Whenever one of the local days prescribed by Clause 9, Directive No 2000/79/EC, is assigned
as a single day, it must contain two local nights. Whenever consecutive local days are
assigned, the last day may not contain a local night. However, from a fatigue management
perspective, planning the last day to end at midnight, reduces the restorative effect of that last
day to a minimum. Rising before midnight to report at 00:01 on the last day could generate
sleep debt.

The term ‘single day free of duty’ has been included in Regulation No 965/2012 in order to
enable the implementation of Directive No 2000/79/EC, in particular its Clause 9:
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‘Clause 9

Without prejudice to Clause 3, mobile staff in civil aviation shall be given days free of all duty

and standby, which are notified in advance, as follows:

(a) at least seven local days in each calendar month, which may include any rest periods

required by law; and

(b) at least 96 local days in each calendar year, which may include any rest periods required by

law.’

Clause 9 above employs the term ‘local day’ i.e. a period of 24 hours finishing at 00:00 LT.  At
the same time, a ‘single day free of duty’ is a period of one day, including two local nights, that
may finish between 06:00 and 08:00 LT, depending on the local night start and end times.

Last updated:
09/04/2019

Link:
https://www.easa.europa.eu/mt/faq/47580

Sector ORO.FTL.105 (24), (see also ORO.FTL.205 (f)(6)): In an abnormal or
emergency situation a take-off might not be executed meaning that a sector
was not completed. Such situation is likely to increase flight crew workload
and fatigue. How could this be mitigated?

Answer

In such cases, in order to mitigate the increased workload and fatigue, the commander has the
possibility to exercise commander’s discretion and decide on reducing the maximum daily FDP
or increasing the minimum rest period.

ORO.FTL.205 (f)(6) requires operators to implement a non-punitive process for the use of commander’s discretion.

Also, if as a result of such situation a flight crew member feels unfit dues to fatigue, he/she may discontinue his duties on the

aircraft for the day.

Regulation (EU) No 376/2014 on the reporting, analysis and follow-up of occurrences in civil
aviation, requires the ability for crew members to report fatigue.  

Last updated:
12/07/2018

Link:
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https://www.easa.europa.eu/mt/faq/47581

Changes to a published roster: Is it possible to make changes to a published
roster?

Answer

Yes, provided that the changes do not breach the limitations of the operator’s Individual Flight
Time Specification Scheme (IFTSS).

All changes must be notified to the crew member before the pre-flight rest period commences
so that the crew member is able to plan adequate rest as required by ORO.FTL.110 (a).

In support of this requirement the minimum period of time for notification of changes should be
established by the operator and available in the Operations manual

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47582

Change of FDP after reporting: Can a rostered FDP be changed (re-planned)
after crew members have reported?

Answer

There are no specific provisions and conditions for such changes except in unforeseen
circumstances, where, on the day, a Commander may use the provisions of Commander’s
Discretion:

to continue with an FDP which exceeds the maximum FDP that the crew will operate or
reduces the minimum rest period, or
to reduce the actual FDP and/or increase the rest period, in case of unforeseen
circumstances which could lead to severe fatigue.

The operator may not plan or change an FDP at any time such that it exceeds the maximum
applicable FDP.

FTL rules build upon the predictability of rosters so that crews can plan and achieve adequate
rest (ORO.FTL.110 (a) and (g)). Operators are expected to plan sufficient capacity, at their
operating bases, to deal with disruptions normally expected in daily operations using the
specific FTL provisions (e.g. stand-by, reserve). Therefore, FDP changes after reporting should
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be an infrequent event as such changes can create roster instability and may generate fatigue.
An aircrew member remains at all times under the responsibilities set out in
CAT.GEN.MPA.100 (c)(5) to report unfit to fly, if s/he suspects fatigue which may endanger
flight safety.

If changes to planned duties are to be made on the day of operation, all applicable limits apply:
in particular the limits established pursuant to ORO.FTL. 205(b), (d), (e) or ORO.FTL.220. If a
duty has not been planned with an operator’s extension under ORO.FTL. 205(d), it cannot be
changed into a duty with such extension on the day of operation.

In addition, the operator must ensure that the impact on forward duties and days off, and
importantly on cumulative limits, is accounted for. 

EASA recommends that changes made on the day of operation to duties and FDP’s are
monitored through appropriate performance indicators that operators use to demonstrate they
fulfil all the required elements within ORO.FTL.110. The 33% exceedance threshold on the max
FDP as set out in ORO.FTL.110 (j) may not always be adequate to capture negative trends.

EASA also recommends that appropriate performance indicators for FDP changes after
reporting be part of the operator’s approved IFTSS to ensure that any resulting fatigue hazards
are properly identified and mitigated.

Last updated:
18/11/2019

Link:
https://www.easa.europa.eu/mt/faq/47583

Roster publication, (see also AMC1 ORO.FTL.110(a) and ORO.GEN.120): Are
airline operators allowed to publish monthly rosters in less than 14 days in
advance?

Answer

According to AMC1 ORO.FTL.110 (a), rosters should be published 14 days in advance. 

This requirement is an acceptable means of compliance (AMC). The AMC is one example of
how operators could demonstrate compliance with this rule. 
In accordance with ORO.GEN.120, an operator may use an alternative means of compliance.

It is therefore possible to use an alternative means of compliance (AltMoc) for the publication of
rosters, provided the operator has demonstrated that the requirements of ORO.FTL.110 (a) are
met. 
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An alternative means of compliance requires prior approval from the competent authority. 

The competent authority must notify all approved alternative means of compliance to EASA.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47584

Reporting times ORO.FTL.110(c), (see also ORO.FTL.205(c)): Can the pre-
flight reporting time for non-augmented flight crew members reporting for
the same FDP be different?

Answer

No. The pre-flight reporting time for all non-augmented flight crew members reporting for the
same FDP is the same.

The minimum reporting times, which have been defined by the operator in the Operations manual for different types of aircraft,

operations and airport conditions, shall always apply to all flight crew.

Reporting time for the same FDP may be different between flight crew and cabin crew in accordance with ORO.FTL.205(c).

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47585

Operational robustness ORO.FTL.110(j): How should operational robustness
be assessed?

Answer

The operator is required to have measures in place to protect the integrity of schedules and of
individual duty patterns. 

The operator must monitor for exceedances to the planned flight duty periods and if the
planned flight duty periods in a schedule are being exceeded more than 33% during a
scheduled seasonal period, change a schedule and/or crew arrangements.

Operational robustness should be measured through performance indicators to determine if the
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planning is realistic and the rosters are stable.

The operator may measure the cases where a rostered crew pairing for a duty period is
achieved within the planned duration of that duty period.

Performance indicators may also be established to measure the following:

difference between planned and actual flight hours;
difference between planned and actual duty hours;
difference between planned and actual number of days off;
number of unscheduled overnights; 
number of roster changes per scheduled seasonal period;
use of commander’s discretion;
changes of schedule carried out after published roster  

With regard to operator’s responsibilities, in particular operational robustness of rosters, we
also recommend guidance material to ORO.FTL.110 developed by UK CAA.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47586

Flying activities outside an AOC (see also ORO.FC.100): How will activities
as an instructor or an examiner performed by an operating crew member in
their free time be considered for the purpose of duty time and rest periods?

Answer

The purpose of Subpart-FTL is to ensure that crew members in commercial air transport
operations are able to operate with an adequate level of alertness. It does not regulate the
activities performed by crew members in their free time.

Nonetheless, it is the responsibility of crew members to make optimal use of the rest periods
and to be properly rested so they will not perform duties when unfit due to fatigue.

A crew member in commercial air transport operations may be required to report to the operator his/her professional flying

activities outside the commercial air transport operation to allow the operator to discharge its responsibilities (ORO.FTL.110)

appropriately.

An operator should establish its policy with regard to crew members conducting these kinds of activities. 

Last updated:
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12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47587

Deviation from the applicable CS ORO.FTL.125 (c) (see also ARO.OPS.235):
What does a deviation from the applicable CS mean or derogation from an
implementing rule?

Answer

The flight time specification schemes of an individual operator (IFTSS) may differ from the
applicable CS / IRs under strict conditions.

The operator has a number of steps to follow before implementing a deviation/derogation.

Additionally, the competent authority has a number of steps to follow before approving a deviating/derogating IFTSS.

All the steps are described in this Evaluation Form (link) developed by EASA to facilitate NAAs and operators in this process.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47588

Flight time specification scheme for air taxi operations, (see also Articles 2
(6) and 8(2) of Regulation (EU) no 965/2012): An air taxi operator has both an
aeroplane with less than 19 seats and one aeroplane with more than 20
seats. What FTL regulation shall the crew who is flying both types follow?

Answer

The operator implements Subpart ORO.FTL for its operations with aeroplanes of 20 seats or
more. 

For air taxi operations with aeroplanes of 19 seats or less, the operator complies with EU OPS,
Subpart Q.

However, the aim of the requirements is to ensure that crew members are able to operate at a
satisfactory level of alertness. Fatigue accrued during an operation in one fleet might impact on
the performance of a crew member when conducting a following flight in the other fleet. 
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Therefore, from a fatigue management perspective, it makes sense to apply a common FTL
scheme under Subpart ORO.FTL consistently to pilots in such operations. 

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47589

Approval of Individual Flight Time Specification Schemes (IFTSS), (see also
ARO.OPS.235):

Answer

May a competent authority give ONE approval for an individual flight specification scheme to be
used by three different operators with three AOCs?

No. Each operator needs its own approved individual flight time specification scheme.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47813

Unknown state of acclimatisation GM1 ORO.FTL.205(b)(1): If the crew
member is in an unknown state of acclimatisation, what is the reference
time?

Answer

In that case, there is no reference time. For crew members in an unknown state of
acclimatisation Table 3 in ORO.FTL.205 (b)(2) or Table 4 ibidem applies. These Tables do not
contain any reference time.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47590

Unknown state of acclimatisation ORO.FTL.205(b)(3): What are the daily FDP
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limits when crew members are in an unknown state of acclimatisation under
fatigue risk management (FRM)?

Answer

Table 4 in ORO.FTL.205 (b)(3) establishes the limits of the maximum daily FDP when crew
members are in unknown state of acclimatisation and the operator has implemented FRM.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47591

Mixing FDPs extended without in-flight rest and FDP’s extended due to in-
flight rest ORO.FTL.205 (d) ORO.FTL.205 (e): Is it possible to roster two
extended FDPs without in-flight rest and one extended FDP with in-flight rest
in 7 consecutive days?

Answer

Yes. The limit of two extensions of up to 1 hour in 7 consecutive days specified in
ORO.FTL.205 (d) (1) only applies to the use of extensions without in-flight rest by an individual
crew member.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47592

Planned FDP extensions ORO.FTL.205(d): Must planned extensions be
included in the operator’s roster?

Answer

Published duty rosters may or may not include extended FDPs.

However, FDPs extended in accordance with ORO.FTL.205 (d) must be planned and notified to
crew members in advance i.e. allowing each crew member to plan adequate rest.
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The time limit for notification of a planned extended FDP to an individual crew member need to
be established by the operator in line with ORO.FTL.110 and specified in the OM-A.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47593

Planned FDP extensions ORO.FTL.205(d) (see also ORO.FTL.105(1)): Can a
crew member acclimatised to the local time of the departure time zone (‘B’
state), but not acclimatised to the local time where he/she starts the next
duty (‘D’ state), be assigned a planned extended flight?

Answer

While it may be legal to roster an extended FDP (no in-flight rest) to a crew member who is not
acclimatised to the local time where the actual duty starts, the actual operational environment
may be such that it would be very fatiguing for a particular crew member to perform that FDP.

Although operations on an extended FDP are possible under ORO FTL.1.205(d), the operator
still needs to comply with the fatigue management obligations stemming from ORO.FTL.110
and especially to ensure that the crew members are sufficiently rested to operate.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47594

Commander’s discretion ORO.FTL.205(f): Do we need to use Commander’s
discretion if actual FDP is going to last more than planned but less than the
maximum daily FDP allowed?

Answer

No. If the actual FDP is less than the maximum allowed, commander’s discretion is not
needed.

Last updated:
12/07/2018
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Link:
https://www.easa.europa.eu/mt/faq/47595

Commander’s discretion ORO.FTL.205(f): When should commander’s
discretion be used?

Answer

Commander’s discretion may be used to modify the limits on the maximum daily FDP (basic or
with extension due to in-flight rest), duty and rest periods in the case of unforeseen
circumstances in flight operations beyond the operator’s control, which start at or after the
reporting time.

Considering the ICAO definition of ‘unexpected conditions’, unforeseen circumstances in flight
operations for the purpose of ORO.FTL.205(f) are events that could not reasonably have been
predicted and accommodated, such as adverse  weather, equipment malfunction or air traffic
delay, which may result in necessary on-the-day operational adjustments.

Commanders cannot be expected to exercise discretion without an understanding of the events
that constitute unforeseen circumstances. It is therefore necessary that they receive
appropriate training on the use of commander’s discretion along with how to recognize the
symptoms of fatigue and to evaluate the risks associated with their own mental and physical
state and that of the whole crew.
Operators should ensure that sufficient margins are included in schedule design so that
commanders are not expected to exercise discretion as a matter of routine

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47598

Commander’s discretion ORO.FTL.205(f), (see also ORO.FTL.205 (d)): 1.
What is the maximum FDP extension allowed under commander’s
discretion? 2. How would commander’s discretion apply when the FDP of a
non-augmented crew has already been extended in accordance with
ORO.FTL.205 (d))?

Answer

1. Up to 2 hours for two pilot crew and up to 3 hours for augmented crew.
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2. For a two pilot extended FDP operation, the use of commander’s discretion is always based on the maximum daily FDP table

ORO.FTL.205 (b) (1).

For example, when 1 hour has already been added to the maximum daily FDP in accordance with ORO.FTL.205 (d), then only 1

hour is left for commander’s discretion.

 

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47599

Commander’s discretion ORO.FTL.205(f): Referring to commander’s
discretion, do I need to consider the reporting time and number of sectors?

Answer

Yes. The commander needs to consider the actual number of sectors that the crew members
will complete as this may be different from the plan. This FDP calculation would be based on
the time the crew member actually reported.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47600

Conversion/line checks Post flight duty ORO.FTL.210: How should briefings
and debriefings during conversion/line checks be accounted for?

Answer

In accordance with the definition of duty, conversion/line training is duty.

Any duty (including the briefing and debriefing for training purposes) after reporting for a duty that includes a sector or a series of

sectors until the aircraft finally comes to rest and the engines are shut down, at the end of the last sector on which the crew

member acts as an operating crew member, is considered flight duty period.

Post flight duties, on the other hand (including debriefings also for training purposes), are considered as duty period.

Last updated:
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12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47601

Post-flight duty AMC1 ORO.FTL.210(c): What should the operator do if the
actual post flight duty time is longer than the established time in the OM?

Answer

The operator needs to implement a monitoring system to ensure that the minimum time period
for post-flight duties is adequate since rest or shortened rest could potentially impact fatigue.

The commander or a cabin crew member should inform the operator where the post-flight duties have taken longer than planned

and this is then accounted for in duty and rest periods.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47602

Positioning for purposes other than operating ORO.FTL.215 (b): How should
time spent to travel from the place of rest or home base to a simulator (when
outside the base) be taken into account?

Answer

The time spent to travel from a place of rest or home base to a simulator, at the request of the
operator, counts as a duty period.

Any transfer of a non-operating crew member from one place to the other at the request of the operator is called positioning and

is counted as a duty period.

Travel from a crew member’s private place of rest to the reporting point at home base and vice versa, and local transfers from a

place of rest to the commencement of duty and vice versa are travelling, but not positioning, and so not counted as duty period.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47603
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Positioning ORO.FTL.215: Does positioning begin when the crew member
arrives at the airport/train station or when the aeroplane/train leaves?

Answer

Positioning begins after reporting at the designated reporting point.

The operator should publish reporting times taking into account the time necessary for completing the travelling procedures

depending on the mode of transportation (e.g. registration of passengers and baggage, security checks, etc.).

First example: Crewmember 1 is required to position from A to B on the commercial flight of an
airline other than the airline which Crewmember 1 is flying for. This commercial flight is
departing at 10:00, but airport A is an international airport and the time necessary for
passenger and baggage registration and security checks is 2h before departure time. In this
case, the positioning begins 2h before departure time.  

Second example: Crewmember 2 is required to position from A to B on a high speed train. This train is departing at 10:00 and the

time necessary for passenger and baggage registration and security checks is 15 minutes before departure time. In this case, the

positioning begins 15min before departure time.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47604

Positioning ORO.FTL.215: Shall a positioning between active sectors count
as a sector for a pilot or cabin crew?

Answer

No, any positioning within an FDP does not count for the sector calculation of the FDP limit but
counts towards the FDP.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47605

Split duty ORO.FTL. 220: Is it possible to have more than one split duty
within one FDP?
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Answer

No. ORO.FTL.220 provides for a break on the ground which implies a single break on the
ground, for the purpose of extending the basic daily FDP.

A Member State can propose an amendment to ORO.FTL.220, in particular, and to the
implementing rules, in general, in accordance with Article 71 of Regulation (EU) 2018/1139. 

Last updated:
21/05/2019

Link:
https://www.easa.europa.eu/mt/faq/47606

Standby ORO.FTL.225(a) (see also CS FTL.1.225 and GM1 CS FTL.1.225(a)):
Can a standby be finished before the planned “end time notified in
advance”, after a notification during the standby (saying that there will be no
assignment) and the rest period be initiated at the time of the notification of
the new standby end?

Answer

Yes. According to ORO.FTL.225 (a), a time period with a start and end time, during which a
crew member must be available to be contacted to receive an assignment, must be defined.

A crew member may, during the standby period, be notified that standby has ceased. CS FTL.1.225 establishes further

conditions.

GM1 CS FTL.1.225 (a) explains that a minimum rest period according to ORO.FTL.235 should be provided after the notification

of the revised end of the standby period.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47607

Reserve ORO.FTL.230: Can a reserve, during which no flight was assigned,
be considered as a day off afterwards?

Answer
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No, a reserve period may not retrospectively be considered as part of a recurrent extended
recovery rest period.

Last updated:
09/04/2019

Link:
https://www.easa.europa.eu/mt/faq/47608

Rest prior to an FDP ORO.FTL.235 (a): If a crew member with office duties
spends one day in the office, what should be the duration of the rest before
his/her reporting for an FDP?

Answer

The minimum rest period at home base before undertaking an FDP shall be in accordance with
ORO.FTL.235 (a) (1) and (2).

Time spent at the office is duty time in accordance with ORO.FTL.105 (10).

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47609

Rest prior to a duty other than FDP ORO.FTL.235 (a): What is the duration of
the rest period prior to a duty without FDP?

Answer

The term ‘minimum rest period’ under the Regulation (EU) No 965/2012 is only used for the
recovery period before an FDP.

Otherwise, it is an off-duty period. The Regulation does not contain requirements for off-duty
periods prior to a duty without FDP.

Example: FDP1 – off duty – DP1 – off duty – DP2 – rest – FDP2.

Nevertheless, the operator needs to be able to demonstrate they have considered the fatiguing
nature and cumulative effects of these duty periods under their operator responsibilities as they
can generate fatigue that could affect crew member’s ability to rest prior to his/her next FDP.

Page 29 of 52

https://www.easa.europa.eu/mt/faq/47608
https://www.easa.europa.eu/mt/faq/47609


Also, the national law of the Member State regarding working time (as required by Council
Directive 2000/79/EC) would be applicable and should be reviewed as it may contain minimum
rest periods for crew members based in that Member State.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47610

Reduction of recurrent extended recovery rest by commander’s discretion
ORO.FTL.235(d) (see also ORO.FTL.205(f)): Can the extended recovery rest
period be reduced with commander’s discretion?

Answer

No, commander’s discretion cannot be applied to an extended recovery rest period

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47611

Increase of interval between two recurrent extended recovery rest periods
by commander’s discretion ORO.FTL.235(d) (see also ORO.FTL.205(f)): May
the crew member exercise his/her discretion to finish back at home base
exceeding the 168 hours’ time between two extended recovery rest periods?
For example, a crew member is planned to finish his last FDP flying back to
home base, two hours prior to reaching 168 hours. There is a departure
delay which occurred after reporting. As a result, the crew member would
exceed the 168 hours by 1 hour.

Answer

No. Extension of the 168 hours between two recurrent extended recovery rest periods is not
allowed. 

The operator must better plan duties and rest times. The Regulation does not say that exactly
168 h must be reached; they are not a target, they are a maximum threshold.
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Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47612

Increase of interval between two recurrent extended recovery rest periods
ORO.FTL.235(d): Can the 168h limit between two extended recovery rest
periods be extended? For example, a crew member reports at Paris on
Monday at 7am and ends a series of flights in Singapore, on Sunday, at 8
pm; he/she should be given his/her extended recovery rest period in
Singapore, but might be willing to come back to his/her base, hence
infringing the 168h limit through positioning.

Answer

No. The 168h limit between two extended recovery rest periods can only be extended through
an amendment of ORO.FTL.235 (d).  

A Member State can propose an amendment to ORO.FTL.235 (d), in particular, and to the
implementing rules, in general, in accordance with Article 71 of Regulation (EU) 2018/1139.

Last updated:
21/05/2019

Link:
https://www.easa.europa.eu/mt/faq/47613

Re-planning of recurrent extended recovery rest period ORO.FTL.235 (d): Is
re-planning of a recurrent extended recovery rest period allowed and when?

Answer

Yes. This is provided that re-planning of rest is completed and notified before the rest period
has started and the re-planning practices do not conflict with a crew member’s opportunity to
plan adequate rest as required by ORO.FTL.110 (a).  

In any case, the time between the end of one recurrent extended recovery rest period and the
beginning of the next recurrent extended recovery rest period cannot be more than 168 hours.

Operator’s procedures for re-planning should describe by which means the opportunity for crew
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members to plan adequate rest is provided in the case of re-planning.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47614

Record keeping ORO.FTL.245: Do records required in ORO.FTL.245 have to
reflect planned or actual FDP, DP and rest?

Answer

Planned rosters may differ substantially from achieved rosters. 

In order to ensure appropriate oversight of FTL by the competent authority, operators need to
maintain (for a period of 24 months) records of the actual values of flight times, FDP, rest
periods and days free of all duties. 

According to AMC1 ORO.FTL.110 (j) on operational robustness operators should establish and
monitor performance indicators for operational robustness rosters. 

This can only be done if operators keep records of both, planned and achieved rosters.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47615

Home base change CS FTL.1.200(b): Is it correct to understand that if a crew
member is asked to report for an FDP at a reporting point other than his/her
home base without extension of his/her recurrent extended recovery to 72h
incl. 3 local nights, immediately prior to that FDP, the home base has not
been changed for the purpose of Subpart FTL?

Answer

Yes. In such case, the requirements for reporting out of home base apply.

Last updated:
12/07/2018
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Link:
https://www.easa.europa.eu/mt/faq/47616

Consecutive night duties CS FTL.1.205(a)(1): What does ‘consecutive’ mean
in the context of the requirements and limits of CS FTL.1.205?

Answer

‘Consecutive’ is referring to two night duties only separated by a rest period. 

Two night duties would not be considered as ‘consecutive’, if there is a recurrent extended
recovery rest period between them or if they are separated by rest periods surrounding a non-
night duty

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47617

Night duties CS FTL.1.205(a)(2), (see also GM1 CS FTL1.205 (a)(2)): Is it
necessary to have an ‘approved’ FRM to operate long night duties (FDP over
10hrs)?

Answer

No, for night duties of over 10 hours an appropriate fatigue risk management applies. Guidance
for that is provided in GM1 CS FTL1.205 (a) (2).

A FRM compliant with ORO.FTL.120 is only required in two cases: reduced rest and crew
members in unknown state of acclimatisation on a longer FDP.  

Additionally, the approval of FRM is not a stand-alone approval. FRM, if required, is approved
as a constituent part of the IFTSS approval.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47618

In-flight rest CS FTL.1.205(c) : Is it possible to extend the FDP, if not all
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pilots get an in-flight rest?

Answer

CS FTL.1.205(c)(1)(ii) specifies that, for the purpose of FDP extension, each crew member
needs to have an in-flight rest period.

First example where an extension of the FDP due to in-flight rest is possible: 

Pilot 1 and Pilot 2 commence a FDP from A to B (1:30 h sector). When arriving at B, a third
pilot (Pilot 3) joins the crew and they fly from B to C (11 h sector). 

The length of the flight from B to C allows each crew member on board (pilots 1, 2 & 3) to have
the minimum in-flight rest period during cruise phase: 2 consecutive hours for the flight crew
members at control during landing and consecutive 90-minute period for the third pilot. 

Second example, where an extension of the FDP due to in-flight rest is not possible: 

Pilot 1 and Pilot 2 commence a FDP from A to B (7 h sector). When arriving at B, a third pilot
(Pilot 3) joins the crew and they fly from B to C (5 h sector).
 
The length of the flight from B to C does not allow each crew member on board (pilots 1, 2 & 3)
to have the minimum in-flight rest period during cruise phase: 2 consecutive hours for the flight
crew members at control during landing and consecutive 90-minute period for the third pilot.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47619

Maximum daily FDP with the use of extensions due to in flight rest CS
FTL.1.205(c)(2): Why does the ‘maximum daily FDP with the use of
extensions due to in flight rest’ not take into account the start of FDP at
reference time?

Answer

An extended duty period will usually involve operating during the WOCL. The in-flight rest
opportunity during the WOCL mitigates the absence of reduction of the FDP based on the
reference time. 

The limits of CS FTL.1.205(c) (2) are therefore irrespective of the WOCL of crew members, on
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the condition that the minimum flight crew is augmented and in-flight rest facilities, meeting
certain standards, are available to provide recuperative sleep

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47620

Delayed reporting CS FTL.1.205(d)(1): Is it possible to inform crew members
of a delay without giving the new reporting time?

Answer

No. An actual reporting time must be given when the crew member is informed that the delayed
reporting procedure is activated.

If an operator does not have a delayed reporting procedure, then it can’t be used.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47621

Delayed reporting CS FTL.1.205(d)(1)(iii): Why does delayed reporting with a
delay of less than 4 hours not account for the WOCL? Is there any scientific
evidence for this?

Answer

There is no scientific evidence, on the basis of which a delay of less than 4 hours does not take
the WOCL into account.
 
In any case, operator’s procedures on delayed reporting should avoid or minimise the negative
effect of WOCL encroachment.
 
Importantly, the maximum FDP will never become longer due to a delayed reporting time:
 

If the delay is less than 4 hours – the maximum FDP as originally planned, remains the
same. 
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If the delay is more than 4 hours – the maximum FDP will be shorter than the originally
planned FDP, because the delayed reporting time has a limiting effect on it.

Procedures for delayed reporting must be described in the OM, including a notification time that allows the crew member to

continue his/her rest when the delayed reporting procedure is activated. 

 
A delayed reporting procedure may be triggered by the operator, while the crew member is still
at home or in the suitable accommodation facility, when prior to the beginning of a flight duty
period an unforeseen event occurs which will delay the planned flight departure.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47624

Split duty (see also ORO.FTL.205 (b)(2) and ORO.FTL.220): Can split duty be
scheduled when crew members are in an unknown state of acclimatisation?

Answer

Yes, but any extension of the FDPs limits in Table 3 of ORO.FTL.205 (b)(2) falls under the
requirement for a FRM.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47625

Split duty CS FTL.1.220 (b): Are the 30 minutes for post and pre-flight duties
as well as travelling counted in total or 30 min for post flight duties, 30 min
for travelling after post flight duties, 30 min for travelling before pre-flight
duties and 30 min for pre-flight duties?

Answer

CS FTL.1.220 (b) instructs the operator to specify actual times for post and pre-flight duties and
for travelling in its operations manual. The minimum for the total is 30 minutes. 

The operator must demonstrate how travelling in both directions, and post and pre-flight duties
are accomplished in the time defined in the OM.
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Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47627

Split duty CS FTL.1.220(d): Should suitable accommodation be provided for
a split duty?

Answer

CS FTL.1.220 (b) instructs the operator to specify actual times for post and pre-flight duties and
for travelling in its operations manual. The minimum for the total is 30 minutes. 

The operator must demonstrate how travelling in both directions, and post and pre-flight duties
are accomplished in the time defined in the OM.
Suitable accommodation as defined in ORO FTL 105 (4) is required to be provided for a break
of 6 hours or more or for a break that encroaches the WOCL.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47628

Rest after airport standby or other-standby CS FTL.1.225 (a)(1)& CS
FTL.1.225 (b)(4): What is the basis for rest calculation after a standby
followed by an FDP? Is it the reporting time for standby or the “actual
reporting time” for the assigned FDP?

Answer

The minimum rest period depends on the length of previous duty. 

Airport standby counts as duty for the purpose of ORO.FTL.235. Therefore the rest calculation
after airport standby followed by an FDP is based on the reporting time for that standby. This
also applies to airport duty.

Other standby does not count as duty for the purpose of rest (it counts partly as duty for the
purpose of ORO.FTL.210 only). Therefore the rest calculation after other-standby followed by
an FDP is based on the reporting time for the assigned FDP
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Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47630

Airport standby CS FTL.1.225 (a)(2)(ii): Why does CS FTL.1.225 (a)(2)(ii) not
stipulate the maximum duration of airport standby?

Answer

The maximum duration of airport standby is defined indirectly by the limits of the combined
duration of airport standby and FDP.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47631

Airport standby CS FTL 1.225(a)(2)(ii), (see also ORO.FTL.205 (b)&(d); CS
FTL 1.205 (a) (2)): We understand that the limit of 16 hours is not applicable
when airport standby is followed by a FDP with in-flight rest. Does that mean
that there is no limit for that kind of situation?

Answer

Yes, there is no limit. 
The limit of 16 hours only applies to basic maximum daily FDPs without in-flight rest under
ORO.FTL.205 (b) and to extended daily FDPs without in-flight rest under ORO.FTL.205 (d).

Furthermore, the operator applies appropriate fatigue risk management to actively manage the
fatiguing effect of night duties of more than 10 hours in relation to the surrounding duties and
rest periods

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47632
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Other-standby followed by an FDP CS FTL.1.225(b)(2): How shall an operator
expect a crew member to use whole or part of a standby for sleep when
there are disturbance factors like difficulty to fall asleep, disturbed sleep
due to sick children, waking-up by external noise, etc.?

Answer

According to CS FTL.1.225 (b)(2), the operator designs its standby procedures in a certain way.
The expectation is on the design of the procedure by the operator, not on the individual crew
member. 

The expectation on the crew member is to follow the procedure to the best of his/her abilities
and in good faith at all times.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47633

Awake time CS FTL 1 225 (b)(2): Who is responsible for making sure that the
18h are not exceeded? The crew member or the operator? Can the operator
fully transfer the responsibility to the crew member?

Answer

The operator is only required to have established such procedures (control mechanisms) so as
to prevent situations where the combination of standby and FDP would lead to more than 18
hours awake time.

18 hours awake time is mentioned in the context of the combination of other-standby prior to an
FDP and the FDP itself. A simple mathematical equation between the sum of the standby time
and FDP, on the one hand, and the time awake on the other, is not possible to do, because the
start time of the awake period is an unknown value i.e. the operator may be unable to verify
how long a crew member has been awake. 

It is reasonable for the operator to expect crew members to manage their rest and sleep
opportunities during pre-duty rest periods and while on standby in order to be able to perform
FDP.

The procedure and expectation for the crew to rest appropriately during their standby should
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also be included when training crew on FTL and fatigue management.
The following are examples of what an operator should consider when designing procedures:

the duties and rest periods prior to the scheduled standby;
the time of the day in which the rest period prior to the scheduled standby occurs; 
a minimum of 8 hours’ sleep opportunity before or within the scheduled standby, during
which the crew member is not disturbed;
the length of the standby and the subsequent FDP;
the time for post flight duties and for travelling to the suitable accommodation if away from
home base;
provision of training and advice to crew members

The NAAs are responsible for verifying that the above procedures have been established and
are effective.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47639

Other-standby CS FTL.1.225(b)(2), (see also CAT.OP.MPA.210(a)(3)): Would
using a controlled rest procedure while the flight crew member is at his/her
assigned station break the 18-hour awake time?

Answer

No. Controlled rest procedure is a countermeasure to manage unexpected fatigue, whilst the
18-hour awake time target is part of the operator roster planning procedures. 

According to CAT.OP.MPA.210 (a)(3) controlled rest organised by the commander, if workload
permits, shall not be considered to be part of a rest period for purposes of calculating flight time
limitations nor used to justify any extension of the duty period.

Under CS FTL.1.225 (b)(2), the operator designs standby procedures in a way that makes
unexpected fatigue unlikely by avoiding excessive awake times. 

The frequent use of controlled rest after having been called from other-standby could indicate
that the standby procedure does not fulfil the expectation to avoid excessive awake times. 

Controlled rest procedure to manage unexpected fatigue should be described in the operations
manual. (ref. AMC3 ORO.MLR.100).

The operator should be able to monitor the use of controlled rest to evaluate effectiveness of
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mitigation strategies.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47640

Other-standby CS FTL.1.225(b)(3): How is the time spent on other-standby
before an assignment accounted for?

Answer

According to CS FTL.1.225 (b) (3), 25% of time spent on other-standby counts as cumulative
duty.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47641

Other-standby CS FTL.1.225 (b), (see also ORO.FTL.105 (25)): Is it possible
during other-standby to assign an FDP with a reporting time after the
rostered end of that standby period has elapsed?

Answer

It is possible during other-standby to assign a duty that will start after the rostered end of the
standby period.

Duties assigned during other-standby should in principle start within the operator’s defined
response time from the call. For example, a cabin crew while on home standby between 08:00h
and 14:00h (as planned in the roster) receives a call at 13:55 h to report for duty at 14:55 h
since the operator’s response time is 60 min. The response time between the call and reporting
is considered a continuation of the standby, notwithstanding the rostered end of the standby;
this time also includes travelling to the reporting point.

Operators describe their procedures and practices regarding standby, including reporting after
the rostered standby period ends, in the OM-A. In doing so, they take into account that the
Regulation provides a number of cumulative protections to crew member from excessive
periods of combined standby and duty:
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1. Operators shall only use the rostered standby availability period to place their call for duty.
ORO.FTL.105 (25) defines standby as the period of time during which a crew member is
required by the operator to be available to receive an assignment for a flight;

2. The maximum duration of other-standby is 16 hours. In its OM-A however, the
operator may specify shorter periods considering its type of operation and the impact of
the time spent on standby on the duty that may be assigned. Under the obligations of
ORO.FTL.110 (b & e), operators must carefully evaluate what duration of standby is safely
allowable within their particular operation;

3. The combination of standby and FDP do not lead to more than 18 hours awake time (see
FAQ # 60);

4. The maximum FDP is reduced, if the standby period ceases after the first 6 hours (or 8
hours in case of extended FDP);

5. A crew member is always able to consider whether his/her duties on board an aircraft will
be performed with the necessary level of alertness (CAT.GEN.MPA.100(c))

If no duty has been assigned during the rostered standby availability period, other-standby is
followed by a rest period in accordance with ORO.FTL.235.

Last updated:
09/04/2019

Link:
https://www.easa.europa.eu/mt/faq/47642

Other-standby modified to airport standby CS FTL.1.225, (see also
ORO.FTL.105 (25)): Can other-standby be modified to airport standby during
the standby? For example, can a pilot on home standby be required to go to
the airport to continue on airport standby? What limits must be used?

Answer

Yes. During a standby period any duty may be assigned (ORO.FTL.105 (25)). That includes
airport standby or duty at the airport. 

Limits for assignment of airport standby after home standby are not explicitly mentioned in CS
FTL.1.225. 

The assignment of airport standby is considered as airport duty and the subsequent FDP
counts from the airport reporting time as stated in ORO.FTL.225 (d). 

If the other-standby lasts less than 6 hours, the maximum FDP counts from reporting for the
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airport standby. If the other-standby lasts more than 6 hours, a reduction is applicable to the
subsequent FDP.

If an FDP is assigned during the airport standby, the combination of home standby and FDP
does not lead to more than 18 hours awake time.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47643

Reserve and other-standby CS FTL.1.230: While a crew member is on
reserve, can his/her assignment be changed and continue as a home
standby?

Answer

No, but the crew member can be assigned a home standby after the end of the reserve period.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47644

Reserve CS FTL 1.230(b): Is there any rest requirement after a reserve
period, if there is no assignment of duty period during the reserve?

Answer

Reserve times do not count as duty period for the purpose of ORO.FTL.210 and
ORO.FTL.235. 

That means that there is no requirement for a minimum rest period after reserve, if no duty has
been assigned.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47645
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Reserve CS FTL.1.230 (d): Is it necessary to have an FRM to protect an 8-
hour sleep opportunity during reserve?

Answer

No.  Operators are however encouraged to apply appropriate fatigue risk management
techniques to be able to fulfil their responsibilities under ORO.FTL.110. 

The techniques described in the ICAO Fatigue Management Guide for Airline Operators may
be useful reference to assist operators developing their approach.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47646

Reserve CS FTL 1.230(d): Should the period of 8 hours run consecutively or
is it possible to break it in two different periods?

Answer

The period of 8 hours consists of 8 consecutive hours.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47647

Rest between disruptive schedules CS FTL.1.235(a)(1), (see also
ORO.FTL.105(8)): The rule for transition between late finish/night duty and
early start says that the rest between the FDPs needs to include a local
night. Does this mean that the rule only applies if the late finish/night duty
and the early duty are FDP’s?

Answer

It depends on the type of the early duty following a late or night duty.

If an early duty is a standby or a duty at the airport that leads to an FDP, then the rest period
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before that early duty must include a local night. 

Otherwise, the rest period between the 2 other duties or between a FDP and other duty (e.g.
night training in a simulator) does not need to include 1 local night. 

Nevertheless, Subpart FTL provides a system of measures which jointly act to reduce the risk
of increased fatigue and reduced alertness and performance levels of crew members, and to
mitigate the acute disruption of the sleep pattern in the case of disruptive schedules.

For example, the operator must avoid practices that cause a serious disruption of an
established sleep/work pattern, such as alternating day/night duties (ORO.FTL.110).
 

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47648

Rest compensation for time zone differences CS FTL.1.235(b)(3)(i): How
should we count the time elapsed (h) since reporting for the first FDP in a
rotation involving at least 4 hour time difference to the reference time?

Answer

Elapsed time (h) should be counted from the first FDP including at least 4 hour time difference
to the reference time, as the rest compensation for time zone differences is given when the
crew becomes affected by the time zone differences. 

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47649

Reduced rest CS FTL.1.235(b)(3)(ii), (see also ORO.FTL.235 (c) and (e)): Is it
possible to reduce the 14h rest away from home base following an FDP
involving a 4-hour time difference or more?

Answer

No. CS FTL.1.235 (b)(3)(ii) does not foresee a reduction of the 14h rest away from home base
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to compensate for time zone crossing.

ORO.FTL.235 (c) describes the conditions under which the minimum rest periods according to
ORO.FTL.235 (a) and (b) may be reduced.

ORO.FTL.235 (e) establishes the rest periods to compensate the effects of time zone crossing.

Additional rest periods to compensate the effects of time zone crossing shall be specified in
flight time specification schemes.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47650

Rest to compensate for time zone differences CS FTL.1.235(b)(4): What does
Eastward-Westward or Westward-Eastward transition mean?

Answer

For the purpose of CS FTL.1.235 (b) (4), ‘Eastward-Westward and Westward-Eastward
transition’ means the transition at home base between a rotation in one direction and a rotation
in the opposite direction, each involving a 4-hour time difference or more. 

At least 3 local nights of rest at home base are provided between such alternating rotations.

However, irrespective of where the transition occurs - at home base or away from home base,
the operator, using safety risk management processes, should monitor rotations in opposite
directions in terms of their impact on crew members’ circadian rhythm and fatigue, and provide
sufficient rest to crew members between such rotations. 

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47651

Monitoring Time Zone Differences CS FTL.1.235(b)(5): Does the requirement
to monitor combinations of rotations require FRM in accordance with
ORO.FTL.120?

Answer
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No. FRM is not required. However, CS FTL.1.235 (b)(5) requires that fatigue risks arising from
combinations of rotations be monitored under the operator’s management system. 

The techniques described in the ICAO Fatigue Management Guide for Airline Operators
(associated to ICAO Doc 9966) may be useful reference to assist operators developing their
approach.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47652

Reduced rest CS FTL.1.235(c)(5): Is it possible to apply reduced rest to two
consecutive rest periods?

Answer

Yes. Up to 2 reduced rest periods in any 168 hours are allowed. They may be consecutive.

Reduced rest is only possible under FRM, as part of an approved IFTSS.

Last updated:
12/07/2018

Link:
https://www.easa.europa.eu/mt/faq/47653

Nutrition ORO.FTL.240: Are nutrition provisions subject to a specific NAA's
approval and can they be documented elsewhere in the OM-A, not
necessarily Chapter 7.

Answer

Nutrition is part of the operator’s individual flight time specification scheme (IFTSS) which is
subject to approval by the competent authority under ARO.OPS.235 (a).

Chapter 7 of the OM-A is the place where the operator describes its IFTSS. Nutrition
opportunities during duty periods are therefore to be included under that Chapter.

In cases where nutrition provisions are documented elsewhere in the OM-A, the operator
should provide references in Chapter 7 to those nutrition provisions to enable aircrew to easily
trace and read about the applicable nutrition arrangements. Irrespective of the place where
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nutrition opportunities are described in detail, they are part of the IFTSS and subject to NAA’s
approval.

IFTSS is customised to the operator’s specific operating conditions e.g. routes and airports
served, specific rest requirements and duty length. The later in turn impacts nutrition
opportunities – timing, duration and other arrangements.

The content of the OM need be presented in a form that can be used without difficulty by cre
members. The same applies to the operator’s IFTSS.

Last updated:
08/04/2019

Link:
https://www.easa.europa.eu/mt/faq/95252

Fatigue management training ORO.FTL.250 AMC1 ORO.FTL.250: What
should be the minimum requirements for a fatigue management instructor?
Is a CRMi course enough? Is a safety manager ready and without other
training to deliver a course? Can someone that has received a few hours
course in accordance with AMC1 ORO.FTL.250 repeat the course to others?

Answer

Although ORO.FTL does not contain prescriptive requirements determining the qualification of
fatigue management instructors, those instructors are an operator’s personnel and hence, need
to acquire at least the knowledge specified in AMC1 ORO.FTL.250.

Any operator needs to demonstrate to the competent authority that their personnel has
acquired at least the knowledge as per the syllabus in AMC1 ORO.FTL.250.

In essence, the fatigue management training is a competency-based training. The operator
should identify what training and competences are needed for each personnel group: aircrew,
instructors, rostering and management staff to perform their roles effectively, and what means
of measuring the level of competency attained by each person who receives the training is
available.

For example, a fatigue management instructor must have the training required by AMC1
ORO.FTL.250. The operator may, in addition to that, require that the instructor also complete
training normally required for FRM inspectors in accordance with AMC5 ARO.GEN 200(a) (2).

Recommended fatigue management training topics for specific groups of employees can be
found in the ICAO Doc 9966 Manual for the Oversight of Fatigue Management
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Approaches/Second Edition 2016.

Operators who aim to establish a system for fatigue risk management (FRM), should consider
including the following additional subjects, for aircrew, FSAG members, FRM instructors, FRM
auditors, managers, according to their functions:

the science behind FRM;
requirements of Part-ORO with respect to FRM;
components of the FRM of that particular operator and its functioning;

FRM predictive, reactive and proactive processes
roster fatigue metrics
fatigue safety performance indicators

employees’ responsibilities with respect to the FRM;
use of fatigue reporting systems and implementing mitigations;
collection of fatigue data (both subjective and objective) to feed the FRM system.

The content and frequency of fatigue management training should be proportional to the
operator’s fatigue risk exposure. For example, a scheduled airline and an on-demand night
cargo operator are likely to establish different syllabus and frequency for their aircrew training. 
Also, an airline with crew members commuting long hours to/from their home base, should
particularly focus on the use of company’s airport or hotel crew rooms for fatigue mitigation of
disruptive schedules when providing fatigue management training.

Last updated:
09/04/2019

Link:
https://www.easa.europa.eu/mt/faq/95253

Reporting point ORO.FTL.105 (2): The global COVID-19 pandemic
necessitated, on a number of occasions, a change to the typical aircrew
reporting point. How should the operators address this change?

Answer

Aircrew typically used to report for duty at a crew room, at their home base or at outstation. The
global COVID-19 pandemic caused disruptions in flight operations and necessitated, on a
number of occasions, a change to the typical aircrew reporting point. Here below are some
considerations that operators and aircrew should account for when addressing such change. 

Notification to crew members. The operator must inform the crew about any change of the
reporting point prior to operating as this is part of operator’s responsibilities under
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ORO.FTL.110.

Travelling time to the reporting point. Due to the change of reporting point, the otherwise duty
time may turn into travelling time, thus extending the usual travelling time that a crew member
is accustomed or prepared for. Therefore, the operator should make sure that the impact of the
change of reporting point on traveling time and consequently on crew fatigue is not significant.
The operator’ SMS has to manage the change of reporting point by assessing the potential
negative impact on aircrew fatigue levels, based on evidence of adequate time frames and/or a
comparison between the time necessary to report to the new point and the typical reporting
point. In assessing the impact, the operator should account for additional operational factors
e.g. standby call out times. The operator should address reporting at a place other than a crew
room in the OM.

Commencement of duty. Duty starts from reporting for duty at the reporting point designated by
the operator e.g. when the crew member checks-in in a crew room. In cases where the crew
member is required by the operator to commence an activity prior to entering a crew room or a
non-public area of an airport, so as to obtain flight documents at a check-in counter or ticket
office, pass a security checkpoint or update the EFB, the duty starts at the point of commencing
this activity. At airports where the crew members can access the non-public area or reach the
departing gate through more than one security checkpoints, the operator should make sure that
commencement time is the same for the same duty.  

Aircrew briefing. The time for aircrew briefing is a duty time no matter where it takes place. If
the briefing takes place at the gate where other people are also present, the operator should
arrange for a secluded place considering security matters among other things. The size of the
crew should not prevent crew members from talking to each other without disturbing and being
disturbed. If the briefing takes place on board the aircraft, the operator should ensure that
certain conditions are present, such as running APU/GPU, no disturbance from ground
personnel or cleaning staff. Where the operator provides EFB, the briefing material should
already be uploaded to it or if, new material is to be downloaded, the crew must be provided
with means to do so.

Reporting times.  The operator should specify in the OM reporting times that account for the
type of operation, ground duties, size and type of the aircraft and the airport conditions (GM1
ORO.FTL.205(a)(1)). Ground duties include pre-flight duties (briefings; provision of
documentation; transport to the aircraft parking stand, etc.).

Last updated:
07/02/2022

Link:
https://www.easa.europa.eu/mt/faq/135897
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Individual crew members’ records of flight time and duty periods
ORO.FTL.245, (see also ORO.FTL.105):

Answer

Our employer does not provide individual records of the time spent for e-learning and for
certain administrative tasks such as visa renewal.

The purpose of subpart FTL is to mitigate the risks related to fatigue. Therefore, maintaining
crew member's records is to ensure compliance with the requirements of that subpart. 

A proper implementation of ORO.FTL.245 would fully account for the term ‘duty’ i.e. any task
assigned by the operator must be recorded in crew members’ individual records. 

The time required for crew training at the behest of the operator and when required by
Regulation (EU) No 965/2012 is a duty. 

For example, the time needed to complete an e-learning task, if assigned by the operator, is to
be notified in advance and recorded as duty time. 

The same applies to some ground activities, such as administrative tasks, (including the visa
renewal, a second passport when required) or training (briefing or debriefing when required).

Tasks that are part of pilot’s individual responsibility such as renewal of the medical certificate
need not be rostered or registered.

In accordance with ORO.FTL.245 records of duties are maintained for a period of 24 months.
Moreover, in accordance with ORO.MLR.115, records of crew member training, checking &
qualifications must be retained for 3 years.

These records are necessary for the operator and crew member to be able to not only account
for a particular duty, but also for the cumulative limits stipulated in ORO.FTL.210 (a).

Last updated:
08/02/2022

Link:
https://www.easa.europa.eu/mt/faq/47814

Must the time for all training at the behest of the operator be entered in the
schedule of the crew members and recorded?

Answer
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To any training at the behest of the operator regardless of the method (e-learning1) or self-
study or otherwise) that an aircrew member is assigned to by the operator the following applies:

1. It is a duty and the time spent on training task constitutes a duty period.
2. It cannot be considered a rest period or a day free of all duty or an annual leave period

(ORO.FTL.105).

E-learning1 or self-study may be included as a single duty period in the CM roster with start and
end times or assigned as a number of hours to be used over certain time (week(s) or month(s)),
by the crew member to study the training material, in parts or at once, at the crew member
discretion.

When assigning a number of hours, the operator should notify the crew member concerned in
advance, specifying the allocated hours and time period for completion of the training. The
training methods described above should comply with all daily or cumulative duty limits and rest
requirements of Commission Regulation (EU) No 965/2012 and of Council Directive

2000/79/EC of 27 November 2000 (WTD), considering the period allocated for completion2.
The policy and description on how these training methods are managed should be clearly
documented in the operations manual (OM). As part of their shared responsibilities with regard
to crew fatigue, the crew members should manage their time and tasks considering other
assigned duties and rest requirements as per ORO.FTL.115 (b). 

As part of their shared responsibilities with regard to crew fatigue, the operator should ensure
that the training duties are assigned in a way that enables crew members to fulfil their flight
duties to a satisfactory level of safety under all circumstances. The operator should in particular
provide rest periods of sufficient time prior to the next flight duty/duties and an adequate
number of hours and period of time to enable a successful fulfilment.

1 ICAO Circular 356 definition: E-Learning – is the delivery of a learning, training or education programme by electronic means. 

2 ORO.FTL.205; ORO.FTL.210; ORO.FTL.235; CS FTL.1.235; WTD Annex Clause 8 &  9.

Last updated:
11/01/2024

Link:
https://www.easa.europa.eu/mt/faq/139223
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