Legislative Report (L.R.S. 40:1486.2(F)) | 2024

Date: August 1, 2024

To: Chair of House Committee on Transportation, Highways, and Public Works
Chair of Senate Committee on Transportation, Highways, and Public Works
Petroleum Helicopters Inc. - Director of Operations
Bristow Group Inc. - Director of Operations

From: Michael Burrows, C.M.
Assistant Director of Aviation (DOTD)

Subject: L.R.S. 40:1486.2(F) State Participation in and Promotion of Transportation of Oil and Gas
Workers Over Water — Requires the Director of Aviation (DA) to publish a report to the chairs of the
House and Senate committees on transportation, highways and public works, wherein the DA shall
summarize and comment upon:

e The previous year’s developments in safe practices for operators who provide over water

flight services in the state or adjacent to its shores.
o Evolution of safe practices through federal and industry organizations
¢ Insure knowledge of all such practices by operators within the industry

Background

The legislature emphasizes that the production of oil for the energy needs of the state and nation is of vital
concern, and the safety of those who work in the offshore industry and those who transport those workers
is also of vital concern. The legislature through this vehicle has directed the Department of
Transportation and Development - Director of Aviation to participate in education, communication and
promotion of aviation safety in the offshore oil and gas industry. The goal is to reduce to as low as
reasonably practicable the instances of helicopter accidents in the oil and gas industry by promotion of the
adoption of safe practices in such operations.

This legislation requires that the Director of Aviation request membership in the Helicopter Safety
Advisory Conference (HSAC) and attend regular scheduled meetings of the conference for the purpose of
education, understanding, and dissemination of information developed for the purpose of the promotion
of safety through cooperation, and encourage all operators who provide over water flight services to the
oil and gas industry to adopt and incorporate the recommended practices of HSAC into their daily
operations. Further, the Director of Aviation or his designated representative may attend and secure all
writings in the form of recommended practices that result from HSAC conferences that relate to safe over
water helicopter operations, and disseminate such writings in such a way that over water flight service
providers in the state or adjacent to its shores are made aware of its content.

Additionally, the Director of Aviation is required to maintain familiarity with all Federal Aviation
Regulations Part 91 — General Operating and Flight Rules, Part 133 — Rotorcraft External Load
Operations, and Part 135 — Operating Requirements: Commuter and On Demand Operations and Rules
Governing Persons on Board Such Aircraft. The Director of Aviation is also required to post through an
identifiable link on the DOTD website pertinent information relevant to new Federal Aviation
Regulations and Advisory Circulars published by the Federal Aviation Administration or recommended
best practices by the Helicopter Safety Advisory Conference.

The department is currently carrying out duties and responsibilities pursuant to Louisiana Revised
Statutes Title 2 Aeronautics 82:6 which pertains to the powers and duties of the department in the
promulgation of rules and regulations with respect to aeronautics. The department shall foster air
commerce within the state of Louisiana and shall have supervision over the aeronautical activities and
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facilities. Accordingly, the department may prescribe such reasonable rules and regulations as it deems
necessary and advisable for the public safety and safety of those engaged in aeronautics. Further, no rule
or regulation prescribed by the department under the authority of L.R.S. §2:6 shall be inconsistent with
the then-current federal legislation governing aeronautics and the regulations duly promulgated
thereunder.

The department currently conducts safety and compliance inspections on land-based heliports and
helipads. The department takes into consideration the critical type of helicopter that will operate at the
facilities in determining the proper safety areas, final approach and takeoff areas and actual touchdown
area. To determine the proper dimensions, the department works closely with the helicopter operators to
determine the length and width of the aircraft, the main rotor diameter and performance characteristics of
the critical aircraft that will operate at the facility. This in turn assists the facilities in ensuring that the
proper safety precautions are implemented and maintained and further promotes the adoption of safe
practices for helicopter operations and to conduct those operations with the highest degree of safety in the
public interest throughout the state.

Actions

The Director of Aviation designates a representative to attend Helicopter Safety Advisory Conference
(HSAC) meetings as they are scheduled and attends various committee meetings held during the
conference. The designee also receives information from the U.S. Helicopter Safety Team (USHST),
Vertical Association International (VAI), and the Federal Aviation Administration (FAA).

Safety

After attending the conferences and committee meetings, the Director of Aviation and/or the designated
representative will identify the pertinent safety information received and update the department’s website
for dissemination of information. The department continues to be active with issues related to helicopter
operations and safety to ensure compliance with this legislation and to promote the highest degree of
safety for the citizens of Louisiana.

The department through involvement with the associations previously listed and interactions with the
rotorcraft industry, have also attended presentations regarding present and future aviation challenges.

Additionally, the department continues to ascertain and disseminate critical rotorcraft safety and
operational information via links from the Department of Transportation and Development — Aviation
Division website.

The following attachments are provided for your review:

1. HSAC Letter - Emergency Actions for Offshore Aviation Fuel System Filter Monitor
Vessels/Elements

2. FAA Safety Alert for Operators — Recommended Procedures for Controller Pilot Data Link
Communications and Partial Re-route Clearances

3. FAA Safety Alert for Operators — Review and/or Revision of Aircraft Towing/Ground
Handling Procedures for the Safety of Wing and/or Tail Walkers

4. FAA Safety Alert for Operators — Suspected Unapproved Parts from a Bell Helicopter
Textron Model 206B, Aircraft Registration Number N536T, Serial Number 3195
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5. FAA Safety Alert for Operators — Suspected Unapproved Parts from a Bell Helicopter
Textron (BHT)-206L.

6. FAA Safety Alert for Operators — Recognizing and Mitigating Global Positioning System
(GPS)/ Global Navigation Satellite System (GNSS) Disruptions.

7. FAA Safety Alert for Operators — Automatic Dependent Surveillance Broadcast (ADS-B)
Transmitter Anomalies.

8. FAA Advisory Circular 120-92D — Safety Management Systems for Aviation Service
Providers

9. USHST Safety Reports

10. HSAC Agendas
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February 8% 2024

Subject: Emergency Actions for Offshore Aviation Fuel System Filter Monitor Vessels/Elements

Dear HSAC Member,

Many Offshore Aviation Fuel Systems cuirently in use have Filter Monitor Vessels/Elements as
part of their design. The Filter Monitor elements contain a substance called Super Absorbent
Polymer (SAP). When this SAP - which is similar to the absorbent material used in diapers ~
reaches saturation point with water, it can leak particles of crystalike gel. In rare cases, these
particles can move into the aircraft during fueling and cause significant operational issues in
engines.

On October 4, 2023, Facet Filtration notified the industry that an internal quality test detected SAP
downstream of their EI 1583 aviation fuel filter monitor elements. Subsequent retesting at an
independent laboratory confirmed this to be a valid finding. As a result, Facet announced in
October 2023 that ali elements should be removed from service.

Airlines for America (A4A} Bulletin 2023.2 was subsequently released in October 2023 and
provided 8 mandatory emergency mitigating actions to replace Facet Filter Monitors from service
with a deadline of January 1%, 2024.

1) All Facet Brand Filter Monitor Elements Shall Be Replaced by Other Listed Elements as Soon
as Practicable and Filter Monitor Elements are Limited to Those Listed in ATA 103 Annex A-3.

2) Filter Monitor Differential Pressure Limit Lowered to 10psi.

3) Filter Monitor Differential Pressure Shall be Corrected to Max Flow Rate Daily,

4) Filter Monitor Differential Pressure Gauges Shall Include Visual Guides.

5) Filter Monitor Vessels Shall Include Visual Guides.

6) Filter Monitor Inventory Lists.

7) Nozzle Screen Cleaning Increased to Bi-Weekly.

8) Add Requirement for Downstream Millipore Testing when Filter Monitor Vessels Reach
Maximum Differential Pressure (10psi).

In December 2023, A4A Bulletin 2023.3 modified the deadline to April 1%, 2024.

It is advised that HSAC member owners and operators of offshore aviation fuel systems consider
the A4A bulleting mentioned above and consider afternative replacement technology to remove
the El 1583 Filter Monitor from the fuel system design altogether.
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Another frequently used guideline for Helideck related systems, including offshore aviation fuels
systems is UK CAP 437 Edition 9, where in Chapter 7, where after removing the EI 1583 Filter
Monitor from the system, it allows for only an EI 1581 Filter Water Separator (FWS) to be used in
an offshore aviation fuel system without having a secondary control/barrier in place,

HSAC does not endorse the single barrier practice in CAP 437, where failure of the Filter Water
Separator could result in contamination and/or water inthe fuel downstream of a failed FWS and
fts subsequent entry into an aircraft during fueling operations,

HSAC RP 163 (Appendix 4 ~ section 19.3) currently requires offshore aviation fuel system
filtration to consist of two components, where first and second stage filtration takes place within
a filter water separator (FWS) vessel and third stage filtration takes place within a fuel filter
monitor. In light of the Filter Monitor issues mentioned above, this guidance needs to be updated.

In the upcoming weeks, the HSAC Helideck Committee will revise the current guidance shown
above, removing the fuel filter monitor requirement, and require all offshore aviation fuel systems
to include:

1) A Filter Water Separator (FWS) ~ El 1581, and

2) One of gither;
a) Replacement technology El 1598 (Water Sensors) and Ei 1599 (Dirt Defense), or
b) Replacement technology EI 1588 (Water Barrier Element)

NOTE:
Offshore Aviation Fuel Systems with a Filter Water Separator (FWS) ~ El 1587 as
the only barrier to prevent contaminated fuel and/or water to enter the aircraft
during fueling are considered unacceptable.

Page 2 of 2



SAF

Safety Alert for Operators

SAFO 23005
U.S. Department DATE: 08/04/23
of Transportation
Federa! Aviation Flight Standards Service
Administration Washington, DC

hitp:/fwww.faa.gov/other visit/aviation_industry/airline operators/airline safety/safo

A SAFO contains important safety information and may include recommended action. Besides the specific action
recommended in a SAFO, an alternative action may be as effective in addressing the safety issue named in the SAFO, The
contents of this document do not have the force and effect of law and are not meant to bind the public in any way. This
document is intended only to provide clarity to the public regarding existing requirements under the law or agency policies,

Subject: Recommended Procedures for Controller Pilot Data Link Communications (CPDLC) and
Partial Re-route Clearances (Revised Initial UM79 uplink message).

Purpose: This SAFO reminds aircraft operators that use CPDLC to ensure that all parts of a clearance are
appropriately loaded into the Flight Management System (FMS) prior to departure. In addition, route
clearances and revisions received, require the flightcrew to manually input Standard Instrument Departures
(SID) into the FMS each time a UM79 message is received.

Background: Twenty recorded aircraft deviations at Teterboro Airport (TEB) in 2022 have drawn attention to
potential CPDLC and UM79 issues. In these incidents, aircraft departed TEB and flew directly into the arrival
corridor of Newark Airport (EWR). The TEB air traffic controllers had to quickly identify and coordinate with
New York (N90) Terminal Radar Approach Control (TRACON) Newark area to issue a turn to avoid traffic,
After investigating these incidents, the Federal Aviation Administration (FAA) determined that the probable
cause of these events is due to the SID not being manually reloaded in the FMS after receiving a UM79,

Discussion: Receiving a UM79 requires the SID to be manually reloaded into the FMS to ensure correct
departure routing. Failure to do so can lead to pilot deviation, or cause an incident/accident as demonstrated by
the 20 incidents at TEB. The Tower Data Link Services (TDLS), which delivers digital clearances to aircraft,
sends several prompts to avionics in each UM79 clearance, including +LOAD NEW ROUTE+, +[SID#] DP,
CLIMB VIA SID+, and a final full route message including the departure SID and transition. This information
needs to be manually reloaded into the FMS. In addition, TEB Air Traffic Control (ATC) Tower has added
local messages and a Digital Automatic Terminal Information Service (D-ATIS) message to further notify and
encourage aircraft operators to verify their routes after a revision.

Recommended Action: Aircraft operators using CPDLC should follow standardized procedures (including
checklists} anytime they receive a routing change to ensure all parts of the new route are correctly loaded into
their FMS. Particular attention should be paid when receiving UM79 clearances to ensure SIDs are manually
reloaded prior to departure.

Contact: Direct questions or comments regarding this SAFO to the Flight Technologies and Procedures
Division at (202) 267-8790. For specific questions or comments about this subject matter, contact the National
Enterprise and Infrastructure Systems Engineering Group, TDLS Second Level Engineering, at 405-954-9131
or via email at ame-atow-tdis-support@faa.gov.
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Safsty Alert for Operators

SAFO 23006
U.S, Department DATE: 08/23/23
of Transportation
Federal Aviation Flight Standards Service
Administration Washington, DC

http://www.faa.gov/other visit/aviation_industry/aivline operators/airline safety/safo

A SAFO contains important sqfety information and may include recommended action. Besides the specific action
recommended in o SAFO, an alternative action may be as effective in addressing the sofety issue named in the SAFO, The
contents of this document do not have the force and effect of law and are not meant to bind the public in any way. This
document is intended only to provide clarity to the public regarding existing requirements under the law or agency policies.

Subject: Review and/or Revision of Aircraft Towing/Ground Handling Procedures for the Safety of the
Wing and/or Tail Walkers.

Purpose: This SAFO informs aircraft operators under Title 14 of the Code of Federal Regulations (14
CFR) Parts 91, 91 subpart K (Part 91K), 121, 125, 129, and 135 about the importance of personnel
remaining clear of an aircraft in tow until after it has come to a complete stop and chocks are installed.
This SAFO also informs aircraft operators about marshalling of aircraft. This SAFO also recommends
those operators review their procedures to ensure they include information regarding these topics. This
information is applicable to all operators under 14 CER that either tow aircraft or have procedures for
towing, ground handling, servicing or marshalling aircraft.

Background: The Federal Aviation Administration (FAA) is aware of multiple events where injuries or
fatal injuries have occurred during aircraft towing or ground handling operations.

1. In one event, a wing walker sustained serious injury when an aircraft in tow was being repositioned.
While the tow driver was moving the aircraft back to correct the aircraft position, the wing walker
was removing the main landing gear safety pins. This led to the wing walker being struck by the
trailing edge flaps of the aircraft being towed. As a result, the wing walker was run over by the
aircraft’s #3 and #4 main landing gear wheels.

2. In another event, a ramp agent was fatally injured when the ramp agent approached the aircraft
while the #1 engine was still running. The flight was operated with an inoperative auxiliary power
unit and the aircraft arrived at the gate with the #1 engine running for the required two-minute
engine cool down. After stopping the aircraft and setting the parking brake, the captain gave the
hand signal to connect the airplane to ground power, However, one ramp agent had already
proceeded to open the forward cargo bay resulting in the fatal engine ingestion accident.

While both of these incidents have not been proven to be a systemic issue, the severity of outcome
warrants this safety reminder.
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Discussion: The recommended actions below have been incorporated in the current edition of Advisory
Circular (AC) 00-65, Towbar and Towbarless Movement of Aircraft and will be incorporated into AC 00-
34, Aircraft Ground Handling, Servicing, and Marshalling.

Recommended Action: Operators should use their Safety Management System (SMS) (14 CFR patt 5),
or a similar safety risk management and safety assurance process, to evaluate its towing and marshalling

proced‘ures to ensure:

I. The procedures require installation of chocks whenever an aircraft towing operation has been
stopped, either temporarily or when the aireraft being towed is parked at the intended location of
parking.

2. The procedures require all personnel to remain clear of the aircraft in tow until the aircraft has come
to a complete stop.

3. The procedures require that activitics commence only after chocks are installed.
4. The procedures require all personnel to remain clear of operating engines until they are shut down.

Contact: Questions or comments regarding this SAFO should be directed to the Aircraft Maintenance
Division via email at 9-AWA-AFS-300-Correspondence@faa.gov, or via telephone at (202) 267-1675.
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SAF

Safety Alert for Operators
SAFO 23007
U.S. Department DATE: 09/12/23
of Transportation
Federal Aviation Flight Standards Service
Administration Washington, DC

httn://www.faa.gov/other_ visit/aviation industry/airlice operators/airline safetv/safo/all safos

A SAFQ contains important safety information and may include recommended action, Besides the specific action recommended
in a SAFO, an alternative action may be as effective in addressing the safely issue named in the SAFO. The contents of this
document do not have the force and effect of law and are not meant to bind the public in any way. This document is intended
only io provide clarity to the public regarding existing requiremenis vnder the law or agency policies.

Subjeet: Suspected Unapproved Parts from a Bell Helicopter Textron Model 206B, Aircraft Registration
Number N536T, Serial Number 3195,

Purpase: The purpose of this SAFO is to alert aircraft owners, operators, air agencies, parts suppliers and
maintenance technicians of suspected unapproved parts represented as being removed from civil aircraft
NS536T, which are actually from a foreign airoraft of unknown origin,

Background: The Federal Aviation Administration’s (FAA) South Florida Flight Standards District Office
(FSDO) received a Hotline Complaint, which alleged that an individual brought a foreign registered Bell
Helicopter Textron model 206B to Miami Florida prior to 2017. It is believed that the aircraft may have been
registered in Venezuela under registration number YV2100. The individual then installed a data-plate,
airworthiness certificate, registration certificate and registration markings from civil aircraft N5367T on the
Bell Helicopter Textron modal 206B.

Biscussion: During the investigation, the South Florida FSDO found that the alleged violator purchased the
wreckage of Bell Helicopter Textron model 206B serial number 3195 registered as N536T from a salvage
compaity in Texas in 2018; the remains are currently stored in Texas. The alleged violator then physically
transferred the aircraft data-plate, airworthiness certificate and registration number from the destroyed N536T
to the Bell Helicopter of unknown origin.

|
The alleged violator re-registered the counterfeit NS36T with the FAA under their name in 2018, As a result of
the investigation, the alleged violator immediately and voluntarily surrendered the aircraft data-plate,
airworthiriess certificate and registration certificate, however the aircraft maintenance records were not
provided to the FAA.

The South Florida FSDO recentiy received information that the alleged violator may be selling off the parts
(including life fimited parts) of the counterfeit NS36T as if they were parts from the destroyed N536T model
206B serial number 3195.

Recommended Action: Aircraft owners, operators, air agencies, parts suppliers and maintenance technicians
are encouraged to accomplish a thorough review of their aircraft, aircraft records, and parts inventories for any
article traceable to N536T. Any affected articles identified should be quarantined to prevent installation until
eligibility for installation can be determined.

Contact: Questions or comments regarding this SAFO should be directed to the South Florida FSDO at (954)
641-6000.
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Safety Alert for Operators

SAFQO 23008
U.S. Department DATE: 10/17/23
of Transportation
FWederal Aviation Flight Standards Service
Administration Washington, DC

http:/fwvow.faa.goviother visit/aviation industry/airline operators/airiine safety/safo/all safos

A SAFO contains important safety information and may include recommended action. Besides the specific action
recommended in a SAFO, an alternative action may be as effective in addressing the safety issue named in the SAFO. The
contents of this document do not have the force and effect of law and are not meant to bind the public in any way. This
document is intended only to provide clarity to the public regarding existing requirements under the law or agency policies.

Subject: Suspected Unapproved Parts from a Bell Helicopter Textron (BHT)-206L.

Purpose: This SAFO alerts aircraft owners, operators, air agencies, suppliers, distributors, and
maintenance personne! of the sale of salvaged BHT 206 parts.

Background: On December 8, 2016, a Chilean Bell BHT-206L, serial number 45617, was involved in an
accident in the Province of Biobio located in central Chile. The Directorate General of Civil Aeronautics
of Chile (DGAC), the civilian aviation authority of Chile, conducted an investigation (DGAC report No.
1800CG) that revealed the main rotor blades struck the tail structure of the helicopter. The investigation
concluded that maintenance records for the rotor blades did not include the damage history or a reference
to the required inspections and maintenance specified by the manufacturer’s maintenance instructions.
Given the current circumstances, there is a high degree of probability that the helicopter rotor blades,
subject aircraft parts and components repaired by Mr. Robert Schlotzhauer from Blue Springs, MO and
sold by Fantasy Flight, LLC may have been incorrectly repaired and returned to service, then sold as a
serviceable item.

Discussion: All the listed parts and maintenance records, either associated with M. Schlotzhauer,
Fantasy Flight, LLC, or the helicopter involved in the accident (Bell BHT-206L, serial no, 45617), should
be reexamined before installation or use. The suspected parts nomenclature and associated identification
numbets are listed below.

Quantity Nomenclature Part Number Serial Number
A-4292
2 Rotor Blade 206-015-001-115 A-6313
1 Fan Assembly 206-040-370-105 unknown
AUG 78-1337
2 Rotor Brake Assembly 40000397-2 SEP 78-1501
| Drive Shaft Assembly 206-040-15 AMN-10587
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Quantity Nomenclature Part Number Serial Number

1 Freewheel Assembly 206-040-270-9 BMB45682
1 Shaft Assembly 206-040-370-003 unknown

1 Yoke Assembly 206-011-100-129 AAB-03085
1 Swashplate Assembly 206-010-450-011 REJG-10900
1 Mast Agsembly 206-040-533-105 FA1510

i Main Rotor Transmission 206-040-004-101 BMC-00389
! Tail Rotor Gearbox 206-040-402-105 AMMO1611

Recommended Action: Aircraft owners, operators, air agencies, suppliers, distributors, and maintenance
personnel are encouraged to accomplish a thorough review of their aircraft, aircraft records, and parts
inventories for any article traceable to Mr. Schlotzhauer, Fantasy Flight, LLC, or to the helicopter
involved in the accident (Bell BHT-206L, serial no. 45617). Any affected articles identified should be
reexamined before installation or use.

Contact: Questions or comments regarding this SAFO should be directed to the Aircraft Maintenance
Division at (202) 267-1675, or via email at 9-AWA-AFS-300-Maintenance@faa.gov; as well as the
Kansas City Flight Standards District Oftice (FSDO) at (816) 329-4000.
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Safety Alert for Operators

SAFO 24002
U.S. Department DATE: 01/25/24
of Transportation
Federal Aviation Flight Standards Service
Administration Washingion, DC

hitp:/fwww.faa.gov/other visit/aviation_industry/airline operators/airline safetv/safo/all safos

A SAFO contains important sefety information and may include recommended action. Besides the specific action
recommended in a SAFO, an alternative action may be as effective in addressing the safety issue named in the SAFO. The
contents of this document do rot have the force and effect of law and are not meant to bind the public in any way, This
document is intended only to provide clarity to the public regarding existing requirements under the law or agency policies.

Subject: Recognizing and Mitigating Global Positioning System (GPS) / Global Navigation Satellite
System (GNSS) Disruptions.

Purpose: This SAFO provides information and guidance to operators and manufacturers regarding
operations in a GPS/GNSS disrupted environment. -

Background: Recent GPS/GNSS jamming and spoofing activities reported by civil air operators
operating globally pose a potential safety of flight risk to civil aviation. GPS/GNSS disruptions often
occur in and around conflict zones, military operations areas, and areas of counter unmanned aircraft
systems (UAS) protection. The term GNSS includes satellite augmentation systems.

The recent jamming and spoofing incidents may pose increased safety of flight risks due to possible loss
of situational awareness and increased pilot and regional Air Traffic Control (ATC) workload issues. Due
to the increasing frequency of GPS/GNSS disruptions, the Federal Aviation Administration (FAA)
recommends flightcrews put additional emphasis on closely monitoring aircrafl equipment performance
for any discrepancies or anomalies, promptly informing ATC of any apparent GPS/GNSS degradation,
and being prepared to operate without GPS/GNSS navigation systems.

Discussion: The effects of GPS/GNSS jamming and/or spoofing have been observed by crews in various
phases of flight. In some cases, these effects led to re-routing or diversions, due to the inability to
perform safe instrument procedures. The magnitude of the issues generated by these disruptions would
depend upon the impacted area, the duration of the event, type of airctaft, type of avionics, and the phase
of flight of the affected aircraft. To improve analysis and dissemination of these issues, the FAA stresses
the need for “real time” pilot reporting to ATC and the use of the Pilot Reporting site, Report a GPS
Anomaly | Federal Aviation Administration, (https://www.faa.gov/air traffic/nas/gps reports) for
reporting of GPS/GNSS anomalies, to enable tracking and mitigation. Safety impacts should be reported
through normal safety channels.

. Alrcraft operators should be aware of impacts to their specific aircraft systems identified by Original
Equipment Manufacturers (OEMs). Manufacturers, operators, and ATC should be aware of the general
impacts of GPS/GNSS interference, jamming, and spoofing. such as:
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Inability to use GPS/GNSS for navigation;

Inability to use hybrid GPS/GNSS inertial systems for navigation;

Loss of area navigation (RNAV) capability, to include required navigation petformance (RNP);
Unreliable triggering of Terrain Avoidance and Warning systems (TAWS);

Inaccurate aircraft position on navigation display (e.g. moving map and electronic flight bag);
Loss of or erroneous Automatic Dependent Surveillance-Broadeast (ADS-B) outputs;
Unanticipated effects to use of conventional navigation aids (e.g. inability to autotune);
Unanticipated position-dependent flight management system effects (e.g. insufficient fuel
indication)

Failure or degradation of Air Traffic Management (ATM) infrastructure and its associated systems
reliant on GPS/GNSS, resulting in potential airspace infringements and/or route deviations.

Recommended Action: Prior to departure, operators should be aware of potential risk locations, check
for any relevant Notices to Air Missions INOTAMSs), plan fuel contingencies, and research alternative
conventional arrival/approach procedures at the destination and all alternate airports. When available,
operators should plan to use conventional Navigational Aids NAVAIDs) in these locations. The FAA
recommends that each operator follow the detailed guidance from their respective OEM.

During flight, the FAA recommends operators:

1.

B

Be vigilant for any indication that the aircraft’s GPS/GNSS is being distupted by reviewing the
manufacturer’s guidance for that specific aircraft type and avionics equipage. Verify the aircraft
position by means of conventional NAVAIDs, when available. Indications of disruption may
include:

¢ Changes in actual navigation performance

e Aircraft clock changes (e.g., incorrect time)

¢ Incorrect Flight Management System (FMS) position

¢ Large shift in displayed GPS/GNSS position

¢ Primary flight display (PFD)/navigation display (ND) warnings about position error

» Other aircraft reporting clock issues, position errors, or requesting vectors

Assess operational risks and limitations linked to the loss of GPS/GNSS capability, including any
on-board systems requiring inputs from a GPS/GNSS signal.

Ensure NAVAIDs critical to the operation for the intended route/approach are available.

Remain prepared to revert to conventional instrument flight procedures.

Promptly repott disruption to ATC, followed by a detailed written report post flight at: Report a
GPS Anomaly | Federal Aviation Administration and through normal safety channels when safety
effects are encountered.

Contact: Direct questions or comments regarding this SAFO to the Flight Technologies and Procedures
Division, Flight Operations Group at (202) 267-8790 or e-mail: 9-AWA-AVS-AFS410@faa.gov.
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Safety Alert for Operators

SAFO 24004
U.8. Department DATE: 06/25/24
of Transportation
Federal Aviation Flight Standards Service
Administration Washington, DC

hitp://www.faa.goviother visit/aviation indusirv/airline_operators/airline safetv/safo/all safos

A SAFO contains important safety information and may include recommended action. Besides the specific action
recommended in a SAFO, an alternative action may be as effective in addressing the safety issue named in the SAFO. The
contents of this document do not have the force and effect of law and are not meant to bind the public in any way. This
document is intended only to provide clarity to the public regarding existing requirements under the law or agency policies.

Subject: Automatic Dependent Surveillance Broadeast (ADS-B) Transmitter Anomalies.

Purpose: This SAFO warns owners and operators of aircraft equipped with uAvionix tailBeacon or
skyBeacon ADS-B transmitters paired with Mode $ transponders of possible erroneous transmissions.

Background: Aircraft equipped with uAvionix tailBeacon or skyBeacon ADS-B 978 MHZ Universal
Access Transmitters (UAT) that are improperly paired with Mode S transponders have been found to emit
erroneous and unreliable ADS-B performance parameters. The performance parameters are defined in
Title 14 of the Code of Federal Regulations (14 CEFR) Part 91 § 91.227.

Discussion: Aircraft owners, operators, and installers should be aware of impacts to their specific aircraft
systems identified by Original Equipment Manufacturers (OEM). uAvionix has identified in both the
tailBeacon! and skyBeacon® supplemental type certificate (STC) installation manuals the following:

“A companion Mode A/C (not Mode 8) altitude-reporting transponder is required to be installed
for 14 CFR 91.225 and 91.227 compliance, unless installed on an aircraft excepted from the
requirements of 14 CFR 91215 and 91.225. The transponder’s altitude source must comply with
TSO-C10(), TSO-C106() or TSO-C88() and meet the requirements of 14 CFR 91.217.”

Recommended Action: Aircraft owners and operators of aircraft not excepted from the requirements of
§§ 91.215 and 91.225 and equipped with uAvionix tailBeacon or skyBeacon ADS-B transmitters should
ensute proper pairing with Mode A/C transponders to ensure compliance with Part 43 § 43.13 (a) and §§
91.215,91.217, 91.225, and 91.227.

Contact: Direct questions or comments regarding the content of this SAFO to Aircraft Maintenance
Division, ADS-B Focus Team at adsbfocusteam(@faa.gov.

| tailBeacon-STC-Installation-Manual-UAV-10025 14-001-Rev-C.pdf (uavionix.com)
2 gkyBeacon-STC-Installation-Manual-UAV-1002305-001 Rev-H.pdf {vavionix.com)
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A .
ggDepartmept Advas O ry
: Circular

Federal Aviation
Administration

Subject: Safety Management Systems for Date: 5/21/24 AC No: 120-92D
Aviation Service Providers Initiated by: AFS-000 Change:

This advisory circular (AC) provides information on implementing a Safety Management System
(SMS) based on Title 14 of the Code of Federal Regulations (14 CFR) part 5 for aviation service
providers operating or applying for a certificate or Letter of Authorization (LOA) to operate
under 14 CFR part 91, § 91.147 or part 12] or 135. This AC may also be used by aviation
organizations interested in receiving Federal Aviation Administration (FAA) acknowledgement
of their voluntary development and implementation of an SMS that meets part 5 requirements.
Additionally, part 5 provides organizations with a method to meet the International Civil
Aviation Organization (ICAO) Annex 19, Safety Management, framework for an SMS
“acceptable to the State.”

An SMS is an organization-wide, comprehensive, and preventive approach to ensuring system
safety. An SMS includes a safety policy, promotion of a positive safety culture, formal methods
for identifying hazards and mitigating risk, and assurance of the overall safety performance of
aviation organizations. An SMS is intended to be designed and developed so the aviation
organization’s employees are able to manage risks as a part of the operations and business
decision-making processes. An SMS assists an aviation organization’s leadership, management
teams, and employees in making effective and informed safety decisions.

Part 5 specifies a basic set of processes integral to an effective SMS but does not specify
particular methods for implementing these processes. In other words, it defines what must be
accomplished but not how it must be accomplished. This AC provides guidance on how an SMS
may be developed to achieve the safety performance objectives outlined by an aviation
organization. As is demonstrated by this AC, there is no one-size-fits-all method for complying
with the requirements of part 5 or establishing a voluntary SMS. This is intentional because the
FAA expects each organization to develop an SMS that works for their unique operation. This
AC provides guidance regarding designing, developing, and implementing an SMS and the
acceptable methods of compliance with the requirements of part 5 as well as developing a
voluntary SMS. However, these methods are not the only means of complying with part 5 or
implementing a voluntary SMS.

-

Hugh Thomas for
Lawrence Fields
Executive Director, Flight Standards Service
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CHAPTER 1. INTRODUCTION

1.1 Purpose of This Advisory Circular (AC). This AC provides information to assist
aviation organizations including but not limited to those regulated under Title 14 of the
Code of Federal Regulations (14 CFR) parts 91, 121, 125, 133, 135, 137, 141, 142, 145,
and 147 in developing a Safety Management System (SMS) that meets the regulatory
requitements of 14 CFR part 5 or in developing a voluntary SMS. Tt describes an
acceptable means, but not the only means, to implement and maintain an SMS.
Complying with part 5 assists organizations in meeting the SMS standards of the
International Civil Aviation Organization (ICAQ), as published in ICAO Annex 19,
Safety Management.' The contents of this document do not have the force and effect of
law and are not meant to bind the public in any way, and the document is intended only
to provide information to the public regarding existing requirements under the law or
agency policies. This AC may also be used by aviation organizations interested in
developing a voluntary SMS.

1.1.1 Integration. An SMS is not meant to be a separate system built alongside or on top of
other business systems. An SMS should be integrated into existing business structures to
suppott system safety. A properly integrated SMS fosters a fundamental and sustainable
change in how aviation organizations view and analyze data and information, how
informed decisions are made, and how new operational and business methods are
developed. An effective SMS can assist aviation organizations in meeting other
regulatory requirements. However, aviation organizations that develop an SMS meeting
part 5 requirements should remain aware that an SMS is not a substitute for compliance
with other Federal regulations.

Note: It is not the intent or purpose of an SMS to override any existing regulatory
standards or alter approval and acceptance processes that already apply to the
aviation organization. SMS requirements are in addition to any existing statutory
or regulatory obligations.

1.2 Audience. This AC is directed to the following aviation organizations operating under
14 CFR who are designing, developing, and implementing an SMS;

1. Existing and prospective Air Carrier Certificate holders and Letter of Authorization
(LOA) holders to whom part 5 is applicable (part 91, § 91.147 and parts 121
and 135).

2. Other aviation organizations such as, but not limited to, parts 91, 125, 133, 137, 141,
142, 145, and 147 who may want a Federal Aviation Administration
(FAA)-acknowledged voluntary SMS.,

1TCAO safety management standards require service providers of airplanes over 27,000 kilograms (kg) to include a
Flight Data Analysis (FDA) program as part of their SMS. Part 5 does not reguire these programs, However,
operators desiring to impfement a flight operations quality assurance (FOQA) (the FAA equivalent to FDA) program
on a voluntary basis can obtain FAA approval for these programs. For more information, refer to AC 120-82, Flight
Operational Quality Assurance.

1-1
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1.3

i4

L5
1.6

1.7

1.8

1.9

Where You Can Find This AC. You can find this AC on the FAA’s website at
hitps:/fwww.faa.gov/regulations_policies/advisory circulars and the Dynamic Regulatory
System (DRS) at https://drs.faa.gov.

What This AC Cancels. AC 120-92B, Safety Management Systems for Aviation Service
Providers, dated January 8, 2015, is canceled.

Effective Date. The effective date of this AC is May 28, 2024,

Implententation Strategies. As a performance-based rule, part 5 describes a desired end
state but does not generally prescribe the means for achieving that end state. Because
aviation organizations range widely in complexity, each aviation organization
implementing an SMS to comply with part § should tailor its SMS policies, methods, and
procedures as needed. This concept is widely reforred to as scalability. Although an
aviation organization is free to adjust its means of achieving compliance with all sections
of part 5, this scalability does not allow the aviation organization to set aside any sections
of part 5. This AC will provide useful considerations and some examples of how an
aviation organization may integrate new practical, economical, and effective SMS
methods and procedures that complement their existing operations and processes while
leveraging the policies, procedures, or methods already in place that comply with part 5.

Contact Information. For additional information or suggestions, contact the Safety
Analysis and Promotion Division, Flight Standards Safety Management System (SMS)
Program Office at 9-NATL-SMS-ProgramOffice@faa.zov.

Terminology. Throughout this AC, the term “aviation organization” is used. The FAA
uses this term to mean the operator, service provider, certificate holder (CH), or other
entity subject to or voluntarily complying with part 5 requirements.

AC Feedback Form. For your convenience, the AC Feedback Form is the last page of
this AC. Note any deficiencies found, clarifications needed, or suggested improvements
regarding the contents of this AC on the Feedback Form.

1-2
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2.1

21.1

2.1.2

2.1.3

2.1.4

2.1.5

2.1.6

CHAPTER 2. SAFETY MANAGEMENT SYSTEM (SMS) FOUNDATIONS
SMS Fundamentals.

What is an SMS? An SMS is a formal, top~down, organization-wide approach to
managing safety risk and assuring the effectiveness of safety risk controls. It includes
systematic procedures, practices, and policies for the management of safety risk. An SMS
does not have to be an extensive, expensive, or sophisticated array of techniques to do
what it is supposed to do. Rather, an SMS is built by structuring safety management
around four comporients: safety policy, Safety Risk Management (SRM), safety
assurance, and safety promotion. A brief description of these components is provided
below,

Safety Policy. Safety policy is where an aviation organization sets objectives, assigns
responsibilities, and sets standards for the organization and employees. It is also where
management conveys its commitment to the safety performance of the organization to its
employees. As SRM and safety assurance processes are developed, the aviation
organization revisits the safety policy to ensure that the commitments in the policy are
being realized and the standards are being upheld.

Safety Risk Management {SRM). The SRM component provides a decision-making
process for identifying hazards and mitigating risk based on a thorough understanding of
the organization’s systems and their operating environment. SRM includes decision
making regarding what level of safety risk is acceptable. The SRM component is the
organization’s way of fulfilling its commitment to consider risk in their operations and to
climinate risk or reduce it to an acceptable level. In that sense, SRM is a design process
and a way to incorporate risk controls into processes, products, and services or to
redesign controls where existing ones are not meeting the organization’s expectations.

Safety Assurance. Safety assurance provides aviation organizations with the necessary
processes to promote confidence that the system is meeting defined safety objectives and
that implemented mitigations or existing risk controls are working. In safety assurance,
the goal is to monitor what is going on and review what has happened to ensure safety
objectives arc being met. Thus, safety assurance requires monitoring and measuring
safety performance of operational processes and continuously improving the level of
safety performance. Strong safety assurance processes will yield information used to
maintain the integrity of risk controls. Safety assurance processes are thus a means of
assuring the safety performance of the organization, keeping it on track, and identifying
needs for rethinking (or correcting) existing processes.

Safety Promotion. The last component, safety promotion, is designed to ensure that
employees have a solid understanding regarding their safety responsibilities and the
aviation organization’s safety policies and expectations, reporting procedures, and risk
controls. Thus, training and communication are key areas of safety promotion.

Summary. An SMS does not have to be large, complex, or expensive in order to add
value. Active involvement of operational leaders, maintaining open lines of

2-1
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2.2

221

communication up and down the aviation organization and among peers, staying vigilant
in looking for new hazards and identifying associated risks, and ensuring that employees
know that safety is an essential part of their job performance are key elements that can
have a positive effect on the aviation organization’s SRM decisions.

Conceptual Overview of Safety Assurance and SRM.

Graphical Overview of Safety Assurance and SRM Processes. Figure 2-1, Safety
Management Decision-Making Processes, provides an expanded view of the principal
processes of the SMS: safety assurance and SRM. In the discussion that follows, some
key terms and concepts related to SMS processes will be introduced. A more detaifed
discussion of the SRM and safety assurance processes is presented below each regulatory
requirement in Chapter 3, Safety Management System (SMS) Components Explained.
Because safety management is a decision-making process, SRM and safety assurance
follow a structured set of processes outlined in Figure 2-1.
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Figure 2-1. Safety Management Decision-Making Processes
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2.3 Safety Assurance and Interactions With SRM.

2.3.1 Safety assurance processes monitor the day-to-day life cycle of system operations,
(System Monitoring) with the designed risk controls in place. A variety of data sources
(Data Acquisition), such as audits, investigations, and employee reporting, are utilized.
These will be further explained in Chapter 3. The safety assurance process involves
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232

233

234

2.4

2.4.1

24.2

243

several steps. Once the data has been obtained, the process owner analyzes the data that
will be used in decision making (Analysis of Data). The decision making can result in
several possible outcomes (System Assessment). If the data and analysis indicate the
processes, procedures, and integrated risk controls are functioning as intended, the result
is satisfactory, and management can have confidence that organizational goals and safety
objectives are being met.

If a negative result is identified, the organization should continue the analysis to
determine if the shortfall is due to the controls not being used as intended (e.g., required
training not accomplished, procedures not followed, or improper tools or equipment
provided). If a negative result is identified and the system is being used as intended, the
system is not producing the expected results. In the former case, action should be taken to
correct the problem (Corrective Action). In the latter case, system design should be
reconsidered using the path back to the SRM process,

The identification of a new hazard or ineffective risk control during the safety assurance
process requires an organization to initiate the SRM process. For organizations
transitioning into an SMS, the SRM process may initially be challenging if their
operational systems have not been built using a risk management process because they
may lack formal or well-understood risk controls.

Managers or process owners who are responsible for operational processes are also
responsible for assuring that their process areas are performing as intended from an
aviation safety standpoint.

SRM.

In S5RM, the first step, System Analysis, is used to understand the processes and
procedures being developed or revised or where new hazards or changes of the
opetational environment have been identified. The system analysis needs to consider the
operating environment, the personnel involved in the operation, the equipment being
used, any training needed, operational procedures, and interfaces with other processes or
procedures. In most cases, hazard identification flows from this system analysis. Hazard
identification requires process owners to ask questions such as:

1. What hazards exist in the operational environment?

2. What are the human factors (HF) issues of the operation (e.g., workload, distraction,
fatigue, or system complexity)?

3. What are the limitations of the hardware, software, procedures, ete.?
Although Figure 2-1 above depicts these processes as distinctly defined components, they
flow from one to the other in practice. For example, in a careful discussion of how a

system currently works (System Analysis), hazards will often become evident. Thus, the
Hazard Identification step has also been at least partially accomplished.

The process owner then conducts an analysis of the potential consequences of operation
in the presence of the identified hazards (Risk Analysis). This culminates in an
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1.5

251

252

assessment of the acceptability of operating with these hazards (Risk Assessment) or
whether or not the risk of such operations can be eliminated or mitigated to an acceptable
level (Risk Control). Operational managers or process owners® must be the ones who are
accountable for risk acceptance and mitigation decisions,

After a system has been designed or revised using the SRM process, special attention
should be given to the new or revised system using the safety assurance process. It should
not be surprising to find at this time that there are still things that might not have been
considered or that there are changes over time in the operational environment that require
a return to SRM. Thus, the SRM and safety assurance processes operate in a continuous
exchange.

Safety Culture and Safety Management. The culture of an organization is
demonstrated through the organization’s values, traits, and behaviors. The term “safety
culture” is used to describe those aspects of the organization’s culture relating to its
safety performance. An organization that has a positive safety culture embraces open
communication and continuous improvement. Management’s consistent attention,
commitment, involvement, and visible leadership are essential in guiding an organization
toward a positive safety culture. A positive safety culture matures as safety management
skills are learned, practiced, and become second nature across the entire organization,
The following are practices and characteristics of organizations that foster a positive
safety culture.

Open Repotting. Organizations should have policies and processes that foster open
reporting while stressing the need for continuous diligence and professionalism,
Organizations should encourage disclosure of error without fear of reprisal (as long as the
issue being reported was not caused through intentional misconduct ot gross negligence)
and should demand accountability on the part of employees and management alike. Part §
requirements include provisions for aviation organizations to discuss hazard reporting in
their safety policy (part 5, § 5.21(a}(4)) and in their safety assurance processes

(§ 5.71¢aX7Y).

Just Culture. The organization should engage in identification of systemic errors,
implement preventative cortective action, and exhibit intolerance of undesirable
behaviors, such as intentional misconduct or willful disregard for established procedures.
This is often referred to as a “just culture.” A just culture can be defined as a
values-centered model of shared accountability, which will result in higher [evels of
confidence in safety outcomes at all levels of an organization. Organizations with a just
culture encourage open communication that is nonretributive and encourages employees
to admit mistakes so corrective actions can be implemented and potential hazards
reduced. The following characteristics have an effect on an organization’s just culture.

% An organization may need to identify those personnel who “manage processes” but are not necessarily managers
with a place on the organizational chart. Field experience has proven that the process owner terminology is
aecessary to allow aviation organizations to develop protocols that keep simple design change decisions at the level
appropriate to the acceptance of risk.

2-5
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2.6

2.6.1

2.5.2.1  Personnel Involvement. Involvement of personnel at all levels of an
organization is critical to effective safety management. All employees who are
directly involved with aviation safety play a key role in hazard identification
and open communication.

2.5.2.2 Use of Information. Effective use of relevant information ensures informed
management decision making.

2.52.3  Commitment to Risk Reduction. Management directly involves itself in
identifying hazards and managing risk.

2.5.2.4  Vigilance. Processes that monitor ongoing operations and the environment
increase effectiveness of risk controls and awareness of emerging hazards,

2.5.2.3  Flexibility. The organization uses information effectively to adjust and
change to reduce risk and is willing to commit resources to malking changes
necessary to reduce risk,

2.5.2.6  Learning. The organization learns from its own failures and from those of
allied and similar businesses. The organization uses acquired data to feed
analysis processes and assess performance, the results of which yield
information that can be acted on to improve safety.

2.52.7  Code of Ethics. A code of cthics is a set of principles designed to help
aviation professionals conduct aviation operations honestly, with integrity,
and with safe operations at the core of all decisions.

2.5.2.8  Safety Attributes. System safety atiributes are the core characteristics that are
integrated into all processes and procedures. For additional discussion, see
Appendix F, Safety Attributes.

Management Involvement. An organization’s employees look to executive leadership to
demonsirate their visible commitment to and involvement in safe operation while
performing their daily work. SMS processes do not have to be expensive or sophisticated,
however, active personal involvement of operational leaders is essential, Effective safety
management is accomplished by those individuals who “own” the processes in which risk
resides. Safety cultures also cannot be “created” or “implemented” by management
decree no matter how sincere their intentions. Evety organization has a safety culture. It
is embodied in the way the organization and its members approach safety in their jobs. If
positive aspects of culture are to emerge, the organization’s senior management must set
up the policies and processes that create a working environment that fosters safe
behavior, and they should lead by example.

Definitions. The following definitions are used throughout this AC.

Compliance Statement. A document developed by an aviation organization that states
how the organization complies with part 5. For specific information on developing a
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2.6.2

2.6.3

2.6.4

2.6.5

2.6.6

2.6.7

2.6.8

2.6.9

2.6.10

2.6.11

2.6.12

2.6.13

compliance statement, see Appendix D, Guidance for Developing a Compliance
Statement.

Declaration of Compliance. A document submitted to the FAA that declares the aviation
organization has developed and implemented an SMS in compliance with part 5 whether
required by regulation or implemented voluntarily.

Hazard. A condition or an object that could foreseeably cause or contribute to an incident
or aircraft accident as defined in Title 49 of the Code of Federal Regulations (49 CFR)
part 830, § 830.2.

Person. The term “person” is defined in 14 CFR part I, § 1.1 as “an individual, firm,
partnership, corporation, company, association, joint-stock association, or governmental
entity. It includes a trustee, receiver, assignee, or similar representative of any of them.”
This definition includes certificate holders (CH), service providers, or other types of
individuals or business entities and is used throughout 14 CFR. For the purposes of
part 5, the term “person” can be used to refer to an individual or to an aviation
organization,

Process Owner. The individual responsible for ensuring that one or more process areas
are performing as intended from an aviation safety standpoint.

Risk. The composite of predicted severity and likelihood of the potential effect of a
hazard.

Risk Control. A means to reduce or eliminate the effects of hazards.

Safety Assurance. Processes within the SMS that function systernatically to ensure the
performance and effectivencss of safety risk controls and that the organization meets or
exceeds its safety objectives through the collection, analysis, and assessment of
information.

Safety Management Systern (SMS). The formal, top-down, organization-wide approach
to managing safety risk and ensuring the effectiveness of safety risk controls. It includes
systematic procedures, practices, and policies for the management of safety risk.

Safety Objective. A measurable goal or desirable outcome related to safety.

Safety Performance. Realized or actual safety accomplishment relative to the
organization’s safety objectives.

Safety Policy. The person’s documented commitment to safety, which defines their safety
objectives and the accountabilities and responsibilities of its employees in regard to
safety.

Safety Promotion. A combination of training and communication of safety information to
suppott the implementation and operation of an SMS in an organization,
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2.6.14 Safety Risk Management (SRM). A process within the SMS composed of describing the
system, identifying the hazards, and analyzing, assessing, and controlling risk.

2.6.15 System Safety. The application of technical and managerial skills to the systematic,
forward-looking identification and control of hazards throughout the life cycle of a

project, program, ot activity. The primary objective of system safety is accident
prevention,
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3.1

3.11

3.1.2

313

3.1.4

CHAPTER 3, SAFETY MANAGEMENT SYSTEM (SMS) COMPONENTS
EXPLAINED

Overview of This Chapter. SMS requirements are organized around the four
components of safety management. These components are broken down into subparts of
14 CER part 5 (e.g., Part 5 Subpart B, Safety Policy). This chapter contains a description
of each SMS requirement contained in part 5. After the title of each requirement, where
appropriate, the following information is provided.

References. This paragraph contains references for part 5. Where applicable, other related
regulatory requirements are provided for cross-reference purposes. These other regulatory
references are hyperlinked for ease of access.

Regulatory Text Box. A copy of the part 5 regulatory text for reference. The discussions
in this chapter apply equally to aviation organizations subject to part 3 requirements and
those seeking to implement a voluntary SMS.

Note 1: The word “person” in the regulatory text box typically refers to the
aviation organization. When a specific individual is required to be identified, the
regulatory language will use the term “individual.”

Note 2: This AC does not include guidance on part 5 regulations applicable only
to type certificate holders (TCH) and licensees and production certificate holders
(CH) under 14 CFR part 21, For information applicable to aircraft certification
products and service providers, refer to AC 21-58, Safety Management Systems
for Part 21 Type and Production Certificate Holders.

Discussion. A more detailed plain language explanation of the process as it relates to the
SMS. It includes some examples, when appropriate, and offers optional recommended
design characteristics.

Implementation Strategies.

3.1.4.1 A short discussion, where applicable, of potential methods different-sized
aviation organizations could use to meet the pertinent SMS requirements that
could be scaled to the size and complexity of their organization. The Safety
Management International Collaboration Group (SM ICG) SMS for Small
Organizations® document defines a small organization as one with between
5 and 20 staff and a very small organization as one with less than 5 staff, The
FAA has not defined these organizations because an SMS is designed to be
adaptable based on the size and complexity of the organization. So, it is
possible for an organization to be very small but highly complex, and a large
organization could be low complexity based on the aviation activity they are
involved with.

3 8M ICG guidance documents can be downloaded from hitps://skybrary.aero/enhancing-safety/sm-icg-safety-
management-products.
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3.1.5

3.1.6

3.2
321

3.142  Aviation organizations are each unique, not only in organizational structure
and the equipment operated and maintained but also in management structure
and, very often, in management style. Therefore, a one-size-fits-all approach
to scaling the aviation organization’s response to each section of part 5 is not
advisable. This AC stresses the importance of recognizing aviation
organizations have different operational environments and different levels of
resources. Less complex organizations could use simple methods for
conducting the processes within the SMS. More complex organizations may
require more detailed processes within the SMS.

3.1.4.3  For organizations that have only a single pilot or technician and pethaps
minimal support staff to carry out daily responsibilities, this AC suggests
utilizing a commonsense approach to SMS implementation and maintenance.
In the case of a single-pilot operator, that single pilot could be the one to
develop, implement, and use the SMS processes. At medium and large
organizations, the complexity and departmentalization of duties may require
that more personnel be involved in the SMS. Regardless of the organization’s
size, many aviation organizations will find their existing processes and
procedures can serve as the foundation for portions of their SMS. Integration
of these existing processes should be used as much as practical.

Note: Implementation strategy discussions are for illustration only and
neither impose requirements nor mandate specific resource allocation
by an aviation organization. Aviation organizations should integrate
methods and procedures that best fit their organizational structure and
that leverage processes and procedures already in place to the greatest
extent possible.

Considerations for Small and Single-Individual Organizations. Where appropriate,

additional guidance and recommendations are provided for small and single-individual
organizations.

Example. Throughout this chapter, we will use fictional aviation service provider Flyslow
Aviation as an example of how a typical organization could integrate part 5 requirements
into their operations.

Subpart A, General.

Applicability: Who Is Required to Implement an SMS.

3.2.1.1  References. Section 5.1 and 14 CFR part 91, § 91.147 and part 119, § 119.8.
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3.2.1.2  Part5 Requirement.

§ 5.1, Applicability.
This part applies to all of the following:

(2) Any person that holds or applies for a certificate issued under part 119 of this chapter
authorizing the person to conduct operations under part 121 of this chapter,

(b) Any person that holds or applies for a certificate issued under part 119 of this chapter
authorizing the person to conduct operations under part 135 of this chapter.

{¢) Any person that holds or applies for a Letier of Authorization issusd under § 91.147 of this
chapter.

3.213  Discussion. SMSs should be applied to the aviation operational processes of
the organization. For example, the aviation operational processes in a typical
aviation organization may include:

¢ Flight operations,

¢ Operational control (dispatch/flight following),
» Maintenance and inspection,

¢ Parts receiving inspections,

@ Calibrated tooling procedures,

¢ Cabin safety,

¢ Ground handling and servicing,

¢ Cargo handling,

¢ Training, and

s Recordkeeping,

Note: Information concerning implementation planning for aviation
organizations wanting to develop an SMS under part 5 is outlined in
greater detail in Chapter 4, Implementation: Building a Safety
Management System (SMS).

3.2.2 Definitions.
3.22.1  References. Section 5.3.

3222  Part 5 Requirement,

§ 5.3, Definitions.

Hazard means a condition or an object that could foreseeably cause or contribute to an incident or
aircraft accident, as defined in 49 CFR 830.2.
Risk means the composite of predicted severity and likelihood of the potential effect of a hazard.
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Risk control means a means to reduce or eliminate the effects of hazards.

Safety assurance means processes within the SMS that function systematicaily to ensure the
performance and effectiveness of safety risk controls and that the organization meets or exceeds its
safety objectives through the collection, analysis, and assessment of information.

Safety Management System (SMS) means the formal, top-down, organization-wide approach to
managing safety risk and assuring the effectiveness of safety risk controls. It includes systematic
procedures, practices, and policies for the management of safety risk.

Safety objective means a measurable goal or desirable outcome related to safety.

Safety performance means realized or actual safety accomplishment relative to the organization’s safety
objectives.

Safety policy means the person’s documented commitment to safety, which defines its safety objectives
and the accountabilities and responsibilities of its employees in regards to safety.

Safety promotion means a combination of training and communication of safety information to support
the implementation and operation of an SMS in an organization.

Safety Risk Management means a process within the SMS composed of describing the system,
identifying the hazards, and analyzing, assessing, and controlling risk.

3223  Discussion. These definitions apply to the use of these terms throughout
part 5.

3.2.3 Qeneral Requirements.

3.2.3.1 References. Section 5.5,

3.2.32  Part S Requirement.

§ 5.5, General requirements,

(a) SMS components. An SMS under this part must be appropriate to the size, scope, and
complexity of the person’s organization and include, at a minimum, alt of the following
components:

(1) Safety policy that meets the requirements of subpart B of this part.

(2) Safety risk management that meets the requirements of subpart C of this part.
(3) Safety assurance that meets the requirements of subpart D of this part.

(4) Safety promotion that meets the requirements of subpart E of this patt.

(b) Continuing requirements. Any person required to develop and implement an SMS under this
patt must maintain the SMS in accordance with this part.

3.2.33  Discussion. Implementing an effective SMS requires an organization to fully
understand its structure, processes, business arrangements, and interfaces that
impact the Safety Risk Management (SRM) of aviation safety, While not
regulatory, developing an organizational description should be the first step in
SMS development. An organizational description is a summary of the
organization’s processes, activities, and interfaces that need to be considered
as a part of their SMS. It describes the aviation system, the interfaces within
the organization, and the interfaces with external organizations that contribute
to the safe delivery of aviation services. As organizations mature and grow, it
is important to ensure the SMS continues to adapt and remain effective to
changing requirements. Reviewing the organizational description and
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interfaces that may have changed as well as updating operational processes
and procedures ensures the aviation organization’s SMS continues to perform
as designed.

3.2.4 Requirements for Domestic, Flag, and Supplemental Operations.

3.24.1  References. Sections 5.7 and 119.8.

3.2.4.2  Part 5 Requirement,

§ 5.7, Requirements for domestic, tiag, and sapplemental operations.

" (a) Any person authorized to conduct operations under part 121 of this chapter that has an SMS
acceptable to the FAA on or before May 28, 2024, must revise its SMS to meet the
requirements of this part no later than May 28, 2025,

(b) Any person applying for authorization to conduct operations under part 121 of this chapter or
with such application pending on or after May 28, 2024, must develop and implement an SMS
that meets the requirements of this part.

(¢} Any person required to develop and implement an SMS under this section must maintain the
SMS as long as the person is authorized to conduct operations under part 121 of this chapter.

(d) Any person required to develop and implement an SMS under this section must make available
to the Administrator, upon request, all necessary information and data that demonstrates that
the person has an SMS that meets the requirements set forth in this part.

3.2.4.3 Discussion,

3.2.4.3.1 Title 14 CFR part 12} aviation organizations are required to meet updated
part 5 requirements within 12 months of the effective date of this rule.
Part 121 operators are required to revise their SMS to meet the new
requirements in § 5.3 (definitions) by updating the definition of “hazard” and
in §§ 3.21(a)(7) (safety policy code of ethics), 5.53(b)(5) (SRM interfaces),
5.57 (notification of hazards to interfacing persons), 5.71(a}(7) {employee
confidential reporting system), 5.71(a)(8) (investigations of hazard
notifications that have been received from external sources), and 5.97(d)
(SMS records). Part 121 aviation organizations will provide any required
revisions to their SMS processes in accordance with existing submission
procedures.

3.2.4.3.2 New part 121 applicants must meet part 5 requirements as a part of the
certification process as defined in the Air Operator and Air Agency
Certification and Application Process in FAA Order 8900.1, Volume 2,
Chapter 4, The Certification Process—Title 14 CFR Part 135.4 The
certification project manager (CPM) will brief the new applicants on the SMS
requirements during initial meetings. For guidanee on preparing a compliance

* Order 8900.1 is available online on the FAA’s Dynamic Regulatory System (DRS) at https://drs.faa.gov/.
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3.2.5

statement, see Appendix D, Guidance for Developing a Compliance
Statement.

Requirements for Commuter and On-Demand Operations or Passenger-Carrying Flights
for Compensation or Hire.

3.2.5.1 References. Sections 5.9, 91.147, and 119.8,

3.2.5.2  Part 5 Requirement.

(a)

(®)

(©)

@

§ 5.9, Requirements for commuter and on-demand operations or passenger-carrying flights for
compensation or hire,

Any person authorized to conduct operations under part 135 of this chapter or that holds a
Letter of Authorization issued under § 91,147 of this chapter before May 28, 2024, must;
(1) Develop and implement an SMS that meets the requirements of this part no later than
May 28, 2027,
(2) Submit to the FAA, a declaration of compliance with this part in a form and manner
acceptable to the Administrator no later than May 28, 2027,
Any person applying for authorization to conduct operations under part 135 of this chapter or
Letter of Authorization under § 91.147 of this chapter, or with such application pending on or
after May 28, 2024, must develop and implement an SMS that meets the requirements of this
part.
Any person required to develop and implement an SMS under this section must maintain the
SMS as long as the person is authorized to conduct operations under ejther part 135 or
§ 91.147 of this chapter.
Any person required to develop and implement an SMS under this section must make available
to the Administrator, upon request, all necessary information and data that demonstrates that
the person has an SMS that meets the requirements set forth in this part.

3.2.53  Discussion. Within 36 months of the effective date of the part 5 requirements,
14 CFR part 135 and § 91.147 air tour operators with a Letter of
Authorization (LOA) must submit a declaration of compliance to their FAA
certificate management office (CMO) as evidence the organization has met
the requirements of part 5.

3.2.53.1 A declaration of compliance is a legal document that states the aviation
organization has developed and implemented an SMS that meets the part 5
requirements.

3.2.5.3.2 A declaration of compliance must contain the following information:

1.~ The name of the aviation organization and its certificate number (if
applicable).
2. The physical address of the aviation organization.

A statement that the aviation organization has developed and implemented
an SMS that meets the requirements of part 5.
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3.2.53.3

3.2.5.34

3.2.53.5

3.2.53.6

3.2.5.3.7

3.2.53.8
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The declaration of compliance must be signed by the accountable executive or
another senior member of management.

Once the FAA receives the declaration of compliance, the CMO will update
the organization’s status in an internal FAA database noting that they have an
SMS or 2 voluntary SMS that meets part 5 requirements. Validation of SMS
performance will occur as a part of routine surveillance activities. Areas found
deficient will be addressed using existing methods for ensuring compliance
with the regulatory requirements.

Upon development and implementation of an SMS, if an operator that has an
existing SMS through a voluntary SMS or a third-party provider realizes a
manual change is required, then they must submit those changes in accordance
with existing regulations and procedures.

Organizations not required to maintain a manual system need to document
their SMS policies and procedures as well as record outputs of their SRM and
safety assurance processes in accordance with §§ 5.25 and 5.97.

New part 135 applicants must meet part 5 requirements as a part of the
certification process. The CPM will brief the new applicants on the SMS
requirements during initial meetings. For guidance on preparation of a
compliance statement, see Appendix D. More information on the certification
process is contained in the Air Operator and Air Agency Certification and
Application Process in Order 8900.1, Volume 2, Chapter 4.

New § 91.147 LOA applicants must meet part 5 requirements as part of the
LOA. issuance process as defined in § 91.147(b). Additional requirements for
the issuance of LOA A049, Commercial Air Tour Operations Authorization
and Drug and Alcohol Testing Program Registration, are described in

Order 8900.1, Volume 3, Chapter 18, Qperations Specifications.

3.2.6 Single-Pilot SMS Exceptions.

3.2.6.1

3.2.6.2

References. Section 5.9(e).

Part 5 Requirement.

§ 5.9, Requirements for commuter and on-demand operations or passenger-carrying flights for
compensation or hire.

(¢) The following requirements do not apply to those organizations with a single pilot who is the
sole individual performing all necessary functions in the conduct and execution related to, or in
direct support of, the safe operation of the aircraft: §§ 5.21(a)(4), 5.21(a)(5), 5.21(c),
5.23(a)(2), 5.23(a)(3), 5.23(b), 5.25(b)(3), 5.25(¢c), 5.27(a), 5.27(b), 5.71(a)(7), 5.93,
and 5.97(d) of this part.
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Discussion,

Single-pilot operations and single-individual organizations pose unique
situations when implementing an SMS. As a result of these factors, the
following regulatory sections are excepted from the implementation
requirements for organizations with a single pilot who is the sole individual
performing all necessary functions in the conduct and execution related to, or
in direct support of, the safe operation of aircraft.

1. Section 5.21(a)(4): A policy that defines the employee hazard reporting
program.

2. Section 5.21(a)(5): A policy that defines unacceptable behavior and
conditions for disciplinary action.

Section 5.21(c): A documented and communicated safety policy.

4. Section 5.23(a)}2): A requirement to identify all members of management
in the organization.

5. Section 5.23(a)(3): A requirement to identify and define the safety
accountability for alf employees in the organization.

6. Section 5.23(b): Identifies the levels of management with the authority to
make decisions regarding safety risk acceptance,

7. Section 5.25(b)(3): A requirement for the accountable executive to
communicate the safety policy throughout the organization.

8. Section 5.25(c): Designation of management personnel.
9. Section 5.27(a): Delegation of emergency authority.

10. Section 5.27(b): Assignment of employee responsibilities during the
emergency.

L1. Section 5.71(a}(7): A requirement to have a confidential employee
reporting program.

12. Section 5.93: A procedure for communicating safety-related information
throughout the organization.

13. Section 5.97(d): A requirement to retain records of communications
provided under § 5.93.

SMSs are important for organizations of all sizes. SMSs are designed to be
scalable and flexible for organizations of various sizes and complexity; small
organizations have different needs and challenges. In an organization such as
one with a single pilot where a sole individual performs all necessary
functions in the conduct and execution related to, or in direct support of, the
safe operation of the aircraft, trying to meet every unique requirement defined
in part § would not be feasible as some are written for multiperson
organizations.
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3.2.6.3.5

3.2.6.3.6
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Note: Single-pilot organizations and those with a single individual
responsible for the SMS of the organization that have excepted
requirements will be further discussed in the specific discussions that
follow. For example, a single individual might be the sole employee in
a small repair station.

These exceptions are built around sole-individual organizations and provide
relief from activities that would be typical in a multi-individual organization.
If you look closely at the excepted sections of part 5, they are all addressing
communication and some recordkeeping requirements. The excepted sections
also address management duties and responsibilities throughout an
organization that would not be present in a single~individual otganization.
These exceptions are limited to aviation organizations with a sole individual
performing all necessary functions in the conduct and execution related to or
in direct support of the safe operation of the aircraft. All necessary functions
generally include the performance of worlk related to flight crewmember
duties for part 135 and LOA holders under § 91.147. The Safety Management
System Voluntary Program (SMSVP) will also provide this exception for
other entities who are sole individuals performing all the necessary functions
applicable to them (e.g., mechanics or repair stations conducting aircraft
maintenance).

External vendors contracted to aid or provide a service (e.g., in routine aircraft
handling, such as FBO services (fueling and towing) or airworthiness (annual
inspections and unscheduled maintenance)) are not a part of the organization
and would not have any bearing as to the applicability of these exceptions,
These excepted areas would also apply to a repair station with a sole
individual implementing a voluntary SMS. As an example, vendors contracted
to maintain calibrated tools are not directly involved in the performance of the
aviation service and would not be considered employees. These exceptions do
not remove the requirements of § 5.57 for hazard information sharing or the
receipt of hazard information in § 5.71(a)(8).

Determination of whether or not the exception applies can be determined by
defining the organization requiring the SMS and who within the organization
accomplishes all the necessary functions relating to or in direct support of the
safe operation of the aircraft.

For example, part 145, § 145.151 requires designation of an accountable
manager as well as definition of employees who perform the service. To have
the exception, one person would have to act in all of these capacities, as well
as be the accountable executive under part 5, as each has a role in the conduct
and execution related to or in direct support of the safe operation of the
aircraft,
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3.2.6.3.7 The following are the four key steps to determine if the excepted sections

would apply to your organization:

1. Define the organizational structure. Is there more than one employee?
2. Identify the necessary functions.

3. Identify who is doing each function.

4

Is there more than one employee performing functions that could affect
the safe operation of the product or service? If the answer is no, the
excepted sections apply.

Note 1: An organization could have someone who does not do any of
the necessary functions but does other tasks within the organization
(e.g., accounting, invoicing, answering phones, and cleaning). In this
situation, the exceptions may still apply.

Neote 2: If the sole individual tracks and coordinates the completion
of maintenance activities and utilizes a maintenance service provider
to conduct those activities, such as annual inspections or unscheduled
maintenance, the exception still applies. However, if the sole
individual allows a service provider to track and/or coordinate the
completion of maintenance activities, then the exception does not

apply.

3.2.7 General Applicability Example.

3.2.7.1

3.2.7.2

To meet the requirement to implement an SMS, Flyslow Aviation starts by
reviewing their organization to consider the operating environment, personnel
needed, any interfaces with other organizations and facilities, and materials
needed to provide their aviation service or product. They may identify flight
operations, maintenance, dispatch, and training departments as areas that
support the aviation product or service. They might also identify external
organizations that support the aviation product or service, such as fuel service
providers, third-party maintenance, and catering. All this information would
be documented in an organizational description that can be used to ensure all
aviation-related areas are considered in the SMS development.

To ensure part 5 is fully integrated into the organization, Flyslow Aviation
may develop a compliance statement for their internal tracking to document
how they already meet the requirements of part 5. While not required for
existing operators, a compliance statement makes identifying existing
processes and procedures as well as existing methods and voluntary programs
casier to verify when documenting how an organization meets the regulatory
requirements. This is accomplished for all departments and areas identified in
the organizational description.
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3.3

3.3.1

Subpart B, Safety Policy.

Safety Policy.
3.3.1.1 References. Section 5.21.

3.3.1.2  Part 5 Requirement.

§521,

(a)

(b)
(©)

(d)

Safety policy.

Any person required to have an SMS under this part must have a safety policy that includes at

least the following:

(1) The person’s safety objectives.

(2} The person’s commitment to fulfill the safety objectives,

(3) A clear statement about the provision of the necessary resources for the implementation of
the SMS.

(4) A safety reporting policy that defines requirements for employee reporting of safety
hazards or issues.

(5) A policy that defines unacceptable behavior and conditions for disciplinary action.

{6) An emergency response plan that provides for the safe transition from normal to
emergency operations in accordance with the requirements of § 5.27.

(7) A code of ethics that is applicable to all employees, including management personnel] and
officers, which clarifies that safety is the organization’s highest priority.

The safety policy must be signed by the accountable executive described in § 5.25.

The safety policy must be documented and communicated throughout the person’s

orgasization.

The safety policy must be regularly reviewed by the accountable executive to ensure it remaing

relevant and appropriate to the person.

3.3.1.3  Discussion. Part 5 requires aviation organizations to document their safety
policy (where required). Many aviation organizations do this by using several
documents to meet the requirements of this section. One technique used is to
develop a safety policy and code of ethics statement, which is a concise
document from the accountable executive that conveys the organization’s
basic commitments to safety management. This document must include a code
of ethics that specifies that safety is the organization’s highest priority and
applies to all employees, including management personnel and officers. The
safety policy and code of ethics statement should be viewed as a promotional
document as it conveys the executive management’s commitment to safety
and the organizational goals in communications to the workforce in a short
one- or two-page document. It provides the basis for a more detailed setting of
objectives for planning and performance measurement, assignment of
responsibilities, and confidential hazard reporting, including clear statements
regarding behavioral and performance expectations. Appendix C provides
guidance on the development of a safety policy and code of sthics statement.

3.3.1.3.1 The safety policy and code of ethics statement may need to be supported by
additional documentation that expands in some areas and, where applicable,
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sets out specific organizational objectives and procedures. For aviation
organizations not required to maintain manuals, the safety policy and code of
ethics statement could be integrated into a compliance statement discussing
how the organization meets the requirements, Some of these areas are the
emergency response plan (ERP) and procedures for accessing and using the
confidential hazard reporting program.

Section 5.21(a)(1) requires aviation organizations to develop safety objectives
as part of their safety policy. Safety objectives should be measurable and not
just inspirational statements, such as “We will strive to be the best,” “We will
maintain a zero-accident rate,” etc. They may be based off key performance
indicators or safety performance indicators and tracked by the safety
assurance component of the organization’s SMS to ensure the organization’s
objectives are being met. A technique that may work is to list the
organization’s goals in the policy and point to the measurable safety
objectives that support the goal(s) if they are located in another place in your
manual system (if required).

The assessment process required by § 5,73 is where decisions are made
regarding attainment of these objectives. In setting these objectives, this is a
case where “starting with the end in sight” is sound advice.

Objectives can fall info a number of categories, including:

1. Compliance with regulations, Compliance with all applicable FAA
regulations is an expectation for all aviation organizations, and assurance
of such compliance is an explicit requirement of the SMS (refer to

§ 5.71(a)(6)).

2. Milestones for implementation of safety-related programs or initiatives.
This is a good area for development of safety objectives, which are
measurable and provide early successes that can be shared with the
workforce.

3. Reduction of error or incident rates. This is also an arca that is easily
monitored, and success can be identified and shared with the workforce.

4. TIncreased employee involvement through hazard or incident reporting
programs.

5. Tracking of safety events. Certain events such as aircraft ground damage,
pilot deviations (PD), Weight and Balance (W&B) etrors, or maintenance
errors may be targets for safety objectives and associated tracking and
action. One caution with these types of measures is not to lose focus on
risk factors that may be associated with potentially more serious ecvents.

A key consideration for scalability of safety objectives is the relevance and
achievability for the size and complexity of the organization. The most
effective safety objectives are those setting specific safety goals reflecting the
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3.3.1.3.6

3.3.1.3.7

33,138

3.3.1.3.9

3.3.1.3.10
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organization’s safety vision and the management’s commitment to the
systematic management of safety. In order for their effectiveness to be
measured, safety objectives should be SMART,® which means they should be:

Specific,
Measurable,
Achievable,
Relevant, and
Timely.

Aviation organizations must have documentation (where required) that defines
the requirements for employee teporting of safety hazards or issues. Processes
and procedures describing how this is to be accomplished must also be
included in the documentation.

Unacceptable behavior and conditions for disciplinary action also need to be
documented (where appropriate). Aviation organizations should explain that
gross negligence or deliberate misconduct are not protected behaviors and will
not be tolerated. This may be documented in their SMS processes and
procedures or could be located elsewhere, such as in a human resources
manual. In any case, employees need to be made aware of where this policy
can be located.

Aviation organizations must develop an ERP, which ensures normal SMS
functions and risk acceptance continues when key personnel are removed
from their normal risk management positions. This should include a line of
succession, where required, of management authority sufficient to respond to
emergencies. This plan should also address transition to normal operations
after the emergency condition subsides. Additional discussion is located in
paragraph 3.3.5.

The safety policy must include a code of ethics that specifies that safety is the
organization’s highest priority and applies to all employees, including
management personne! and officers. This requirement, while originally
mandated for manufacturers under the Aircraft Certification Safety and
Accountability Act of 2020, has been applied to all aviation organizations that
are required to have an SMS that meets part 5 requirements. For additional
discussion on how to develop a safety policy and code of ethics statement, see
Appendix C.

Part 5 requires the accountable executive to sign the safety policy and code of
ethics statement. This may be accomplished by signing the safety policy and
code of ethics statement, safety policy processes and procedures, or both, A
signature on one or both documents is indicative of the accountable executive
meeting this requirement. If the safety policy and code of ethics statement is

% The first known use of the term occurs in the November 1981 issue of Management Review by George T. Doran.
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incorporated into a compliance statement, the accountable executive must sign
the compliance statement to meet the requirements of § 5.25(b}2).

Aviation organizations are required to have documented processes and
procedures describing how safety policy is communicated throughout the
organization. This could be accomplished by inserting the safety policy and
code of ethics statement in an employee handbook or another manual or
making it available through computer-based documentation, Irrespective of
how the aviation organization decides to communicate the safety policy, they
need to ensure all employees engaged in the aviation service or product are
aware of the organization’s safety policy.

Part 5 does not define the term “regularly” when it comes to the periodic
review of the safety policy. It is expected that the aviation organization will
determine and document an interval that is appropriate for the size and
complexity of the operation. The accountable executive is required to review
the safety policy and safety objectives to ensure they remain relevant

(§§ 5.21(d) and 5.25(b)(4)). There should be evidence showing this review has
been accomplished in the aviation organization’s records.

Implementation Strategies. The safety policy and code of ethics statement
requirements are not expected to vary between aviation organizations;
however, the processes and procedures described in § 5.95 SMS
documentation and how they are documented could vary due to the
complexity of the processes being described. The safety policy and code of
ethics statement could be a part of the organization’s safety manual or
included in other existing documentation or manuals. For aviation
organizations not required to maintain manuals, it could be integrated into a
compliance statement discussing how the organization meets the
requirements. Under part 3, the safety policy and SMS processes and
procedures only need to be documented.

When developing organizational goals and objectives, both financial and time
resources can be limited, so the focus should be where resources will have the
greatest safety benefit. This may be achieved by focusing safety goals on the
top one, two, or three risks from the organization’s safety risk profile. In other
words, focus on those things that keep you up at night.

Confidential reporting is an important part of encouraging a safety reporting
culture in all organizations, Employees should know they can speak up
because their personal information and reports are provided a level of
protection, The practicality of this is obviously more difficult in a small
organization where everybody often knows everybody’s business. If a just
reporting culture is not in place, reporting may be limited because of the
difficulty of ensuring confidentiality in a small organization. While not
prohibited by the regulation, anonymous reporting does not allow the aviation
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organization the ability to get additional information concerning the hazard or
incident since the ability to reach out to the reporter is lost,

Considerations for Small and Single-Individual Organizations. The
following part 5 requirements are excepted for single-pilot organizations.

1. Section 5.21(a)(4): A safety reporting policy that defines requirements for
employee reporting of safety hazards or issues.

2. Section 5.21(a)(5): A policy that defines unacceptable behavior and
conditions for disciplinary action.

3. Section 5.21(c): The safety policy must be documented and communicated
throughout person’s organization,

Single-individual organizations will not have a confidential reporting
program; however, they should have a way of recording and managing
(§ 3.55) hazards they identify in the course of operations,

A single-individual organization is not required to have a process to
communicate safety information throughout the aviation organization.

Examples. The following examples demonstrate ways aviation organizations
might choose to implement §5.21(c) based on where the aviation organization
may fall on the spectrum of size or complexity. The following are examples
only and are not the only ways the requirements could be met.

For smaller, lower complexity organizations, the owner or most senior
manager {the accountable executive) may personally perform this process,
The policy statement can be a simple, often single-page, written document
signed by the accountable executive. Small organizations typically operate in
smaller networks of employees, so the policy may be posted in the
organization’s work areas or included in organizational briefings or in
fraining.

Aviation organizations on the higher end of the spectrum of complexity may
require senior managers and technical staff to perform this process in addition
to the accountable executive. While the regulations only require the
accountable executive to sign the safety policy and code of ethics staterment,
members of senior management may also sign the safety policy and code of
ethics statement. Large or highly complex aviation organizations may choose
to disseminate their policy using a variety of resources, such as organizational
websites, intranets, email, or existing indoctrination and recurrent training,
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3.3.2 Safety Accountability and Authority.

3.3.2.1

3.3.2.2

References. Sections 5,23, 119.63, and 119.67: 14 CFR part 125, § 125.25;

§
part 133, § 133.21; part 137, § 137.41; part 141, § 141.33: part 142, § 142.13;
and part 145, § 145.151.

Part 5 Requirement,

(b)

§ 5.23, Safety accountability and authority.

(8) Any person required to have an SMS under this part must define in its safety policy the
accountability for safety of the following individuals:
(1) Accountable executive, as described in § 5.25.
(2) All members of management in regard to developing, implementing, and maintaining SMS
processes within their area of responsibility, including, but not limited to:
(i} Hazard identification and safety risk assessment.
(ii} Assuring the effectiveness of safety risk controls.
(iif) Promoting safety as required in subpart E of this part.
(iv) Advising the accountable executive on the performance of the SMS and on any need
for improvement.
(3) Employees relative to the person’s safety performance.
The person must identify the levels of management with the authority to make decisions
regarding safety risk acceptance,

3.3.23

3.3.2.3.1

33.23.2

Discussion. “Accountability,” as used in this requirement, refers to active
management and line employee involvement and actions in managing and
maintaining organizational safety performance. An aviation organization
demonstrates accountability by ensuring each of its employees ate aware of
their specific role within the SMS and that they actively participate in
accomplishing their SMS-related duties. Once the SMS requirements for the
employee positions have been established, patt 5 subpart E requires that these
requirements be communicated throughout the organization, The safety
accountability process requires the aviation organization to define duties and
responsibilities for achieving safety performance objectives within the
organization’s safety policy for the following individuals.

Accountable Executive, The accountable executive has the ultimate
responsibility for safety management within the organization. The specific
duties of the accountable executive are discussed in more detail in
paragraph 3.3.3.3,

All Members of Management, Managers, who may also be process owners,
are the individuals who are responsible for identifying hazards, conducting
risk assessments, and developing risk controls for their areas of responsibility.
They have the technical expertise and are the ones responsible for the
implementation and operation of risk controls (often in the form of operational
procedures, specified tools, training, communication, etc.). Process owners
may not always be in a regulatorily required position as required by
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§§ 119.65, 119.69, and 145,151 and might not appear on an organizational
chart. Process owners, such as a battery shop manager or cargo manager, may
have the technical expertise to manage the processes and procedures, and, if
so, they would be able to accept risk in their functional area. A key element in
the SRM process is to identify the levels of management with the authority to
make risk decisions related to aviation safety. Thus, managers that have the
authority to implement changes in systems and procedures should use the
SMS processes in managing their area of operational responsibility. They are
also responsible for ensuring the continuing operational safety of risk controls.
Through data collection methods and analytical processes in the safety
assurance component, managers are able to determine that risk controls are
effective and that their safety performance is acceptable. For example, the
Director of Maintenance (DOM) is one of the managers accountable for SMS
within their area of responsibility,

Employees. All employees should be aware of the organization’s safety
policies as well as the processes, procedures, and tools relevant to their
responsibilities. They need to know how the confidential employee reporting
system works. Employees at all levels of the organization have a
responsibility to report hazards, issues, and concerns related to aviation safety
as well as to propose solutions and safety improvements. Employees have a
duty and responsibility to follow an organization®s processes and procedures.

Implementation Strategies. The method for meeting these requirements
could vary greatly between different organizations. The numbers and
relationships of personnel will be unique to each organization, and the
organizational structure and accountability should be appropriate to the
aviation organization.

Aviation organizations are required to define the duties and responsibilities of
the accountable executive. The accountable executive has the ultimate
responsibility for safety management within the organization. The specific
duties of the accountable executive are defined in § 5.25.

Aviation organizations need to define the duties and responsibilities of
management (process owners) in their areas of the operation.

All employee safety-related duties and responsibilities must be documented
(where required). They could be located in the safety manual or in another
organizational document, The SMS documentation should point to where the
requirement is located if it is in a place other than the safety documentation.

A key element in the SRM process is to identify the levels of management
with the authority to make risk decisions related to aviation safety. The
positions identified must have the knowledge and skills to determine the
acceptability of risk in their functional areas. Managers that have the authority
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to implement changes in systems and procedures should use the SMS
processes in managing risk in their area of operational responsibility.

Accountability for all employees directly involved in delivering the aviation
organization’s product or service should be defined. Employees at all levels of
the organization have a responsibility to report hazards, issues, and concerns
as well as to propose solutions and safety improvements. Employees have a
duty and responsibility to follow an organization’s processes and procedures.

In single-individual organizations, the personne! structure will be very simple
and consist of the person in charge being the accountable executive, who is
responsible for ensuring all required duties and activities are accomplished. In
a small organization, other management personnel should be identified since
they would have a role in how the organization is managed on a day-to-day
basis.

Considerations for Small and Single-Individual Organizations. The
following part 5 requirements are excepted for single-pilot organizations:

1. Section 5.23(a)(2): All members of management in regard to developing,
implementing, and maintaining SMS processes within their area of
responsibility, including, but not limited to:

(1) Hazard identification and safety risk assessment.
(i) Assuring the effectiveness of safety risk controls.
(iit) Promoting safety as required in subpart E of this part,

(iv} Advising the accountable executive on the performance of the SMS
and on any need for improvement.

2. Section 5.23(a)(3): Employees relative to the person’s safety performance.

3. Section 5.23(b): The person must identify the levels of management with
the authotity to make decisions regarding safety risk acceptance.

In single-individual organizations, this structure will be very simple and
consist of the sole individual being the accountable exscutive and assuming
the various roles and responsibilities, which would normally be assigned to
other members of management. The single individual would also be
responsible for accepting all risks associated with the aviation organization’s
products or services.

As their organizational duties change, which could happen many times during
the day, the single individual could be said to be changing hats as their role
changes as they manage the activities required in § 5.23.

3.3.3 Designation and Responsibilities of Required Safety Management Personnel.

3331

References. Section 5.25(a) and (b).
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3.3.3.2  Part 5 Requirement,

§ 5.25,

(a)

(b)

Designation and responsibilities of required safety management personnel,

Designation of the accountable execuiive. Any person required to have an SMS under this part

must identify an accountable executive who, itrespective of other functions, satisfies the

following:

(1) Is the final authority over operations authorized to be conducted under the person’s
certificate(s) or Letter(s) of Authorization.

(2) Controls the financial resources required for the operations to be conducted under the
person’s certificate(s) or Letter(s) of Authorization.

(3) Controls the human resources required for the operations authorized to be conducted under
the person’s certificate(s) or Letter(s) of Authorization.

(4) Retains ultimate responsibility for the safety performance of the operations conducted
under the person’s certificate(s) or Letter(s) of Authorization.

Responsibilities of the accountable executive. The accountable executive must accomplish the

following:

(1) Ensure that the SMS is properly implemented and is performing across all pertinent areas.

(2) Develop and sign the safety policy.

(3) Communicate the safety policy throughout the person’s organization.

(4) Regularly review the safety policy to ensure it remains relevant and appropriate to the
person.

(5) Regularly review the safety performance and direct actions necessary to address
substandard safety performance in accordance with § 5.75.

3.3.33 Discussion.
3.3.3.3.1 Designation.

3.3.3.3.1.1 Section 5.25(a) requires the organization to identify an individual
in the organization to be the accountable executive who holds the
ultimate decision-making authority over the organization’s
aviation-related operations. The accountable executive is
responsible for planning, organizing, directing, and controlling the
personnel, organizational structure, financial, and other resources
necessary for safe operations. A flowchatrt outlining a process for
designating an accountable executive is available in Appendix E,
[dentifying the Accountable Executive.

3.3.3.3.1.2 When identifying the accountable executive, it is very impottant
to select an individual in the organization who holds the ultimate
decision-making authority over the aviation organization’s
operations. This individual is responsible for planning,
organizing, directing, and controlling the personnel,
organizational structure, financial, and other resources necessary
for safe operations. The organizational job title is not important
when making this determination but rather the individual’s
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responsibility to ensure approptiate resources are available and to
accept risk for and oversee the aviation product or service.

3.3.3.3.2 Responsibilities. As the ultimate autherity in the organization, the accountable

executive is responsible for the proper functioning of the SMS. This entails,
among other things, keeping an open line of communication with the
designated management personnel, providing sufficient resources for the SMS
to function properly, and being actively involved in the safety assurance
component of the SMS.

3.3.3.3.21

3.3.33.22

3.3.3.3.23

3.3.33.24

If an aviation organization chooses to integrate the safety policy
and code of ethics statement into a compliance statement, the
accountable executive must sign the compliance statement to meet
the requirements of § 5.25(b)(2). One way the aviation
organization could define accountability for the accountabie
executive is by listing the duties and responsibilities identified in
§ 5.25 in a position description. These may be located in the SMS
safety policy documentation or in another organizational manual,
such as a human resources manual. If the duties and
responsibilities are documented elsewhere, the safety policy
should point to the location where they can be located. Smaller
organizations could point to the regulatory requirements in

§ 5.25(b).

The accountable executive should maintain open lines of
communication with the designated management personnel to
ensure any identified hazards or issues are effectively
communicated throughout the organization. Communicating the
safety policy and code of ethics could be through publication of
the safety policy statement in documentation employees have
access to. It could also include periodic meetings where
organizational information concerning the safety policy is shared
with employees by the accountable executive and management,

The accountable executive must regularly review the safety
performance of the organization. There should be documentation
to show that it has occurred. The term “regularly” is not defined
to specify an interval. Reviews should occur frequently enough
for issues within the organization’s processes and procedures to
be identified and corrected in a timely manner. This will vary
based on the aviation organization’s size, scope, and complexity,

The accountabie executive should designate sufficient
management personnel to provide support for essential SMS
functions, such as performing analysis, assisting operational
managers in meeting their safety management responsibilities,
and acting as a safety advisor to the accountable executive.
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Personnel designated to perform this function should be in
positions in the organization of sufficient independence to have
direct access to the accountable executive to report on the safety
performance of the operation and ability to recommend any
necessary improvements. These individuals should be highly
knowledgeable on the SMS and able to assist the process owners
and functional area managers in accomplishing their SMS duties
and responsibilities. This is not to say the management personnel
are expected to accept risk in the functional areas, as they may not
be the most qualified. The organization is not expected to add
employees to fill this position either. These tasks could be
accomplished by existing management personnel,

Implementation Strategies, The accountable executive is responsible for
ensuring that sufficient management personnel are clearly designated for
ensuring the safety of operational and SMS processes. When management
personnel are designated, consideration should be given to ensure they are
properly trained and qualified to perform the duties required of the position.

In smaller organizations, the accountable executive may directly supervise
operational processes. This individual may serve in multiple positions within
the organization,

It is unlikely that small organizations will have the resources for a designated
representative to monitor the effectiveness of the SMS as a full-time position.
A small organization may add the safety manager duties to an existing role
(e.g., operations manager). In a single-individual operation, these duties would
be filled by the accountable executive,

Considerations for Small and Single-Individual Organizations.
Single-pilot operations and single-individual organizations pose unique
situations when implementing an SMS. As a result of these factors, the
following regulatory section is excepted from the implementation
requirements for organizations with a single pilot who is the sole individual
performing all necessary functions in the conduct and execution related to, or
in direct support of, the safe operation of aircraft:

Section 5.25(b)(3): Responsibilities of the accountable executive, The
accountable executive must accomplish the following: Communicate the
safety policy throughout the person’s organization.

3.3.4 Designation of Management Personnel.

3.3.4.1

References. Sections 5.25(c), 119.65, 119,67, 145.151, and 145.153.
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Part 5 Requirement.

§ 5.25(c), Designation of management personnel,

(©) Designation of management personnel, The accountable executive must designate sufficient
management personnel who, on behalf of the accountable executive, are responsible for the
following:

(1) Coordinate implementation, maintenance, and integration of the SMS throughout the

person’s organization,

(2) Facilitate hazard identification and safety risk analysis.

(3) Monitor the effectiveness of safety risk controls.

{4) Ensure safety promotion throughout the person’s organization as required in subpart E of
this part.

(5) Regularly report to the accountable executive on the performance of the SMS and on any
need for improvement.

3.34.3

3.3.4.3.1

3.3.4.3.2

3.3.4.3.3

3.3.4.3.4

Discussion. This section requires that the organization ensure that sufficient
management personnel are available to provide support for essential SMS
functions, such as performing analysis, assisting operational managers in
meeting their safety management responsibilities, and acting as a safety
advisor to the accountable executive.

When reviewing the designated management personnel required in § 5.25 (c),
the term “coordinate” means the management representative will aid other
management personnel in the implementation and integration of the SMS
throughout the organization. This position is not expected to “own” the SMS
in the organization as everyone has a role and responsibilities to ensure proper
functioning of the SMS. The term “facilitate” means the management
representative will aid other process owners in hazard analysis and risk
assessment. As they may not be a process owner, they are not expected to
make risk-based decisions. The term “monitor” means the management
representative will aid other process owners in determining if risk controls are
functioning as designed. The duties and responsibilities listed above should be
left to the process owners.

The designated management representative is expected to communicate safety
information throughout the organization. Per § 5.97(d), a record of this
activity should be retained so it can be validated during audits.

Designated management personnel are not necessarily subject matter experts
(SME) in all areas of the aviation organization. Rather, they are personnel in a
position to assist the process owners and management personnel with hazard
identification and risk analysis, aid in communicating safety information
throughout the organization, and monitor the effectiveness of safety risk
controls.

Personnel designated to perform this function should be in positions in the
organization with sufficient independence to have direct access to the
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accountable executive to report on the safety performance of the operation and
recommend any necessaty improvements.

Implementation Strategies. These responsibilities may be carried by the
accountable executive as defined in § 5.23(a)(1) or as collateral duties by
managers referred to in § 5.23(a)(2), or the aviation organization could assign
the tasks of supporting SMS functions to other management personnel.

Example. The following exiample demonstrates a way aviation organizations
might choose to implement this requirement based on where the aviation
organization may fall on the spectrum of size or complexity. The following is
an example only and is not the only way the requirements could be met. For
example, Flyslow Aviation has chosen to use an existing required
management individual required under §§ 119.65, 119.69, or 145.151

and 145.153 to fulfill these responsibilities. As Flyslow Aviation grows and
expands, they could establish a safety department with designated personne!
assigned this requirement.

Considerations for Small and Single-Individual Organizations.

Single-pilot operations and single-individual organizations pose unique
situations when implementing an SMS. As a result of these factors, the
following regulatory section is excepted from the implementation
requirements for organizations with a single pilot who is the sole individual
performing all necessary functions in the conduct and execution related to, or
in direct support of, the safe operation of aircraft:

Section 5.25(c): Designation of management personnel. The accountable
executive must designate sufficient management personnel who, on behalf of
the accountable executive, are responsible for the following:

(1) Coordinate implementation, maintenance, and integration of the SMS
throughout the person’s organization.

(2) Facilitate hazard identification and safety risk analysis,
(3) Monitor the effectiveness of safety risk controls.

(4) Ensure safety promotion throughout the person’s organization as
required in subpart E of this part.

(5) Regularly report to the accountable executive on the performance of
the SMS and on any need for improvement.

In a single-pilot organization, the accountable executive would perform these
designated duties as part of their duties under § 5.25. Effective
communication of safety information is still important, even in a single-pilot
or single-individual organization. The communication focus would be focuged
outside of the organization (i.c., regular communication with aviation system
stakeholders, industry associations, clients, the FAA, and other organizations,)
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Safety Policy Example. Flyslow Aviation recognizes the key to a successful
organization is open communication and strong leadership. They identify the
accountable executive and management representatives (§ 5.23) and statt
working on the safety policy. While developing safety objectives

(§ 5.21(aX1)), management reviewed the organization’s performance
indicators as well as reports from previous audits. Management then
determined a reduction in uncalibrated tools being issued by the tool room
would be an appropriate objective for the coming year, Management
communicates the organization’s goal of reducing uncalibrated tool issuance
by 20 percent by publishing an updated safety policy (§ 5.21(c) and (d)) and
through employee meetings (§ 5.23). Management also develops processes
and procedures describing how employees are expected to accomplish their
duties and responsibilities under the SMS.

3.3.5 Coordination of Emergency Response Planning,

3.3.5.1

3.3.5.2

References. Section 5.27.

Part 5 Requirement.

§ 5.27, Coordination of emergency response planning.

‘Whete emergency response ptocedutes are necessary, any person required to have an SMS under this
part must develop, and the accountable executive must approve as part of the safety policy, an
emergency response plan that addresses at least the following:

() Delegation of emergency authority throughout the person’s organization.

(b} Assignment of employee responsibilities during the emergency.

(¢} Coordination of the emergency response plans with the emergency response plans of other
organizations it must interface with during the provision of its services.

3.3.53

3.3.53.1

3.3.53.2

Discussion. The aviation organization is required to develop an ERP. This
may be a part of the safety policy documentation or a separate document. If it
is a separate document, the safety policy should point to where the ERP is
located.

The ERP should be developed, which ensures normal SMS functions and risk
acceptance continues while key personnel are removed from their normal risk
management positions. The plan should also address how the aviation
organization will transition to normal operations after the emergency
condition subsides.

The ERP should provide procedures for management decision making and
action in an emergency. For the purposes of meeting this section, the aviation
organization should develop an ERP that ensures normal SMS functions and
risk acceptance continues when process owners are removed from their
normal risk management positions. This also should be applied for vacations
or other absences. A line of succession of management authority sufficient to
respond to emergencies needs to be established and documented in the
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position description so employees required to assume these duties are able to
understand the additional duties and responsibilities. As proxies are identified
to step into these roles, organizations must ensure they are trained and
competent to perform the additional duties of SMS risk acceptance.

Coordination of ERPs with the ERPs of other organizations might include first
responders to accidents or incidents, airport authorities, and hazardous
materials (HAZMAT) authorities. Many organizations already have ERPs that
may be used to fulfill this requirement.

Implementation Strategies. Consider whether the ERP covers the likely
emergencies and has been coordinated with other organizations that may be
affected and with the emergency services. A small, noncomplex
organization’s ERP might consist of a checklist of simple steps involving who
to call when and what information to impart and a regularly updated list of
contact details. When considering the ERP, succession planning must be
considered. If a member of management is removed from their position to
address an emergency, there should be another individual trained and
competent to step into the position to ensure the organization continues to
function as designed. This could even take place when the individual is away
for other reasons. Common sense must prevail; processes need to be workable
and tailored for the operation. In other words, do not over think it!

Considerations for Small and Single-Individual Organizations.

Single-pilot operations and single-individual organizations pose unique
situations when implementing an SMS. As a result of these factors, the
following regulatory section is excepted from the implementation
requirements for organizations with a single pilot who is the sole individual
performing all necessary functions in the conduct and execution related to, or
in direct support of, the safe operation of aircraft:

Section 5.27: Where emergency response procedures are necessary, any
person required to have an SMS under this part must develop, and the
accountable executive must approve as part of the safety policy, an emergency
response plan that addresses at least the following:

(a) Delegation of emergency authority throughout the person’s
organization.

(b) Assignment of employee responsibilities during the emergency.

Effective communication of safety information is important, even in a
single-pilot organization. In an organization with a single pilot or single
individual, the communication focus may be outside the organization

(e.g., regular communication with aviation system stakeholders, industry
associations, clients, the FAA, and other organizations). Interfacing with
maintenance, fixed-based operators, and flight followers (if one is used) all
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require communication so they are aware of the aviation organization’s
activities. This will aid in scheduling support activities as well as having
someone keep an eye out in case plans do not go as predicted. In a single-pilot
or single-individual organization, this could be met by simply filing flight
plans with air traffic control (ATC) or leaving an envelope with emergency
contact information at the local Fixed-Base Operator (FBO) if the aircraft
does not return on time.

3.4 Subpart C, Safety Risk Management.

3.4.1 Applicability: Requirements to Apply SRM.

3.4.1.1

3.4.1.2

References. Section 5.51,

Part 5§ Requirement.

§ 5.51, Applicability,
Any person required to have an SMS under this part must apply safety risk management to the
following:

{a)
(b)
©
(d)

Implementation of new systems.

Revision of existing systems.

Development of operational procedures.

Identification of hazards or ineffective risk controls through the safety assurance processes in
subpart D of this part.

3.4.1.3

3.4.1.3.1

Discussion. To know when an SRM process may be required, it is important
to know what a system is. Systems could be people, hardware, software,
information, procedures, facilities, services, and other support facets that are
directly related to the organization’s aviation safety activities. Examples of
broad-based systems could include:

» Flight operations,

s Operational control (dispatch/flight following),

s Maintenance and inspection,

» Cabin safety,

¢ Ground handling and servicing,

¢ Cargo handling, and

e Training.

Within an aviation organization’s systems, there are subsystems related to
aviation safety. Some examples of subsystems include crew scheduling

systems, training curricula, maintenance control, component shops, deicing,
fueling, aircraft fleet, ground operations, and HAZMAT training,
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Under § 5.51, the SRM process is triggered when new systems or changes to
existing systems related to aviation activities are being considered. For
example, changes to operations could include the addition of new routes,
opening or closing of line stations, addition or change of contractual
arrangements for services, addition of new fleets or major modifications of
existing fleets, addition of different types of operations such as Extended
Operations (ETOPS), or change in authorizations to a repair station’s ratings.

The SRM process is not triggered solely by major changes to a system; it is
triggered by any aviation-safety-related revision of an existing system.

The SRM process is also triggered when any aviation-related change in the
operating environment or ineffective risk controls are identified by the safety
assurance processes.

Aviation organizations must document (where required) when the SRM
processes are to be implemented based on the requirements in § 5.51. While it
is not the intent to require the application of SRIM processes and procedures to
activities that are not related to the aviation operations, some aviation
organizations may elect to add additional triggering events,

International Civil Aviation Organization (ICAO) Annex 19, Safety
Management, requires hazard identification and SRM to be initiated using
reactive and proactive methods. As discussed in § 5.51, proactive
requiremnents are initiated when an organization implements new systems,
revises existing systems, or develops operational procedures. The reactive
trigger is hazards or ineffective risk controls identified through the
organization's safety assurance processes.

A question you might wonder is “Do I have to do SRM if I update a manual?”
The answer is yes; any change to existing processes or revision to existing
systems (the manual is part of your aviation organization’s system) requires
SRM to be initiated. Now, you might be thinking “Do I have to do the entire
SRM process?” The answer to that question is that it depends. If you are just
updating the organizational chart due to promotions and turnover, then
probably not. You would describe the system and then assess it for hazards. If
no hazards are identified by updating the organizational chart, then the process
is complete. Depending on how the process is written, there could be a simple
check marlk that indicates no hazards identified on the organization’s SRM
tracking document. For an example, see Appendix B, Sample Safety Risk
Management (SRM) Worksheets, Figure B-1, Safety Risk Management
Triggering Conditions and Summary.

3.4.2 System Analysis.

3421

References. Section 5.53(a) and (b).
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3.42.2  Part 5 Requirement.

§ 5.53(a) and (b), System analysis and hazard identification.

(a) When applying safety risk Inanagement, any person required to have an SMS under this part
must analyze the systems identified in § 5.51. Those system analyses must be used to identify
hazards under paragraph (c) of this section and in developing and implementing risk controls
related to the system under § 5.55(¢c).

(b) In conducting the system analysis, the following information must be considered:

(1) Function and purpose of the system,

(2) The system’s operating environment.

(3) An outline of the system’s processes and procedures,

{4) The personnel, equipment, and facilities necessary for operation of the system,
(5) The interfaces of the system.

3423  Discussion. System analysis is the primary means of proactively identifying
and addressing potential problems before the new or revised systems or
procedures are put into place. The system analysis should explain the
functions and interactions among the hardware, software, people, and
environment that make up the system in sufficient detail to identify hazards
and perform risk analyses. The process is started by defining and analyzing
the system. This can be as simple as creating a flowchart of the system or
writing a short narrative to help the aviation organization understand the
interfaces with the processes and procedures that are affected by the change.

3.4.2.3.1 Aviation organizations must document processes and procedures defining how
the process owners will conduct a system analysis and hazard identification as
part of their SRM analysis.

3.4.2.3.2  Documentation should provide sufficient procedural guidance to aid the

; process owners in defining the function and purpose of the system. When
accomplishing this step, all interfaces with the various divisions, internal and
external to the process being evaluated, need to be considered. Interfaces
could be internal or external to the organization and the system being
evaluated. An SMS must ensure an organization’s safety is not adversely
affected by the products and services external organizations provide. Some
cxamples of external interfaces could be maintenance providers, contract
flight instructors and pilots, ground handlers, refuellers, and airport services.
In other words, if you are analyzing a change in engine inspection
requirements, do not worry about analyzing the aircraft landing gear unless it
is directly affected by the task being changed.

3.4.2.3.3 Good documentation provides sufficient guidance to aid the process owners in
defining the personnel, equipment, and facilities necessary for safe operation
of the equipment. It also ensures consistent results when different process
owners perform SRM.
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Implementation Strategies. The following examples demonstrate ways
aviation organizations might choose to implement this requirement based on
where the aviation organization may fall on the spectrum of size or
complexity. The following are examples only and are not the only ways the
requirements could be met.

The system analysis could be performed by the owner/manager and/or another
assigned employee(s). An analysis could consist of a discussion among
managers, such as the Director of Operations (DO) and/or Chief Pilot or other
individuals designated by them. Aviation organizations on the higher end of
the spectrum of size or complexity may develop their system analysis at
multiple organizational levels (e.g., corporate, division, or department) and be
facilitated by the safety department/division or its equivalent. The
organization might have standing committees of SMEs and stakeholders
participating at various levels.

SRM elements and their intended outcomes are the same regardless of the size
and complexity of an organization, The breadth and degree of analysis is
where the aviation organization will tailor the processes to their size,
complexity, and operating environment.

Aviation organizations should consider how their service providers and
contractors interact with the organization. Identify the areas where risk could
be introduced into the operations.

System Analysis Example. Flyslow Aviation is considering the addition of a
new aircraft (or a fleet of aircraft) for operations to meet organizational or
corporate goals. Several organizational systems would be affected (e.g., flight
operations, maintenance, station, ground, ete.). As part of the examination of
the flight operations system, Flyslow Aviation needs to consider changes to
pilot qualifications, pilot and mechanic training, scheduling, crew rest,
employee representation participation, and several other areas. This is a
process normally done as part of business activities.

The system analysis should identify and consider activities and resources
necessary for the system to function. For example, in the scenario of adding
aircraft to the fleet, Flyslow Aviation identifies the pilot training system as
one of the affected systems and the need for additional activities and resources
necessary for pilot training to operate the additional aircraft. These resources
may include simulators, training curriculum, training aids, and instructors. A
repair station might be adding a rating or changing from paper to digital
manual systems and need to update their revision tracking process and
training for employees.

Although Flyslow Aviation has to consider many systems and procedures

when considering larger, systemic changes, simpler changes, such as a change
in a single procedure (e.g., arming cabin doors prior to pushback), would only
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have to consider the elements of the system that would be affected by the
change. The system analysis process frequently includes representatives from
management, safety staff, SMEs, employees, and representation groups

(e.g., pilots and mechanics) in wotkgroups, such as safety committees, safety
roundtables, safety action groups, or similar titles. Since many, if not most,
system changes involve allocation of resources, the accountable executive or
other managers with the authority to commit resources should be included in
the process.

Flyslow Aviation records the outputs of their system analysis in a simple
recording medium, such as a worksheet or a notebook, a common desktop
software, or a third-party software program or provider, One example is the
Web-Based Application Tool (WBAT)® (see Appendix H, References and
Additional Information),

Outputs of the system analysis, which define the function and purpose of the
system, the system’s operating environment, an outline of the system’s
processes and procedures, and the personnel, equipment, and facilities
necessary for the operation of the system, should be retained. Appendix B
provides an example of a set of SRM worksheets that could be used as paper
records or converted to a variety of software applications, including desktop
spreadsheets or WBATS.

3.4.3 Hazard Identification.

3.4.3.1

3.4.3.2

References. Sections 5.23(a)(2¥i), 5.25(c)(2), and 5.53(c).

Part 5 Requirement,

§ 5.53(¢), System analysis and hazard identification.

(¢} Any person required to have an SMS under this part must develop and maintain processes to
identify hazards within the context of the system analysis,

34.3.3

3.43.3.1

Discussion. The hazard identification process flows from the system analysis.
In hazard identification, the process owner would ask, “What could go wrong
with the processes under typical or abnormal operational conditions that could
cause an incident or an accident?”

Most often, the same individuals or groups conducting the system analysis
process (safety committees, safety roundtables, etc.) would conduct hazard
identification. Process owners use their experience, FAA requirements,
manufacturers’ technical data, and knowledge of the operation to identify
hazards. For example, a newly modified component of an aircraft cabin door

¢ WBAT is a federally developed and funded sofiware system that may be used to assist air carriers with data
management. WBAT also contains an SMS implementation plan manager module, which supports the aviation
organization’s implementation of SMS.
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might require new arming and disarming procedures by flight attendants (F/A)
and new signaling procedures for station personnel upon aircraft arrival at a
passenger gate. Hazards could include the effectiveness of new procedure
training, employees missing training or failing to read or understand newly
published procedures, supervisors failing to monitor the new procedures, etc.
Although identification of every conceivable hazard is unlikely, process
owners are expected to exercise due diligence in identifying hazards that
could foreseeably lead to an aircraft incident or accident.

There are many risk assessment models available that may be used to identify
hazards based on the system analysis. It is not a requirement that one specific
model be integrated into the aviation organization’s documentation. The
model or method used is the aviation organization’s choice. This will ensure
process owners in the various divisions are performing the system analysis the
same way. This leads to consistency within the organization.

While there is no appreciable difference between the expected outcomes in a
single-individual organization versus a larger organization, how you store,
communicate, and track aspects associated with risk management may vary
based on the size and complexity of the organization. For example, it may be
accomplished by using worksheets completed manually, computer
spreadsheets, or commercial software.

The output of hazard identification could be recorded in a simple recording
mediutm, such as a spreadsheet, paper files, or a third-party software program
or provider. One example is WBAT. The WBAT platform (maintained by
Universal Technical Resource Services, Inc. (UTRS)) is a web-based system
that supports all aspects of a complete SMS, including safety policy, SRM,
safety assurance, safety promotion, and SMS recordkeeping and
documentation. Any organization can utilize the WBAT platform to collect,
process, and analyze safety reports, conduct audits, and identify and manage
risk. Additional information is available in Appendix H. Qutputs could consist
of identified or potential hazards.

Implementation Strategies. The following examples demonstrate ways
aviation organizations might choose to implement this requirement based on
the aviation organization’s size or complexity. The following are examples
only and are not the only ways the requirements could be met:

Hazard identification could be performed by the owner/manager (accountable
executive) and/or another employee(s), often as part of the system analysis.
Aviation organizations on the higher end of the size or complexity spectrum
may perform hazard identification at multiple organizational levels

(e.g., corporate, division, or department levels), It could be facilitated by a
safety department/division or its equivalent. The organization might have
standing committees of SMEs and stakeholders participating at various levels.
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3.4.4 Safetv Risk Analysis.

34.4.1

3.44.2

References. Sections 5.25(¢)(2) and 5.55(a).

Part 5 Requirement.

§ 5.55(a), Safety risk assessment and conirol.
Any person required to have an SMS under this part must;

(a) Develop and maintain processes to analyze safety risk associated with the hazards identified in
§ 5.53(c).

3.4.4.3

34.4.3.1

3.4.4.3.2

34433

Discussion. For each identified hazard, an aviation organization should define
the potential for injury and damage that may result from an incident or
accident refated to operating while exposed to the hazard. In order to
determine potential for injury and damage, process owners need to define the
likelihood of oceurrence of an incident or accident and the severity of the
injury or damage that may result from the aircraft incident or accident, It is
important to remember that the likelihood and severity do not refer to the
hazard but of a potential consequence {accident or incident) related to the
hazard.

The process owner conducting risk analysis also should consider the basis for
the estimates of severity and likelihood. What is it about the factors analyzed
in § 5.53, individually or in combination, that could result in an incident or
accident? Has the organization recently changed equipment that employees
must use, the procedures for using it, the layout of the facility, etc., in ways
that could increase the likelihood of errors resulting in an accident? For
example, if, in the process of a merger, flight deck procedures from one of the
partner airlines become the standard across the merged carrier and if the
change in procedures has been identified as a hazard, what is it about the new
procedures that could lead to errors?

This is one reason why the system analysis is an essential foundational step in
risk management, If the risk analysis is not based on a thorough understanding
of the system, process owners may miss important details that could cause the
system to fail. The knowledge gained in the system analysis and subsequent
risk analysts will be used to develop a mitigating strategy. Risk controls will
target the conditions the aviation organization thinks have caused or will
cause an incident or accident and affect the severity or likelihood.

Risk analyses in operational contexts are often based on the expertise and
expert judgment of the process owners but should also use data from the
aviation organization’s own experience or from others in the industry where
available. A review of accident statistics, failure data, etror data (e.g., runway
incursion reports or information from the National Aeronautics and Space

3-32



5/21/24

3.4.4.3.4

34435

3.4.4.3.6

3444

344441

AC 120-92D

Administration’s (NASA) Aviation Safety Reporting System (ASRS)), or
equipment reliability data may help in determining the likelithood.

The type of consequence (e.g., error, failure, accident, or incident) that is
envisioned normally drives the estimate of severity, For example, if the hazard
could result in controlled flight into terrain (CFIT), the severity of this
outcome is normally major, if not catastrophic. Conversely, tire failures, while
potentially leading to a fatal accident, more often lead only to aircraft damage.

Aviation organizations should define a process for analyzing risk associated
with the hazards identified in the system analysis. This can be accomplished
utilizing a risk matrix that looks at severity and likelihood. Likelihood and
severity do not refer to the hazard but of a potential occurrence (accident or
incident) related to the hazard. A risk matrix may be qualitative or quantitative
in nature or contain both types of scales. It is important to ensure that all
process owners are trained in the use of the defined tool to ensure consistent
tesults throughout the aviation organization. The important thing is do not try
to over engineer the risk matrix or process for analyzing risk. Use what works
best for your organization,

Organizations should not assume the worst possible outcome, loss of life, or
destruction of property possible in an event when determining severity. The
best estimate of severity should be based on reasonable expert judgment,
Severity and likelihood of various outcomes could be recorded in a simple
recording medium, such as a notebook, basic desktop software, or third-party
software program or provider (¢.g., WBAT).

Implementation Strategies. The following examples demonstrate ways
aviation organizations might choose to implement this requirement based on
where the aviation organization may fall on the spectrum of size or
complexity. The following are examples only and are not the only ways the
requirements could be met.

In smaller or lower complexity aviation organizations, risk analysis could be
performed by the owner/manager (accountable executive) and/or another
employee(s). It might be performed in conjunction (by the same
individual/group) with system analysis, hazard identification, risk assessment,
and risk control. Aviation organizations on the higher end of the size or
complexity spectrum may perform the risk analysis at multiple organizational
levels (e.g., the corporate, division, or department levels) and be facilitated by
the safety department or specially trained analytical personnel shared with
other departments. The aviation organization might have standing committees
of SMEs and stakeholders participating at various levels. '

3.4.5 Safety Rislk Assessment.

3.4.5.1

References. Section 5.55(b).
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Part 5 Requirement,

§ 5.55(b), Safety risk assessment and control,
Aty person required to have an SMS under this part must:

(b) Define a proeess for conducting risk assessment that aliows for the determination of acceptable
safety risk.

3453

Discussion. Once the risk is analyzed, the process owner must determine
whether the risk is acceptable. A common too! used in risk assessment
decisions is a risk matrix. A risk matrix provides aviation organizations with a
way to integrate the effect of severity of the outcome and the probability of
occurrence. Aviation organizations are then able to assess risks, compare
potential effectiveness of proposed risk controls, and prioritize risks where
multiple risks are present.

3.4.53.1 [Ifarisk matrix is used, the aviation organization should develop criteria for
the severity and likelihood that are appropriate for their type of operations and
their operational environment. For example, severity levels are sometimes
defined in terms of a dollar value of potential damage. Different types of
aircraft operated, their operating environment, and their relative values would
dictate different definitions of risk severity between aviation organizations.
Likewise, the method that the aviation organization uses to estimats likelihood
will have an effect on how likelihood levels are defined. If the aviation
organization prefets to use quantitative estimates (e.g., probability), the scales
would be different than one that prefers to use qualitative estimates. Table 3-1
below depicts a sample risk matrix.
Table 3-1. Sample Risk Matrix
Risk Risk Severity
Likelikood Catastrophic | Hazardous Major Minor Negligible
B ] B oy TR Bl ey e o : ;
Frequent Lol f"”* ! deusH o h s lhoh: j Medinm Medium
e L e R getlow) (yellow)
Occasional R Medium Medinm Medium
ceasiona ;J' LA ellow (yellow) (yellow)
Remote SoHiohiand  Medium Medium Medium
(e (yellow) (yeilow) (yellow)
Mediom Medium Medinm
Improbable {yellow) (vellow) (yellow)
Extremely
Improbable
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Risk assessment is based on the process owners’ judgment, experience, and
input. If the process owner determines the risk is acceptable, the SRM process
would be complete at this point. The system may already be in operation or
placed into operation and monitored in the safety assurance process, If the
process owner decides the risk is not acceptable, the SRM process continues
with the development of risk controls.

Risk assessments must include the levels of management with the authority to
make risk acceptance decisions to decide what is or is not an acceptable risk
for the systems within their area of operational responsibility. For example,
dispatching a flight that presents a medium or high risk might require the
Chief Pilot or DO to approve or authorize the flight. For large-scale
operational decisions, the accountable executive may be the only appropriate
person to make these risk acceptance decisions. Thus, the person responsible
for making these risk acceptance decisions will depend on the scope of the
proposed change to the operation and the leve! of risk presented to the
aviation organization.

It is important to remember that the likelihood and severity do not refer to the
hazard but of a potential occurrence (accident or incident) related to the
hazard. The method utilized is not important, but the process owners must be
knowledgeable on how to utilize the aviation organization’s documented
processes and procedures.

The outputs of this process could be recorded on paper or via an electronic
medium, such as a third-party software program or provider. One example is
WBAT,

Implementation Strategies. The following examples demonstrate ways
aviation organizations might choose to implement this requirement based on
where the aviation organization may fall on the spectrum of size or
complexity. The following arc examples only and are not the only ways the
requirements could be met.

In a small or lower complexity aviation organization, risk assessments could
be performed by the owner/manager (accountable executive) and/or other
employee(s) making the risk decisions, Risk acceptance would also probably
be conducted by this individual/group. While similar to a Flight Risk
Assessment Tool (FRAT), the risk assessment required by § 5.55 isto
determine if the residual and associated risks to the process are acceptable.
Quite often, a risk matrix is utilized to determine if any residual risk or
substitute risk are acceptable to the aviation organization. A FRAT would be
used to determine if conditions are acceptable for a specific flight to
commence. It is important not to confuse the purpose of these two distinctly
different tools and their application. Aviation organizations on the higher end
of the size or complexity spectrum may coordinate their SRM processes
across the divisional and geographic units of the organization to ensure
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integrated decision making and communication. Decisions involving multiple
Systems may require joint decision making among departments or managers
responsible for those systems.

Many organizations have standing committees made up of senior managers,
who are the decisionmakers, supported by working groups of technical
personnel. For example, the accountable executive could make
organization-level decisions, and department managers could make the
decisions for their process areas. A risk matrix may be useful to determine
who in the organization makes the risk decision, whether the risk is
acceptable, or what the priority is for mitigating risk,

3.4.6 Safety Risk Control.

3.4.6.1

3.4.6.2

References. Section 5.55(c) and (d).

Part 5 Requirement,

§ 5.55(c) and (d), Safety risk assessment and control.
Any person required to have an SMS under this part must:

(c) Develop and maintain processes to develop safety risk controls that are necessary as a result of
the safety risk assessment process under paragraph (b) of this section.

(d) Evaluate whether the risk will be acceptable with the proposed safety risk control applied
before the safety risk control is implemented.

3.4.6.3

3.4.6.3.1

3.4.6.3.2

Discussion. Aviation organizations must document their processes and
procedures for how risk controls should be developed/designed to control
identified hazards. The method used should be documented by the aviation
organization, and process owners must be trained to produce consistent
results. A typical risk control process is the acronym META, which stands for:
Mitigate the risk; Eliminate the risk; Transfer the risk; or Accept the risk.
While the method described here is an example, aviation organizations are
encouraged to develop or implement any method that works for their
organizational size and complexity.

After process owners understand the hazards and associated risks, if they
determine that the risk is unacceptable, they must design risk controls to
mitigate risks to an acceptable level by using a risk assessment process, as
specified in § 5.55(b). Examples of where new risk controls may be applied
include new processes, equipment, training, new supervisory controls, new
equipment or hardware, new software, changes to staffing arrangements, or
any number of other system changes. In short, risk controls could include
anything that would reduce the likelihood or severity of a potential
incident/accident.

The aviation organization must develop procedures requiring a system
analysis and hazard identification after the proposed risk control is developed.
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Once a proposed control has been determined and designed, process owners
need to determine if the level of risk is acceptable and if the proposed control
has introduced unintended consequences or new hazards. This is commonly
referred to as “substitute risk.” Section 5.55(d) requires aviation organizations
to evaluate whether the risk will be acceptable with the proposed safety risk
control applied. The risk that remains is often referred to as “residual risk.” If
it is not possible to completely remove risk from a process, the organization
must determine whether the residual risk is acceptable to the organization.

Implementation Strategies. The following examples demonstrate ways
aviation organizations might choose to implement this requirement based on
where the aviation organization may fall on the spectrum of size or
complexity. The following are examples only and are not the only ways the
requirements could be met.

In aviation organizations with a lower complexity or size, the risk control
process could be a documented activity performed by the owner/manager
(accountable executive) and/or other employee(s) designing and evaluating
the risk controls. It might be performed in conjunction (by the same
individual/group) with system analysis, hazard identification, risk analysis,
and risk assessment. Aviation organizations on the higher end of the size or
complexity spectrum may have the risk control process performed by a
member of management or SMS management representatives with a small
wotkgroup of organizational SMEs and stakeholders to design the risk
controls. There would be interdepartmental coordination before the controls
are implemented. After the control is approved, it is implemented and
documented through the organization’s publication system. Implementation of
risk contrels may include distribution of manual revisions and training of
organization personnel.

SRM Considerations for Small and Single-Individual Organizations.
SRM for single-individual organizations does not need to be overly complex.
In very small organizations, individuals across the organization should be
aware of the organization’s biggest risks and what actions are in place to
mitigate them,

SRM elements and their intended outcomes are the same regardless of the size
and complexity of an organization. The breadth and degree of analysis is
where a small organization or a single-individual organization will tailor the
processes to the size, complexity, and operating environment.

Small organizations should consider how their service providers and
contractors interact with the organization. Whetre are arcas that risk could be
introduced into the operations?

While there is no appreciable difference between the expected outcomes in a
single-individual organization versus a larger organization, how you store,
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communicate, and track aspects associated with risk management will vary
based on the size and complexity of the organization. For example, tracking or
storing SRM outputs could be accomplished by using worksheets that are
completed manually, computer spreadsheets, or commercial software, such as
WBAT.

In single-individual organizations, the accountable executive already has a
good idea of the core risks and any control measures that can easily be
applied. The accountable executive does not have to be or employ a risk
specialist, as they will most likely know the risks in the organization already,

Consider whether the SRM processes and procedures developed are simple
and work for the organization to actively look for safety issues. How does
your organization identify safety issues, from occurrence or incident reports?
In a small organization, is hazard reporting encouraged? In a single-person
organization, are you looking for and documenting hazards? Does the
organization maintain a good reporting culture? As mentioned in § 521, a
confidential reporting program is required for all organizations except
single-pilot, sole-individual organizations. In small organizations, it is quite
common for everyone to know everyone else’s business and could lead to a
failure to report safety-related issues. Having a nonreprisal policy in place
would encourage the reporting of hazards as employees would be assured
their concerns are valued. Does the aviation organization have a hazard log
and, mere importantly, is it used?

Consider the process for identifying what could happen as a result of each
safety issue and assessing the consequence and likelihood. Is there a risk
assessment tool and is it used? s it appropriate? Does the process determine
acceptable risks? A risk matrix may be useful, but in a very small
organization, it may not be necessary.

SRM Example, Flyslow Aviation initiates the SRM processes due to an
employee report identifying a hazard: an uncalibrated tool issued to a
technician. This was in response to a report sent through the safety assurance
employee safety reporting system (§ 5.71(a)(7)).

The tool room process owner starts by conducting a system analysis

(§ 5.53(b)) on the calibrated tool control process by identifying the various
interfaces with the procedure. The process owner also looks for areas where a
hazard might exist (§ 5.53(c)). Once potential areas where mistakes (hazards)
could occur, the process owner conducts a risk assessment (§ 5.55(b)) using
Flyslow Aviation’s risk matrix. By identifying the likelihood of uncalibrated
tools being issued and the severity of a potential failure where uncalibrated
tools were used, the process owner determines the risk is moderate due to the
criticality of the tasks the technicians using the tools are completing. The
process owner, remembering their training, uses a risk matrix to determine the
potential risk of the uncalibrated tool being used. As risk is a composite of
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likelihood and severity and since uncalibrated tools have been issued to
technicians previously, the process owner considers this a likely occurrence.

3.46.6.2 Flyslow Aviation’s management, process owners, and employee
representatives work together to develop risk controls (§ 5.55(c)) to prevent
future issuance of uncalibrated tools to employees. Brainstorming identifies
several methods they can use to enhance existing processes. These include a
complete audit and verification of the online tool tracking software to ensure
all information is entered correctly. A review of calibrated tool expiration
dates will be accomplished at the start of each shift to ensure any tools that
may have expired are removed from use. Signs will be designed and posted in
the tool room reminding the technicians to double check the calibration dates
on tools prior to use, and management will be provided with talking points to
use during routine employee meetings to ensure everyone is aware of the need
to verify the calibrated tool dates,

3.4.6.6.3 The aviation organization reviews the proposed risk controls and determines
the revised procedure is acceptable before implementation (§ 5.55(d)).

3.4.7 Hazard Notification.

3.4.71 References. Section 5.57.

3.4.7.2 Part 5 Requirement,

§ 5.57, Notification of hazards to inferfacing persons.

If a person required to have an SMS under this part identifies a hazard in the operating environment, the
person must provide notice of the hazard to any interfacing person that, to the best of the person’s
knowledge, could address the hazard or mitigate the risk. For the purpose of this section, interfacing
persons are those that contribute to the safety of the certificate or Letter of Authorization holder’s
aviation-related products and services.

3.4.7.3  Discussion. The SMS should be designed to work in parallel with other
aviation organizations, with or without an SMS, to encourage hazard
information sharing with one another when safety issues are identified through
their respective SMS processes and procedures. This section requires aviation
organizations to notify the organization responsible for addressing the hazard
of its existence and need for mitigation to ensure that all potentially affected
entities are made aware of issues so they can analyze the risks and take
appropriate actions to address the hazard.

3.4.74  Implementation Strategies. Aviation organizations must provide hazard
netifications to interfacing organizations that, to the best of their knowledge,
could address a hazard or mitigate the hazard’s risk (§ 5.57). This requirement
limits hazard notifications only to those interfacing organizations that
contribute to the safety of the products ot services you provide.
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3.4.7.4.1 Per § 5.3, a hazard is defined as “a condition or an object that could
foreseeably cause or contribute to an incident or aircraft accident.” Reporting
under § 5.57 should only occur for issues you have identified as hazards, and
the report should only be provided to the interfacing organization you believe
can best address the hazard or mitigate its risk. Section 5.57 does not require
the reporting of concerns that are not hazards (e.g., commercial issues
between companies) as the intent of § 5.57 is to facilitate timely sharing of
safety information.

3.4.7.4.2 In single-individual organizations, to meet the requirement of § 5.97(a), it is

recommended to retain outputs of your hazard information sharing for no less
than 24 calendar months.
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Figure 3-1. Hazard Notification Process

Start:
Hazard Notification Process.
Complete foreach identified hazard

Step 1:Is there an
extemal organization
that could address the
hazard or mitigate its .
tigk?

. Stop:
Hazard notification is not required. /

Step 2: Does the
extemal orpanization
contribute to the
safety of the product
Of Seivices you .
provide?

NO Stap:
) Hazard notification is not required.

Step 3: Provide a notification of
the hazand to the external
otganization. (Remove propristary
or confidential information)

3.4.7.4.3 Details for each step of the hazard notification process are:

Start: Complete the following steps for each hazard that is identified through
your SRM processes,

Step 1: Is there an external organization (interfacing person) that, to the best
of your knowledge, could address the hazard or mitigate its risk? If the answer
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is *yes,” go to step 2. If the answer is “no,” notification is not required for this

hazard.

Note: This decision may occur at any time while the hazard is being
assessed through the SRM steps (§§ 5.51, 5.53, and 5.55).

Step 2: Does the external organization (interfacing person) directly contribute
to the safety of the aviation-related products and services you provide? If the

answer is “yes,” go to step 3. If the answer is “no,” notification is not required
for this hazard.

Note: Competitors or customers will not typically be an external
organization (interfacing person) requiring a hazard notification
because they do not contribute to the safety of the products or services
you provide.

Step 3: Provide a notification of the hazard to the external organization.

Note: Only provide information about the hazard to the external
organization. Confidential or proprietary information may be removed
from the hazard notification {e.g., how the hazard was identified or
risk controls put in place to address the hazard). You may use a
nondisclosure agreement or other contract if you determine that the
hazard notification cannot be provided without disclosing confidential
or proprietary information.

Hazard Notification Example. The following example demonstrates how
hazard notification in accordance with § 5.57 should occur between an airline
operator with an SMS, an aircraft manufacturer with an SMS, and a Technical
Standard Order (TSO) article manufacturer that is not required to have an
SMS.

Flyslow Aviation received an employee report from a pilot stating that the
aircraft flight management system (FMS) deviated from the expected
approach at a particular airport. The flight crew noticed the deviation and
corrected the flight path for a safe landing, Flyslow Aviation’s SMS classified
this employee report as a hazard because the airport is surrounded by
high-elevation terrain. Although this incident occurred during the daytime and
in visual meteorological conditions (VMC), management determined that if
the same issue occurred during a night landing or instrument meteorological
conditions (IMC), the aircraft could be turned toward terrain without detection
by the flight crew, foreseeably resulting in an accident.

Flyslow Aviation followed its hazard notification process and decided that the
aircraft manufacturer was the best organization to mitigate the risk (step 1).
Flyslow Aviation also decided that the aircraft manufacturer contributed to the
safety of the services provided by Flyslow Aviation (step 2). Flyslow Aviation
provided the following hazard notification to the aircraft manufacturer
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(step 3): “Aircraft model Alpha-1 (serial number 225) performed a wrong turn
at waypoint YAYGO on XYXYX TWO ARRIVAL (RNAV) approach to
airport KXYZ,”

The aircraft manufacturer received the hazard report and began an
investigation of the issue per § 5.71(a)(8). The aircraft manufacturer followed
its hazard notification process and decided that the FMS database supplier was
the best organization to mitigate the risk (step 1). The aircraft manufacturer
also decided the FMS system supplier contributed to the safety of the aircraft
{step 2). The aircraft manufacturer provided the following hazard notification
to the FMS database supplier (step 3): “Alircraft with flight management
system model YZX performed a wrong turn at waypoint YAYGO on
XYXYX TWO ARRIVAL (RNAV) approach to airport KXYZ.”

No further action under § 5.57 is required by either Flyslow Aviation ot the
aircraft manufacturer. Both organizations have met the § 5.57 hazard
notification requirements in this example. Other regulatory notification
requirements (such as part 121, § 121.703 or part 135, § 135.415) which
require service difficulty reporting must still be complied with.

3.5 SubpartD, Safety Assurance.

3.5.1 Monitoring of Operational Processes.

3.5.1.1

3512

References, Sections 5.71(a)}(1), 121.703, 121.705, 135.415, 145.107(2)(4),
and 145.211.

Part § Requirement,

§ 5.71(a)(1), Safety performance monitoring and measurement,

(a) Any person required to have an SMS under this part must develop and maintain processes and
systems to acquire data with respect to its operations, products, and services to monitor the
safety performance of the organization. These processes and systems must include, at a
minimum, the following:

(1} Monitoring of operational processes.

3.51.3

Discussion. Managers/process owners may monitor operational processes on
a day-to-day basis by directly supervising employee activities, monitoring
pilot currency, monitoring minimum equipment list (MEL) status, reviewing
pass down logs or Required Inspection ftem (RII) status, and performing other
supervisory actions. Monitoring also involves reviewing data that is collected
for operational purposes to look for anything of safety significance (e.g., duty
logs, crew reports, work cards, process sheets, and reports from the employee
safety feedback system). This may include monitoring products and services
from outside sources that are used in the aviation organization’s operations,
such as teardown reports, oil consumption, delay and cancellation reports, and
customer feedback forms.
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Implementation Strategies. The following examples demonstrate ways
aviation organizations might choose to implement this requirement based on
where the aviation organization may fall on the spectrum of size or
complexity. The following are examples only and are not the only ways the
requirements could be met.

[n small or lower complexity organizations, most of the
data/information-gathering for monitoring of operational processes will likely
occur as a normal business process by the management personnel

(e.g., accountable executive) who are directly involved in the day-to-day
operations, For example, regularly reviewing (e.g., weekly, monthly, or
quarterly) the flight dispaich logs and crewmember duty records is a form of
monitoring and could be conducted during the normal course of duties. Some
aviation organizations might utilize the line managers and departmental or key
management personnel to observe and review day-to-day activity, noting work
task inconsistencies and potential safety issues. Flight operations quality
assurance (FOQA) and Line Operations Safety Audit (LOSA) programs may
also be sources of information to monitor operations. Aviation organizations
on the higher end of the spectrum of size or complexity may involve multiple
levels of management, safety professionals, functional arca managers (such as
the DO, DOM, Chief Inspector, and Chief Pilot), trained auditors/analysts,
and teams/groups of line managers in the monitoring of operational processes.
Operational processes may need to be coordinated across adjacent work
function boundaries, so effective monitoring may also need to be coordinated.

3.5.2 Monitoring of Operational Environment.

3.5.2.1

3.52.2

References. Section 5.71(a W2

Part 5 Requirement.

(a)

§ 5.71(a)(2), Safety performance monitoring and measurement,

Any person required to have an SMS under this part must develop and maintain processes and
systems to acquire data with respect to its operations, products, and services to monitor the
safety performance of the organization. These processes and systems must include, at a
minimum, the following;

(2) Monitoring of the operational environment to detect changes.

3523

3.52.3.1

Discussion,

Aviation organizations need to understand their operaling environment so they
are able to monitor it for changes. Procedures should include how the
operating environment will be monitored and who will do the monitoring.
Organizational descriptions developed and annotated in operations
specifications (OpSpecs) or system analysis developed under § 5.53 establish
the context for monitoring the operational environment of the aviation
organization. Once the scope of the operational environment is defined, this
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section requires monitoring to assess changes that could impact aviation
safety.

Processes used will vary based on the size and complexity of the organization
and the aviation service the organization provides or supports. Monitoring of
the operational environment involves practices that are similar to those of
monitoring operational processes. For example, seasonal weather conditions
may require aviation organizations to change their scheduling, routes, and
aircraft utilization.

Considerations for Small and Single-Individual Organizations. Small or
single-individual organizations might keep a log tracking operational issues or
deviations from existing processes and procedures. This information could be
used to detect changes in the operating environment. Information sharing with
other organizations could also provide input to changing operational
environments.

3.8.3 Auditing of Operational Processes and Systems.

3531

3.5.3.2

References. Sections 3.23(a}(2)(if), 5.71(a)(3), 145,205(a), and 145.215.

Part 5 Requirement,

§ 5.71(a)(3), Safety performance monitoring and measurement.

(a) Any person required to have an SMS under this part must develop and maintain processes and
systems to acquire data with respect fo its operations, products, and services to monitor the
safety performance of the organization, These processes and systems must include, at a
minimurm, the following:

(3) Auditing of operational processes and systems.

3.53.3

3.533.1

Discussion.

Audits are a means of collecting data to confirm whether or not actual
practices are being followed within a department. Audits typically involve the
operational management and process owners responsible for the system(s)
being audited. Organizations should develop procedures for auditing that
describe the audit process, criteria, scope, frequency, method for selecting
auditors, and methods of documentation and recordkeeping. Audit planning
should take into account the safety criticality of the processes to be andited
and the results of previous audits. Auditors should not audit their own work
but may audit the work of others around them in the same department. Audit
procedures should include the responsibilities and expectations for planning
and conducting audits, reporting the results of audits, and maintaining records
of audit results and include processes for auditing contractors and vendors, as
necessary. These audits should include monitoring risk controls to ensure they
are performing as designed and no new hazards have been introduced into the
system.
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The results of audits can be recorded in paper format (¢.g., a common
logbool-style binder) or in electronic media (c.g., a desktop spreadsheet
program or a program such as WBAT).

Implementation Strategies. The following examples demonstrate ways
aviation organizations might choose to implement this requirement based on
whete the aviation organization may fall on the spectrum of size or
complexity. The following are examples only and are not the only ways the
requirements could be met.

In smaller or lower complexity aviation organizations, the auditing process
could be carried out periodically by the accountable executive/owner, key
management person, or a trained employee as a collateral duty. Audits may
also be carried out as a subfunction of normal business processes. For
example, comparisons of deferred maintenance logs and repair part receipts
are a form of safety auditing that are probably already accomplished routinely.
Aviation organizations on the higher end of the spectrum of size or
complexity may utilize divisional auditors to conduct the auditing processes.
These aviation organizations may already have safety and safety/quality
auditors who perform this function.

Considerations for Small and Single-Individual Organizations. A
single-individual organization should review their records on a defined
interval to look for trends in operational performance that could identify
ineffective processes and procedures.

3.5.4 Evaluation of SMS and Operational Processes and Svstems.

3.54.1

3.54.2

References. Sections 5.25(¢)(3) and 5.71(a)4).

Part 5 Requirement.

§ 5.71(a)(4), Safety performance moniforing and measurement,

(a) Any person required to have an SMS under this part must develop and maintain processes and
systems 1o acquire data with respect to its operations, producis, and services to monitor the
safety performance of the organization. These processes and systems must include, at a
minimurm, the following:

(4) Evaluations of the SMS and operational processes and systems.

3.54.3

Discussion. An evaluation is typically an independent review of the
organization’s processes, procedures, and systems. The evaluation process
builds on the concepts of audit and inspection. Evaluations are internal
oversight tools that provide the accountable executive with a snapshot of the
safety performance of the aviation organization’s operational processes,
systems, and SMS processes. The evaluation should include all available data
about the organization, including information from the audits conducted by
the operational management and/or process owners.
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Evaluations performed at planned intervals help the aviation organization’s
management determine if its safety management methods and practices are
meeting the safety objectives and expectations documented in the safety
policy. Evaluation planning should consider the safety criticality of the
processes that are being evaluated and the results from previous evaluations,
The scope, content, and frequency of evaluations should be based on the
organization’s need for information to assess the health of operational
processes and the SMS. Aviation organizations also need to define criteria for
selecting evaluators.

The results of evaluations can be recorded in a paper or electronic medium,
such as in a common logbook-style binder, an electronic file folder, or a
secure email account,

Implementation Strategies. The following examples demonstrate ways
aviation organizations might choose to implement this requirement based on
where the aviation organization may fall on the spectrum of size or
complexity. The following are examples only and are not the only ways the
requirements could be met.

In a small organization, the evaluation process could be carried out
periodically by the accountable executive/owner. In larger organizations,
evaluations could be performed by a key management person or designated
employees as a collateral duty. The process could be accomplished by the
Director of Safety (DOS) or the safety department on a monthly, quarterly, or
other periodic basis, as determined by the information needs of the
accountable executive or other senior management decisionmakers.

Aviation organizations on the higher end of the spectrum of size or
complexity may accomplish evaluations by utilizing a safety department or an
Internal Evaluation Program (IEP) office on a quarterly, annual, or other
periodic basis, as determined by the information needs of the accountable
executive or other senior management decisionmakers. Many part 121 and
some part 135 organizations have IEPs, and their outputs can be integrated
into the SMS. Analysis of evaluations is typically performed by a safety
department. The resulting data would be acted on by the appropriate
operational department with the safety department managing the data and
assisting the responsible process owners in resolving identified issues. Most
large organizations have standing management committees that consider
results of evaluations and any corrective action needed.

Considerations for Small and Single-Individual Organizations.

A single-individual organization should review their records on a defined
interval to look for trends in operational performance that could identify
ineffective processes and procedures.
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3.5.5 Investigation of Incidents and Accidents.
3.55.1  References. Section 5.71(a)(5).

3.552  Part5 Requirement.

§ 5.71(a)(8), Safety performance monitoring and measnrement.

(a) Any person required to have an SMS under this part must develop and maintain processes and
systems to acquire data with respect to its operations, products, and services to monitor the
safety performance of the organization. These processes and systems must include, ata
minimum, the following:

(5) Investigations of incidents and accidents.

3.55.3  Discussion. Investigations should be treated as an opportunity for
organizational learning to prevent a repeat of errors and/or change
organizational processes so that mistakes do not recur.

3.5.5.3.1 Aviation organizations need to define the types of incidents and accidents that
require investigations. Part 5 only requires incidents and accidents that
directly affect the aviation product or service be investigated.

3.583.2 Processes used will vary based on the size and complexity of the organization
and aviation service the organization provides or supports. Investigations
should focus on what went wrong rather than who caused the error and
emphasize improvement of safety performance. To the extent permitted by
law, the organization should include data, if available, from outside sources,
such as the FAA or National Transportation Safety Board (NTSB)
investigations.

3.55.3.3 Implementation Strategies. The following examples demonstrate ways
aviation organizations might choose to implement this requirement based on
where the aviation organization may fall on the spectrum of size or
complexity. The following are examples only and are not the only ways the
requirements could be met.

3.553.4 Insmaller or less complex aviation organizations, investigations can be
conducted by the accountable executive or assigned employees. Investigations
can be conducted by a safety department with additional assigned line
personnel providing technical expertise. Aviation organizations on the higher
end of the spectrum of size or complexity may have safety teams with
specialized disciplines conduct the investigations. The results of investigations
can be recorded in paper or electronic medium (e.g., in a common
logbook-style binder, an electronic file folder, or other electronic system, such
as WBAT or another suitable system).

3.554  Considerations for Small and Single-Individual Organizations.
Investigation is a necessary activity within any SMS, regardless of the
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organization’s size. If, as a single-individual organization, you do not have the

knowledge or experience to develop a process to conduct investigations,

consider using industry resources outside of your organization or contracting
services from a third-party provider. As a one-person organization, you know

exactly how it operates. With a sound documented process to conduct an

investigation, you should be able to come up with relevant conclusions as long

as you remain objective,

3.5.6 Investigation of Potential Noncompliance.

3.5.6.1 References. Section 5.71(a)(5).

3.5.6.2  Part 5 Requirement.

§ 5.71(a)(6), Safety performance menitoring and measurement.

(a)

Any person required to have an SMS under this part must develop and maintain processes and
systems to acquire data with respect to its operations, products, and services to monitor the

safety performance of the organization. These processes and systems must include, at a
minimum, the following:

{6) lnvestigations of reports regarding potential non~compliance with regulatory standards or
other safety risk controls established by the person through the safety risk management

process established in subpart C of this part.

3.5.6.3 Discussion.

3.5.6.3.1 This subject is very similar to § 5.71(a)(5) in that the focus of the

investigation should reveal information that, when utilized correctly, will

identify system deficiencies that led to a noncompliance with regulatory

standards or other safety risk controls. It is not as important to identify “who

did it” as it is to determine why it happened. Within this process, it is

important to distinguish between errors and intentional/willful noncompliant
actions, Investigations of reports regarding potential noncompliance with
regulatory standards or of inadequate safety risk controls established by the
aviation organization must be mitigated through the organization’s corrective
action process as required by § 5.75. Instances of noncompliance with an FAA

regulation may be reported through the Voluntary Disclosure Reporting
Program (VDRP), where applicable. For instances involving individual

employee noncompliance with FAA regulations, these employees may use an

Aviation Safety Action Program (ASAP), if one is available.

3.5.6.3.2  An SMS does not relieve aviation organizations from other regulatory

requirements. This alse includes documented processes and procedures that
may be contained in maintenance manuals or Aircraft Flight Manuals (AFM)

or that are organization specific.
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Implementation Strategies. Methods of conducting investigations of
potential noncompliance can be accomplished in a manner similar to that for
investigations of accidents and incidents.

3.5.7 Confidential Emplovee Reporting System.

35871

3.5.7.2

References. Sections 5.21(a}(4) and 5.71{a}7).

Part 5§ Requirement,

§ 5.71(a)(7), Safety performance monitoring and measurement.

(8} Any person required to have an SMS under this part must develop and maintain processes and
systems to acquire data with respect to ifs operations, products, and services to monitar the
safety performance of the organization. These processes and systems must include, at a
minimum, the following:

(7) A confidential employee reporting system in which employees can report hazards, issues,
concerns, occurrences, incidents, as well as propose solutions and safety improvements,
without concern of reprisal for reporting.

3.5.7.3

3.5.73.1

3.5.7.3.2

35733

Discussion. The data-gathering process should include information provided
by the workforce. Frontline employees are in the best position to observe
aspects of the operation or environment that are not expected and may not be
included in audits or evaluation protocols. In this respect, employee reporting
systems can f1ll important gaps in the organization’s data collection process,

Open communication is a key component of a successful SMS. A robust
employee reporting system is a critical part of this communication concept.
Aviation organizations must have documented processes and procedures for
employee reporting. The methods utilized could be an ASAP for employees
covered by a memorandum of understanding or computer-based reporting for
employees not covered by an ASAP. Smaller organizations could be part of a
community organization working with a managed employee reporting
program. The important thing is all employees in an aviation-related position
must have a means of reporting hazards and issues they come across in their
normal duties.

Part 5 requires aviation organizations to establish confidential employee
reporting programs. Aviation organizations are not required to establish
anonymous reporting systems in order to comply with this requirement, In
fact, anonymous reporting has some disadvantages. While not prohibited by
the regulation, anonymous reporting does not allow the aviation organization
the ability to get additional information concerning the hazard or incident
since the ability to reach out to the reporter is lost.

Employees should not fear retribution for reporting issues to the organization

if those issues do not involve gross negligence or willful misconduct.
Employees should also be encouraged and have a means of providing
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proposed solutions to the issues raised. In order to be effective, an
environment in which employees feel comfortable reporting hazards, issues,
and concerns, as well as occurrences, incidents, etc., should be established.
This is known as a nonretributive culture or a just culture. The accountable
executive and management team need to encourage employees to report safety
issues and not fear reprisal from management as fong as the safety issues or
identified hazards are not based on an employee’s gross negligence or
deliberate misconduct. Policies that assure employees of fair treatment and a
nonreprisal reporting policy that establishes clear standards of behavior are an
essential part of the reporting process.

A key aspect of the confidential reporting system is that the submitter’s
identity is protected. Therefore, aviation organizations must define methods
for employee reporting and de-identification of sources without losing
essential information. As confidential reporting procedures are developed and
implemented, employees will begin to trust the organization to work toward
hazard identification and elimination of systemic problems. When employees
recognize the organization’s commitment to address employee reports, they
will be more willing to report safety concerns.

With a confidential reporting program, a trusted source who manages the
confidential reporting system hides the reporter’s identity from the process
owners responsible for addressing the identified hazard. If additional
information is needed, the trusted source could contact the reporter and
request the additional information needed for the investigation. With an
anonymous reporting program, any oppottunity to obtain additional
information is lost as the original reporter would remain unknown.

ASAPs can be used as part of the employee reporting system for the employee
groups covered by a memorandum of understanding that is established with
the implementation of an ASAP, However, the confidential employee
reporting system required by part 5 must include all employees in the
organization whose work directly affects aviation safety. Other methods of
employee reporting may include hotlines, suggestion boxes, or information
and forms for NASA ASRS. If WBAT is used, this system provides a portal
for ASRS reporting. ASRS provides certificated employees with limited
immunity in the form of waivers of sanctions for reported events with certain
restrictions. One problem with using ASRS as an organization’s employee
reporting program is that there is no transmittal to the organization when a
report has been filed and no opportunity to conduct an investigation.

Implementation Strategies. The following examples demonstrate ways
aviation organizations might choose to implement this requirement based on
where the aviation organization may fall on the spectrum of size or
complexity. The following are examples only and are not the only ways the
requirements could be met.
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An employee reporting system need not be highly sophisticated to be
effective. The employees might report a hazard either orally or in a note or
email to their supervisor. Several industry groups provide an employee
reporting program for small aviation organizations and provide management
and de-identification of information, They also provide access to other
de-identified reports so identified hazards can be integrated into the
participating aviation organization’s SMS. Aviation organizations on the
higher end of the size or complexity spectrum may have an existing online
employee reporting system or ASAPs for some employee groups. Data
collection for the reporting system can take many forms, from a simple
suggestion box to organizational websites or intranets or a dedicated email
address. Data management can be accomplished with a common desktop
spreadsheet, database software, or specialized software, such as WBAT.,

Considerations for Small and Single-Individual Organizations.

Single-pilot operations and single-individual organizations pose unique
situations when implementing an SMS, As a result of these factors, the
following regulatory section is excepted from the implementation
requirements for organizations with a single pilot who is the sole individual
performing all necessary functions in the conduct and execution related to, or
in direct support of, the safe operation of aircraft:

Section 5.71(a)}(7): A confidential employee reporting system in which
employees can report hazards, issues, concerns, occurrences, incidents, as well
as propose solutions and safety improvements, without concern of reprisal for
reporting.

Single-individual organizations are not required to have a confidential
reporting system; however, they should have a process for documenting and
managing hazards identified in the course of operations.

3.5.8 Hazard Notification.

3.5.8.1

3.5.8.2

References. Sections 5.57 and 5.71(2)(8).

Part 5 Requirement,

§ 5.71(a)(8), Safety performance monitoring and measurement.

(a) Any person required to have an SMS under this part must develop and maintain processes and
systems to acquire data with respect to its operations, products, and services to monitor the
safety performance of the organization. These processes and systems must inctude, at a
minimum, the following:

(8) Investigations of hazard notifications that have been received from external sources.
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Discussion.

When an aviation organization receives notification of a hazard from an
external source, they are required to evaluate the hazard utilizing the same
safety assurance processes as they would if they received a confidential
employee report. The hazard should be evaluated using the SRM processes,
and if the aviation organization determines the hazard would best bhe
addressed by an external organization, they must notify that organization by
utilizing their hazard notification process as required by § 5.57.

[t the aviation organization is best suited to address the hazard, they should
implement their SRM processes and procedures as defined in §§ 5.53
and 5,55,

3.59 Analvsis of Data.

3.59.1

3.5.9.2

References. Sections 5.25(c)(2), 5.71(b), and 145.209(dX(2).

Part 5 Requirement.

§ 5.71(b), Safety performance monitoring and measurement.

(b} Any person required to have an SMS under this part must develop and maintain processes that
analyze the data acquired through the processas and systems identified under paragraph (a) of
this section and any other relevant data with respect to its operations, products, and services.

3593

3.3.9.3.1

35932

3.593.3

Discussion. Analysis involves examining data acquired from various sources
as specified in § 5.71(a) in order to make inferences about the safety
performance of operational systems and the SMS. It is common for
organizations to treat each employee report, audit finding, or investigation in
isolation. Often, system problems may not be seen if data points are examined
in isolation. Thus, analysis processes should also look across individual
reports and among various data sources for patterns or trends. The following
s a starting point for developing and maintaining a process for analyzing data
acquired through the data acquisition processes.

Establish the Context. Understand the safety performance objectives of the
system, operations, and SMS. For system impacts and to analyze risk controls
developed under SRM, process owners would also need to review the system
analysis conducted under SRM.

Identify the Objective of the Analysis. What is being analyzed: the safety
performance of a system or an operation or the SMS itself?

Secure Appropriate Data. Section 5.71(a) provides a framework for data
sources. The data needed may be already on hand, or additional
data-gathering, such as conducting a special audit with focus on a specific
problem, may be needed.
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Select an Appropriate Data Analysis Method. Analysis need not be
sophisticated to yield valuable results. For example, analysis of employce
reports or qualitative analysis by SMEs may be the best method. If desired,
several classification systems exist to help convert subjective, qualitative data
into quantitative data for tracking and trend analysis. For routine reporting,
analysis may consist of tracking such things as dispatch reliability per month,
system or part failure rates, crew utilization/duty time, and events such as
minor incidents, diversions, and precautionary engine shutdowns.

Recommendation. At this point, the individual conducting the analysis may
compare performance against relevant organizational safety objectives. Unless
the decisionmaker is personally conducting the analysis, an assessment
recommendation may be made. In the case that a potential regulatory violation
is discovered during analysis, the aviation organization may initiate a
self-disclosure under voluntary reporting procedures.

Documentation. Prepare reports and records in a format appropriate to the
operation,

Note: The outputs from data analysis could be recorded in a simple
recording medium (e.g., a notebook, paper files, a common desktop
software, specialized systems, or a third-party sofiware, such as
WBAT).

Implementation Strategies. The following examples demonstrate ways
aviation organizations might choose to implement this requirement based on
where the aviation organization may fall on the spectrum of size or
complexity. The following are examples only and are not the only ways the
requirements could be met.

In a single-individual aviation organization, data acquisition may consist of
making notes about how things did not go as planned, how communications
were compromised at low altitude in certain flight route segments, etc. This
data could be reviewed on a regular basis (perhaps monthly or quarterly).
Hazards could be analyzed in SRM, and mitigating actions could be recorded
as changes to procedures, minimum performance requirements, etc. are
identified. Aviation organizations on the higher end of the size or complexity
spectrur may have the DOS or other individuals conduct the analysis of data.
This information would be shared with other departments and management
during regularly scheduled mectings, Operational departments may have their

‘own data analysis group reviewing data and analyzing the data by SMEs

within the respective department, possibly supported and coordinated by a
safety department.

Considerations for Small and Single—Individuai'Organizations. Ina
single-individual organization, the accountable executive will perform this
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function. In a small organization, this may be accomplished by another
member of management,

3.5.10 Safety Performance Assessment (SPA).
3.5.16.1 References. Sections 3.23(a)(2)(ii), 5.25(b)(1), and 5.73.
3.5.10.2 Part 5 Requirement.
§ 8.73, Safety performance assessment,

(a) Any person required to have an SMS under this part must conduct assessments of its safety
performance against its safety objectives, which include reviews by the accountable executive,
to:

(1} Ensure compliance with the safety risk controls established by the person.

(2) Evaluate the performance of the SMS.

(3) Evaluate the effectiveness of the safety risk controls established under § 5.55(c)and
identify any ineffective controls.

(4) Identify changes in the operational environment that may introduce new hazards.

(5) ldentify new hazards.

(b) Upon completion of the assessment, if ineffective controls or new hazards are identified under
paragraphs (2)(2) through (5) of this section, the person must use the safety risk management
process described in subpart C of this part.

3.5.10.3  Discussion. Under § 5.71, the aviation organization is required to collect and
review safety performance data. This is typically conducted by the process
owner of the area being reviewed. Analysis takes place, and informed decision
making occurs. When developing SPAs, it is important to ensure the process
is appropriate for the size of the organization. The SPA process should
consider who makes the decisions regarding whether the organization’s safety
performance is effective and whether the organization is meeting its safety
objectives and expectations that are identified in the safety policy required by
§ 5.21. When reviewing the aviation organization’s goals and objectives, it is
important to determine if the expected result is being achieved. The
conclusions of the SPAs are reported to the accountable executive, who
possesses ultimate authority to act on such conclusions, as necessary,

3.5.10.3.1 This requirement does not define a specific interval, but the assessments
should be accomplished at a frequency to permit a change in processes or
procedures to better align the organization to meet the safety objectives.
Aviation organizations must define the SPA review frequency in their
processes and procedures. A small organization will likely conduct less
frequent reviews as opposed to a larger organization. The assessment and
review frequency should be sufficient to monitor activities so changes can be
made in a timely manner.

3.5.10.3.2 The aviation organization must develop processes and procedures to ensure
the SMS is working as designed. It should be generating appropriate data to
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aid in identification of hazards and changes in the operational environment. It
should also aid process owners in determining if any ineffective processes or
procedures are in their areas of responsibility. Processes should be developed
to update the SMS if any areas of deficiencies are noted. The SMS should
provide information for proactive risk management.

This section also requires evaluating the effectiveness of safety risk controls
developed to address any known hazards in the operational environment, Any
new hazards identified in the assessment would need to be evaluated using the
SRM processes in §§ 5.53 and 5.55.

Section 5.97(a) requires aviation organizations to retain outputs of their SRM
processes as long as the risk controls are relevant to the operation. This is a
good place to start when developing areas that should be monitored to ensure
the risk controls remain effective.

Assessments can have one of the following general outcomes:

1. Performance is acceptable and objectives are being met.

2. Performance is not acceptable, and analysis suggests that the problem lies
with conformity of either the regulations or organizational policy and
procedures ot the necessary resources have not been provided. In the event
this occurs, corrective action under § 5.75 would be warranted.

3. Conformity with the risk controls and regulations or organizational policy
and procedures appears to be satisfactory; however, desired results are not
being obtained. In the event that this occurs, the SRM processes would be
triggered.

4. New hazards or changes to the operational environment are discovered.
This may be due to new hazards having arisen since the system was
designed or discovery of factors that were overlooked. In this case, as in
the previous case, the SRM processes must be followed.

The resulis of assessments can be recorded in a paper or electronic medium
(e.g., in a common logbook-style binder, electronic file folder, common
desktop software, specialized system, or third-party software program, such as
WBAT).

Implementation Strategies. The following examples demonstrate ways
aviation organizations might choose to implement this requirement based on
where the aviation organization may fall on the spectrum of size or
complexity. The following are examples only and are not the only ways the
requirements could be met.

As an organization grows in size, it is normal to have additional personnel
performing safety, quality, or internal evaluation functions. An SMS does not
change the number and types of personnel in these situations as much as it

3-56



5/21/24 AC 120-92D

may change the way in which these persons and organizations work and
interact, For example, in a small or lower complexity aviation organization,
safety performance and assessment could be a documented activity performed
by the accountable executive or a coordinated activity between the
accountable executive and other operational managers, supported and
coordinated by the DOS if the organization has this position, Risk acceptance
would also normally fall to managers within this group. Aviation
organizations on the higher end of the size or complexity spectrum may have
the accountable executive, division vice presidents, and other defined leaders
or process owners conduct the SPA, At each level, the organization would
define who is responsible for making risk acceptance decisions and what
actions should be taken to either correct the problem or design new risk
controls. Larger organizations typically have standing management
committees at the functional organization level (e.g., tlight operations,
technical operations/maintenance, in-flight services, and dispatch/operational
control) and a second body at the corporate level to ensure integration,
coordination, and review by the accountable executive.

3.3.10.5 Considerations for Smali and Single-Individual Organizations. For
single-individual organizations, an internal review (a self-assessment) may be
as effective as a formal audit. Networking with other similar organizations and
sharing safety information may provide insights into vulnerabilities that may
exist in the organization’s processes and procedures. In small organizations,
the reactive data gathered may not be statistically significant due to small
sample sizes. This can be managed by looking beyond the data within your
own organization. Where available, include data from industry organizations
and associations, related industries, regulatory bodies, and safety boards.

3511 Continuous Improvement.

3.3.11.1  References. Sections 5.25(b)(5) and 5.75.

3.511.2 Part 5 Requirement.

§ 8.75, Continuocus improvement,
Any person required to have an SMS under this part must establish and implement processes to correct
safety performance deficiencies identified in the assessments conducted undet §5.73.

3.5113 Discussion. The final step within safety assurance is continuous improvement,
This process is designed to ensure that the aviation organization corrects
substandard safety performance identified during the SPA in order to
continuously improve safety.

3.5.11.3.1 In general, the corrective action process required by § 5.75 is triggered when
an aviation organization’s employees are not utilizing the established risk
controls that are integrated into a developed and implemented process or
procedure. It is not always necessary to conduct a new safety risk analysis as
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these deficiencies are typically employee performance-based and do not rise
to the level of requiring initiating SRM processes. Quite often, retraining or
counseling employees as to the need to follow processes and procedures is
sufficient. The key is determining if the problem identified is systemic or
employee related.

If the aviation organization has previously evaluated the process and
procedure and determined the risk controls are effective but not properly used,
the assessment should attempt to determine why the employee failed to follow
the designed process. For example, if it has been found that an Airworthiness
Directive (AD) has not been applied to a particular aircraft, the only correct
action is to comply with the risk conirol (in this case, the AD), as that is
required by regulation (14 CFR part 39, § 39.7), and an organization does not
have discretion to take an action that violates a regulatory requirement. If the
organization determined that the AD was missed due to an employee failing to
input the records correctly into the tracking software, additional training of the
employee may be an appropriate corrective action,

Implementation Strategies. Continuous improvement decision making is an
output of the SPA process. Therefore, corrective actions discussed during the
assessment apply to continuous improvement activities, The managers,
cominittees, or working groups that make assessment decisions for the
aviation organization would also determine the appropriate corrective actions
based on the situation.

Safety Assurance Example, Flyslow Aviation becomes aware of an
uncalibrated tool being issued to a technician through their confidential
employee reporting program (§ 5.71(a)(7)). During a review of the tool
contrel program, the process owner recognized this could be a potential
noncompliance with regulatory standards’ (§ 5.71(a)(6)) and uses the VDRP
to notify Flyslow Aviation’s FAA Certificate Management Team (CMT) of
the incident.

An investigation of the calibrated tool program is initiated as required by

§ 5.71(a)(3). Records of previous audits (§ 5.97(b)) were reviewed for any
previous calibrated tool findings. It was noted during the records review and
interviews with employees that the tool room changed from a manual
calibrated tool tracking system to a computer-based tracking system since the
previous audit occurred.

Uncalibrated tools being issued to employees is identified as a new hazard
(§ 5.73(c)). Flyslow Aviation initiates their SRM process as required by
§ 5.51(d). A discussion of the SRM process is located in paragraph 3.4.6.

7 The use of calibrated tools is regulatory under 14 CER part 43, § 43.13 and §§ 121.369(b)(5), 135.427(b)(5)Y,

and 145,109(b).
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Once acceptable risk controls are developed and implemented using their
SRM processes, Flyslow Aviation establishes a new objective to reduce the
issuance of uncalibrated tools and adds a requirement to track calibrated tool
control under § 5.73(a)(3) to ensure the developed risk controls are
functioning as designed. The process owner regularly reviews the data
acquired through their safety assurance monitoring processes and evaluates
the effectiveness of the changes to the calibrated tool program.

After a defined period of monitoring the tool tracking process, Flyslow
Aviation determines the risk controls are working as designed as therc have
been no further instances of uncalibrated tools being issued to technicians.
They close out the special audit and monitoring of this risk control for their
calibrated tool program.

3.6 Subpart E, Safety Promotion.

3.6.1 Competencies and Training.

3.6.1.1

3.6.1.2

References. Scction 5.91.

Part 5 Requirement,

§ 5.91, Competencies and training.

Any person required to have an SMS under this part must provide training to each individual identified
in § 5.23 of this part to ensure the individuals attain and maintain the competencies necessary to perform
their duties relevant to the operation and performance of the SMS,

3.6.1.3

3.6.1.3.1

Discussion. Aviation organizations are required to provide initial safety
training for employees so they can perform their SMS-related duties. Training
should be specific to employee roles and responsibilities with regard to their
duties associated with the maintenance of the SMS. Training can take any
form or manner the aviation organization determines is acceptable when
considering the size and complexity of their operations. An example of this
could be all aviation-related employees must be trained on hazard reporting
processes and procedures while process owners would require additional
training in the SRM and safety assurance processes.

Recurrent training may also be necessary to reinforce skills to meet the
requirement for an employee to maintain competencies. For example, an
employee who is a process owner will probably need recurrent SMS training
(such as safety risk analysis, system evaluation, system asscssment, and data
mining, auditing, and inspections) where a baggage handler would only need a
refresher on how to use the confidential hazard reporting program. Intervals
for recurrent training are determined by the organization based on historical
and operational requirements. These intervals must be of sufficient frequency
to ensure employees maintain the competencies required.
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3.6.1.3.2 Competency is an observable, measurable set of skills, knowledge, abilities,

3.6.1.3.3

3.6.1.4

3.6.1.4.1

3.6.1.5

behaviors, and other characteristics that individuals exhibit as they
successfully perform work functions. Competencies are typically required at
different levels of proficiency depending on the work roles or occupational
function, Aviation organizations should establish competencies for all
employees commensurate with their duties relevant to the operation and
performance of the SMS. Competence can be assessed at the completion of
training by written, oral, or demonstration tests and then measured
periodically during the performance of that individual’s work by way of
petiodic evaluations or supervisor/management observations. As a part of
safety assurance, organizations should periodically review the training
program(s) to ensure those programs meet the objectives set out in the safety
policy.

It is the responsibility of all aviation organizations to determine their training
needs based on operational requitements. Management personnel specifically
designated by the accountable executive to ensure the SMS is fully
implemented may need to be trained first and may also need specialized
training to fulfill their responsibilities. Determining the organization’s training
needs starts with a careful review of the safety policy, processes, and
objectives. Everyone working within the scope of the SMS should receive
training commensurate with their position in the organization.

Implementation Strategies. The following examples demonstrate ways
aviation organizations might choose to implement this requirement based on
where the aviation organization may fall on the spectrum of size or
complexity. The following are examples only and are not the only ways the
requirements could be met.

Aviation organizations may choose to cither train their employees in house ot
contract the training to outside vendors. Whichever option is taken, the
training must be specific to the SMS and aviation activities conducted.
Training can be in person or virtual based on organizational needs. Training
should be modular so only the material pertinent to the position within the
organization is presented. For example, a maintenance technician might only
need to be trained on hazard reporting while a process owner would need to
understand the organization’s SRM processes and procedures. A small or
low-complexity organization with only a few employees would likely
complete online training to meet this requirement. Aviation organizations on
the higher end of the size or complexity spectrum could have a training
department that develops and conducts the training.

Considerations for Small and Single-Individual Organizations. The
knowledge and experience gained by a single individual developing the
organization’s SMS is likely sufficient to meet training requirements for the
organization. Ih a small organization, consider whether the safety manager or
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the individual assigned the associated duties (if there is one in a small
organization) has received SMS training,

3.6.2 Safety Communication.

3.6.2.1
3.6.2.2

References. Section 5.93.

Part 5 Requirement.

§ 5.93, Safety communication.
Any person required to have an SMS under this part must develop and maintain means for
communicating safety information that, at a minimum:

(a)

(b
(c)
(d)

Ensures that employees are aware of the SMS policies, processes, and tools that are relevant to
their responsibilities.

Conveys hazard information relevant to the employee’s responsibilities.

Explains why safety actions have been taken.

Explains why safety procedutes are introduced or changed.

3.6.2.3

3.6.2.4

3.6.24.1

3.0.2.5

Discussion.

Effective communication involves adjusting the content and manner in which
the information is delivered to match the employee’s role in the organization.
The accountable executive must ensure communication mechanisms are
available and are effectively used. The delivery system should be appropriate
to the size and complexity of the organization.

Safety policy and information could be provided as text, visual media

(e.g., posters or short videos), orally, or through examples. Communication
should be consistent and in a format that employees at each level can relate to
and be delivered using whichever media the organization utilizes. For
example, hazard communications regarding birds for flightcrew members
(regarding new bird strike avoidance techniques) may be in a “Notices™
section of the Flight Operations Manual (FOM) and may be reinforced by
recurrent training, Hazard communications made to line maintenance
technicians (regarding birds roosting and nesting in flight controls, auxiliary
power unit (APU) intakes, and engine cowlings) may be conveyed by posters
and changes to daily inspection procedures. Hazard communications
regarding birds made to ground service personnel may be in the form of
posters, videos, and demonstrations (cleaning and removing bird droppings
from windshields).

Implementation Strategies. The following examples demonstrate ways
aviation organizations might choose to implement this requirement based on
where the aviation organization may fall on the spectrum of size or
complexity. The following are examples only and are not the only ways the
requirements could be met.
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In smaller or lower complexity aviation organizations, communicating safety
considerations to employees may be simple and direct. For example, the
accountable executive could conduct regular all-hands/employee meetings,
such as “hangar talk sessions.” Additionally, communication could include
regular and periodic briefings to the employees, posting the status of safety
issues on bulletin boards, emails to employees, and face-to-face meetings with
division management teams. Aviation organizations with only a few
employees could utilize a required reading list consisting of material from
industry or other sources. The selected material would be applicable to the
operations conducted, Documentation of what was reviewed would meet the
requirements of § 5.97(d). Aviation organizations on the higher end of the
spectrum of size or complexity may utilize communication methods that are
more structured. Safety information may be distributed throughout the
organization by printed or electronic means or a combination of both.
Communication and feedback may be formalized in order to provide
information to individual employees as well as organization-wide information
for cross-boundary issues and/or common hazards. A tracking system may be
used to ensure that the appropriate safety messages are delivered to the
appropriate personnel, Information technology approaches, such as email
broadcasts or intranet websites, may be considered to facilitate directing the
flow of safety information and recording its accomplishment for evaluation
and auditing purposes.

Single-Individual Organizations.

Single-pilot operations and single-individual organizations pose unique
situations when implementing an SMS. As a result of these factors, the
following regulatory sections are excepted from the implementation
requirements for organizations with a single pilot who is the sole individual
performing all necessary functions in the conduct and execution related to, or
in direct support of, the safe operation of aircraft:

Section 5.93: Any person required to have an SMS under this part must
develop and maintain means for communicating safety information that, at a
minimum;:

(a) Ensures that employees are aware of the SMS policies, processes, and
tools that are relevant to their responsibilities.

(b) Conveys hazard information relevant to the employee’s
responsibilities.

(¢} Explains why safety actions have been taken.

(d) Explains why safety procedures are introduced or changed.

3.6.2.6.2 Single-individual organizations are not required to have a safety

communication process or procedure; however, they should consider the
methods they will utilize when sharing information with other aviation service
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providers they interface with. Methods used can be as simple or as complex as
the organization chooses, but they should be consistent. Maintaining a
“Journey Log” or “Unusual Occurrences” log may be useful for regular
review and reinforcement of safety concerns identified when performing the
aviation service. This will facilitate entering the occurrences into the safety
assurance component (§ 5.71) for tracking and resolution.

3.7 Subpart F, SMS Decumentation and Recordleeping,

3.71 SMS Documentation.

3.7.1.1

3.7.1.2

References. Sections 5.95 and 145.213.

Part 5 Requirement,

§ 5.95, SMS documentation.
Any person required to have an SMS under this part must develop and maintain the following SMS

documentation:

(ay Safety policy.
(b) SMS processes and procedures,

3.7.1.3

3.7.1.3.1

3.7.1.3.2

3.7.1.4

Discussion,

Part 5 does not require aviation organizations to develop and maintain an SMS
manual. All that part 5 requires an aviation organization to do is document
their SMS safety policy and SMS processes and procedures. How this is
accomplished is up to the aviation organization. Larger organizations are
likely to have an SMS manual whereas smaller organizations might use a
compliance statement or spreadsheet listing the part 5 requirements and how
the organization meets the requirements. SMS documentation may be
maintained either as hard copies or electronically. It may be contained in a
General Operations Manual (GOM) or Repair Station Manual (RSM) or any
other combination of documentation and manuals that is appropriate for the
organization. However, the documentation is maintained, the organization
should ensure it remains up to date.

The aviation organization should also implement a distribution system (if
needed) to ensure documents dealing with SMS processes and procedures are
promptly updated whenever there is a change.

Implementation Strategies. The following examples demonstrate ways
aviation organizations might choose to implement SMS documentation based
on where the aviation organization may fall on the spectrum of size or
complexity. The following are examples only and are not the only ways the
requirements could be met.
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3.7.1.4.1 In a small or lower complexity aviation organization, the owner/manager

{accountable executive) or designee may be responsible for maintaining and
distributing current versions of guidance documents. Documentation may
consist of a set of typewritten documents, spreadsheets, and forms that are
kept in file cabinets or binders. They may also use WBAT or other third-party
providers. Managers of medium-complexity organizations need the same type
of information to make decisions; however, the volume is typically larger than
that of a low-complexity organization and smaller than that of a
high-complexity organization. Aviation organizations on the higher end of the
size or complexity spectrum may institute documentation and recordkeeping
processes using WBAT, other third-party providers, unique software
applications, or development of new database tools to support risk reporting
and analysis. These organizations should examine existing tools and
infrastructure, as it is likely that these can be leveraged (modified) to meet
SMS requirements.

3.7.1.5  Considerations for Small and Single-Individual Organizations. While
single-pilot organizations are not required to maintain a manual system per
§ 135.21, they are still required to document their SMS safety policy and SMS
processes and procedures. How this is accomplished is up to the aviation
organization,

SMS Records,

3721 References, Section 5.97.

3.7.2.2  Part 5 Requirement.

§ 5.%7, SMS records.
Any person required to have ant SMS under this part must:

(a)

(®)
(c)
(d)

Maintain records of outputs of safety risk management processes as described in subpart C of
this part. Such records must be retained for as long as the control remains relevant to the

operation.

Maintain records of outputs of safety assurance processes as described in subpart D of this part.
Such records must be retained for a minimum of § years.

Maintain a record of all fraining provided under § 5.91 for each individual. Such records must
be retained for as long as the individual is employed by the person.

Retain records of all communications provided under § 5.93 or § 5.57 for a minimum of 24
consecutive calendar months.

3.7.2.3

Discussion. Organizations are required to retain documents associated with
the outputs of SRM processes for as long as the risk control remains relevant
to the operation. For SRM processes that do not result in any risk controls
being implemented or where risks are acceptable, aviation organizations are
not required to retain these documents. While part 5 does not require an
organization to retain a system analysis when no risk control is developed,
aviation organizations may find it useful to retain this analysis for future use.
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Part 5 requires documentation of risk assessments and risk controls and any
supporting data used in the SRM process be retained for as long as the risk
control remains appropriate for the operations. These outputs serve as
evidence of the organization reviewing the system and finding the associated
hazards and residual risks acceptable. Qutputs of the safety assurance
processes must be retained for a minimum of 5 years. Section 5.23 requires
the members of management and the accountable executive to review the
outputs of the SRM and safety assurance processes to ensure the effectiveness
of safety risk controls and that the SMS is functioning as designed.
Documentation showing the process owners and accountable executive have
reviewed these documents should also be retained. Training records must
show when the individual initially received training to attain the competencies
necessary for their position, Proof of recurrent training completion must also
be retained as documentation of maintaining the competencies required for
their position, Superseded recurrent training records must be retained in
accordance with the aviation organization’s record retention processes and
procedures for as long as the employee is employed by the aviation
organization. Records of safety communications and hazard information
sharing must be retained for a minimum of 24 consecutive calendar months.
Attendance rosters from meetings or training events also provide
documentation of employees that have received the safety communications.

Aviation organizations are required to retain the outputs of their SRM
processes. Seetion 5.97(a) requires maintaining these records for as long as
the associated risk control remains applicable to the current operational
activities. While not a regulatory requirement, it is a good policy to retain all
SRM documentation so work previously conducted can be reviewed by future
SRM workgroups. This has the potential of reducing duplicative work or
undoing existing risk controls,

Aviation organizations are also required to maintain records of their safety
assurance outputs and retain them for a minimum of § years. As with an SMS,
the process used for safety assurance outputs needs to be appropriate for the
aviation organization. A good practice would be to develop a method of
documenting who in the organization has reviewed the data. Other sections of
this part require a review of this data to ensure risk controls are working
properly and organizational objectives are being met; this would be an
appropriate way to meet this requirement,

Training records need to be retained for each individual in the organization
with duties and responsibilities under the SMS. These records must be
maintained as long as the individual is employed by the organization. There is
ne provision for purging SMS training records. SMS training records are in
addition to any other required training records from other parts. It is key to
ensure the process developed for record retention is appropriate for the size
and complexity of the aviation organization.
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Records of all safety communications are required to be retained for a
minimum of 24 consecutive calendar months. The process developed for
record retention should be appropriate for the aviation organization. As an
example, digital photographs of safety-related posters or signs in a
maintenance hangar could be retained as a record of the communication,
Read-and-initial files would also provide a record. Hangar talks and flight
crew alerts are also types of communications that would be retained. These
communications can be retained electronically or in paper format. The method
utitized should be appropriate to the size and complexity of the aviation
organization.

Implementation Strategies. The following examples demonstrate ways
aviation organizations might choose to implement this requirement based on
where the aviation organization may fall on the spectrum of size or
complexity. The following are examples only and are not the only ways the
requirements could be met.

In smaller or lower complexity aviation organizations, the owner/manager
(accountable executive) or designee may be responsible for maintaining
auditable records. Documentation may consist of handwritten records,
spreadsheets, and completed forms that are kept in file cabinets or binders.
Aviation organizations on the higher end of the spectrum of size or
complexity may identify an individual or small staff to coordinate document
maintenance and retention. This staff may use a combination of paper and
electronic media or a combination of both to administer the process. Some
records may be retained by department heads in accordance with a procedure
delegating this responsibility. Some aviation organizations may have a
dedicated records staff or department whose duties include document
distribution and records retention. Due to the size and complexity of the
organization, the use of technology is probably more pronounced.

Single-Individual Organizations. Single-pilot operations and
single-individual organizations pose unique situations when implementing an
SMS. As a result of these factors, the following regulatory section is excepted
from the implementation requirements for organizations with a single pilot
who is the sole individual performing all necessary functions in the conduct
and execution related to, or in direct support of, the safe operation of aircraft.

Section 5.97: Any person required to have an SMS under this part must:
{d) Retain records of all communications provided under § 5.93 or § 5.57
for a minimum of 24 consecutive calendar months.

Single-individual organizations are not required to have a safety
communication process or procedure; therefore, there is not a requirement to
retain records of communications.
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SMS Documentation and Recordkeeping Example. In an effort to raise
awareness of the calibrated tool issue and employee reporting, Flyslow
Aviation’s management included discussions on these areas as a monthly
topic during employee meetings (§§ 5.23(2)(iii) and § .93). In addition,
management also posted signs and posters in the breakroom and work areas,
Rosters of meeting attendees were retained as well as a copy of the agenda
topics (§ 5.97(d)).

Note 1: In this example, § 5.91 would not be required as the training
requirement addresses SMS processes and procedures. Calibrated tool
usage, which is the subject of the training, is covered by other
regulations and not the SMS.

Note 2: Flyslow Aviation has control of the calibrated tool program
and the associated hazards. If the hazard was under the control of an
interfacing organization, then Flyslow Aviation would communicate
the hazard under § 5.57,
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4.1
4.1.1

4.1.2

4.2

4.2.1

CHAPTER 4. IMPLEMENTATION: BUILDING A SAFETY MANAGEMENT

SYSTEM (SMS)
Process Overview,

Title 14 CFR Part 5 Regulatory Requirements. Title 14 CFR part 119 certificate holders
(CH) authorized to operate under 14 CFR part 121 must show compliance with all
revised part 5 requirements by May 28, 2025 (part 5, § 3.7(a).

41.1.1  Existing part 119 aviation organizations authorized to operate unider 14 CFR.
part 135 or aviation organizations conducting air tours under a 14 CFR
part 91, § 21.147 Letter of Authorization (LOA) with an existing SMS need to
review their existing SMS programs for compliance with part 5 (§ 5.9(a)).
Areas found not in compliance, that need to be added, or that have been
changed should be identified and addressed. Once the aviation organizations
have implemented and developed an SMS meeting the requirements of part 5,
they must submit a declaration of compliance stating the SMS meets the
requirements of part 5 prior to May 28, 2027.

4.1.1.2  New applicants for a part 119 certificate authorizing them to operate under
part 121 or 135 or air tour operators requiring a § 91.147 LOA must
demonstrate they meet the applicable regulatory requirements of part 5 prior
to issuance of a certificate or LOA (§§ 5.7(b) and 5.9(b), as applicable). New
applicants must meet part 5 requirements as a part of the certification process
as defined in the Air Operator and Air Agency Certification and Application
Process in FAA Order 8900.1, Volume 2.

Aviation Organizations Voluntarily Implementing an SMS. Aviation organizations that
seek FAA acknowledgement of their voluntary SMS should develop and implement an
SMS that meets part 5. They should submit a declaration of compliance once this has
been accomplished. The FAA will validate SMS implementation as a patt of routine
surveillance activities. For information pertaining to a voluntary SMS, refer to

Order 8900.1, Volume 17, Safety Management System.

Building an SMS. The first step in developing an SMS is mapping out and analyzing the
aviation organization by developing an organizational description. The initial mapping
and analysis start by describing and documenting the organizational structure and looking
at the internal interfaces and external interfaces with other aviation organizations.

Organizational Description.

4.2.1.1  The organizational description should detail each of the aviation
organization’s activities by function as well as the management personnel
responsible for the organization’s departments (e.g., flight operations,
training, ground operations, cabin safety, dispatch, and maintenance). The
organizational description may also include, for example, a discussion of
external interfaces, such as using contractors for fueling and deicing
operations, maintenance functions, etc. It is also common for representatives
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4.2.2

4.2.3

4.2.4

of various employee groups to be discussed and described during the
organizational description process. Existing aviation organizations could
review their LOAs, operations specifications (OpSpecs), or ratings and
limitations to determine if their organization is properly described.

4.2.1.2  As a part of the organizational description, aviation organizations should
describe and document key positions for risk acceptance. Managers and
process owners should also be identified in this analysis. Process owners
sometimes occupy positions that may not be considered management but are
in a position to accept risk or change processes or procedures in their area. An
example of this could be a battery shop technician or lead dispatcher.

Developing a Plan of Action, To develop a plan of action for SMS development and
implementation, aviation organizations need to understand their current state of
compliance with the requirements of part 5. This should include programs already
adopted that may meet the requirements of part 5. One way to accomplish this is by
conducting a gap analysis and documenting the results in a compliance statement. A gap
analysis involves analyzing and assessing the aviation organization’s existing programs,
systems, processes, and activities with respect to part 5. If a process in the aviation
organization satisfies part 5, the analysis should document how that process meets the
requirements. This may be accomplished by referencing the process or procedure in the
manual system (if required) where the requirement is discussed, Aviation organizations
may use any technique to identify what needs to be accomplished to implement an SMS.
Many organizations have developed spreadsheets with the part 5 requirements in one
column with the next column being used to describe how the organization meets the
requirement or what the organization needs to develop to “fill the gap.” For detailed
information on developing and completing a compliance statement, see Appendix D,
Guidance for Developing a Compliance Statement.

Organizational Processes. Many aviation organizations may find that they have most of
the elements of part 5 in their current operational processes. While these processes may
not entirely fulfill the requirements (e.g., they may be limited in scope (do not cover the
entire organization) and interoperability (do not interface sufficiently to form a
“system™)), credit should be taken for those arcas already meeting part 5 requirements.
Areas that are deficient should be addressed and processes developed. Existing processes
may be internally developed or from third-party contractors’ products or services. The
goal here is to ensure that all part 5 requirements are met.

Regulatory and Voluntary Programs. A list of regulatory and voluntary programs that
may be appropriate for inclusion in the SMS to satisfy the requirements can be found in
Chapter 5, Integrating Existing Safety Programs Into the Safety Management System
(SMS).
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CHAPTER 5. INTEGRATING EXISTING SAFETY PROGRAMS INTO THE SAFETY

5.1

52

5.2.1

522

MANAGEMENT SYSTEM (SMS)

Purpose of This Chapter. This chapter explains how existing safety programs may be
integrated into the SMS safety assurance processes. The FAA encourages the continued
use of existing safety programs as an input into the safety assurance processes to ensure
the safety performance of aviation organizations. Expanding current safety programs
across the entire aviation organization is one way to provide a comprehensive systems
approach to safety assurance. These programs would be accepted as one means of
meeting some of the provisions of 14 CFR part 5, § 5.71, but they may not fully meet the
requirements, Other means may be required.

Note: It is not the intent or purpose of an SMS to override any existing regulatory
standards or alter approval and acceptance processes that already apply to the
aviation organization.

Discussion of Individual Programs. The following are FAA or FAA-sanctioned
programs that could be integrated into an SMS. This is not intended to be an all-inclusive
listing, and other programs may also satisfy SMS requirements.

Continuing Analysis and Surveillance System ( CASS).

5211  Program. A CASS is required by 14 CFR part 121, § 121.373 and part 135,
§ 135.431. A CASS is a quality assurance system that monitors and analyzes
the performance and effectiveness of the air carrier’s Continuous
Airworthiness Maintenance Program (CAMP).

3.2.1.2  Integration. A CASS overlaps some part 5 required SMS safety assurance
functions (§ 5.71). A CASS could be a standalone system or a subsystem
within an SMS. A CASS may be maintained separately; however, it would
probably be beneficial to integrate a CASS within the SMS. However
accomplished, it is imperative to understand that a CASS should supply
information to the SMS. The SMS may even support a CASS through the use
of Safety Risk Management (SRM) and safety assurance processes applied to
CASS needs. An SMS may evaluate the CASS to ensure that all critical CASS
elements are being performed and controlled and all outcomes are acceptable
in accordance with FAA Order 8900.1 and AC 120-79, Developing and
[mplementing an Air Carrier Continuing Analysis and Surveillance System.

Aviation Safety Action Program (ASAP).

5.22.1  Program. The ASAP is meant to encourage voluntary reporting of safety
issues and events that come to the attention of a participating aviation
organization’s employees, ASAPs include processes for intake of data from
employees, analysis of the data, and development of corrective actions within
a confidential environment. ASAP is accepted by the FAA but is not a
required program. ASAP development, implementation, acceptance, and
opetation are detailed in AC 120-66, Aviation Safety Action Program. An
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ASAP may provide some protection from sanctions due to a regulatory
noncompliance to participating employees,

Integration. An ASAP can be used to satisfy some SMS requirements

(§ 5.71(a)(7)). For example, the ASAP can be used to partially satisfy the
requirement for a confidential reporting system. Employee groups not covered
by an ASAP would need some type of confidential employee reporting
system. In the event of termination of an ASAP program, those covered
employees would be required to have a confidential employee reporting
system. The ASAP requires analysis and corrective action; however, it does
not require analysis of patterns or trends across reports that would identify
systemic problems. This information should be analyzed through the safety
assurance and SRM processes,

5.2.3 Aviation Safety Reporting System {ASRS),

5231

52.3.2

Program. The FAA ASRS uses the National Aeronautics and Space
Administration (NASA) as a third party to receive aviation safety reports.
ASRS does not provide an explicit requirement for corrective actions nor does
it provide sufficient detailed data with which to adequately analyze specific
Systems or processes. Another limitation of ASRS is it does not provide
information to the aviation organization that a report has been submitted.

Integration. Trend and global systemic information may be appropriate for
safety assurance analysis under SMS. While the actual submitted report is not
available for the aviation organization to input into their SMS, ASRS provides
periodic reports on various hazards that have been identified. They have a
monthly newsletter called “Callback” that looks at submitted reports and
provides an analysis of what happened based on the submitter’s comments. A
review of these reports could be useful if input into the safety assurance
component and monitored to ensure they are not present in the current
operational environment. For additional information, refer to AC 00-46,
Aviation Safety Reporting Program.

5.2.4 Flight Operations Quality Assurance (FOQA).

5.24.1

5.24.2

Program. FOQA is a voluntary program for the routine collection and
analysis of digital flight data generated during aircraft operations. The F 0QA
program is another potential tool in an aviation organization’s SMS to monitor
operational data and provide data analysis and assessment. FOQA program
development, implementation, acceptance, and operation are covered in

AC 120-82, Flight Operational Quality Assurance.

Integration. FOQA can be used to satisfy some SMS safety assurance
requirements (§ 5.71). FOQA requires data collection and analysis but stops
short of requiring corrective action, Thus, this requirement would be
dependent on the configuration of the specific aviation organization’s

5-2
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program. FOQA, if present, must interface with the aviation organization’s
other safety programs and their SMS.

3.2.5 Voluntary Disclosure Reporting Program (VDRP).

5.2.6

5.2.5.1

5.2.5.2

5253

Program. The VDRP provides incentives for an aviation organization to
voluntarily identify, report, and correct instances of regulatory
noncompliance. The FAA will review, accept, and oversee corrective actions
and conduct followup surveillance. The FAA’s acceptance of the voluntary
disclosure foregoes legal enforcement action and protects from release, when
specific criteria are met, qualifying disclosures and corrective actions. For
additional information on the VDRP, refer to AC 00-58, Voluntary Disclosure
Reporting Program.

Integration. VDRP data can be a useful source of safety information.
Section 5.71(a)(6) requires aviation organizations to investigate any
discoveries of a potential noncompliance with regulatory standards or other
safety risk controls that are documented in the organization’s processes and
procedures. Data gathered during an investigation, subsequent development,
and implementation of a corrective action should be integrated into the data
analysis, assessment, and validation processes of a service provider’s SMS
safety assurance,

Joint Discovery. If a regulated entity voluntarily agrees to conduct a joint
audit (inspection) with the FAA. during which an apparent violation is
discovered either by the organization or FAA members of the audit
{inspection) team, the FAA may accept a voluntary disclosure submitted by
the organization even though the FAA has already learned of the apparent
violation during the course of the joint audit (inspection). For additional
information, refer to Order 8900.1, Volume 11, Chapter 1, Voluntary
Disclosure Reporting Program.

Internal Evaluation Program (IEP).

5.2.6.1

52.6.2

Program. The IEP is a safety process that, through inspections, audits, and
evaluations, assesses the adequacy of managerial controls and processes in
critical safety systems. The FAA encourages (and the Department of Defense
(DOD) requires) using an IEP to increase awareness management and
employees’ responsibility to follow organizational safety practices and
comply with all regulatory requirements. IEP is the subject of AC 120-59,
[nternal Evaluation Programs, and AC 143-5, Repair Station Internal
Evaluation Programs.

Integration. An [EP can be part of a safety assurance process. If used by an
aviation organization, an [EP can satisfy the internal evaluation requirement
of § 5.71. Aviation organizations are encouraged to input any findings from an
[EP into their safety assurance processes to ensure they are tracked for any
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5.2.7

5.2.8

5.2.9

53

5.3.1

negative trends, and, if needed, SRM could be applied and appropriate
controls developed and integrated. Since an IEP is not covered by a
standalone regulation or formal voluntary program approval process, its use
within an SMS is dependent on the configuration.

Line Operations Safety Audit (LOSA).

5271  Program. The LOSA is a formal process where qualified observers ride in the
Jjump seat during regularly scheduled flights to collect safety-related data on
various weather and visibility conditions, operational complexities, and
flightcrew performance. A LOSA program is not formally approved or
accepted by the FAA. LOSA is the subject of AC 120-90, Line Operations
Safety Audits.

5.27.2  Integration. A LOSA program could be used to satisfy patt of the internal
audit requirements of § 5.71. LOSA results, if present, should be included in
the safety assurance data acquisition process. Many organizations provide a
service for smaller operators wanting to participate in a LOSA program.

Advanced Qualification Program (AQP).

5.2.8.1  Program. The AQP is a systematic methodology for developing training
program components for air carrier crewmembers and dispatchers. An AQP
incorporates data-supported quality control processes for validating and
maintaining the effectiveness of curriculum content. AQP is the subject of
AC 120-54, Advanced Qualification Program,

5.2.82  Integration. The AQP can be used to satisfy a portion of the SMS safety
assurance monitoring requirement (§ 5.71(a)(1)). The aviation organization
may elect to use or develop an AQP depending on their unique operational
complexities.

Other Information Sources. Other sources of information to be considered are safety
recommendations from the National Transportation Safety Board (NTSB). Aviation
organizations should review these recommendations as part of their safety assurance
functions to determine if there are any potential hazards that could exist in their processes
or procedures. Manufacturers’ mandatory Service Bulletins (8B), Service Difficulty
Reports (SDR), and Airworthiness Directives (AD) are also sources of potential hazards
that could affect operations. Information for Operators (InFO) and Safety Alerts for
Operators (SAFO) are also sources of information that should be reviewed and integrated
into the safety assurance process, if applicable.

Use of Third-Party Providers o Assist in SMS Implementation and Maintenance.
The FAA and many industry stakeholders have gained significant experience with SMS

principles in the years since part 5 was originally published. As SMS requirements
expand to other organizations, the FAA expects more third-party providers to offer
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532

533

53.4

services to aid aviation organizations in developing and implementing a part 5 compliant
SMS.

Aviation organizations may work with a third-party provider to develop or implement an
SMS that meets part 5 requirements. A third-party SMS provider could assist in
developing the SMS and training the operator to use it. Producing and providing software
applications to aid in SMS documentation and recordkeeping are other potential support
services of third-party providers. Other options could include not only development and
training but the third-party provider could also operate some parts of the SMS on behalf
of the aviation service provider. As an example, many third-party providers offer
mediation services for employee ASAP reporting programs. The organizations serve as
mediator and de-identify the reports, meet with the FAA to discuss the report, and work
to develop a corrective action to mitigate the reported hazard or reason for the report. The
third-party provider would then provide periodic reports on the aggregated ASAP reports
received and moderated with corrective actions so the aviation organization could enter
the data inte their SMS for monitoring if it is applicable to the activities conducted by the
aviation organization, :

When considering utilizing a third-party organization to assist with SMS management,
there are some areas that cannot be delegated. For instance, the accountable executive
responsibilities and roles cannot be delegated to a contractor.

Aviation organizations are encouraged to leverage their existing SMS processes, whether
developed in-house or developed by third-party contractors, to meet part 5 requirements
and (o utilize all available industry resources, such as educational institutions,
international organizations, and FAA guidance and support. Aviation organizations
remain fully responsible for ensuring regulatory compliance.

Note: The FAA does not endorse the use of any specific product or third-party
provider. The responsibility for ensuring compliance with part 5 remains with the
aviation organization,
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APPENDIX A, SMS CROSS-REFERENCE FROM PART 5 TO THE ICAO

FRAMEWORK

A.1 The following table provides a cross-reference between 14 CFR part 5 and the
International Civil Aviation Organization (ICAQ) Annex 19, Safety Management,
Appendix 2, Framework for a Safety Management System (SMS). It is an aid to aviation
organizations who have implemented all or part of an SMS under another program that
may have been based on the ICAO framework. The FAA emphasizes that this
cross-reference chart does not mean that an existing process automatically satisfies the
pertinent requirements of part 5. Aviation organizations should evaluate their existing
SMS to determine whether changes need to be made in order to fully satisfy the
requirements of part 5.

Note: ICAO safety management standards require aviation organizations of
airplanes over 27,000 kilograms (kg) to have included a Flight Data Analysis
(FDA) program as part of their SMS, Part 5 does not require these programs.

Table A-1. Part 5 to [CAQ SMS Framework Cross-Reference

ICAO
Part 5 Section Text Framework
Components and
Elements
Subpart A General
§8.1 Applicability.
§5.1 This part applies to all of the following: N/A
(a) Any person that holds or applies for a certificate
issued under part 119 of this chapter authorizing the
§ 5.1(a) p . P : N/A
' person to conduct operations under part 121 of this
chapter.
(b} Any person that holds or applies for a certificate
issued under part 119 of this chapter authorizing the
§ 5.1(b) . . N/A
' person to conduct operations under part 135 of this
chapter.
51 {(c) Any person that holds or applies for a Letter of N/A
§5.1¢) Authorization issued under § 91.147 of this chapter,
§53 Definitions.
Hazard means a condition or an object that could
§53 foreseeably cause or contribute to an incident or aircraft [N/A

accident, as defined in 49 CFR 830.2.
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Part 5 Section

Text

ICAOD
Framework
Components and
Klements

Risk means the composite of predicted severity and
likelihood of the potential effect of a hazard.

Risk control means a means to reduce or eliminate the
effects of hazards,

Safety assurance means processes within the SMS that
function systematically to ensure the performance and
effectiveness of safety risk controls and that the
organization meets or exceeds its safety objectives
through the collection, analysis, and assessment of
information.

Safety Management System (SMS) means the formal,
top-down, organization-wide approach to managing
safety risk and assuring the effectiveness of safety risk
controls. It includes gystematic procedures, practices,
and policies for the management of safety risk.

Safety objective means a measurable goal or desirable
outcome related to safety.

Safely performance means realized or actual safety
accomplishment relative to the organization’s safety
objectives.

Safety policy means the person’s documented
commitment to safety, which defines its safety
objectives and the accountabilities and responsibilities
of its employees in regards to safety.

Safety promotion means a combination of training and
communication of safety information to support the
implementation and operation of an SMS in an
organization.

Safety Risk Management means a process within the
SMS composed of describing the system, identifying the
hazards, and analyzing, assessing, and controliing risk.

subpart B of this part.

§55 General requirements.
(a) SMS components. An SMS under this part must be
5.5(2) appropriate to the size, scope, and complexity of the N/A
33.50 person’s organization and include, at a minimum, al} of
the following components:
§ 5.5(a)1) (1) Safety policy that meets the requirements of N/A
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Part 5 Section

Text

ICACQ
Framework
Components and
Elements

§5.5(a)(2)

(2) Sefety risk management that meets the requirements
of subpart C of this part.

N/A

§ 5.5(a)(3)

(3) Safety assurance that meets the requirements of
subpart D of this part.

N/A

§35.5(a)4)

(4) Safety promotion that meets the requirements of
subpart E of this part.

N/A

§ 5.5(b)

(b) Continuing requirements. Any person required to
develop and implement an SMS under this part must
maintain the SMS in accordance with this part.

N/A

Requirements for domestic, flag, and supplemental
eperations.

§ 5.7(n)

(8) Any person authorized to conduct operations under
part 121 of this chapter that has an SMS acceptable to
the FAA on or before May 28, 2024, must revise its
SMS to meet the requirements of this part no later than
May 28, 2025.

N/A

§ 5.7(b)

(b) Any person applying for authorization to conduct
operations under part 121 of this chapter or with such
application pending on or after May 28, 2024, must
develop and implement an SMS that meets the
requirements of this part.

N/A

§35.7(c)

(¢) Any person required to develop and implement an
SMS under this section must maintain the SMS as long
as the person is authorized to conduct operations under
part 121 of this chapter.

N/A

§5.7(d)

(d) Any person required to develop and implement an
SMS under this section must make available to the
Administrator, upon request, all necessary information
and data that demonstrates that the person has an SMS
that meets the requirements set forth in this part,

N/A
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Part 5 Section

Text

ICAO

Frameworlk
Components and
Elements

Requirements for commuter and on-demand
operations or passenger-carrying flights for
compensation or hire.

§5.9(a)

{a) Any person authorized to conduct operations under
part 135 of this chapter or that holds a Letter of
Authorization issued under § 91,147 of this chapter
before May 28, 2024, must:

N/A

§ 5.9(a)(1)

(1) Develop and implement an SMS that meets the
requirements of this part no later than May 28, 2027,

N/A

§ 5.9(a)(2)

(2) Submit to the FAA, a declaration of compliance with
this part in a form and manner acceptable to the
Administrator no later than May 28, 2027.

N/A

§ 5.5(b)

(b) Any person applying for authorization to conduct
operations under part 135 of this chapter or a Letter of
Authorization under § 91.147 of this chapter, or with
such application pending on or after May 28, 2024, must
develop and implement an SMS that meets the
requirements of this part.

N/A

§5.9(c)

(¢) Any person required to develop and implement an
SMS under this section must maintain the SMS as long
as the person is authorized to conduct operations under
either part 135 or § 91.147 of this chapter.

N/A

§ 5.9(d)

(d) Any person required to develop and implement an
SMS under this section must make available to the
Administrator, upon request, all necessary information
and data that demonstrates that the person has an SMS
that meets the requirements set forth in this part.

N/A

§5.9(¢)

(e) The following requirements do not apply to those
organizations with a single pilot who is the sole
individual performing all necessary functions in the
conduct and execution related to, or in direct support of,
the safe operation of the aircraft: §§ 5.21(a}(4),
5.21(a)(5), 5.21(c), 5.23(a)}2), 5.23(a)(3), 5.23(b),
5.25(b)(3), 5.25(c), 5.27(a), 5.27(b}, 5.71(a)(7), 5.93,
and 5.97(d) of this part.

N/A
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Part 5 Section

Text

ICAO

Framework
Components and

Elements
Subpart B Safety Policy 1.0
§5.21 Safety policy.
(a) Any person required to have an SMS under this part
§5.21(a) must have a safety policy that includes at least the 1.1
following:
§ 5.21(a)(1) (1) The person’s safety objectives. 1.1
§ 5.21(a)2) (2). Th.e person’s commitment to fulfill the safety 11
objectives.
§ 5.21(2)(3) (3) A clear statement about the provision of the 11
' necessary resources for the implementation of the SMS. |~
§5.21(2)(4) (4) A safety reporting policy that defines requirements 11
' for employee reporting of safety hazards or issues. '
(5) A policy that defines unacceptable behavior and
35:21@)05) conditions for disciplinary action. 11
{6) An emergency response plan that provides for the
§ 5.21(a)(6) safe transition from normal to emergency operations in  |1.1
accordance with the requirements of § 5.27.
(7) A code of ethics that is applicable to all emplovyees,
pioy
§5.21(a)X7) including management personnel and officers, which N/A
clarifies that safety is the organization’s highest priority.
§5.21(b) (b) The safety policy must be signed by the accountable 11
' executive described in § 5.25. )
§5.21(0) (c) The safety policy must be documented and 1.1
' communicated throughout the person’s organization, ’
{d) The safety policy must be regularly reviewed by the
§5.21(d) accountable executive to ensure it remains relevant and | 1.1
appropriate to the person.
§5.23 Safety accountability and authority.
(a) Any person required to have an SMS under this part
§ 5.23(a) must define in ifs safety policy the accountability for 1.2
safety of the following individuals:
§ 5.23¢a)(1) (1) Accountable executive, as described in § 5.25. 1.2
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Part 5 Section

Text

ICAO
Framework
Components and
Elements

§ 5.23()(2)

(2) All members of management in regard to
developing, implementing, and maintaining SMS
processes within their area of responsibility, including,
but not limited to:

1.2

§ 5.23@)(2)0)

(i) Hazard identification and safety risk assessment,

1.2

§ 5.23(a)(2)(i)

(ii) Assuring the effectiveness of safety risk controls.

1.2

§ 5.23(a)(2)(iii)

(iii) Promoting safety as required in subpart E of this
part.

1.2

§ 5-2’3(a)(2)(iV)

(iv) Advising the accountable executive on the
performance of the SMS and on any need for
improvement.

1.2

§ 3.23(a)(3)

(3) Employees relative to the person’s safety
performance.

1.2

§ 5.23(b)

(b) The person must identify the levels of management
with the authority to make decisions regarding safety
risk acceptance.

1.2

Designation and responsibilities of required safety
management personnel.

(a) Designation of the accountable executive. Any
person required to have an SMS under this part must
identify an accountable executive who, irrespective of
other functions, satisfies the following:

1.2

§ 5.25(a)(1)

(1) Is the final authority over operations authorized to be

conducted under the person’s certificate(s) or Letter(s)
of Authorization,

N/A

§35.25(a)2)

(2) Controls the financial resources required for the
operations to be conducted under the person’s
certificate(s) or Letter(s) of Authorization.

N/A

§5.25(a)(3)

(3) Controls the human resources required for the
operations authorized to be conducted under the
person’s certificate(s) or Letter(s) of Authorization.

N/A

§ 5.25(a)(4)

(4) Retains ultimate responsibility for the safety
performance of the operations conducted under the
person’s certificate(s) or Leiter(s) of Authorization.

N/A
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Elements
(b) Responsibilities of the accountable executive. The
$3.25(b) accountable executive must accomplish the following: NiA
§ 5.25(b)(1) (1) Ensure that the SMS is properly implemented and is 12
' performing across all pertinent arcas. '
§ 5.25(b)(2) (2) Develop and sign the safety policy, I.1.1
§ 5.25(b)(3) (3) Communicate the safety policy throughout the N/A
‘ person’s organization.
(4) Regularly review the safety policy to ensure it
§5.25(b)4) remains relevant and appropriate to the person. LLT
: (5) Regularly review the safety performance and direct
§ 5.25(b)5) actions necessary to address substandard safety 1.1
performance in accordance with § 5.75.
(c) Designation of management personnel. The
§5.25(c) accountable executive must designate sufficient 13
' management personnel who, on behalf of the :
accountable executive, are responsible for the following:
(1) Coordinate implementation, maintenance, and
§ 5.25(c)(1) integration of the SMS throughout the person’s 1.3
organization,
§ 5.25(0)(2) (2) Faghtate hazard identification and safety risk N/A
analysis.
§ 5.25(c)(3) (3) Menitor the effectiveness of safety risk controls. N/A
{4) Ensure safety promotion throughout the person’s
§3.25(e)(#) organization as required in subpart E of this part. NA
(5) Regularly report to the accountable executive on the
§ 5.25(c)(5) performance of the SMS and on any need for N/A
improvement.
§5.27 Coordination of emergency response planning,
Where emergency response procedures are necessary,
any person required to have an SMS under this part
§5.27 must develop, and the accountable executive must 1.4

approve as part of the safety policy, an emergency
response plan that addresses at least the following:
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§5.27(a) (a) Del,egatlon pf emergency authority throughout the N/A
person’s organization.
§ 5.27(b) (b) Assignment of employee responsibilities during the N/A
emergency.
(c) Coordination of the emergency response plans with
§ 5.27(c) the emergency response plans of other organizations it 1.4
must interface with during the provision of its services.
Subpart C Safety Risk Management 2.0
§5.51 Applicability.
§5.51 Any person required to have an SMS under this part 211
' must apply safety risk management to the following: o
§ 5.51(a) {(a) Implementation of new systems. 2.12
§ 5.51(b) (b) Revision of existing systems. 2.1.2
§ 5.51(c) (¢) Development of operational procedures. 2.1.2
(d) Identification of hazards or ineffective risk controls
§ 5.51(d) through the safety assurance processes in subpart D of  [2.1.2
, this part.
§5.53 System analysis and hazard identification.
(a) When applying safety risk management, any person
required to have an SMS under this part must analyze
5.53(a) the systems identified in § 5.51. Those system analyses 5 1
35 must be used to identify hazards under paragraph (¢) of |
this section and in developing and implementing risk
controls related to the system under § 5.55(c).
§5.53(h) (b) In copductmg the system an:iﬂysm, the following N/A
information must be considered:
§ 5.53(b)} 1) (1) Function and purpose of the system. 2.1
§ 5.53(b)(2) (2) The system’s operating environment. 2.1
§ 5.53(b)(3) (3) An outline of the system’s processes and procedures. | N/A
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(4) The personnel, equipment, and facilities necessary
§5.33(0)(4) for operation of the system. 2.1
§ 5.53(b}(5) (5) The interfaces of the system. 2.1
(¢) Any person required to have an SMS under this part
5.53(¢) must develop and maintain processes to identify hazards 12.1
p Y
within the context of the system analysis.
§5.55 Safety risk assessment and control.
§5.55 Any person required to have an SMS under this part N/A
must:
§5.55(2) (a) Develop and maintain processes to analyze safety 99
' risk associated with the hazards identified in § 5.53(c). '
§ 5.55(b) (b) Define a process for conducting risk assessment that 57
' allows for the determination of acceptable safety risk. '
(¢) Develop and maintain processes to develop safety
§5.55(c) risk controls that are necessary as a result of the safety 29
' risk assessment process under paragraph (b) of this '
section.
(d) Evaluate whether the risk will be acceptable with the
§ 5.55(d) proposed safety risk control applied before the safety N/A
risk control is implemented.
§5.57 Netification of hazards te interfacing persons, 2.2
If a person required to have an SMS under this part
identifies a hazard in the operating environment, the
persott must provide notice of the hazard to any
interfacing person that, to the best of the person’s
§ 5.57 knowledge, could address the hazard or mitigate the 2.2

risk. For the purpose of this section, interfacing persons
are those that contribute to the safety of the certificate or
Letter of Authorization holder’s aviation-related
products and services.
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Text

Components and

ICAD
Framework

Elements

Subpart D

Safety Assurance

3.0

§5.71

Safety performance monitoring and measurement.

§5.71(a)

(a) Any person required to have an SMS under this part
must develop and maintain processes and systems to
acquire data with respect to its operations, products, and
setvices to monitor the safety performance of the
organization, These processes and systems must include,
at a minimum, the following:

3.1

1

§3.71(a)(1)

(1) Monitoring of operational processes.

& 3.71(a)(2)

(2) Monitoring of the operational environment to detect
changes.

3.1

1

§ 5.71(a}3)

(3) Auditing of operational processes and systems.

3.1.

1

§5.71(a)(4)

(4) Evaluations of the SMS and operational processes
and systems,

3.1.

I

§ 5.71(2)(5)

(5) Investigations of incidents and accidents.

§5.71(a)(6)

(6) Investigations of reports regarding potential
non-compliance with regulatory standards or other
safety risk controls established by the person through
the safety risk management process established in
subpart C of this part.

3.1

1

§ 5.71(a)(7)

(7} A confidential employee reporting system in which
employees can report hazards, issues, concerns,
occurrences, incidents, as well as propose solutions and
safety improvements, without concern of reprisal for
reporting.

3.1.

1

§3.71(a)(8)

(8) Investigations of hazard notifications that have been
received from external sources.

3.1,

1

§ 5.71(b)

(b} Any person required to have an SMS under this part
must develop and maintain processes that analyze the
data acquired through the processes and systems
identified under paragraph (a) of this section and any
other relevant data with respect to its operations,
products, and services.

3.1

A-10



5/21/24 AC 120-92D
Appendix A
ICAO
Part 5 Section Text Framework
Components and
Elements
§ 573 Safety performance assessment.
(a) Any person required to have an SMS under this part
§ 5.73(a) must conduct assessments of its safety performance 39
' against its safety objectives, which include reviews by '
the accountable executive, to:
(1) Ensure compliance with the safety risk controls
§573@)01) established by the person. 3.2
§ 5.73(a)(2) (2) Evaluate the performance of the SMS. 3.2
(3) Evaluate the effectiveness of the safety risk controls
§ 5.73(a)(3) established under § 5.55(c) and identify any ineffective |3.2
controls.
‘ (4) Tdentify changes in the operational environment that
33.73(@)(4) may introduce new hazards. 3.2
§ 5.73(a)(5) (5) Identify new hazards. 32
(b) Upon completion of the assessment, if ineffective
controls or new hazards are identified under
§ 5.73(b) paragraphs (2)(2) through (5) of this section, the person |3.2
must use the safety risk management process described
in subpart C of this part.
§5.75 Continuous improvement,
Any person required to have an SMS under this part
575 must establish and implement processes to correct safety 33
35 performance deficiencies identified in the assessments '
conducted under § 5.73.
Subpart E Safety Promotion 4.0
§5.91 Competencies and training,
Any person required to have an SMS under this part
must provide training to each individual identified in
§5.91 § 5.23 of this part to ensure the individuals attain and 41

maintain the competencies necessary to perform their
duties relevant to the operation and performance of the
SMS.
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Part 5 Section

Text

ICAD
Framework
Components and
Elements

§ 3.93 Safety communication.
Any person required to have an SMS under this part

§5.93 must develop and maintain means for communicating  {4.2
safety information that, at a minimum:
(a) Ensures that employees are aware of the SMS

§ 5.93(a) policies, processes, and tools that are relevant to their 4.2
responsibilities.

§ 5.93(b) (L) Conve,ys hazard '1n.f91:mat10n relevant to the 49
employee’s responsibilities.

§ 5.93(c) (c) Explains why safety actions have been taken. 4.2

§5.93(d) (d) Explains why safety procedures are introduced or 49
changed,

Subpart £ SMS Documentation and Recerdkeeping. 1.5

§ 5.98 SMS documentation. 1.5
Any person required to have an SMS under this part-

§5.95 must develop and maintain the following SMS 1.5.1
documentation:

§5.95(a) (a) Safety policy. 1.5.1

§ 5.95(b) (b} SMS processes and procedures, 1.5.1

§5.97 SMS records. 1.5
Any person required to have an SMS under this part

§ 5.97 .
must:
(a) Maintain records of outputs of safety risk

597 management processes as described in subpart C of this 159

§3.97() part. Such records must be retained for as long as the o
control remains relevant to the operation.
(b) Maintain records of outputs of safety assurance

§ 5.97(b) processes as described in subpart D of this part, Such 1.52

records must be retained for a minimum of 5 years.

A-12
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ICAQ
Framework
Components and
Elements

Part 5 Section Text

(¢} Maintain a record of all training provided under
§ 5.91 for each individual. Such records must be

33.97(c) retained for as long as the individual is employed by the 152
person.
(d) Retain records of all communications provided under

§ 5.97(d) § 5.93 or § 5.57 for a minimum of 24 consecutive 1.5.2

calendar months.
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APPENDIX B. SAMPLE SAFETY RISK MANAGEMENT (SRM) WORKSHEETS

B.I The sample worksheets in this appendix are provided to illustrate the Safety Risk
Management (SRM) process and a possible way to develop and document the SRM
processes required under 14 CFR part 5 subpart C. These worksheets are provided for
illustrative purposes only. Aviation organizations may develop their own recordkeeping
systems and should determine the amount and depth of documentation and recordkeeping
that are needed to show compliance. Not all situations will require the same degree of
detail.
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Figure B-1. Safety Risk Management Friggering Conditions and Summary

Note: Refer to part 3, § 5.51.

Title:

Reason for Risk Assessment

Implementation of new systems

Revision of existing systems

Development of operational procedures

Identification of hazards or ineffective risk controls through the safety
assurance processes in part 5 subpart D ‘

Brief Summary

Where signed below, the responsible manager/process owner has determined that no new
hazards have been introduced by this change.

Name:

Signature:
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Figure B-2. System Analysis

Note: Refer to § 5.53¢a) and (b).

Responsible Manager/Process Owner:

Authority for Implementation and Risk Acceptance:

Function and Purpose of the System or Change:

Description of Operating Environment

Personnel

Equipment

Facilities

Internal Interfaces

Fxternal Interfaces
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APPENDIX C. GUIDANCE FOR DEVELOPING A SAFETY POLICY AND CODE OF

C.1

C.1.1

C.1.2

C2

C.21

C.2.2

ETHICS STATEMENT
Safety Policy Statement.

Many aviation organizations have developed a safety policy statement. The safety policy
must contain the requirements in 14 CFR part 3, § 5.21 and be signed by the accountable
executive (§§ 5.21(b) and 5.25(b)(2)). It could make sense to combine the code of ethics
and a safety policy statement into a single document. References (“pointers™) to other
manuals or documentation that provide guidance on how each requirement is met should
be embedded in the safety policy statement. For example, the requirement for an
emergency response plan (ERP) could be met by referring to a separate document or an
appendix in a Repair Station Manual (RSM) or General Operations Manual (GOM). By
pointing to where the information is located, it makes it easier for employees to find that
material. A secondary benefit is it prevents duplication of documentation. It is important
to remember the safety policy is unique to the aviation organization and should be
developed to meet the unique and specific needs, operating profile, and structure of the
aviation organization.

Part 5 lists the specific documentation requirements that must be included in the
completed safety policy (§ 5.95). A safety policy statement is a document that states what
the organization will do and how employees are expected to act. The SMS processes and
procedures define actions employees will take to meet the safety policy requirements and
measurable objectives (i.e., how they are to perform their SMS duties and
responsibilities). A safety policy statement (if developed as a separate document) and
safety policy processes and procedures are necessary when developing and maintaining
an SMS for completeness.

Code of Ethigs.

Aviation organizations are required to develop a code of ethics for all employees,
including management personnel and officers. The safety policy must include a code of
ethics that specifies that safety is the organization’s highest priority and applies to all
employees, including management personnel and officers. This requirement is in

§ 5.21(a)(7). A code of ethics defines the aviation organization’s standards of conduct
that employees are expected to uphold. The code of ethics should be a concise statement
that outlines values the aviation organization holds and maintains in the course of
business. A code of ethics is a very high-level statement that gives employees at all levels
of the organization a general idea of what types of behavior and decisions are acceptable
and expected in the conduct of business. A code of ethics may be combined with a safety
policy statement at the discretion of the aviation organization,

A safety policy and code of ethics statement should not be confused with the
requirements of § 5.95, which requires aviation organizations to document their safety
policy. All that needs to be documented in the safety policy and code of ethics statement
is the aviation organization’s expectations.
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C.3 Sample Statement. Figure C-1 is a sample safety policy and code of ethics statement,
Figure C-1. Sample Safety Policy and Code of Ethics Statement

The Executive Management of [aviation organization’s name] recognizes that an effective Safety
Management System (SMS) is vital to the success and longevity of the company. Therefore, the
Executive Management is committed to maintaining a fully functional SMS and to the continuous
improvement of safety throughout [aviation organization’s name]. This Safety Policy and Code of
Ethics Statement applies to all employees in [aviation organization’s name] from the organization’s
executive officers to line employees.

[Aviation organization’s name] believes the highest priority of our organization is ensuring the
safety of our employees and customers. Every effort has been given to ensure this is always first and
foremost in everything we do.

The Executive Management of [aviation organization’s name] has established specific safety-related
objectives and periodically publishes and distributes to all employees those objectives and plans.
Specific objectives are located in the [state focation of objectives] for regular employee roview.

These safety objectives are monitored, measured, and tracked {o ensure overall corporate safety
objectives are met. All employees and individuals in the company have the responsibility to perform
their duties and activities in the safest practical manner.

[Aviation organization’s name] Accountable Executive is committed to providing the necessary
financial, personnel, and other resources to maintain a fuily functional SMS.

[Aviation organization’s name] Executive Management recognizes that open communication is
critical to our success and is dedicated to maintaining a confidential employee reporting system for
reporting all hazards, accidents, incidents, and safety issues without fear of reprisal. [Aviation
organization’s name] encourages all emaployees to provide suggestions on how to improve processes
and procedures as well as how to reduce workplace hazards they encounter during the course of
their duties. Specific reporting procedures are located in the [state location of procedures].

Activities involving intentional disregard for FAA regulations and company policies and
procedures, illegal activities, and/or drugs or alcohol may be subject to disciplinary action. [State
location of unaceeptable behaviors and disciplinary actions].

As a component of the SMS, [aviation organization’s name] Executive Management is committed
to maintaining and periodically exercising an emergency response plan that provides for the safe
transition from normal to emergency operations. [State location of emergency response plan).

[Aviation organization’s name] Executive Management will convey this expectation to all
employees through postings, the intranet site, the company newsletter, and any other means to
ensure all employees are aware of the company’s SMS, their duties and responsibilities, and our
safety policy.

This Safety Policy and Code of Ethics Statement will be periodically reviewed by Executive
Management to ensure it remains relevant and appropriate to the company.

[Signed],
Accountable Executive [Additional management personnel optional]

C-2
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APPENDIX D. GUIDANCE FOR DEVELOPING A COMPLIANCE, STATEMENT

D.1

.2

D.2.}

D22

Compliance Statement, The purpose of a compliance statement is to ensure aviation
organizations adequately address the applicable sections of 14 CFR part § during the
development and implementation of an SMS. The compliance statement must list all

part 5 sections and subsections that apply to the aviation organization’s operation. Next to
each part 5 requirement (section and subsection), the applicant/aviation organization must
provide a specific reference to a manual or other document, if required, and may provide
a brief narrative description that describes how they will comply with each section or
subsection. This statement also serves as a master index to the aviation organization’s
documentation system to expedite the FAA’s oversight of the SMS. Aviation
organizations are encouraged to maintain and routinely update their compliance
statement, which is a living document, as changes are made to their SMS,

How to Prepare a Compliance Statement.’ Preparation of the compliance statement
benefits the aviation organization by systematically ensuring all applicable regulatory
aspects are appropriately addressed during the SMS acceptance and oversight process. It
can also serve as a master index to the aviation organization’s system documentation.

To develop a compliance statement:

1. List all applicable sections contained in part 5.

2. Next to each subparagraph, provide a specific reference to a manual or other
document where the method of compliance is documented. Aviation organizations
not required to maintain a manual system are encouraged to provide a brief narrative
description of how compliance with each regulation will be met; however, this
description is not required.

3. The location of cach reference should be as specific as possible and should contain
the name of the manual, chapter, section, and paragraph number(s). Using manual
page numbers in a compliance statement may produce inaccurate reference locations
due to repagination problems. There may be multiple references for one requirement
found within one manual, or there may be multiple reference locations found in
several different manuals. It is not acceptable to enter references such as “ABC
Airlines will comply with this requirement,” “ABC Airlines understands this
regulation and will comply,” or “Noted.”

4. The compliance statement is an important document during certification and the SMS
oversight process. After the SMS is determined to be acceptable to the Administrator,
the compliance statement should be kept current in the aviation
organization/applicant’s system.

The following tables are examples of formats that may be used to present the list of
specific requirements and subparts, including all subparagraphs.

¥ Refer to AC 120-49, Parts 121 and 135 Certification.

D-1
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Table D-1. Sample Compliance Statement for Aviation Organizations That Are Required
te Maintain a Manual System

Section/

Subsection Text Reference

(a) Any person required to have an SMS under this
§5.21(a) part must have a safety policy that includes at least
the following:

(1) The person’s safety objectives. Repair Station Manual
3 3.21(a)1) (RSM), paragraph 2-37

(2) The person’s commitment to fulfill the safety

§ 5.21(a)(2) objectives.

RSM introductory message

(3) A clear statement about the provision of the

5.21(a)(3) |necessary resources for the implementation of the  |RSM introductory messaee
s Y ry g

MS.

(4) A safety reporting policy that defines
§ 5.21(a)(4) |requirements for employee reporting of safety
hazards or issues.

RSM, paragraph 241;
Training Manual, Chapter 7

(5) A policy that defines unacceptablé behavior and | Human Resources Manual,

3521@)(5) conditions for disciplinary action. Chapter 3, paragraph 3-17
(6) An emergency response plan that provides for
§ 5.21(a)(6) the safe transition from normal to emergency Emergency Response
' operations in accordance with the requirements of | Manual
§5.27.

(7) A code of ethics that is applicable to all
employees, including management personnel and Employee Handbook and
officers, which clarifies that safety is the displayed in workplace

organization’s highest priority.

§ 5.21(a)(7)

D-2
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Table I-2. Sample Compliance Statement for Aviation Organizations That Are Not
Required to Maintain a Manual System

Section/
Subsection

Text

Sample Verbiage

§5.21(a)

(a) Any person required to have an SMS
under this part must have a safety policy
that includes at least the following:

§ 5.21(aX1)

(1) The person’s safety objectives.

Our safety objectives are located in our
company compliance statement and are
updated annually or as required.

§ 5.21(a)(2)

(2) The person’s commitment to fulfill
the safety objectives.

We will always operate at the highest
levels to ensure the safety of our
personnel and passengers.

§5.21(a)(3)

(3) A clear statement about the
provision of the necessary resources for
the implementation of the SMS.

We will ensure that resources are
provided to ensure aircraft maintenance
and pilot training are always maintained
and in accordance with current

. |regulations.

§ 5.21(2)(4)

(4) A safety reporting policy that
defines requirements for employee
reporting of safety hazards or issues.

We participate in the Community
Aviation Safety Action Program
(ASAP) and will report hazards and
issues through their web portal.

§3.21(@)(5)

(5) A policy that defines unacceptable
behavior and conditions for disciplinary
action,

Drug and alcohol abuse are strictly
forbidden in this company. Violations
of this will result in termination.

§5.21(a)(®)

(6) An emergency response plan that
provides for the safe transition from
normal to emergency operations in
accordance with the requirements of
§ 5.27.

We will provide a copy of the flight
dispatch log in case of emergency so the
route of flight will be known to
emergency services.

§ 5.21(a)(7)

(7) A code of ethics that is applicable to
all employees, including management
personnel and officers, which clarifies
that safety is the organization’s highest
priority,

We¢ have our code of ethics statement
posted in the workplace.

D-3



5721724 AC 120-92D

E.1
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Appendix E
APPENDIX E. IDENTIFYING THE ACCOUNTABLE EXECUTIVE

To assist aviation organizations with selection of the accountable executive, F igure E-1,
Accountable Executive Decision Process, and Figure E-2, Verifying the Accountable

Executive, provide flowcharts with a series of questions. Figure E-1 identifies different
organizational structures and how those structures may determine the accountable

the responsible I light Standards office,

Once the accountable executive is identified (see F igure E-1), the questions in Figure E-2
will assist in verifying that the individual in the selected position is the correct choice, All
questions must receive a “yes” answer as they are validating the requirements of ] 4 CFR

part 5, § 5.25(a). Should any of the questions result in g “no” answer, the selection

process should be initiated again with the new candidate,

E-1
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Figure E-1. Accountable Executive Decision Process
Accomiable
Executive
C'3
Is the - —
organization a Proprietor is tha Confinm sefection
sale W Accountable J by answering the
preprietorship? Execufive. ql.:lES‘thnS -
Figure E-2.
Proprietor is the \ y
Accaountable Executive, J
Nominate & Confirm selection by
Isthe m‘glanization a pattner as answering fhe
partnership batwaen Accountable questions in
individuals? Executive. Figure E-2.
o

15 the organizatien
contolled by a
Board of Directors? .

(Nominated pariner ism

Accountable Executive, //

as the Board
appointed a CEQ or
squivalent to manage
the organization?

Ghairman of the Board is the \

Confirm selection
| by answering the
questions in
Figure E-2.

CEQ is the

( Accounfable Execntive,

>__/

Accountabie Execntiva, J

What corporate position has the
authority and the ultimate
responsibility to expend cotporate
resources for eviation-related
activities?

Who in the
organization holds
this position?

Ifa clear selection cannot be
made, re-evaluate organization
and begin process again.

p-

Confirm sslection
by answerlng the
questions in
Figure E-2,

Tdentified individual is the
Accouniabie Executive.
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Figure E-2. Verifying the Accountable Executive

Identify individuaf | Select another
by name. candidate.

&

Dges the
individual have
fina! anthority over the
sewice providers
operations?

§5.25(a) 1)

Dioes the
individual control
the financial resowces for the
aviation organization’s
operation?

§ 523X

Does the
individual control
the human resources for the
avintion organization’s
operation?

§ 525023}

Dosg the
Individual retain the
ultimate responsibitity for
the safety performance of the
aviation organization’s
operationg?

_ . § 5.250X49

This mdividual is the
Accountable Executive,
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Appendix F
APPENDIX F. SAFETY ATTRIBUTES

Safety Attributes. Safety attributes represent the core characteristics of any system that
should be integrated into all processes and procedures. All aviation organizations use
technical processes and procedures to provide their aviation product or service. However,
some FAA regulations do not require certain operations to have manuals or
documentation defining how they will operate. Even a “single-individual shop” follows
an assortment of processes that may be undocumented to ensure the continued viability of
the business. The extent to which the processes and procedures are described in writing is
not as important as how effective they are in practice, As the complexity of an operation
increases, the need for written procedurcs increases to ensure clear communication of
organizational policies and priorities as well as a consistent and fair application of rules.
Aviation organizations communicate these processes to their personnel in various ways
(c.g., training curricula, employee briefings, new-hire discussions, etc.). Required records
are gencrated using these organizationally developed processes. Processes scale the
regulations to the scope and complexity of the operation, Processes also provide the
balance between the economic and safety objectives of the organization,

For aviation organizations with an SMS, it is easy to assign specific “SMS requirements”
to the related process attributes. That can be done because SMS required activities are
just extensions of certain safety attributes. Therefore, by understanding the safety
attributes, there will be a better understanding of SM$ concepts. It is important to note
these are safety attributes, and they will not fully evaluate an SMS.

Effective processes and procedures include provisions for the systematic identification,
evaluation, and prevention or control of specific Job hazards and potential hazards that
may arise from foreseeable conditions.

Although compliance with FAA regulations is an important objective, effective processes
and procedures look beyond the requirements of the regulations to address all hazards.
Aviation organizations should seck to prevent aviation-related injuries and illnesses
whether or not compliance is at issue.

The key to compliance with FAA regulations lies in the reliability of the aviation
organization’s processes.

One way to determine the effectiveness of an aviation organization’s processes is by
looking for attributes that are embedded within good processes and procedures. Once the
attributes are understood, these questions are relatively easy to apply. These common
questions apply to those organizations that have an SMS as well as to aviation
organizations that do not have an SMS.

Every process includes certain characteristics that support ongoing reliability over time.,
That means every procedure and the associated processes should have these
characteristics integrated into the process design and be updated when processes begin to
fail due to changes in the organization’s operational environment.

F-1



5/21/24 AC 120-92D

Appendix F

K.2  Safety Attribute Application. The following is a discussion of the safety attributes.

F.2.1

Fzz2

r.3

F3.1

There are seven safety attributes, and this discussion will start with those that are directly
associated with the aviation organization’s employee groups. These are referred to as
personnel-related attributes. They consist of responsibility, authority, and safety
ownership. There are four safety attributes that are related to the technical processes.
These are referred to as process-related attributes. These consist of controls, procedures,
interfaces, and process measurement.

These attributes can be further broken down into four categories based on their
characteristics, These are:

1. Employee roles and responsibilities. These are responsibtlity, authority, and safety
ownership. They are the same as the personnel-related attributes.

2. The design and application of System processes. These are controls and procedures
attributes.

3. Internal and external supplier impacts on the system. This addresses the interfaces
attribute,

4. System performance and monitoring. This is where the process measurement attribute
is addressed.

By organizing the safety attributes by their characteristics, this may improve
understanding of how the foundations of system safety rely on both human and technical
process areas to improve safety in all processes and procedures.

Responsibility Attribute. The responsibility attribute is defined as “A clearly identified
individual who is accountable for ensuring financial and human resources to ensure the
safety and quality performance of the certificate holder.” (Refer to Order 8900.1,
Volume 10, Chapter 1, Section 4.) This attribute looks for “resource availability” that
executive management allocates to support the aviation product or service. This could be
adequate personnel and budgeting for facilities, parts, tooling, and any other resources
required to ensure the success of the aviation organization. In aviation organizations with
an SMS, this attribute is focused on the accountable executive and how they are ensuring
the overall operational success of the aviation organization. In a non-SMS aviation
organization, the responsibility attribute would be looking at the president, Chief
Executive Officer (CEO), or owner or the individual ultimately responsible for the safe
operations of the aviation activity.

In larger organizations, executive management or business-tier managers are typically not
technical process managers. Executive management (e.g., CEOs, Chief Financial Officers
(CFO), Board of Directors (BOD), etc.) control the financial resources of the
organization. The FAA’s position is that technical managers cannot maintain reliable
technical processes unless executive management provides the human and financial
support to do so. Once sufficient resources are distributed to the technical managers, they
must appropriately apply those resources in a manner that supports the safety objectives
of the aviation organization. In a less complex organization, the same individual could
“wear multiple hats.” In these organizations, it is important to only look at the attribute

F-2
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being evaluated and only consider the position being evaluated. As the individual’s active
duties change, the attribute being evaluated will also change. This is very common in a
single-individual organization.

Authority Attribute, As mentioned above, the authority attribute seeks to determine if
technical-level managers are managing process risk. The authority attribute is defined as
“A clearly identifiable, qualified, and knowledgeable individual who effectively plans,
directs, and controls resources; changes procedures; and makes key determinations
including safety risk acceptance decisions.” (Refer to Order 8900.1, Volume 10,
Chapter 1, Section 4.)

Technical-level management constitutes required regulatory personnel, managers, and all
assigned process owners (c.g., lead engineer, fieet coordinator, or other authoritative
positions without a manager title on the organizational chart) who “manage” specific
technical functions. The description of these positions has been simplified by referring to
them as “process owners.” Process owners speak with authority on behalf of the aviation
organization in their process areas and may set additional workforce expectations not
documented in FAA-approved or FAA-accepted manuals,

Process owners are responsible for properly utilizing resources provided to them, for
accepting risk within their process area, and for changing processes or procedures as
operations change.

Safety Ownership Attribute. This process characteristic is considered a key indicator of
safety performance as it relates to an employee’s understanding of their contribution to
the aviation organization’s safety goals and objectives. The safety ownership attribute
helps determine whether an aviation organization is proactively ensuring employees
understand how their day-to-day work activities support safety objectives in the
workplace.

The safety ownership atiribute is defined as “An individual’s understanding of how their
role contributes to the overall safety of the organization.” (Refer to Order 8900.1,
Volume 10, Chapter 1, Section 4.) Over time, data collected concerning this attribute may
aid in determining the safety culture of an organization. A declining safety culture could
be considered an indicator of risk.

Safety in the workplace includes everyone, whether a direct hire employee or contract
aviation organization that supports the aviation product or service.

Safety ownership provides some insight as to the aviation organization’s proactive
pursuit of a positive safety culture. It is well known that organizational culture directly
affects the organization’s outcomes. The presumption is that employees who can explain
or demonstrate their role in supporting safety initiatives in their daily work activities
actually do participate in those safety efforts. Those employees who cannot explain their
Job-related safety contributions may not be participating to the extent they could be, For
an aviation organization to leverage the eyes and ears of all its employees in identifying
hazards and disposing safety concerns, action should be taken to solicit and encourage
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that support, Employee training events, supervisor reinforcement of safety objectives at
regular meetings, safety discussions during employee performance evaluations, safety
policy documentation in employee manuals, safety articles in organization newsletters,
and providing positive feedback to employees who participate in hazard identification
and reporting are a few ways that can be used to meet safety goals and objectives,

Controls Attribute. The controls attribute aids in determining if integrated controls are
mitigating systemic risks as intended by the process design. Subactivities are those
individual processes that could stand alone but are connected together to make a larger
procedure, The controls attribute is defined as “The checks and restraints that exist within
a process that ensure the potential effects of risks are reduced to an acceptable level.”
(Refer to Order 8900.1, Volume 10, Chapter 1, Section 4.) In short, the entire procedure
and its subordinate process steps constitute a “procedural control” that employees are
expected to follow, It is not necessary to try to distinguish between controls and
noncontrols when referencing an entire process/procedure. However, when process gaps
are identified or certain activities in the procedures fail to mitigate unacceptable risk, then
those segments of the procedure are referred to as “failed risk controls.” Once new or
revised risk control segments are integrated in the procedure, we cease to call those
activities “controls™ and just refer to the string of procedural activities as the “procedure.”

To address the controls attribute, aviation organizations must determine if the process or
procedure is meeting its intended outputs with its current set of controls. Over time,
changes occur in the operational environment that can degrade the performance of any
process. Previously effective controls may no longer function properly in the changed
operational environment. Therefore, it is important to monitor system processes to detect
negative trends in operational performance.

Procedures Attribute. The procedures attribute is used to evaluate whether an aviation
organization is maintaining regulatory compliance and employees are following approved
processes and procedures. The procedures attribute is defined as “Methods or practices
that are written or unwritten, regulatory or nonregulatory, designed into a process that a
certificate holder/applicant uses to accomplish a desired result.” (Refer to Order 8900.1,
Volume 10, Chapter 1, Section 4.}

“Following approved processes and procedures” also means that employees are meeting
management expectations when documentation is not available. During certification, an
applicant is required to develop process designs that meet regulatory requirements. This

is true for all aviation organizations whether they are a single-pilot air tour operator, a

large air carrier, or a repair station.

Interfaces Attribute. The interfaces attribute looks at how effective the interdependent
processes and process owner “handoffs” to other process owners are. This also includes
interfaces between aviation organizations. The interfaces attribute is defined as
“Interactions between processes that must be managed in order to ensure desired
outcomes.” (Refer to Order 8900.1, Volume 10, Chapter 1, Section 4.) Another way to
think about the interfaces attribute is “How well do various processes and procedures
communicate with each other?” The same can be evaluated with the process owners and

F-4
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other employees in an organization. Interface failures are target-rich environments. Tt is
easy to think of process interfaces in terms of linear handoffs between process owners.
An example of a linear handoff would be the flight crew notifies maintenance control of
an aircraft write-up. Maintenance control notifies dispatch of a maintenance delay.
Dispatch notifies the gate agent and crew scheduling, etc. The linear handoffs continue
until the flight is finally dispatched. There may be perpendicular interfaces as well. These
are typically training requirements, documentation procedures, and recordkeeping
activities that are ancillary to the linear interfaces.

Process Measurement Attribute. The process measurement attribute assesses the
“monitoring activities” each aviation organization and process owner uses to determine
ongoing operational performance. The process measurement attribute is defined as “A
method to monitor and measure the outputs and performance of a process, and to identify
problems, or potential problems, in order to take corrective action.” (Refer to Order
8900.1, Volume 10, Chapter I, Section 4.) Often, we mistakenly only think of auditing
programs when assessing this attribute. However, understanding what constitutes the
activity called “audit” actually broadens our perspective on performance measurement.
Generally speaking, an audit is gathering data and reviewing that data to determine
whether intended performance expectations are being met, Most large or complex
operations use formal auditing programs (e.g., audit schedules, qualified auditors,
checklists, formal reports, etc.) as part of their performance monitoring.

There are many types of data collection activities that occur throughout an organization.
For example, a fleet manager might routinely review documentation of flight crew
training and checking failures documented by instructors or pilot examiners. This data
review allows the fleet manager the opportunity to evaluate the effectiveness of the
training and to check the processes related to determining pilot competency. A
maintenance shift manager might review Required Inspection ltem (RIL) documentation
at the end of a shift to determine that qualified personnel accomplished all required
verification checks/signoffs before returning the aircraft to service. This activity confirms
process performance of the RII process. These examples fit the definition of an aundit
without all the bells and whistles.

As performance reporting is elevated to higher management levels, the data becomes
more broad-based and more refined. For example, a maintenance department manager
may not be interested in the outcome of RIT shift reviews, but they may be interested in
the on-time, return-to-service performance that the RII checks support. By the time the
performance reporting reaches the CEO, the reports may be refined to something that
represents meeting or not meeting a financial target associated with scheduled
maintenance. For example, a CEO might want to know whether the organization met its
cost targets for on-time performance for heavy maintenance. The CEO performance
report is dependent on subordinate process monitoring and performance management by
assigned process owners. When high-level performance targets have not been met, the
organization will begin to backtrack and review the data that was collected by
subordinate levels of management to determine root cause. In this light, process
measurement is critical to Root Cause Analysis (RCA) and corrective action.

F-5
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F.9.3 Technical managers and process owners are expected to know how data is used to
monitor process performance under their purview.

Table F-1. Safety Attributes and Part 5 Reference

Attribute Definition Part 5
A clearly identified individual who is | Title 14 CFR part 5,
accountable for ensuring financial and | §§ 5.23(a) and 5.25(a), (b),
Responsibility human resources to ensure the safety  |and (c).
and quality performance of the
certificate holder.
A clearly identifiable, qualified, and Section 5.23(b).
knowledgeable individual who
Authority effectively plans, directs, and controls
resources; changes procedures; and
makes key determinations including
safety risk acceptance decisions.
An individual’s understanding of how |Sections 5.23, 5,71, 591,
Safety Ownership |their role contributes to the overall and 5.93.
safety of the organization.
The checks and restraints that exist Sections 3.51, 5.53, and 5.55.
Controls within a process that ensure the
potential effects of risks are reduced to
an acceptable level.
Methods or practices that are written or | Technical process standards
unwritten, regulatory or nonregulatory, |through applicable specific
designed info a process that a certificate | regulatory requirements,
holder/applicant uses to accomplish a  |ACs, and FAA Order 8500.1
desired result. guidance. While part 5
Procedures X
requires procedures relevant
to the SMS be documented
under § 3.97, this is not
considered a procedure for
the purposes of this attribute.
Interactions between processes that Sections 5.57 and 5.71(a}(8).
Interfaces must be managed in order to ensure

desired outcomes.

Process Measurement

A method to monitor and measure the
outputs and performance of a process,
and to identify problems, or potential
problems, in order to take corrective
action.

Sections 5.71, 5.73, and 5.75.

F-6
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Summary. Since FAA regulations define required mitigation actions for aviation
organizations, each aviation organization is obligated to determine what processes will
effectively maintain regulatory compliance for the size and scope of their operations.
Once aviation organizations determine what processes they will use and the FAA
validates technical process effectiveness during certification, the aviation organization is
obligated to maintain the reliability of its processes in an ever-changing operational
environment. This concept stands regardless of whether a formal SMS exists or not.

As stated, leveraging the safety attributes is relatively easy. Once understood, they can be
applied to any process. Simply put, the attribute questions can be evaluated as follows:

1. Responsibility attribute: Are there enough resources available to support the aviation
service?

2. Authority attribute: Are process owners effectively managing process risk?

Safety ownership attribute: Do employees understand how their day-to-day work
activities support safety objectives?

4. Procedures attribute: Are adequate procedures provided to all personnel to follow in
petforming their duties to meet management expectations in the performance of their
work?

3. Controls attribute: Are the technical processes reliable (meeting expected outcomes)
if personnel execute them as designed?

6. Interfaces attribute: Are the process handoffs and operational support between
organizational groups refiable?

7. Process measurement aitribute: Are process owners collecting and reviewing data to
monitor process performance and make improvements?

If the answer is “no” to any of the above process characteristics, this could be an
indjcator of increased risk and potential regulatory noncompliance that could result in an
incident or accident. Leveraging safety attribute characteristics and their associated SMS
requirements (when applicable) can improve an aviation organization’s ability to better
manage risk in their operations.

Note: While incorporation of safety attributes are the core characteristics of a
good management system, a lack of any or all the attributes does not mean a
technical process may not meet the regulatory requirements in that area.

As discussed in this appendix, safety attributes represent the core characteristics of any
system that should be integrated into all processes and procedures. This does not mean
that each attribute should be specifically addressed when developing operational
procedures, but rather the characteristics of the attributes should be identifiable. The
attribute applications apply to both aviation organizations with a formal SMS and those
without an SMS. All aviation organizations have a management philosophy that guides
their operations, That philosophy and related activities can be referred to as a
“management system.” Aviation organizations have to determine what processes will be
implemented to deliver their aviation product or service. Those processes are referred to

E-7
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as “technical processes.” As previously mentioned, it is crucial that an aviation

organization’s processes, both managerial and technical, are capable of meeting the
organization’s safety objectives.
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APPENDIX G. SMALL OPERATOR IMPLEMENTATION

General. This appendix provides potential methods smaller aviation organizations could
use to meet the pertinent SMS requirements and how they can be scaled to the size and
complexity of their organization. The Safety Management International Collaboration
Group (SM ICG) SMS for Small Organizations® document defines a small organization
as one with between 5 and 20 staff and a very small organization as one with less than

5 staff. The FAA does not define these organizations because an SMS is designed to be
adaptable based on the size and complexity of the organization. So, it is possible for an
organization to be very small but highly complex and a large organization to be low
complexity based on the aviation activity they are involved with.

A one-size-fits-all approach to scaling the aviation organization’s response to each
section of 14 CFR part § is not advisable. Recognizing aviation organizations have
different operational environments and different levels of resources needs to be
acknowledged when developing and implementing an SMS. Less complex organizations
could use simple methods for conducting the processes within the SMS. More complex
organizations may require more detailed processes within the SMS.

For organizations that have only a single pilot or technician and perhaps minimal support
staff to carry out daily responsibilities, this appendix suggests utilizing a commonsense
approach to SMS implementation and maintenance. In the case of single-pilot operator,
that single pilot could be the one to develop, implement, and use the SMS process. At
medium and large organizations, the complexity and departmentalization of duties may
require that more personnel be involved in the SMS. Regardless of the organization’s
size, many aviation organizations will find their existing processes and procedures can
serve as the foundation for portions of their SMS. Integration of these existing processes
should be used as much as practical.

Note: Implementation strategy discussions are for illustration only and neither
impose requirements nor mandate specific resource allocation by an aviation
organization. Aviation organizations should integrate methods and procedures
that best fit their organizational structure and that leverage processes and
procedures already in place to the greatest extent possible. For additional
guidance, see Chapter 3, Safety Management System (SMS) Components
Explained.

Table G-1, Small Aviation Organization Implementation Strategies and
Considerations. The table below describes ways in which the requirements could be met
by small aviation organizations.

® SM ICG guidance documents can be downloaded from hitps://skybrary.

management-products,

G-1
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Appendix G

G.3 Sample Scenarios. In the paragraphs below, we will use fictional aviation service

GJ3.1

G.3.2

G.3.3

provider Flyslow Aviation as an example of how a typical organization could integrate
part 5 requirements into their operations and how different safety issues they encounter
are addressed.

General Applicability Example.

G.3.1.1  To meet the requirement to implement an SMS, Flyslow Aviation starts by
reviewing their erganization to consider the operating environment, personnel
needed, any interfaces with other organizations and facilities, and materials
needed to provide their aviation service or product. They may identify flight
operations, maintenance, dispatch, and training departments as areas that
support the aviation product or service. They might also identify external
organizations that support the aviation product or service, such as fuel service
providers, third-party maintenance, and catering. All this information would
be documented in an organizational description that can be used to ensure all
aviation-related areas are considered in the SMS development.

G.3.1.2  To ensure part 5 is fully integrated into the organization, Flyslow Aviation
may develop a compliance statement for their internal tracking to document
how they already meet the requirements of part 5. While not required for
existing operators, a compliance statement makes identifying existing
processes and procedures as well as existing methods and voluntary programs
casier to verify when documenting how an organization meets the regulatory
requirements. This is accomplished for all departments and areas identified in
the organizational description.

Designation of Management Personnel Example. Flyslow Aviation has chosen to use an
existing required management individual required under 14 CFR part 119, §§ 119.65
and 119.69 or part 145, §§ 145.151 and 145.153 to fulfill these responsibilities, As
Flyslow Aviation grows and expands, they could establish a safety department with
designated personnel assigned this requirement.

Safety Policy Example. Flyslow Aviation recognizes the key to a successful organization
is open communication and strong leadership. They identify the accountable executive
and management representatives (§ 5.23) and start working on the safety policy. While
developing safety objectives (§ 5.21(a)(1)), management reviewed the organization’s
performance indicators as well as reports from previous audits. Management then
determined a reduction in uncalibrated tools being issued by the tool room would be an
appropriate objective for the coming year. Management communicates the organization’s
goal of reducing uncalibrated tool issuance by 20 percent by publishing an updated safety
policy (§ 5.21(¢) and (d)) and through employee meetings (§ 5.23). Management also
develops processes and procedures describing how employees are expected to accomplish
their duties and responsibilities under the SMS.

G-13



5/21/24

AC120-92D
Appendix G

3.4 System Analysis Example. Flyslow Aviation is considering the addition of a new aircraft

(or a fleet of aircraft) for operations to meet organizational or corporate goals. Several
organizational systems would be affected (e.g., flight operations, maintenance, station,
ground, etc.). As part of the examination of the flight operations system, Flyslow
Aviation needs to consider changes to pilot qualifications, pilot and mechanic training,
scheduling, crew rest, employee representation participation, and several other areas. This
is a process normally done as part of business activities.

G.3.4.1

G.3.4.2

.3.4.3

The system analysis should identify and consider activities and resources
necessary for the system to function. For example, in the scenario of adding
aircraft to the fleet, Flyslow Aviation identifies the pilot training system as
one of the affected systems and the need for additional activities and resources
necessary for pilot training to operate the additional aircraft. These resources
may include simulators, training curriculum, training aids, and instructors. A
repair station might be adding a rating or changing from paper to digital
manual systems and need to update their revision tracking process and
training for employees.

Although Flyslow Aviation has to consider many systems and procedures
when considering larger, systemic changes, simpler changes, such as a change
in a single procedure (e.g., arming cabin doors prior to pushback), would only
have to consider the elements of the system that would be affected by the
change. The system analysis process frequently includes representatives from
management, safety staff, subject matter experts (SME), employees, and
representation groups (e.g., pilots and mechanics) in workgroups, such as
safety committees, safety roundtables, safety action groups, or similar titles.
Since many, if not most, system changes involve allocation of resources, the
accountable executive or other managers with the authority to commit
resources should be included in the process.

Flyslow Aviation records the outputs of their system analysis in a simple
recording medium, such as a worksheet or a notebook, a common desktop
software, or a third-party software program or provider. One example is the
Web-Based Application Tool (WBAT) (see Appendix H, References and
Additional Information).

G.3.5 SRM Example. Flyslow Aviation initiates the SRM processes due to an'employee report
identifying a hazard: an uncalibrated tool issued to a technician. This was in response to a
report sent through the safety assurance employee safety reporting system (§ 5.71(a)(7)).

G351

The tool room process owner starts by conducting a system analysis

(§ 5.53(b)) on the calibrated tool control process by identifying the various
interfaces with the procedure. The process owner also looks for areas where a
hazard might exist (§ 5.53(c)). Once potential areas where mistakes (hazards)
could occur, the process owner conducts a risk assessment (§ 5.55(b)) using
Flyslow Aviation’s risk matrix. By identifying the likelihood of uncalibrated
tools being issued and the severity of a potential failure where uncalibrated
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tools were used, the process owner determines the risk is moderate due to the
criticality of the tasks the technicians using the tools are completing. The
process owner, remembering their training, uses a risk matrix to determine the
potential risk of the uncalibrated tool being used. As risk is a composite of
likelihood and severity and since uncalibrated tools have been issued to
technicians previously, the process owner considers this a likely occurrence.

Flyslow Aviation’s management, process owners, and employee
representatives work together to develop risk controls (§ 5.55(c)) to prevent
future issuance of uncalibrated tools to employees. Brainstorming identifies
several methods they can use to enhance existing processes. These include a
complete audit and verification of the online tool tracking software to ensure
all information is entered correctly. A review of calibrated tool expiration
dates will be accomplished at the start of each shift to ensure any tools that
may have expired are removed from use. Signs will be designed and posted in
the tool room reminding the technicians to double check the calibration dates
on tools prior to use, and management will be provided with talking points to
use during routine employee meetings to ensure everyone is aware of the need
to verify the calibrated tool dates.

The aviation organization reviews the proposed risk controls and determines
the revised procedure is acceptable before implementation (§ 5.55(d)).

Hazard Notification Example. The following example demonstrates how hazard

notification in accordance with § 5.57 should occur for a small operator. This issue is not
related to the calibrated tool example described in other paragraphs.

G.3.6.1

<.3.6.2

Flyslow Aviation received an employee report from a pilot stating that the
aircraft flight management system (FMS) deviated from the expected
approach at a particular airport. The flight crew noticed the deviation and
corrected the flight path for a safe landing, Flyslow Aviation’s SMS classified
this employee report as a hazard because the airport is surrounded by
high-elevation terrain. Although this incident occurred during the daytime and
in visual meteorological conditions (VMC), management determined that if
the same issue occurred during a night landing or instrument meteorological
conditions (IMC), the aircraft could be turned toward terrain without detection
by the flight crew, foreseeably resulting in an accident.

Flyslow Aviation followed its hazard notification process and decided that the
aircraft manufacturer was the best organization to mitigate the risk (step 1).
Flyslow Aviation also decided that the aircraft manufacturer contributed to the
safety of the services provided by Flyslow Aviation (step 2). Flyslow Aviation
provided the following hazard notification to the aircraft manufacturer

(step 3): “Aircraft model Alpha-1 (serial number 225) performed a wrong turn
at waypoint YAYGO on XYXYX TWO ARRIVAL (RNAV) approach to
airport KXYZ.”
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G.3.6.3  No further action under § 5.57 is required by Flyslow Aviation. The
organization has met the § 5.57 hazard notification requirements in this
example.

G.3.7 Safety Assurance Example. Flyslow Aviation becomes aware of an uncalibrated tool

G.3.8

being issued to a technician through their confidential employee reporting program

(§ 5.71(a)(7)). During a review of the tool control program, the process owner recognized
this could be a potential noncompliance with regulatory standards (§ 5.71(a)(6)) and uses
the Voluntary Disclosure Reporting Program (VDRP) to notify Flyslow Aviation’s FAA
Certificate Management Team (CMT) of the incident.

G.3.7.1  An investigation of the calibrated tool program is initiated as required by
§ 5.71(a)(3). Records of previous audits (§ 5.97(b)} were reviewed for any
previous calibrated tool findings. It was noted during the records review and
interviews with employees that the tool room changed from a manual
calibrated tool tracking system to a computer-based tracking system since the
previous audit occurred.

G.3.7.2  Uncalibrated tools being issued to employees is identified as a new hazard
(§ 5.73(c)). Flyslow Aviation initiates their SRM process as required by
§ 5.51(d).

G.3.7.3  Once acceptable risk controls are developed and implemented using their
SRM processes, Flyslow Aviation establishes a new objective to reduce the
issuance of uncalibrated tools and adds a requirement to track calibrated tool
control under § 5.73(a)(3) to ensure the developed risk controls are
functioning as designed. The process owner regularly reviews the data
acquired through their safety assurance monitoring processes and evaluates
the effectiveness of the changes to the calibrated tool program.

3.3.7.4  After a defined period of monitoring the tool tracking process, Flyslow
Aviation determines the risk controls are working as designed as there have
been no further instances of uncalibrated tools being issued to technicians.
They close out the special audit and monitoring of this risk control for their
calibrated tool program.

Safety Promotion and SMS Documentation and Recordkeeping Example. In an effort to
raise awareness of the calibrated tool issue and employee reporting, Flyslow Aviation’s
management included discussions on these areas as a monthly topic during employee
meetings (§ 5.23(2)(ii) and § 5.93). In addition, management posted signs and posters in
the breakroom and work areas. Rosters of meeting attendees were retained as well as a
copy of the agenda topics (§ 5.97(d)).

Note 1: In this example, § 5.91 would not be required as the training requirement
addresses SMS processes and procedures. Calibrated tool usage, which is the
subject of the training, is covered by other regulations and not the SMS,
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Note 2: Flyslow Aviation has control of the calibrated tool program and the
associated hazards. If the hazard was under the controf of an interfacing
organization, then Flyslow Aviation would communicate the hazard under § 5.57.
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Appendix H
APPENDIX H., REFERENCES AND ADDITIONAL INFORMATION

SMS-Related Resources. For additional information regarding SMSs, the following
resources may prove helpful:

FAA public SMS website: htps://www.faa.gov/about/initiatives/sms/specifics by aviati
on_industry_type.

International Civil Aviation Organization (ICAQ) Safety Management website:
hitps://www.icao.int/safety/SafetvManagement/Pages/default.aspx.

Transport Canada (TC) SMS website: hitps://tc.canada.ca/en/aviation/general-operating-
flicht-rules/aviation-safetv-management/safety-management-systems-aviation,

Australian Government Civil Aviation Safety Authority SMS website:
hitps://www.casa.gov.auw/operations-safetv-and-travel/safety-management-systems.

Civil Aviation Authority (CAA) of New Zealand SMS website:
https://www.aviation. govt.nz/safetv/sms-safety-management-systems/.

Web-Based Application Tool (WBAT), WBAT (maintained by Universal Technical
Resource Services, Inc, (UTRS)) provides service providers with a secure, fully
customizable system that promotes safety and accountability across five employee
groups. UTRS developed WBAT with funding from the FAA and will deliver free onsite
training and electronic support to certificate holders (CH). The UTRS point of contact
(POC) can be reached at info@whbatsafety.com,

Code of Federal Regulations (CFR). Title 14 CFR Part 5, Safety Management Systems,
and other current regulations are available online at hitps://www.ecfr.gov.

FAA Resources.

FAA Website. The FAA website is at https://www.faa.gov.

Dynamic Regulatory System (DRS). DRS is located at hitps://drs.faa.gov and contains:

e FAA Order 8900.1, Volume 10, Safety Assurance System Policy and Procedures.
o TFAA Order 8900.1, Volume 17, Safety Management System.

Related Reading Material. Current editions of the following documents may be helpful
in developing an SMS.

Advisory Circulars (AC). The following ACs are available on the FAA website and in
DRS:

H-1



5/21/24

H.4.2

H.4.3

AC120-92D
Appendix H

AC 00-58, Voluntary Disclosure Reporting Program.

AC 21-58, Safety Management Systems for Part 21 Type and Production Certificate
Holders.

AC 120-48, Communication and Coordination Between Flightcrew Members and
Flight Attendants.

AC 120-49, Parts 121 and 135 Certification,
AC 120-59, Internal Evaluation Programs.,
AC 120-66, Aviation Safety Action Program.

AC 120-79, Developing and Implementing an Air Carrier Continuing Analysis and
Surveillance System.

AC 120-82, Flight Operational Quality Assurance.
AC 120-115, Maintainer Fatigue Risk Management.
AC 150/5200-37, Safety Management Systems for Airports.

FAA Orders. The following orders are available on the FAA website and in DRS:

FAA Order VS §000.367, AVS Safety Management System (AVSSMS)
Requirements.

FAA Order 8000.369, Safety Management System.

FAA Order 8000,377, Flight Standards Safety Management System (FSSMS)
Requirements.

ICAO Resources. The following resources are available on the ICAO website at

https://www.icao.int/publications/Pages/default.aspx:

Annex 6, Operation of Aircraft, Part I, International Commercial Air Transport —
Aeroplanes.

Annex 8, Airworthiness of Aircraft.
Annex 16, Safety Management.
Document 9859, Safety Management Manual.
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APPENDIX I. ACRONYMS AND ABBREVIATIONS

AC120-92D)
Appendix I

14 CFR Title 14 of the Code of Federal Regulations
49 CFR Title 49 of the Code of Federal Regulations
AC Advisory Circular

AD Adrworthiness Directive

AFM Aircraft Flight Manual

APU Auxiliary Power Unit

AQP Advanced Qualification Program

ASAP Aviation Safety Action Program

ASRS Aviation Safety Reporting System

ATC Alir Traffic Control

BOD Board of Directors

CAA Civil Aviation Authority

CAMP Continuous Airworthiness Maintenance Program
CASS Continuing Analysis and Surveillance System
CEO Chief Executive Officer

CFIT Controlled Flight Into Terrain

CFO Chief Financial Officer

CH Certificate Holder

CMO Certificate Management Office

CMT Certificate Management Team

CPM Certification Project Manager

PO Director of Operations

DOD Department of Defense

DOM Director of Maintenance

DOS Director of Safety

DRS Dynamic Regulatory System

ERP Emergency Response Plan

ETOPS Extended Operations

F/A Flight Attendant

Federal Aviation Administration

FAA

I-1
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FBO Fixed-Base Operator

FDA Flight Data Analysis

FMS Flight Management System

FOM Flight Operations Manual

FOQA Flight Operations Quality Assurance

FRAT Flight Risk Assessment Tool

GOM General Operations Manual

HAZMAT Hazardous Materials

HF Human Factor

ICAO International Civil Aviation Organization

IEP Internal Evaluation Program

IMC Instrument Meteorological Conditions

InFO Information for Operators

LOA Letter of Authorization

LOSA Line Operations Safety Audit

MEL Minimum Equipment List

NASA National Aeronautics and Space Administration

NTSB National Transportation Safety Board

OpSpec Operations Specification

PD Pilot Deviation

POC Point of Contact

RCA Root Cause Analysis

RII Required Inspection Item

RNAV Area Navigation

RSM Repair Station Manual

SAFO Safety Alert For Operators

SB Service Bulletin

SDR Service Difficulty Report

SMICG Safety Management International Collaboration Group

SME Subject Matter Expert

SMS Safety Management System

SMSVP Safety Management System Voluntary Program

I-2
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SPA Safety Performance Assessment

SRM Safety Risk Management

TC Transport Canada

TCH Type Certificate Holder

TSO Technical Standard Order

UTRS Universal Technical Resource Services, Inc.

VDRP Voluntary Disclosure Reporting Program

VMC Visual Meteorological Conditions

W&B Weight and Balance

WBAT Web-Based Application Tool

I-3




Advisory Circular Feedback Form

If you find an etror in this AC, have recommendations for improving it, or have suggestions for
new items/subjects to be added, you may let us know by contacting the Safety Analysis and
Promotion Division at 9-AVS-AFS900-Directives@faa.gov or the Flight Standards Directives
Management Officer at 9-AWA-AFB-120-Directives@faa.gov.

Subject: AC 120-92D, Safety Management Systems for Aviation Service Providers

Date:

Please check all appropriate line items:

An error (procedural or typographical) has been noted in paragraph
on page

Recommend paragraph on page be changed as follows:

In a future change to this AC, please cover the following subject:
(Briefly describe what you want added.)

Other comments:

[ would like to discuss the above. Please contact me.

Submitted by: Date:
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In the US there are 12,000 + helicopters, 32,000 + helicopter pilots and over 292,000 aircraft mechanics! i
The USHST has identified the following industries for OUTREACH: |
Personal/Private, §
_ Helicopter Air Ambulance (HAA), :
Ij Commercial and Aerial Application f
! Your participation in joining our vision of zero fatal accidents is important to us. To determine how your inter-
; ests best align with active USHST efforts, please click the link below to complete the form and submit.
JOIN/FOLLOW USHST |

USHST Linkedin

Hehcopter Safety OUTREACH events:

o Register for September 2023 Webinars USHST will be hosting webinars
September 11-13, 2023 with the option fo aitend in-person and virtually. Pleass fill out
the form fo aftend and receive the latest information.

Previous All Hands - June 1, 2023
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5af&ty T&ﬂﬂ'& TRy W A il Mmoo orss Coormaeity wath recs fatat acuidaarns

Loss of Control - Inflight (LOC-1), Unintended Flioht into IMC (UIMC), Low Altitude Operations [LALT),

USHST continuas to work on the implementation of Helicopter - Safety Enhancements (H-SEs) developad through data-driven analysis of 104 fatal acc-
dents. The H-5Es use Qutraach, Policy, Technology/Equipment, and Training to reduce fatal accidents in these categorles.

US Helicopter Safety Team New Helicopter Safetv Enhancements {H-SEs)
23-01: Promote conservative go/no-go decision making (includes performance planning)

-HAV's Safety Working Group released some early “primer” material on the topic that they’ve socialized through
Rotor Daily, and they are working on a formalized work plan for where they’d like to go with it over the next year.

23-04: Improve fatigue awareness and risk mitigation of scheduling factors leading to fatigue.
-Pulsar informatics, Inc is leading this effort with support from AMOA and Delta P. They’ve developed an initial
work plan.

USHST PRICRIVY Safely Reseurces: Videos Safety Apps USHST Report on Safety Enhancements

US Helicopter Safety Team Press Release (May 2023):
ggag‘r hg§1§ ggmargju g

United States

Helicopter Safety Team
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Each year the U.S. helicopter industry safely flies
approx. 3 million flight hours and every second of
every flight must be handled with professionalism.
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In the US there are 12,000 + helicopters, 32,000 + helicopter pilots and over 292,000 aircraft mechanics! %

The USHST has identified the following industries for OUTREACH:

Personal/Private,
Helicopter Air Ambulance (HAAJ,
Commercial and Aerial Application

| Your participation in joining our vision of zero fatal accidents is important to us, To determine how your inter-
i ests best align with active USHST efforts, please click the link below to complete the form and submit.

JOIN/FOLLOW USHST

'“.ﬂ USHST Facebook (2650 Members, 22 New) USHST Lmkedﬂn USHST Twitter _'

Helicopter Safety OUTREACH events:
Registration Reguired for September 2023 Webinars Please fill out the form to attend
and receive the latest information. EAA Event Link
- Copter IFRWeather Camiera Summit - Monday, Sept 11, 2023 8am - 4pm ET
- USHST: ALL HANDS Tuesday, Sept 12, 2023 1pm - 4pm ET
Previous All Hands - June 7, 2023

.8, Helicopter Helicopter ~ Sufety Enhqncemeni‘s
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Loss of Control - inflight {LGC-1}, Unintended Flight into IMC {UIMC], Low Altitude Operations {LALT},
USHST continues to work on the implementation of Helicopter - Safety Enhancements (H-SEs} developed through data-driven analysis of 104 fatal acci-
dents. The H-SEs use Qutreach, Palicy, Technology/Equipment, and Training to reduce fatal accidents in these categories.

LS Helicopter Safety Team New Helicopter Safety Enhancements (H-SEs)

23-01: Promote conservative go/no-go decision making (includes performance planning)
-HAl's Safety Working Group released some early “primer” materiaf on the topic that they’ve socialized through
Rotor Daily, and they are working on a formalized work plan for where they’d like to go with it over the next year.

23-04: Improve fatigue awareness and risk mitigation of scheduling factors leading to fatigue.
-Pulsar Informatics, Inc is leading this effort with support from AMOA and Delta P, They’ve deveioped an initial
work plan.

SHET PRIORITY Safely Resources: Videos Safety Apps USHST Report on Safety Enhancements

US Helicopter Safety Team Press Release {(September 2023):
USHST Schedules Two September Safety Events

USHST \nited States
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Each year the U.S. helicopter industry safely flies
approx. 3 million flight hours and every second of
every flight must be handled with professionalism.
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o “YOU” Know?

§
In the US there are 12,000 + helicopters, 32,000 + helicopter pilots and over 292,000 aircraft mechanics! i
{

The USHST has identified the following industries for QUTREACH:
Personal/Private,
Helicopter Air Ambulance {HAA),
Commercial and Aerial Application

s

! Your participation in joining our vision of zero fatal accidents is important to us. To determine how your inter-

| ests best align with active USHST efforts, please click the link below to complete the form and submit.

JOIN/FOLLOW USHST
SEEE USHST Facebook (2673 Members, 13 New) USHST Linkedin
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Helicopter Safety OUTREACH events:
s Register Hers for next USHST All Hands Webinar - Movember 1, 2023
Previous All Hands -~ September 12, 2023

«  ROTOR Helicopter Association International - Upcoming Events
»  Helicopier Safety Alliance - Upcoming Events

U.G. Helicopter | Helicopter — Safety Enhancements
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Loss of Control - inflight (LOC-I), Unintended Flight into IMC (UIMC), Low Altitude Operations (LALT).
USHST continues to work on the implementation of Helicopter - Safety Enhancements {H-SEs} developed through data-driven
analysis of 104 fatal accidents, The H-SEs use Qutreach, Policy, Technology/Equipment, and Training to reduce fatal accidents
in these categories.

US Helicopter Safety Team Mew Helicopter Safety Enhancements {H-SEs)
23-01: Promote conservative go/no-go decision making (includes performance planning)
-HAI’s Safety Working Group released some early “primer” material on the topic that they've socialized through
Rotor Daily, and they are working on a formalized work plan for where they’d fike to go with it over the next year.
23-04: Improve fatigue awareness and risk mitigation of scheduling factors leading to fatigue.

-Pulsar Informatics, Inc is leading this effort with support from AMOA and Delta P. They’ve developed an initial
worlk plan.

USHST PRIGRITY Safefy Resources: Videos Safety Abps USHST Report on Safety Enhancements

US Helicopter Safety Team Press Release:

Helicopter Association International Webinar

United States

Helicopter Safetv Team




United States :

Helicopter Safety Team
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Each year the U.S. helicopter industry safely flies
approx. 3 million flight hours and every second of
every flight must be handled with professionalism.
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Did “YOU” Know?

In the US there are 12,000 + helicopters, 32,000 + helicopter pilots and over 292,600 aircraft mechanics!
The USHST has identified the following industries for OUTREACH:
Personal/Private,

Helicopter Air Ambulance {HAA),

Commercial and Aerial Application

| Your participation in joining our vision of zero fatal accidents is important to us. To determine how your inter-
; ests best align with active USHST efforts, please click the link below to complete the form and submit.

JOIN/FOLLOW USHST
= UﬁHST Facebook (2699 Members, 26 New) USHST Lmkedin o
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Helicopter Safety OUTREACH events:
» Join us Mon, 26 Feb 24 at 2:450m (PST) in Anaheim, CA in HAI HELLEXPO ‘24
e Previous All Hands Webinar - November 1, 2023
o |FR Weather Camera Summit

o ROTOR Helicopter Association international - Upcoming Events

LS. Helicopter | Hehcap%er - Suf@iy Enhun&emenfs
Bafety Team !

Teaar Wissmas A tivd Dalcaprer somimaoadoy with sera fa2nt 4o Gigents

Loss of Contral Inflight {L.OC-1), Unintended Flight into IMC {UIMC), Low Altitude Operations {LALT].
USHST is working on 5 new Helicopter - Safety Enhancements {H-SEs} in 2023 based on fatal accident analysis. Recent updates:

23-01: Professional Preflight Planning & Go/No-Go Aeronautical Decision Making (P3- -GADM})

-Led by HAI's Safety Working Group. Work plan submitted to USHST Steering Committee in October for
approval. Check out the latest update on the November USHST Alf Hands webinar from November 1, 2023,

23-02: Educate hazards of low altitude operations
-Check out primer material from HAI's recent Spotlight on Safety here .
23-04: Improve fatigue awareness and risk mitigation of scheduling factors leading to fatigue.

-Led by Pulsar Informatics, Inc with support from AMOA and Defta P. Work plan submitted to USHST Steering
in October for approval.

23-05: Training on effects of adverse wind situations.
-Led by HAl’s Training Working Group and Air Methods. Draft work plan developed in October.

USHET PRICRITY Safely Resouross: Videos Safety Apps USHST Report on Safety Enhancements

US Helicopter Safety Team Press Release: H
HAl © = WORK
WEBIMNARS

USHST .eqstates
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United States :

Helicopter Safety Team
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Each year the U.S. helicopter industry éafefy flies
approx. 3 million flight hours and every second of
every flight must be handled with professionalism.
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Did “Y@M” Know'?

In the US there are 12,000 + helicopters, 32,000 + helicopter pitots and over 292,000 aircraft mechanics!
i The USHST has identified the following industries for OUTREACH:
? Personal/Private,
Helicopter Air Ambulance {(HAA),
Commercial and Aerial Application

Your participation in joining our vision of zero fatal accidents is important to us. To determine how your inter-
1 ests best align with active USHST efforts, please click the link below to complete the form and submit.

JOIN/FOLLOW USHST

; o USHST Facebook (2759 Membersp 60 New) USHST LinkedIn USHST Twit‘&er ;
T R e T e e e T e S s s e
MHelicopter Safety OUTREACH events:
o Join us Mon, 26 Feb 24 at 2:450m {FST) in Anabheim, CA in HAI HELI-EXPO ‘24
o Pravious All Hands Webinar - November 1, 2023
¢ [FR Weather Camera Summit

» ROTOR Helicopter Association International - Upcoming Events

WS, Hellcopter | Helicopfer - Safety Enhancements
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Loss of Control - inflight {LOC-1), Unintended Flight into IMC (UIMC], Low Altitude Qperations {LALT).
USHST is working on 5 new Helicopter - Safety Enhancements {(H-SEs) in 2023 based on fatal accident analysis. Recent updates:
23-01: Professional Preflight Planning & Go/No-Go Aeronautical Decision Making (P3-GADM)

-Led by HA!'s Safety Working Group. Work plan submitted to USHST Steering Committee in October for
approval, Check out the latest update on the November USHST All Hands webinar from November 1, 2023,
23-02: Educate hazards of low saltitude operations

-Check out primer material from HAI's recent Spotlight on Safety hare .
23-04: Improve fatigue awareness and risk mitigation of scheduling factors leading to fatigue.

-Led by Pulsar Informatics, Inc with support from AMOA and Delta P. Work plan submitted to USHST Steering
in October for approval.
23-05: Training on effects of adverse wind situations.

-Led by HAI’s Training Working Group and Air Methods. Draft work plan developed in October.

USHST PRIGIRITY Safsty Resources: Videos Safety Apps USHST Report on Safety Enhancements
US Melicopter Safety Team Press Release: H e
HAL " WORK
WEBINARE

United States
Helicopter Safety Team

USHS



USHST .nited states

|

- 2@@& ”“fl“fiﬁ |

Avg Fatal Acc Rate 0.73 0.77
Avg Accident Rate 4.01 4.19
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107 days (2020)

Each year the U.S. helicopter industry safely flies
approx. 3 million flight hours and every second of
every flight must be handled with professionalism.
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In the US there are 12,000 + helicopters, 32,000 + helicopter pilots and over 292,000 aircraft mechanics! }F
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The USHST has identified the following industries for OUTREACH: i
Personal/Private, |

Helicopter Air Ambulance (HAA),

Commercial and Aerial Application i
|
|
i
!

i/ BY ;

¥ s Association
Fuclirial Aviaticon Aomintsiratlon “ P
SRIETY VEHNGE International

e

e B T AT R S i B it S e S Pt e a e

AT

Your participation in joining our vision of zero fatal accidents s important to us. To determine how your inter-
; ests best align with active USHST efforts, please click the link below to complete the form and submit.

), e =

JOIN/FOLLOW USHST

ir USHST Facebook {28@8 Members, 43 New) _ USHST Linkedin USHST Twitter

Helicopter Safety OUTREACH evenis:

» Join us Mon, 26 Feb 24 at 2:45pm (PST) in Anaheim, CA in HA{ HELILEXPO ‘24
e The January USHST Digital Newsletter was released today! If it did not arrive in
your inbox, make sure you join USHST and then manage your subscriptions.

; You don’t want to miss the latest Helicopter Safety News!

U.S. Helicopter | Helicopter — Safety Enhancements
Safety Team ‘
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Loss of Control - Inflight (LOC-i), Unintended Flight into IMC (UIMC], Low Altitude Operations {LALT).
USHST is working on 5 new Helicopter - Safety Enhancements (H-SEs) in 2023 based on fatal accident analysis. Recent updates:
23-01: Professional Preflight Planning & Go/No-Go Aeronautical Decision Making (P3-GADM)

-Led by HAI’s Safety Working Group. Work plan submitted to USHST Steering Committee in October for
approval. Check out the latest update on the November USHST Al Hands webinar from November 1, 2023,
23-02: Educate hazards of low altitude operations

-Check out primer material from HAI's recent Spotlight on Safety here .
23-04: Improve fatigue awareness and risk mitigation of scheduling factors leading to fatigue.

-Led by Pulsar Informatics, Inc with support from AMOA and Delta P. Work plan submitted to USHST Steering
in October for approval.
23-05: Training on effects of adverse wind situations.

-Led by HAI's Training Working Group and Air Methods. Draft work plan developed in October.

USHST PRIORITY Safely Resources: Videos Szfety Apps USHST Report on Safety Enhancements

S Maintaining Lift-—Improving Operational Efficiencies throughout the
H LR Helicopter Life Cycle
HAl - WORK February 8

WEBINARS
USHS United States
! | Helicopter Safetv Team
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Did “YOU” Know? t
H In the US there are 12,000 + helicopters, 32,000 + helicopter pilots and over 292,000 aircraft mechanics! F
| The USHST has identified the following industries for GUTREACH: ;
' Personal/Private, E
‘ Helicopter Air Ambulance (HAA), {
i Commercial and Aerial Application ' k
| Your participation in joining our vision of zero fatal accidents is important to us. To determine how your inter- i
| ests best align with active USHST efforts, please click the link below to compiete the form and submit, E
8]
E JOIN/FOLLOW USHST |
75452 USHST Faceoo (2826 fembers, 18 New) USHST Linkedin ... SSHST Twiter E

Helicopter Safety OUTREACH events:
o US Helicopter Safety Tearn {USHST) All Hands—
doin us Mon, 26 Feb 24 at 2:45pm {PST) In Anaheim at HAI HEL-EXPO ‘24
e ROTOR Helicopter Association International - Upcoming Events

» USHST January 2024 Newsletter

.8, Helicopter | Helicopter - Safety Enhanc
ﬁﬁf&ty "‘r&ﬁm % D Wbt & vl e Hou B ey fumisnn Ity il rnen fars

Helicopter - Safety Enhancement {H-SE) Details based on fatal accident analysis:

£3-01: Professional Preflight Planning & Go/No-Go Aeronautical Decision Making (P3-GADM)

The primary objective of this safety enhancement is to help prevent fatal helicopter accidents that can be directly or
indirectly finked to preflight judgment errors, decision-making errors, and inadequate mission planning. The H-SE
team led by the HAI Safety Working Group will develop and deliver sources that will likely include policies, proce-
dures, practices, tools, and other resources/tools that when Implemented correctly, can prevent future Jatal ro-
torcraft accidents attributable to flawed, inappropriate, and unauthorized preflight GO/NO-GO decisions. To frame
the objective in a more positive manner, the team seeks to make it egsier for flight planners to make well-informed
GO/NO-GO decisions that are correct, appropriate, authorized before every flight, and independent from potential
internal or external pressures, influences, or other factors. '

USHSY PRIOGRITY Safety Resources: Videos Safety Apps Qrigina] Helicopter Safety Enhancements

US Helicopter Safety Team Press Release (February 7, 2024):
USHST to host all-hands meeting at HAI HELI-EXPO 2024

USHST United States
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Each year the U.S. helicopter industry safely flies
approx. 3 million flight hours and gvery second of
gvery flight must be handled with professionalism.
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Did “YOU” Know?
In the US there are 12,000 + helicopters, 32,000 + helicopter pilots and over 292,000 aircraft mechanics!
b The USHST has identified the following industries for QUTREACH:
: Personal/Private,
Helicopter Air Ambulance (HAA),
Commercial and Aerial Application

" Your participation in joining our vision of zero fatal accidents is important to us. To determine how your
| interests best align with active USHST efforts, please click the link below to complete the form and submit.

JOIN/FOLLOW USHST
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Helicopter Safety OUTREACH events:

o USHST Podeasts — Push to Talk with Bruce Webb: A Helicopter Podcast

» ROTOR Helicopter Association International - Upcoming Evenis
o USHST January 2024 Newsleiter

LS. Helicopter | Helicopter — Safety Enhancements
Saf&ty T(&am H Trnde WA A v Balinepter o

TR i p e Sl aetigor s

Helicopter - Safety Enhancement (H-SE) Details
H-SE 2023-04, Improve fatigue awareness & risk mitigation of scheduling factors leading to fatigue

Fatigue risk impacts all aspects of rotorcraft operations, including air crew, ground crew and support personnel
whose mission-critical activities ensure safe and effective operations. Since 1990 the NTSB has conducted 6521
helicopter accident investigations. Of these investigations, 28 have cited fatigue or lack of adequate sleep as g
contributing foctor, which have resufted in 19 fatalities and 18 injuries, Of these, human factors were o contributing
factor in 1534 incidents. Fatigue is often under-cited in NTSB helicopter investigations because of a lack of available
quantitative information related to fatigue, Based on benchmarks from other industries, fatigue is g factorinlin 5
of all incidents. |f we assume that number holds true for helicopter operations, that means that the true number of
fatigue-related helicopter accidents since 1990 would be several times higher than the 28 reported. It is well known
that fatigue-related deficits accumulate relative to factors such as long days, sleep debt, and night work.

USHST PRIORITY Safety Resources: Videos Safety Apps  Original H-SE Surmation Report

NEXT WEBINAR March 14:

T ' One Pilot’s Amazing Story of
JHAL = WORK syryiyal
| WEBINARS

LISHST United States
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Each year the U.S. helicopter industry safely flies
approx. 3 mitlion flight hours and every second of
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Did “YOU” Know?
In the US there are 12,000 + helicopters, 32,000 + helicopter pilots and over 292,000 aircraft mechanics!
The USHST has identified the following industries for OUTREACH:
Personal/Private,

Helicopter Air Ambulance (HAA),
Commercial and Aerial Application

1 Your participation in joining our vision of zero fatal accidents is important to us. To determine how your
! interests best align with active USHST efforts, please click the link below to complete the form and submit.

JOIN/FOLLOW USHST

e et s e et e,

2867 Members, 23 Newl]
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Helicopter Safety OUTREACH events:

o USHST Podcasts — Push to Talk with Bruce Webb: A Helicopter Podcast
» MEW! National Agricultural Aviation Association (NAAA) -

“Fly Safe Campaign for Wire Strike Avoidance” FAAST Link

LS. Helicopter Helicopter - Safety Enhancements
ﬁafﬁ,ty T&ﬁm Trrw Waosromm: & giydl DeHIAnIer LoMmmuiTY with tars Taunt aocetenix

Helicopter - Safety Enhancement {H-SE} Details
H-SE 2023-05, Training on effects of adverse wind situations.

The goal of this H-SE is to better illustrate the hazards posed by adverse winds on rotorcraft performance, especially when oper-
ating at low airspeeds. As an example, simitar, but unrelated efforts, have been undertaken in the fixedwing world around loss
of control events and the use of Angle-of-Attack (AOA) indicators, Vertical flight operations gt low airspeed are predictable
when the air-circulation through the rotor system is able to maintain a steady-state. It can be visualized as g bubble of air
circulating around the rotor system, if this bubble is disrupted, or “popped”, a corresponding loss of lift can result, This creates a

USHST PRIORITY Safety Resources: Videos Safety Apps  Original H-SE Sum mation Report

-~ NEXT WEBINAR April 11 .
| - Securing Advanced Air.
w¢ i s rs Mobility from Cyberattack

LIQHCT United States
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Each year the U.S. helicopter industry safely flies
approx. 3 million flight hours and avery second of
{ every flight must be handled with professionalism.
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Did “YOU” Know?
ters, 32,000 + helicopter pilots and over 292,000 aircraft mechanics|
The USHST has identified the following industries for OUTREACH:
Personal/Private,
Helicopter Air Ambulance (HAA),

Commercial and Aerial Application
| Your participation in joihing our vision of zero fatal accide
! interests best align with active USHST efforts,
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In the US there are 12,000 + helicop

nts Is important to us. To determine how your
please click the fink below to complete the form and submit.

JOIN/FOLLOW USHST
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Helicopter Safety OUTREACH avents:
o USHST April 2024 Newsictier

e FAAST Blast — Week of Anril 29 - May 05, 2024
» The Rotorcraft Collective: Caution] Meliconter Wake Turbulence
o FAA General Aviation and Pars 135 Activity Survey

ND OPERATORS

TURBINE ROTORCRAFT » RECIPROCATING ROTORCRAFT

AIRCRAFY OWNERS A

L have you compretad your T
i 46th Annual General Aviation ’
! and Part 135 Activity Survey?* |

The FAA and aviation industry value your
respenses to understand the size, activity, and
characteristics of the GA fieet,

| NEXT WEBINARMaye: |
_ Hvdroge,n-_l’pwergd Flight & o
€.t gn ThePiaseckipA-890 -

USHST United states.
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Did “YOU” Know?
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[n the US there are 12,0600 + helicopters, 32,000 + helicopter pilots and over 252,000 aircraft mechanics! f
The USHST has identified the following industries for QUTREACH: }E
Personal/Private, E
5 Helicopter Air Ambulance {HAA),
, Commercial and Aerial Application

Your participation in joining our vision of zero fatal accidents is important to us. To determine how your
| interests best align with active USHST efforts, please click the link befow to complete the form and submit.

o JOIN/FOLLOW USHST E
it ,.. |

Helicopter Safety OUTREACH events:

« Matienal Agriculiural Aviation Asseciation Pilot Mentoring Message
» EAAST Blast — Week of May 27-June 2, 2024
o The Rotorcraft Collective: Just Say Nol

LS. Helicoptey Helicopter - Safety Enhancemenits
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Helicopter - Safety Enhancement {H-SE) Details
H-SE 23-01: Professional Preflight Plonning & Go/No-Go Aeronautical Decision Malking (P3-GADM)

The primary objective of this safety enhancement is to help prevent fatol helicopter accidents that can be directly or
indirectly linked to preflight judgment errors, decision-making errors, and Inadeguate mission planning. The H-SE
team led by the HAI Safety Working Group will develop and deliver sources that will likely include policies, proce-
dures, practices, tools, and other resources/tools that when implemented correctly, can prevent future fatal ro-
torcraft accidents attributable to flawed, inappropriate, and unauthorized preflight GO/NO-GO decisions. To frame
the objective in a more positive manner, the team seeks to make it easier for flight planners to make weli-informed
GO/NO-GO decisions that are correct, appropriate, authorized before every flight, and independent from potential
internal or external pressures, influences, or other factors.

USHST PRICRITY Safety Resources: Videos Safety Apps Original H-SE Summation Report

" NEXT WEBINAR June 13:

- Do You Do Maintenance by the - -
S . ... RulesorbytheNomms? .

LIQHQT United States
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Did “YOU” Know?

In the US there are 12,000 + helicopters, 32,000 + helicopter pilots and over 292,000 aircraft mechanics!

The USHST has identified the following industries for OUTREACH:
Personal/Private, Helicopter Air Ambulance {HAA), Commercial and Aerial Application
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! Your participation in joining our vision of fatal accidents is important to us. To determine how your
| interests best align with active USHST efforts, please click the link below to complete the form and submit.

. JOIN/FOLLOW USHST

receive a free Hughes App subscription HEsRate |
& USHST Members

{3000 Members, 8 New)

e i o e S
s i

Helicopter Safety OUTRIEACH events:

» USHST All Hands Webinar - Understanding the new ACS
o FAAST Blast - Week of June 24-30, 2024
e The Rotorcraft Collective: Master Your Mission in a Sim First

L8, Helicopter Helicopter — Safety Enhancements
gaf&ty ""“ea ¥y e WO A Civnd Dabi g pTer Comiunit, veith yarn Sogat sovtivhenis

Helicopter - Safety Enhancement {H-SE) Details
H-SE 2023-04, Improve fatisue awareness & risk mitigation of scheduling factors leading to fatigue

Fatigue risk impacts all aspects of rotorcraft operations, including air crew, ground crew and support personnel
whose mission-critical activities ensure safe and effective operations. Since 1990 the NTS8 has conducted 6521
helicopter accident investigations. Of these investigations, 28 have cited fatigue or lack of adequate sleep as o
contributing factor, which have resulted in 19 fatalities and 18 injuries. Of these, human factors were a contributing
factor in 1534 incidents. Fatigue is often under-cited in NTS8 helicopter investigations because of a lack of available
quantitative information related to fatique. Based on benchmarks from other industries, fatigue is a factorinlins
of all incidents. If we assume that number holds truye for helicopter operations, that means that the true number of
fatigue-related helicopter accidents since 1990 would be several times higher than the 28 reported. It is well known
that fatigue-related deficits accumuliate relative to factors such as long days, sleep debt, and night work.

USHST PRIORITY Safety Resources: Videos USHST Safety App

Originat H-SE Summation Report

- NEXT WEBINAR July 11:
= 50 You Earned Your License;

Wt -';f:‘-s., e NOW..Wh'at?.- :.-,..,',3 s .'-'

LISHST United States




HELICOPTER SAFETY ADVISORY CONFERENCE

Wednesday, October 11, 2023, HSAC Agenda

Four Polnts by Sheraton French Quarter, 541 Bourbon Street New Orleans, LA 70130

0630 - 0745 Breakfast Café Opera

0830 - 1500 Helidecks (Patrick Bosman / Peter Hessslink) Carmen

https:/fis02web.zoom. us//B372 8446382 ?pwd=T|QxZndnd UF Y SERaNTVQQMZ 1M).)zdz09
Meeting ID: 837 2844 6382 Passcode; 621646

0830 - 1500  Operations Salon De Gallier 1
{Chief Pilots / ADS-B Flight Following / FDM / UAS / Offshore Wind)

htips://us02web.zoom, us//849126081627pwd=gHF UcDdZRXdSRIRRSEtaTVpGQUIZUTO9
Meeting ID: 840 1260 9162 Passcode: 413589

0830 - 1500 Maintenance (Francis Schuurman / Myron Hillers) Salon De Gallier 2

hitps://us02web zoom us/i/83508275081 7pwd=bTVSWIY2biowY TZKMWaz MW 1ZUJ2AT09
Meeting ID; 835 0827 5081 Passcode: 800779

0830 - 1100  Aerial Patrol (Winsfon Seiler) Salome

httpg:/fus02web zoom,us//6642 1409686 Powd=UC JkSkNaajd WR3I3Z1KVbndFUmRtdz09
Meeting ID: 864 2140 6686 Passcode: 670444

1100 - 1230 Lunch (on you own) l.ocal options

1230-1500  Availabie meeting space Salome

hitps://us02web.zoom . us/i/84787847622 7pwd=Z3NWUG82azFPRINDWESGVEBSVIpHZ 200
Meeting 1D: 847 8784 7622 Passcode: 130830

15630 - 1630  AlIC Meeting ~ FAA (Rana Obeid) Salome

hitps://usO2web.zoom. us/i/83417 1735907owd =N 1BWZ I NXL2VoZ EAXRGUWK2920Gd Tdz08
Meeting 1D: 834 1717 3590 Passcode: 638867

1630 -1700 HSAC Board Meeting Salome

1700-1900 Swire Energy Services / HSAC Reception Puccini Bar Area

*All coffeesrefreshments sponsored by FlightSafetly*

“SAFETY THROUGH COOPERATION SINCE 1978”



HELICOPTER SAFETY ADVISORY CONFERENCE

Thursday, October 12,

2023, HSAC Agenda

Four Points by Sheraton French Quarter, 541 Bourbon Strect New Qrleans, LA 70130

0630 -0745 Breakfast
0830 - 1130  HSAC Membership Meeting

Café Opera

Salon De Gallier 1 & 2

https://us02web zoom.us/i/8638751 5622 7pwd=eDFuMjgdYnZZNECOS050aUEYUWa1LUTO9

Meeting ID: 863 8751 5622 Passcode: 721423
One tap mobile: +16469313860,,86724101761# US
One tap mobile: +13017158582,,86724101781# US {(Washington DC)

1. Opening Remarks

HSAC Board

e Anti-Trust Statement and Chairman welcome

=  New Member Announcement

2. HSAC - Work Group reports / comments

ADS-B / Replacement Platform
UAS
Flight Data Monitering
Chief Pilot/Survivability
Maintenance
Aerial Patrol
Helidecks

3. HSAC Committee Reporis
s Treasurer's Report
e Secretary’s Report
¢ Chairman’s Report

4. FAA ADS-B Pregram
Update (FAA)

5. Guest Speaker — Offshore Wind Power Conference Brief

6. CGuest Speaker — HeliOffshore

7. Any Old/New Business before Closing Comments

Lunch (on you own)

Jose “JJ” Jaramillo
Patrick Niven
Amanda Roberts
James Maner
Francis Schuurman
Winston Seiler

Patrick Bosman

Don Robson
Jacob Schexnayder
Bryan Buchanan

Rana Obeid
Josh Page
Tim Rolfe
HSAC Board

Local options

UPCCMING MEETING DATES

LOCATION

January 17 & 18, 2024

Sheraton North Houston at George Bush Infercontinental

“SAFETY THROUGH COOPERATION SINCE 1978"



HELICOPTER SAFETY ADVISORY CONFERENCE

Wednesday, January 17, 2024, HSAC Agenda

Sheraton Morth Houston, George Bush Intercontlnental Airport 15700 John F. Kennedy Blvd, Houston TX 77032

0830 - 0745 Breakfast Mezzanine

0830 -1100  Cperations (Chief Pilots-ADS-B-FlightFollowing FDM-Offshore Wind)  Salon DJE
(WRA Discussion)

hitps://us07web.z00m.us/|/82601073710?pwd=NmEXUmVNK270L29aYUExbVA4K1c0QT09
Meeting ID: 8268 0107 3710 Passcode: 331164

0830-1500 Helidecks (Patrick Bosman) San Antonio Room

htins://us02web.zoom,.us/i/87613645437 Powd=MIpSNGITCTVAOFIZYmeGhUSHSIVIUTOD
Maeting ID; 876 1364 5437 Passcode; 958718

0830-1500 Maintenance (Francis Schuurman) Galveston Room

https://us02web.room.us/j/876932226107pwd=bFFIUVAXMXhzZLU2ZXowWG51R2kzdz09
Meeting 1D: 876 8322 2610 Passcode: 788984

0830 - 1100  Aerial Patrol (Winston Seiler} Austin Room

hittos://us02web.zoom. us//82699622805 Ppwd=cUQ2ZWI2WGRWQ I c2NSRThnQW44(T09
Meeting ID: 826 9962 2805 Passcodse: 692688

1100 - 1230 Lunch (on you own) Local options

1230 - 1500  Operations (Chief Pilots-ADS-B FlightFoflowing-FDM-Offshore Wind) Salon D/E

https://us02web.zoom.us/i/82601073710pwd=MmExUmVNK2Z0129aY UExbVA4GK1cOQTOS
Meeting 1D: 826 0107 3710 Passcode: 331164

1230 -1500  UAS (Patrick Niven) Austin Room

https://us02web.zoom.us/if81447249566 ?pwd=cEJjWDIpNVc3dn MxMW LuYIRYelpEUTOY
Meeting ID: 814 4724 95668 Passcode: 797884

1230 - 1500  Available Meeting Space El Paso Room
1530 - 1630  AlC Meeting — FAA (Rana Cbeid) Austin Room
1630 - 1700 HSAC Board Meeting Austin Room
1700 - 1900 HSAC Reception Mezzanlne

“Alf coffeesrefreshments sponscred by FlightSafety*

“SAFETY THROUGH COOPERATION SINCE 1978"



HELICOPTER SAFETY ADVISORY CONFERENCE

Thursday, January 18, 2024, HSAC Agenda

Sheraton North Houston, George Bush hitercontinentaf Alrport 15700 John F. Kennedy Blvd, Houston TX 77032

0630 - 0745  Breakfast

0830 - 1130 HSAC Membership Meeting

Mezzanine

Salon D/E

https://usQ2web.zoom, us/ i/817646931897pwd=c3pSalOvVnoyZzFIWWxyaHQyRXIPZz09

Meeting ID: 817 6469 3189 Passcode: 840214
One tap mobile: +13052241868,,81764693185# US
One tap mobile: +13092053325,,81784693189# US

—

Opening Remarks
e  Anti-Trust Statement and welcome
2. HSAC - Work Group reports / comments
ADS-B / Replacemant Platform
UAS
Flight Data Monitoring
Chief Pilot
Maintenance
Aerial Patrol
Helidecks
HSAC Committee Reports

+ Treasurer's Report

G

¢ Secretary’s Report

e Chairman's Report

4. FAA ADS-B Program
Update (FAA)

5. Any Old/New Business before Closing Comments

Bryan Buchanan

Jose "JJ" Jaramillo
Patrick Niven
Amanda Roberts
James Maner
Francis Schuurman
Winston Seiler
Patrick Bosman

Don Robson
Jaceb Schexnayder
Bryan Buchanan

Rana Obeid
HSAC Board

UPCOMING MEETING DATES

LOCATION

May 15 &18, 2024

City Club at River Ranch, Lafayette, LA

“SAFETY THROUGH COOPERATION SINCE 1978"



HELICOPTER SAFETY ADVISORY CONFERENCE

0630 - 0745

0830 - 1100

Wednesday May 115, 2024, HSAC Agenda

Clty Club at River Ranch, 1100 Camellia Boulevard Lafayetts, LA 70680

Breakfast Grill & Bar Area

Operations (Chief Pilots-ADS-B FlightFollowing FDM-Offshore Wind)  Baliroom A

https://us02web.zoom.us/i/ 87904832537 ?pwd=clZoVy9oVG5XM3h5enVUUOINZHBEGAZ09

0830 - 1100

Meeting ID: 879 0488 2537 Passcode: 481530

Maintenance (Francis Schuurman) Baliroom B

https://us02web.zoom.us/i/86213 124477 ?pwd=ROVQRVe3dUJUWWNyaklhZ0tj UFBmZz09

0830 - 1100

Meeting [D: 862 1312 4477 Passcode: 289124

Helidecks (Patrick Bosman) Baliroom €

hitps://us02web.zoorm, us/|/82324544535 pwd =cExvUzRU NMNSJESQOFh|Y3IDdG4ArQT09

1100 - 1230

1230 - 1500

Meeting [D: 823 2454 4535 Passcode: 752008

Lunch (on you own) l.ccal options

Operations (Chief Pilots-ADS-B FlightFollowing-FDM-Offshore Wind)  Baliroom A

https://usOZweb.zoom.uS/i/87904892537?pwd=c§20Vv90VGSXM3h5enVUU09NZHBOdzO9

1230 - 1500

Meeting ID: 879 0480 2537 Passcode: 481930

Maintenance (Francis Schuurman) Ballroom B

https://u502web.zoom.us/i/86213124477?pwd=ROVQRVc3dUJUWWNvakIhZOtiUFBmZzOS

1230 - 1500

Meeting ID: 8562 1312 4477 Passcode: 269124

Helidecks (Patrick Bosman) Baliroom C

https://usDZweb.zoom.us/i/82324544535?pwd=cEvazRUNmN5d£9QOFhiY3J DdG4rQT0S

1230 - 1500

Meeting ID: 823 2454 4535 Passcode: 752008

UAS (Phil Smith) Audubon

https://us02web.zoom.us/{/8784713514020wd=dXdNQ1BUTOtMR2Ezd3 RXNzRwMGpaUTQ9

1530 - 1630

1630 - 1700

1700 - 1900

Meeting |D: 878 4713 5140 Pasascods; 380043

AIC Meeting — FAA (Rana Obeid) Ballroom C
https://usO2web.zoom.us/|/83429407022 ?pwd=eFpRcO9JYTiBVXZvd3IXZFN2SiQ 1dz09

Masting ID: 834 2840 7022 Passcode: 666891

HSAC Board Meeting Baltroom C
HSAC Receptlion (Befl Flight & HSAC) Eleven Hundred Club
"All coffee/refreshments sponsored by FlightSafety*

"SAFETY THROUGH COOPERATION SINCE 1978"



HELICOPTER SAFETY ADVISORY CONFERENCE

Thursday, May 16, 2024, HSAC Agenda

City Club at River Ranch, 1100 Camellia Boulevard L.afayetie, LA 70580

0830 - 0745 Breakfast Grill & Bar Area

0830-1130  HSAC Membership Mesting Fleur de Lis Ballroom

hitps://us02web.zoom.us/|/89957048453 2pwd=T1lak3V1RTZvbUVGad50bm5 VSV Mdz09
Meeting ID: 899 5704 9453 Passcode: 866339
One tap mobile: +13126266799,,88957049453# US
One tap mohile: +16465588656,,899570494534% US

1. Opening Remarks Bryan Buchanan

s Anti-Trust Statement and welcome
= New Member Announcement

2.  HSAC - Work Group reports / comments

ADS-B / Replacement Platform Jose "JJ" Jaramillo
UAS Phil Smith
Flight Data Monitoring Amanda Roberts
Chief Pilot James Maner
Maintenance Francis Schuurman
Helidecks Patrick Bosman
3. HSAC Committee Reports
» Treasurer's Report Don Robson
s Secretary's Report Jacob Schexnayder
s Chairman's Report Bryan Buchanan
4. FAA ADS-B Program '
Update (FAA) Rana Obeid
Guest Speaker Christopher Young
Any Old/New Business before Closing Comments HSAC Board
Lunch
UPCOMING MEETING DATES LOCATION
Qctober 9 810, 2024 Four Points by Sheraton, French Quartar, New Orleans, LA

"SAFETY THROUGH COOPERATION SINCE 1978"
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