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Section 3 — Operational Control and Flight Dispatch (DSP)
	Applicability
Section 3 addresses the requirements for operational control of flights conducted by multi-engine aircraft and is applicable to an operator that conducts such flights, whether operational control functions are conducted by the operator or conducted for the operator by an external organization (outsourced). Specific provisions of this section are applicable to an operator based on the operational system in use, the manner in which authority is delegated by the operator, and the responsibilities, functions, duties or tasks assigned to the personnel involved. 
The IOSA standards and recommended practices (ISARPs) in Section 3 are applicable only to those aircraft that are of the type authorized in the Air Operator Certificate (AOC) and utilized in commercial passenger and/or cargo operations, unless applicability is extended to encompass non-commercial operations as stated in a note immediately under the body of the provision. 
Subsection 4.6 contains provisions that address (optional) performance-based methods for achieving conformity with eligible alternate airport, fuel planning and EDTO provisions contained in other subsections. General guidance related to the practical application of performance-based methods and related provisions prefaces subsection 4.6. 
Table 3.1 categorizes the personnel that are delegated the authority to exercise operational control, assigned the overall responsibility for the overall operational control of a flight, assigned the individual responsibility to carry out one or more functions, duties or tasks related to the operational control of a flight, or assigned the duty to provide administrative support to others with responsibilities related to operational control. 
Table 3.5 defines the competencies of operational control personnel appropriate to the assignment of overall responsibility for operational control and/or to carry out one or more operational control functions, duties or tasks according to their specific competencies. 
All personnel utilized to perform operational control functions as defined in Table 3.1, or that act in a manner consistent with the functional categories specified in Table 3.1 and the competencies specified in Table 3.5, irrespective of management or post holder title, are subject to specified training and qualification provisions in this section relevant to the operational control function performed. 
Individual DSP provisions, and/or individual sub-specifications within a DSP provision, that: 
· Do not begin with a conditional phrase are applicable to all operators unless determined otherwise by the Auditor.
· Begin with a conditional phrase (“If the Operator...”) are applicable if the operator meets the condition(s) stated in the phrase. The conditional phrase serves to define or limit the applicability of the provision (e.g. “If the operator utilizes…” or “If an FOO or FOA is utilized…”). 
· Begin with a conditional phrase that specifies the use of a Flight Operations Officer (FOO) by an operator are applicable when the operator assigns the FOO, as defined in the IRM and delegated authority in accordance with Table 3.1, responsibility to carry out operational control functions, duties or tasks related to all of the competencies of operational control as specified in Table 3.5. 
· Begin with a conditional phrase that specifies the use of a Flight Operations Assistant (FOA) by an operator are applicable when the operator assigns the FOA, as defined in the IRM, responsibility to carry out operational control functions, duties or tasks related to one or more, but not all, competencies of operational control as specified in Table 3.5. 
· Are applicable to all systems of operational control, but with differences in application to each system, will have those differences explained in the associated Guidance Material (GM). 
· Contain the phrase “personnel responsible for operational control” or “personnel with responsibility for operational control” refer to any suitably qualified personnel with responsibility for operational control as designated by the operator, to include the pilot-in-command (PIC) unless otherwise annotated. 
· Contain training and qualification requirements are applicable to personnel, other than the PIC, that are assigned responsibilities related to the operational control of flights. PIC training and qualification requirements for all systems of operational control are specified in ISM Section 2 (FLT). 
· Are eligible for conformance using performance-based methods contain a note referring to applicable provisions in subsection 4.
Where operational functions, duties or tasks associated with operational control are outsourced to external service providers, an operator retains overall responsibility for ensuring the management of safety in the operational control of flights and must demonstrate processes for monitoring applicable external service providers in accordance with DSP 1.11.2. 

	General Guidance
Authority and Responsibility
For the purposes of this section authority is defined as the delegated power or right to command or direct, to make specific decisions, to grant permission and/or provide approval, or to control or modify a process. 
For the purposes of this section responsibility is defined as an obligation to perform an assigned function, duty, task or action. An assignment of responsibility typically also requires the delegation of an appropriate level of authority. 
Operational Control
Operational control is defined as the exercise of authority to initiate, continue, divert or terminate a flight in the interest of the safety and security of the aircraft and its occupants. An operator may delegate the authority for operational control of a specific flight to qualified individuals, but typically retains overall authority to operate and control the entire operation. An operator may also assign the responsibility to carry out specific operational control functions, duties, or tasks related to the conduct of each flight to identifiable, qualified and knowledgeable individual(s), but would remain responsible (and accountable) for the conduct of the entire operation. 
Any individuals delegated the authority to make specific decisions regarding operational control would also be responsible (and accountable) for those decisions. Additionally, individuals assigned the responsibility to carry out specific operational control functions, duties, or tasks related to the conduct of each flight are also responsible (and accountable) for the proper execution of those functions, duties, or tasks. In all cases, the authority and responsibility attributes of operational control personnel are clearly defined and documented by the operator and communicated throughout the organization. 
It is important to note that when an operator assigns the responsibility for functions, duties or tasks related to the initiation, continuation, diversion and termination of a flight to employees or external service providers, such operator retains full responsibility (and accountability) for the proper execution of those functions, duties or tasks by ensuring: 
· The training and qualification of such personnel meets any regulatory and operator requirements;
· Personnel are performing their duties diligently;
· The provisions of the Operations Manual are being complied with;
· An effective means of oversight is maintained to monitor the actions of such personnel for the purposes of ensuring operator guidance and policy, as well regulatory requirements, are complied with. 
Authority for the Operational Control of Each Flight
In order to practically exercise operational control of flight operations, an operator typically delegates the authority for the initiation, continuation, diversion or termination of each flight to qualified individuals. Such delegation occurs in conjunction with an operator's overall system of operational control as follows: 
· Shared systems, wherein operational control authority is shared between the pilot-in-command (PIC) and a flight operations officer/flight dispatcher (FOO) or designated member of management, such as the Director of Flight Operations (or other designated post holder); 
For example: The FOO (or designated member of management, as applicable) has the authority to divert, delay or terminate a flight if in the judgment of the FOO, a designated member of management or the PIC, the flight cannot operate or continue to operate safely as planned or released. 
· Non-shared systems, wherein operational control authority is delegated only to the PIC. 
For example: Only the PIC has the authority to terminate, delay, or divert a flight if in the judgment of the PIC the flight cannot operate or continue to operate safely as planned.
Responsibility for Operational Control of Each Flight
While an operator retains full responsibility (and accountability) for the entire operation, the responsibility for the practical operational control of each flight is typically assigned to qualified individuals. As with the delegation of authority, the assignment of responsibility related to the operational control of each flight occurs in conjunction with a system of operational control as follows: 
· Shared systems, wherein operational control responsibility for each flight is shared between the PIC and an FOO, or between the PIC and a designated member of management such as the Director of Flight Operations (or other designated post holder). In either shared system, the PIC, FOO or designated member of management, as applicable, may be assisted by other qualified personnel assigned the individual responsibility (by the operator) to carry out specific operational control functions, duties or tasks. Such personnel, however, typically do not share operational control responsibility with the PIC, FOO or designated member of management, as applicable. 
For example: The FOO (or designated member of management) and the PIC are jointly responsible (and accountable) for the functions, duties or tasks associated with the operational control of a flight, such as pre-flight planning, load planning, weight and balance, delay, dispatch release, diversion, termination, etc. In such systems, the FOO (or designated member of management) may carry out such responsibilities unassisted or be assisted by qualified personnel assigned the individual responsibility (by the operator) to carry out specific operational control functions, duties or tasks.
· Non-shared systems, wherein the PIC is solely responsible for all duties, functions, or tasks regarding operational control of each flight, and may carry out such responsibilities unassisted or be assisted by qualified personnel assigned the individual responsibility (by the operator) to carry out specific operational control functions, duties or tasks. 
For example: The PIC is solely responsible (and accountable) for the duties, functions, duties or tasks associated with the operational control of a flight, and the PIC either acts unassisted or is assisted by qualified personnel in carrying out functions, duties or tasks such as preflight planning, load planning, weight and balance, delay, dispatch release, diversion, termination, etc.
Responsibility for Individual Operational Control Functions, Duties, or Tasks
It is important to note that, except for purely non-shared (PIC-only) systems, and as illustrated by the examples in the previous paragraph, the assignment of responsibilities related to the operational control of each flight can be further subdivided among a number of qualified and specialized personnel. In such cases, the responsibility for individual or specific operational control functions, duties or tasks is typically assigned to FOA personnel who support, brief and/or assist the PIC, FOO personnel and/or designated member(s) of management, as applicable, in the safe conduct of each flight. Examples of such qualified personnel include Weather Analysts, Navigation Analysts/Flight Planning Specialists, Load Agents/Planners, Operations Coordinators/Planners/Controllers, Maintenance controllers and Air Traffic Specialists. 
Note: Some operators might choose to assign the responsibility for specialized operational control functions, such as those described in the example, to fully qualified FOO personnel. In such cases, an FOO, although qualified in all competencies of operational control, would be functionally acting as an FOA. Therefore, for the purpose of an audit, FOO personnel acting in this limited capacity are assessed as FOA personnel.
Note: Load Agents/Planners/Controllers who perform load control functions within the scope of ground handling operations may not be considered FOAs if trained and qualified in accordance with ISM Section 6 (GRH), Subsection 2.1, Training Program.
Administrative Support Personnel
FOA personnel are not to be confused with administrative personnel that lack any operational control authority, have very limited operational control responsibilities, and who simply provide, collect or assemble operational documents or data on behalf of the PIC, the FOO, designated member of management or the operator. 
Administrative personnel may be present in any system of operational control, are excluded from the initial and continuing qualification provisions of this section and may be qualified as competent through on-the-job training (OJT), meeting criteria as specified in a job description, or through the mandatory use of written instruments such as task cards, guidelines, or checklists. 
Additional Note
For the purposes of this section, continuing qualification includes recurrent or refresher training as well as any training necessary to meet recency-of-experience requirements. 
Definitions, Abbreviations, Acronyms
Definitions of technical terms used in this ISM Section 3, as well as the meaning of abbreviations and acronyms, are found in the IATA Reference Manual for Audit Programs (IRM).


1 Management and Control

1.1 
 
1.3 Accountability, Authorities and Responsibilities
	DSP 1.3.2B

	The Operator shall have a process and/or procedures for the delegation of duties within the management system for operational control that ensures managerial and operational control continuity is maintained and responsibility for operational control functions is assumed by qualified personnel when: 
i. Managers directly responsible for the operational control of flights are unable to carry out work duties;
ii. If utilized in the system of operational control, FOO and/or FOA personnel are unable to carry out work duties. (GM)

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Auditor Actions
[bookmark: 0.603835597700145] ☐ Identified/Assessed processes for management system delegation of duties for operational control personnel (focus: operational control managerial continuity is maintained, operational; control responsibilities are assumed by qualified personnel). 
☐ Interviewed responsible operational control manager(s). 
[bookmark: 0.603835597700146] ☐ Examined example(s) of delegation of duties (focus: responsibilities for operational control are assumed by qualified personnel). 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
[bookmark: 0.603835597700147] The intent of this provision is to ensure an operator has a process or procedures for succession in cases when operational control personnel directly responsible for the operational control of flights are unable, for any reason, to carry out work duties. Such process or procedures typically also address a handover of responsibilities that ensures no loss of continuity in the operational control of flights. 
[bookmark: 0.603835597700148]
[bookmark: 0.603835597700149] The operational control personnel subject to the specifications of this provision include, as a minimum: 
· Managerial personnel, as defined by the operator, with responsibility for ensuring the operational control of flights;
[bookmark: 0.603835597700151]
· If applicable, FOO or FOA personnel who are delegated authority and/or responsibility in accordance with DSP 1.3.4 and 1.3.5 respectively.


 
 
1.12 Safety Management
Risk Management
	DSP 1.12.1

	The Operator shall have a hazard identification program in the organization responsible for the operational control of flights that includes: 
i. A combination of reactive and proactive methods for hazard identification;
ii. Processes for safety data analysis that identify existing hazards, and may predict future hazards, to aircraft operations. [SMS] (GM) ◄ 

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Auditor Actions
☐ Identified/Assessed safety hazard identification program in operational control system (focus: program identifies hazards to aircraft operations; describes/defines method(s) of safety data collection/analysis). 
☐ Identified/Assessed role of operational control in cross-discipline safety hazard identification program (focus: participation with other operational disciplines). 
☐ Interviewed responsible operational control manager(s). 
☐ Interviewed person(s) that perform operational control data collection/analysis to identify hazards to aircraft operations. 
☐ Examined selected examples of hazards identified through operational control data collection/analysis. 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
Refer to the IRM for the definitions of Hazard (Aircraft Operations) and Safety Risk.
Hazard identification is an element of the Safety Risk Management component of the SMS framework.
The specifications of this provision may be satisfied by the hazard identification program in the flight operations organization if such program includes the operational control system. 
Hazard identification specific to an operational activity (e.g. alternate airport selection, fuel planning and/or EDTO) is a risk management process that is central to the performance-based methods used for development of operational variations in accordance with applicable provisions in subsection 4.6. 
Refer to Guidance associated with ORG 3.1.1 located in ISM Section 1.


 
 
	DSP 1.12.2

	The Operator shall have a safety risk assessment and mitigation program in the organization responsible for the operational control of flights that specifies processes to ensure: 
i. Hazards are analyzed to determine the corresponding safety risks to aircraft operations;
ii. Safety risks are assessed to determine the requirement for risk mitigation action(s);
iii. When required, risk mitigation actions are developed and implemented in operational control. [SMS] [Eff] GM) ◄ 

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Assessment Tool
Desired Outcome
The Operator maintains an overview of its operational control risks and through implementation of mitigation actions, as applicable, ensures risks are at an acceptable level. 
Suitability Criteria (Suitable to the size, complexity and nature of operations)
Number and type of analyzed hazards and corresponding risks. 
Means used for recording risks and mitigation (control) actions. 
Safety data used for the identification of hazards. 
Effectiveness Criteria
☐ (i) All relevant operational control hazards are analyzed for corresponding safety risks. 
☐ (ii) Safety risks are expressed in at least the following components: 
  - Likelihood of an occurrence. 
  - Severity of the consequence of an occurrence. 
  Likelihood and severity have clear criteria assigned. 
☐ (iii) A matrix quantifies safety risk tolerability to ensure standardization and consistency in the risk assessment process which is based on clear criteria. 
☐ (iv) Risk register(s) within the operational control organization capture risk assessment information, risk mitigation (control) and monitoring actions. 
☐ (v) The risk mitigation (control) actions include time lines, allocation of responsibilities and risk control strategies such as hazard elimination, risk avoidance, risk acceptance, risk mitigation. 
☐ (vi) Mitigation (control) actions are implemented to reduce the risk to a level of - as low as reasonably practical. 
☐ (vii) Identified risks and mitigation actions are regularly reviewed for accuracy and relevance. 
☐ (viii) Effectiveness of risk mitigation (control) actions are monitored at least yearly to include auditing in accordance with ORG 3.4.1. 
☐ (ix) Personnel performing risk assessments are appropriately trained in accordance with ORG 1.6.5. 

	Auditor Actions
☐ Identified/Assessed safety risk assessment/mitigation program in operational control system (focus: hazards analyzed to identify/define risk; risk assessed to determine appropriate action; action implemented/monitored to mitigate risk). 
☐ Identified/Assessed role of operational control in cross-discipline safety risk assessment/mitigation program (focus: participation with other operational disciplines). 
☐ Interviewed responsible operational control manager(s). 
☐ Interviewed person(s) that perform operational control risk assessment/mitigation. 
☐ Examined selected records/documents that illustrate risk assessment/mitigation actions. 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
Refer to the IRM for the definitions of EDTO (Extended Diversion Time Operations) and Rescue and Fire Fighting Services (RFFS).
Risk assessment and mitigation is an element of the Safety Risk Management component of the SMS framework.
Hazards relevant to the conduct of aircraft operations are potentially associated with: 
· Weather (e.g. adverse, extreme and space);
· Geophysical events (e.g. volcanic ash, earthquakes, tsunamis);
· Operations in airspace affected by armed conflict;
· ATM congestion;
· Mechanical failure;
· Geography (e.g. adverse terrain, large bodies of water, polar);
· Airport constraints (e.g. isolated, runway closure, rescue and RFFS capability);
· Alternate airport selection, specification and availability at the estimated time of use;
· Preflight fuel planning and in-flight fuel management;
· Critical fuel scenarios;
· EDTO;
· Performance-based compliance to prescriptive regulations;
· The capabilities of an individual aircraft (e.g. cargo smoke detection, fire suppression systems, open MEL items);
· Criminal and/or unauthorized activities directed at manned aircraft or in the vicinity of manned aircraft operations (e.g. laser pointing, unauthorized UAS/RPAS operations); 
· Any other condition(s) that would pose a safety risk to aircraft operations (e.g. radiation).
The specifications of this provision may be satisfied by the safety risk assessment and mitigation program in the flight operations organization if such program includes the operational control system. 
Risk assessment and mitigation specific to an operational activity (e.g. alternate airport selection, fuel planning and/or EDTO) is a risk management process that is central to the performance-based methods used for development of operational variations in accordance with applicable provisions in subsection 4.6. 
Refer to Guidance associated with ORG 3.1.2 located in ISM Section 1.


 
 
Operational Reporting
	DSP 1.12.3

	The Operator shall have an operational safety reporting system in the organization responsible for the operational control of flights that: 
i. Encourages and facilitates operational control personnel to submit reports that identify safety hazards, expose safety deficiencies and raise safety concerns; 
ii. Ensures mandatory reporting in accordance with applicable regulations;
iii. Includes analysis and operational control management action as necessary to address safety issues identified through the reporting system. [SMS](GM) ◄ 

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Auditor Actions
☐ Identified/Assessed operational safety reporting system in operational control (focus: system urges/facilitates reporting of hazards/safety concerns; includes analysis/action to validate/address reported hazards/safety concerns). 
☐ Interviewed responsible operational control manager(s). 
☐ Interviewed person(s) that perform operational safety report review/analysis/follow-up in operational control. 
☐ Examined data that indicates robustness of operational control safety reporting system (focus: quantity of reports submitted/hazards identified). 
☐ Examined records of selected operational control safety reports (focus: analysis/follow-up to identify/address reported hazards/safety concerns). 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
Safety reporting is a key aspect of SMS hazard identification and risk management.
Safety reporting specific to an operational activity (e.g. alternate airport selection, fuel planning and/or EDTO) is a risk management process that is central to the performance-based methods used for development of operational variations in accordance with applicable provisions in subsection 4.6. 
The specifications of this provision may be satisfied by the operational reporting system in the flight operations organization if such system includes the operational control system. 
Refer to Guidance associated with ORG 3.1.3 located in ISM Section 1.


 
 
 
2 Training and Qualification

	General Guidance
Many of the provisions of this subsection contain specifications related to the recurring frequency of training and evaluation events for operational control personnel. Such provisions, with a few exceptions, define cycles or intervals for the completion of recurrent training and/or evaluation expressed in months since training was first completed or qualification was first established. It is important to note, however, that for the purpose of conformity with these provisions, such intervals are nominal and that the actual interval may vary slightly. For example, an Operator may adjust the frequency of evaluations to minimize overlap, provide scheduling flexibility, preserve the original qualification date, and/or to ensure evaluations are consistently completed in accordance with the nominal cycle set forth by the State and/or applicable authorities. Accommodations of this nature are commonplace and vary widely by regulatory jurisdiction. In all cases, however, the auditor will make the determination of whether or not such accommodations fit within the nominal cycles established in each provision. 


2.1 Training and Evaluation Program
General
	DSP 2.1.1

	The Operator shall have a training program, approved or accepted by the Authority, to ensure the operational control personnel as specified in Table 3.1, as applicable to the Operator, are competent to perform any assigned duties relevant to operational control in accordance with the applicable specifications of Table 3.5 prior to being assigned to operational control duties. Such program shall, as a minimum, address: 
i. Initial qualification;
ii. Continuing qualification. (GM)

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Auditor Actions
☐ Identified/Assessed training program for operational control personnel (focus: program addresses initial/continuing qualification for functions specified in Table 3.1). 
☐ Interviewed responsible operational control manager(s). 
☐ Examined training/qualification course curricula for operational control personnel (focus: course content as specified in Table 3.5). 
☐ Examined training/qualification records of selected operational control personnel (focus: completion of initial/recurrent training). 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
Refer to the IRM for the definitions of Continuing Qualification, State Acceptance and State Approval.
Not all states require the approval or acceptance of a training program for operational control personnel. In such cases, state acceptance is considered implicit. 
A training program for operational control personnel typically addresses: 
· For FOO and FOA personnel, initial and continuing qualification in accordance with the specifications of Table 3.1 and Table 3.5;
· For FOO and FOA personnel, a method of qualification through written, oral and/or practical evaluation;
· For administrative support personnel as defined in Table 3.1, on-the-job training (OJT), job descriptions, task cards, guidelines, checklists, training materials or other written means to establish competence. 
The specifications of this provision apply to FOO or FOA personnel who are delegated authority and/or assigned responsibilities in accordance with DSP 1.3.4 and/or DSP 1.3.5, respectively. 
FOO personnel who have completed training programs conducted in accordance with ICAO Doc 7192-AN/857, Part D, Training Manual–Flight Operations Officers/Flight Dispatchers, meet the specifications of this provision. 
FOO initial training programs contain all of the competencies in Table 3.5 that are relevant to the operations of the operator.
FOA initial training programs contain the competencies in Table 3.5 that are relevant to their job function as determined by the operator.


 
 
 
 
3.2 Flight Preparation and Planning
 
	DSP 3.2.9B

	The Operator shall have guidance and procedures to ensure a flight to be conducted in accordance with IFR does not: 
i. Take off from the departure airport unless the meteorological conditions, at the time of use, are at or above the operator's established airport takeoff operating minima for that operation; and
ii. Take off, or continue beyond the point of in-flight re-planning, unless at the airport of intended landing or at each required alternate airport, current meteorological reports or a combination of current reports and forecasts indicate that the meteorological conditions will be, at the estimated time of use, at or above the operator's established airport operating minima for that operation. (GM)

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Auditor Actions
☐ Identified/Assessed guidance/procedures for the assessment of airport meteorological conditions prior to departure of IFR flights (focus: flight planning determines that conditions at departure/destination/alternate airports meet all applicable requirements). 
☐ Interviewed responsible operational control manager(s). 
☐ Observed operational control/flight dispatch operations office (focus: procedures for monitoring/assessing meteorological conditions for operational airports). 
[bookmark: 0.603835597700165] ☐ Coordinated with FLT auditor (focus: flight crew assessment of meteorological conditions for operational airports). 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
Refer to the IRM for the definitions of Alternate Airport and In-flight Re-planning Point.
The intent of this provision is to ensure flights do not takeoff or continue beyond the point of in-flight re-planning unless the meteorological conditions at each airport specified in i) or ii), are or will be, at or above the operator's established airport operating minima for the operation at the estimated time of use. 
The specification in item ii) would require the definition and application of alternate airport planning minima in accordance with DSP 3.2.9C. 


 
  
 
3.3 Aircraft Performance and Load Planning
	DSP 3.3.1

	The Operator shall have guidance and procedures to ensure a planned flight does not exceed: 
i. The maximum performance takeoff and landing weight limits, based upon environmental conditions expected at the times of departure and arrival; 
ii. The aircraft structural takeoff, en route and landing weight limits. (GM)

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Auditor Actions
☐ Identified/Assessed guidance/procedures for application of aircraft performance data for planned flights (focus: flight planning accounts for aircraft takeoff/en route/landing performance weight limitations). 
☐ Interviewed responsible operational control manager(s). 
☐ Observed operational control/flight dispatch operations (focus: guidance/procedures/restrictions that ensure flights do not exceed aircraft performance weight limitations). 
[bookmark: 0.603835597700171] ☐ Coordinated with FLT auditor (focus: preflight consideration of aircraft performance limitations). 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
The intent of this provision is to ensure the presence of guidance and procedures for the calculation of maximum takeoff and landing weights, based on takeoff, en route, landing performance, structural limitations as well as any applicable MEL restrictions. Additionally, such guidance and procedures address the means used to prevent an aircraft from being loaded in a manner that precludes a flight from being operated overweight (e.g. notification of weight restrictions to a Load Control Center/office or equivalent). 


 
 
	DSP 3.3.3

	The Operator shall ensure qualified personnel perform weight and balance calculations. (GM)

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Auditor Actions
☐ Identified specific personnel that perform weight/balance calculations. 
☐ Identified/Assessed weight/balance training/qualification program for operational control personnel (if applicable) (focus: applicable to personnel that perform weight/balance calculations; program includes demonstration of competence in weight/balance calculation). 
☐ Interviewed responsible operational control manager(s). 
☐ Examined training/qualification records of selected operational control personnel (if applicable) (focus: completion of weight/balance training program by operational control personnel that perform weight/balance calculations). 
[bookmark: 0.603835597700172] ☐ Coordinated with FLT auditor (if applicable) (focus: flight crew members are qualified to perform weight/balance calculations). 
☐ Coordinated with ground handling operations (if applicable) (focus: load control personnel are qualified to perform weight/balance calculations). 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
Weight and balance calculations may be delegated to a FOO or an appropriately qualified FOA.
The PIC may complete weight and balance calculations, if qualified in accordance with ISM Section 2 (FLT), Subsection 2.1, Training and Evaluation Program.
Load control personnel that perform functions within the scope of ground handling operations may complete weight and balance calculations if qualified in accordance with ISM Section 6 (GRH), Subsection 2.1, Training Program. 


 
 
3.6 Flight Monitoring and In-Flight Management
	 DSP 3.6.5A

	The Operator shall have guidance and procedures to ensure a flight is not continued toward the airport of intended landing unless the latest available information indicates, at the expected time of use, a landing can be made either at that airport or at least one destination alternate airport. (GM)

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Auditor Actions
☐ Identified/Assessed guidance/procedures for monitoring/assessing conditions at flight destination/alternate airports (focus: flight continuation permitted only if information indicates landing can be made at destination/alternate airport). 
☐ Interviewed responsible operational control manager(s). 
☐ Observed operational control/flight dispatch operations (focus: monitoring of destination/alternate airport conditions/information during flight). 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
The intent of this provision is to ensure personnel with operational control responsibilities have access to the most current and accurate information available in order to support informed decision-making related to safe flight completion. This is especially important when the conditions under which a flight was originally planned have changed after takeoff (e.g. unplanned re-release) or because the flight was planned with a re-release point (a pre-planned re-release). In either case, the overriding intent is to ensure operational control personnel, including flight crews, have access to the most current and accurate information available. Access to such information is typically necessary to ensure flights do not proceed beyond the last possible point of diversion to an en route alternate airport (appropriate for the aircraft type) and continue to the destination when, in the opinion of either the PIC or, in a shared system of operational control, the PIC and FOO it is unsafe to do so. 
Information that would be useful in determining whether a landing can be made at the destination or any required alternate is typically related to: 
· Meteorological conditions, both en route and at the airport of intended landing, to include hazardous phenomena such as thunderstorms, turbulence, icing and restrictions to visibility. 
· Field conditions, such as runway condition and availability and status of navigation aids.
· En route navigation systems and facilities status, where possible failures could affect the safe continuation or completion of the flight. 
· En route fuel supply, including actual en route consumption compared to planned consumption, as well as the impact of any changes of alternate airport or additional en route delays. 
· Aircraft equipment that becomes inoperative, which results in an increased fuel consumption or a performance or operational decrement that could affect the flight crew's ability to make a safe landing at an approved airport. 
· Air traffic management concerns, such as re-routes, altitude or speed restrictions and facilities or system failures or delays.
· Security concerns that could affect the routing of the flight or its airport of intended landing.
Refer to Table 2.2 found in ISM Section 2 (FLT) for OM documentation requirements.


 
 
	DSP 3.6.5B

	If the Operator selects and specifies en route alternate airports on the OFP, the Operator shall have guidance and procedures to ensure en route alternate airports selected and specified on the OFP are available for approach and landing, and the forecast at those airports is for conditions to be at or above the operating minima approved for the operation. (GM)

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Auditor Actions
☐ Identified requirement for selection of en route alternate airports. 
☐ Identified/Assessed guidance/procedures for selection/designation of en route alternate airports (focus: flight planning includes assessment/selection/designation on OFP of en route alternate airports with conditions that will permit approach/landing at estimated time of use). 
☐ Interviewed responsible operational control manager(s). 
☐ Examined selected OFPs (focus: specification of en route alternate airports). 
☐ Observed operational control/flight dispatch operations (focus: monitoring of en route airports conditions/information during flight). 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
The intent of this provision is for the operator to have a methodology to protect a diversion should a situation occur that may require an aircraft to divert while en route. For example, such a methodology typically includes ensuring that operational control personnel and pilots are knowledgeable about diversion airport alternates, applicable meteorological conditions, and have the means to obtain information related to the availability of en route alternates. 
One way to ensure a reasonable certainty that the weather conditions at a required en route alternate will be at or above operating minima approved for the operation is through the application and use of planning minima (at the planning stage) as specified in DSP 3.2.9C. This is done to increase the probability that a flight will land safely after a diversion to an en route alternate airport. 
Refer to Subsection 4.5 for provisions that specify the additional steps necessary to protect an en route alternate airport when aircraft are engaged in operations beyond 60 minutes (from a point on a route to an en route alternate airport) or extended diversion time operations (EDTO). 


 
 
4 Operational Control Requirements and Specifications

	General Guidance
Operators and Authorities alike are placing increased emphasis on performance-based methods and performance-based compliance to regulation. Such mechanisms allow for greater operational flexibility without degrading the safety performance of an operational activity. This presumption is primarily dependent on the presence of specific organizational and operational capabilities, the results of safety risk management activities and the determination of acceptable standards of safety performance. 
Many of the provisions in the following sub-section contain an option applicable only to those operators that use performance-based methods in order to conform to selected alternate airport selection, fuel planning and/or EDTO ISARPs. These options are typically presented as alternatives to one or more “prescriptive” specifications that are independent of other systems, policies, processes or procedures. That is to say, the parent provision and related specifications completely describe “what” must be accomplished and “how” it is to be accomplished. 
In order to take advantage of the shift in emphasis from “how” an operational activity is to be accomplished to “what” the activity is to accomplish, operators would typically have the resources necessary to analyze very specific operational hazards, manage the associated safety risks and achieve target levels of safety performance. The determination that operators will be able to reach a target level of safety performance necessary to ensure safety is dependent on numerous organizational and operational capabilities that typically include, but are not limited to, those that are compiled in the following table: 
	Organizational and Operational Capabilities
	Description

	Organizational and Operational Process Management and Control
Practically speaking, operators must possess the requisite knowledge, skills, experience, resources and technologies necessary to implement and oversee the many systems and processes required to support performance-based compliance. 
	This is demonstrable organizational and operational process management and control that is dependent on robust subordinate or related processes including: 
· The development of policy and procedure;
· The staffing of positions with an appropriate number of qualified personnel;
· Training to the operator's policy and procedure and to ensure personnel remain competent and qualified;
· Implementation or the demonstration of performance in accordance with policy and procedure;
· Data reporting, measurement and analysis for the purpose of monitoring the effectiveness and efficiency of systems, processes, policies and/or procedures; 
· An adjustment component or subsystem to respond to any underperformance or deviation and for the purpose of continuous improvement.

	Specific Operational Capabilities
(operational control, aircraft, airport, infrastructure and meteorological)
	These are the key operator capabilities necessary to support operational activities related to alternate selection, fuel planning and/or EDTO including: 
· Operational control systems and standard operating procedures that provide the direction for the conduct of flight operations;
· Ground-based and airborne tools and technologies to improve situational awareness and operational capability;
· Flight monitoring that encompasses the activities necessary to effectively exercise operational control;
· Field condition monitoring at the destination, en route, en route alternate and destination alternate airports (as applicable) nominated for use by the flight up until the flight is no longer dependent on the use of the applicable airports 
· Rapid and reliable communication capabilities;
· Weather reporting and monitoring capability.

	[bookmark: 0.603835597700192]△ 4 - Amendment - Operational Control Requirements and SpecificationsA (Tactical) Safety Risk Management Sub-system
(specific to operational systems or processes that support performance-based compliance)
	This is the subsystem that interfaces with the internal system of production (related to a specific system or process) for data reporting, measurement and analysis, as well as appropriate organizational SRM components. This includes the interfaces with SMS and Quality systems to ensure operational systems and processes are subjected to the organization's overarching safety and quality assurance processes, and: 
· Appropriate data from many sources are isolated and extracted;
· Reports from operational personnel are collated and analyzed;
· Feedback and control references are provided against which hazard analysis and consequence management can be measured;
· Material is provided for root cause and safety trend analysis;
· Data are collected relevant to the mitigation of safety risks;
· Identification and analysis of applicable hazards;
· Assessment, control and of resultant safety risks.

	An Oversight Component
(performance monitoring and measurement)
	This is the monitoring and measurement of safety performance through appropriate safety performance measures that continuously track system safety performance as necessary to determine whether an operator's system is truly operating in accordance with design expectations. 


Keeping the aforementioned capabilities in mind, the performance-based options in the following sub-sections allow for operational flexibility based on conformance with the provisions in sub-section 4.6. The specifications in those provisions define the related and interdependent systems, policies, processes or procedures designed to support the achievement of operational outcomes equivalent to that of prescriptive compliance. In other words, they allow for variations in “how” something is achieved as long as “what” is achieved is substantially equal to or better than prescriptive compliance. 
It is important to note that the majority of operators will follow a well-defined and prescriptive approach to alternate selection, fuel planning and EDTO. There will be cases, however, where operators that have made significant investments in organizational and operational systems, advanced technologies and modern aircraft seek to derive greater efficiencies from the inherent flexibility of performance-based compliance. In such cases, the specifications of sub-section 4.6 are designed to ensure the operator possesses the capabilities to sustain demonstrable levels of safety performance that are acceptable to the State and the operator. 
Refer to the IRM for the definition of Performance-Based Compliance.


4.1 Alternate and Isolated Airports
	DSP 4.1.1

	The Operator shall have a system, process and/or procedures for alternate airport selection to ensure an appropriate takeoff alternate airport is selected and specified on the OFP whenever: 
i. The meteorological conditions at the airport of departure are below the applicable airport operating landing minima, and/or
ii. Other operational conditions exist that would preclude a return to the departure airport. (GM)
Note: The Operator has the option of achieving conformity with the specifications of this provision using performance-based methods in accordance with applicable provisions in subsection 4.6. Such conformance is achievable irrespective of the specifications of this provision.

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Auditor Actions
☐ Identified/Assessed system/process/procedures for takeoff alternate airport selection (focus: flight planning includes assessment/selection/designation on OFP of takeoff alternate airport when meteorological/other conditions preclude flight return to departure airport). 
☐ Interviewed responsible operational control manager(s). 
☐ Examined selected OFPs (focus: designation of takeoff alternate airport). 
☐ Observed operational control/flight dispatch operations (focus: process for selection of takeoff alternate airports). 
☐ Coordinated with flight operations (focus: complementary process for selection/designation of takeoff alternate airport). 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
The intent of this provision is to ensure a methodology exists for the selection and specification of takeoff alternate airports when required. The selection of such airports is typically intended to address an operational condition (e.g. an emergency during or immediately after takeoff) that would require the flight crew to land the aircraft as soon as practicable. Accordingly, the applicable operating landing minima specified in the provision would typically refer to the minimum ceiling and/or visibility/runway visual range for landing with an engine inoperative as established by the operator. 
Takeoff alternates are typically selected during the planning stage but may be selected after flight commencement when necessary via radio, ACARS, or any other communication means acceptable to the operator and the State. 
The appropriateness of an airport for selection as a takeoff alternate is dependent on many factors including, but not limited to, the operational conditions specified in DSP 3.2.8. 
An operator may use a system, a process or procedures alone or in any combination in order to fulfill operational requirements related to the selection of takeoff alternate airports. In all cases, however, the robustness of any methodologies used for takeoff alternate airport selection is commensurate with the breadth and complexity of the operation. 


 
 
	DSP 4.1.4

	The Operator shall have a system, process and/or procedures for alternate airport selection that takes into account meteorological conditions and relevant operational information to ensure a minimum of one destination alternate airport is specified on the OFP and the ATS flight plan, except under one or more of the following conditions (as approved or accepted by the Authority based on the operations of the Operator): 
i. When, based on the duration of the flight (from the departure airport, or from the point of in-flight re-planning to the destination), there is reasonable certainty that, at the estimated time of use of the destination airport: 
a. The approach and landing may be made under visual meteorological conditions (VMC), as defined by the State;
b. Separate runways are usable with at least one runway having an operational instrument approach procedure.
ii. When, based on the duration of the flight (from the departure airport, or from the point of in-flight re-planning to the destination airport), there is reasonable certainty that, at the estimated time of use of the destination airport, the visibility will be at least 3 miles (5 km) and the ceiling will be at or above one or more of the following prescribed heights, (as approved or accepted by the Authority based on the operations of the Operator): 
a. The ceiling height for VMC, as defined by the State, or
b. 1,500 feet above the lowest (TERPS) circling MDA, if a circling approach is required and authorized for that airport, or 
c. 2,000 feet or 500 feet above the (PANS-OPS) circling height, whichever is greater, or 
d. 2,000 feet or 1,500 feet above the lowest applicable HAT/HAA, whichever is greater. (GM)
Note: The specifications of this provision are not applicable for flights conducted under isolated airport operations as specified in DSP 4.1.7.
Note: Conformity with item ii) requires the definition of the ceiling and visibility expected at the estimated time of use of the destination airport. Other determinants such as flight time (e.g. 6 hours) or the availability of separate runways may also be used to further limit the instances when a flight may depart without nominating a destination alternate but are not required to achieve conformity with item ii).
Note: Conformity with the specifications of this provision can be achieved using performance-based methods in accordance with applicable provisions in subsection 4.6. Such conformance is achievable irrespective of the specifications of this provision.

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Auditor Actions
☐ Identified regulatory requirements/exceptions for designation of a minimum of one destination alternate airport. 
☐ Identified/Assessed system/process/procedures for selection of a minimum of one destination alternate airport (focus: flight planning takes into account regulatory/operational conditions/requirements/factors applicable to the operator/flight; such conditions/requirements/factors that are considered/assessed in the destination alternate airport selection process are defined). 
☐ Interviewed responsible operational control manager(s). 
☐ Examined selected OFPs/ATS flight plans (focus: designation of destination takeoff alternate airport in accordance with relevant factors). 
☐ Identified/Assessed method(s) of performance-based compliance used for destination takeoff alternate airport selection (if applicable) (focus: method conforms to the specifications of DSP 4.6.2 and DSP 4.6.4). 
☐ Observed operational control/flight dispatch operations (focus: process for selection/designation of destination alternate airport). 
[bookmark: 0.603835597700195] ☐ Coordinated with FLT auditor (focus: complementary distance criteria for selection/designation of a minimum of one destination alternate airport). 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
Refer to the IRM for the definitions of Domestic Flight, Isolated Airport, PANS-OPS and TERPS, and for the abbreviations HAT and HAA.
The principal intent of this provision is to address the safety risks associated with unavailability of the destination airport. As a practical matter this is typically accomplished by the selection and specification of alternate airports in accordance with the technical specifications of the provision and/or to otherwise ensure, to the extent reasonably practicable, that an airport of intended landing will be available to a flight at the estimated time of use. 
Item i) identifies the basic operational specifications for alternate airport selection, although an operator may conform to a minimum of one of the numbered specifications of the provision and be in overall conformance with the intent of the entire provision. Individual conformity with items i) and ii) is “as approved or accepted by the Authority based on the operations of the Operator” and dependent on many factors including the regulatory environment and the type of operations conducted. 
Isolated airport operations, by definition, preclude the designation of a destination alternate airport and are conducted in accordance with the planning specifications of DSP 4.1.7 and the fuel specifications of DSP 4.3.11. 
For the purposes of item ii), separate runways are two or more runways at the same airport configured such that if one runway is closed, operations to the other runway(s) can be conducted. 
Applicable authorities typically include those authorities that have jurisdiction over international operations conducted by an operator over the high seas or the territory of a state that is other than the State of the Operator. 
The operator may use a system, process and/or procedures alone or in any combination in order to fulfill operational requirements related to the selection of alternate airports. In all cases, however, the robustness of any methodologies used for destination alternate airport selection is commensurate with the breadth and complexity of the operation. 


 
 
	DSP 4.1.7

	If the Operator conducts isolated airport operations that preclude the selection of any destination alternate airport in accordance with DSP 4.1.4 or 4.1.5, the Operator shall have a process to ensure, for each flight into an isolated destination airport: 
i. The designation of a point of safe return (PSR);
ii. The flight does not continue past the PSR unless a current assessment of meteorological conditions, traffic, and other operational conditions indicate that a safe landing can be made at the estimated time of use. (GM) ▲ 
▲ An operator may conform to DSP 4.1.7 through Active Implementation as long as the implementation Action Plan (IAP) projects conformance on or before 31 August 2021

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Auditor Actions
☐ Identified operations to isolated airport that preclude selection/designation of destination alternate airports. 
☐ Identified/Assessed process/procedures for designation/use of PSR in the conduct of isolated airport flights (focus: flight planning includes computing/designating PSR for each isolated airport flight; procedures for monitoring/assessing conditions during flight to allow/disallow flight continuation past PSR to destination airport). 
☐ Interviewed responsible operational control manager(s). 
☐ Examined selected flight records (focus: designation/use of PSR for isolated airport flights). 
☐ Observed operational control/flight dispatch operations (focus: process for designation of PSR for isolated airport flights; ensuring safe destination conditions for flight continuation past PSR). 
[bookmark: 0.603835597700197] ☐ Coordinated with FLT auditor (focus: complementary PSR procedures for isolated airport flights). 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
Refer to the IRM for the definitions of Isolated Airport and Point of Safe Return (PSR).
The intent of this provision, in combination with the fuel carriage requirements specified in DSP 4.3.11, is the mitigation of some risks associated with operations to those airports that preclude the selection of a destination alternate and, in addition, the creation of awareness among operational control personnel and the PIC as to the actual position of the PSR and the conditions necessary to continue beyond the PSR to the isolated airport. 
For the purposes of this provision, an airport is considered isolated when there is no destination alternate appropriate for a given aircraft type within a prescribed flight time from the destination. A destination airport is typically considered isolated by the Authority when the fuel required to go-around from Decision Altitude/Height (DA/H) or the Missed Approach Point (MAP) at the destination airport and then divert to the nearest alternate exceeds, for a turbine engine aircraft, the fuel required to hold at the destination airport for two hours including final reserve fuel. 
In the context of isolated airport operations, a PSR is the point of last possible diversion to an en route alternate. The specification in item i) requires that a PSR is to be determined for each flight to an isolated airport. While this point can be calculated and specified on the OFP at the planning stage, such a calculation does not typically take into account any discretionary fuel, or the real-time changes in fuel consumption that will occur after departure. 
Therefore, since the PSR will typically be reached later in the flight than the point originally calculated in the OFP, an operator would normally provide practical instructions so that operational control personnel and the flight crew can calculate or determine the actual position of the PSR. 
The Final Decision Point used in Decision Point Planning or the Pre-determined Point used in Pre-determined Point planning may be used to meet the intent of this specification in lieu of a specific PSR. 
Guidance for planning operations to isolated airports, including the determination of a PSR, may be found in the ICAO Flight Planning and Fuel Management Manual (Doc 9976). 


 
4.3 Fuel Planning
	DSP 4.3.1

	The Operator shall have a system, process and/or procedures to ensure an aircraft carries a sufficient amount of usable fuel to complete each planned flight safely and allow for deviations from the planned operation. (GM)

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Auditor Actions
☐ Identified/Assessed system/process/procedures for fuel planning for all flights (focus: flight planning takes into account possible deviations from planned operation in calculating usable fuel for safe completion of flight). 
☐ Interviewed responsible operational control manager(s). 
☐ Examined selected OFPs (focus: fuel load meets/exceeds minimum required departure/dispatch fuel). 
☐ Observed operational control/flight dispatch operations (focus: process or procedures that ensure sufficient usable fuel for safe flight completion taking into account unplanned deviations). 
[bookmark: 0.603835597700201] ☐ Coordinated with FLT auditor (focus: complementary procedures for assessing minimum required fuel). 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
The intent of this provision is to define the foundation necessary to support the practical implementation of an operator's fuel policy. It also addresses the baseline criteria to be considered in any methodology used in the determination of total usable fuel required to complete each planned flight safely. Simply put, it requires an operator to use system, process and/or procedures alone or in any combination in order to fulfill operational requirements related to the implementation of its fuel policy. In all cases the robustness of any such methodologies is commensurate with the breadth and complexity of the operation and takes into account: 
· The aircraft-specific data and operating conditions for the planned operation (see DSP 4.3.2);
· The following components of usable fuel required in accordance with the respective provisions of this sub-section: 
· Taxi fuel (see DSP 4.3.5);
· Trip fuel in (see DSP 4.3.6);
· Contingency fuel (see DSP 4.3.7);
· If required (as applicable to each flight): 
· Destination alternate fuel (see DSP 4.3.8 or DSP 4.3.9), or
· No-alternate fuel (see DSP 4.3.10), or
· Isolated airport fuel (see DSP 4.3.11).
· Final reserve fuel (see DSP 4.3.12);
· If required, additional fuel (see DSP 4.3.13);
· If requested by the PIC, or the PIC and FOO in a shared system of operational control, discretionary fuel (see DSP 4.3.14).
Some regulatory authorities or operators may classify destination alternate fuel, no alternate fuel and Isolated airport fuel under the common heading of “Alternate Fuel” in regulations and/or flight planning systems. 
It is important for operational control personnel and the flight crew to have a clear and common understanding of the terms used in the operator's fuel policy, as such understanding is the key to successful flight planning and completion. Equally important is the notion that differences in terminology may exist from operator to operator. Regardless of the terms used, however, an operator can conform to the provisions of this sub-section if the pre-flight computation of usable fuel is substantially equivalent, allocates fuel in a similar fashion, and has the components that, when combined, result in an equivalent or greater amount of fuel. 
Fuel calculations are typically made by a flight crew member, a Flight Operations Officer/Flight Dispatcher (FOO), or both.
Guidance on the organizational and operational systems and processes related to the implementation of fuel policy is contained in the ICAO Flight Planning and Fuel Management Manual (Doc 9976). 


  
	DSP 4.3.5

	The Operator shall have a process and/or procedures to ensure the taxi fuel required in accordance with its fuel policy is the amount of fuel estimated to be consumed before takeoff, taking into account local conditions at the departure airport and auxiliary power unit (APU) fuel consumption. (GM)
Note: The Operator has the option of achieving conformity with the specifications of this provision using performance-based methods in accordance with applicable provisions in subsection 4.6. Such conformance is achievable irrespective of the specifications of this provision.

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Auditor Actions
☐ Identified/Assessed process/procedures for calculation of taxi fuel for all flights (focus: flight planning takes into account operating data/conditions that might cause/lead to increased taxi fuel consumption; such operating data/conditions that are considered/assessed in taxi fuel calculation process are defined). 
☐ Interviewed responsible operational control manager(s). 
☐ Examined selected OFPs (focus: operating data/conditions used as basis for taxi fuel). 
☐ Identified/Assessed method(s) of performance-based compliance used for calculation of taxi fuel (if applicable) (focus: method conforms to specifications of DSP 4.6.2 and 4.6.5). 
☐ Observed operational control/flight dispatch operations (focus: process or procedures for calculating planned taxi fuel). 
[bookmark: 0.603835597700203] ☐ Coordinated with FLT auditor (focus: complementary procedures for assessing taxi fuel in accordance with fuel policy). 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
The intent of this provision is to ensure the accurate computation of taxi fuel in order, to the extent reasonably practicable, protect the remaining elements in the useable fuel equation. To achieve this aim, the computation of taxi fuel would take into account foreseeable taxi conditions and delays in order to result in an amount of fuel generally equal to or greater than the actual taxi fuel consumed before takeoff. 
It is important to note that every usable fuel calculation typically takes into account unforeseen as well as foreseen deviations from the planned operation. Unforeseen taxi delays, for example, may be addressed by the use of Statistical Taxi Fuel, the uplift of discretionary fuel when deemed necessary by the PIC, or the partial consumption of contingency fuel. Consuming contingency fuel during taxi, however, would be carefully considered as its use on the ground may leave the flight crew with fewer options, once airborne, to compensate for other unforeseen factor(s). 
Guidance on fuel planning, including pre-flight fuel calculation examples, is contained in the ICAO Flight Planning and Fuel Management Manual (Doc 9976). 


 
 
	DSP 4.3.6

	The Operator shall have a process and/or procedures to ensure the trip fuel required in accordance with its fuel policy is the amount of fuel required to enable the aircraft to fly from takeoff, or from the point of in-flight re-planning, until landing at the destination airport taking into account the operating conditions specified in DSP 4.3.2. (GM)
Note: Conformity with the specifications of this provision can be achieved using performance-based methods in accordance with applicable provisions in subsection 4.6. Such conformance is achievable irrespective of the specifications of this provision.

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Auditor Actions
☐ Identified/Assessed process/procedures for calculation of trip fuel for all flights (focus: flight planning takes into account operating data/conditions that might cause/lead to increased trip fuel consumption; such operating data/conditions that are considered/assessed in trip fuel calculation process are defined). 
☐ Interviewed responsible operational control manager(s). 
☐ Examined selected OFPs (focus: operating data/conditions used as basis for trip fuel). 
☐ Identified/Assessed method(s) of performance-based compliance used for calculation of trip fuel (if applicable) (focus: method conforms to specifications of DSP 4.6.2 and DSP 4.6.5). 
☐ Observed operational control/flight dispatch operations (focus: process or procedures for calculating planned trip fuel). 
[bookmark: 0.603835597700204] ☐ Coordinated with FLT auditor (focus: complementary procedures for assessing trip fuel in accordance with fuel policy). 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
The intent of this provision is to ensure the accurate computation of trip fuel in order, to the extent reasonably practicable, ensure that the total planned trip fuel burn is greater than or equal to the actual trip fuel burn. 
The specifications of this provision define trip fuel for preflight planning and in-flight re-planning purposes, as well as to form the basis for the computation of other fuel amounts (e.g., contingency fuel, additional fuel). In this context, trip fuel is typically computed from either the departure airport or the point of in-flight re-planning until landing at the destination airport taking into account the operating conditions of DSP 4.3.2. In the case of in-flight re-planning (planned or unplanned), the intent of this provision is for the operator to reconsider (re-compute) the trip fuel required from the re-planning point to the commercial (actual) destination. 
Guidance on fuel planning, including pre-flight fuel calculation examples, is contained in the ICAO Flight Planning and Fuel Management Manual (Doc 9976). 


 
 
	DSP 4.3.7

	The Operator shall have a process and/or procedures to ensure the contingency fuel required in accordance with its fuel policy is the amount of fuel required to compensate for unforeseen factors that could have an influence on the fuel consumption to the destination airport. Contingency fuel shall not be lower than any one or more of the following (as approved or accepted by the Authority based on the operations of the Operator): 
i. Five (5) percent of the planned trip fuel or of the fuel required from the point of in-flight re-planning based on the consumption rate used to plan the trip fuel, but never lower than the amount required to fly for five (5) minutes at holding speed at 450 m (1,500 ft) above the destination airport in standard conditions. 
ii. If approved or accepted by the Authority for domestic operations; an amount of fuel to fly for 45 minutes at normal cruising fuel consumption, including 30 minutes final reserve. [PCO]
iii. If approved or accepted by the Authority for international operations, an amount of fuel to fly for 10 percent of the total time required to fly from the airport of departure or the point of in-flight re-planning to, and then land at, the airport to which it was released or re-released. [PCO]
iv. If approved or accepted by the Authority for the purpose of reducing contingency fuel, not less than three (3) percent of the planned trip fuel or, in the event of in-flight re-planning, three (3) percent of the trip fuel for the remainder of the flight, provided that an en route alternate airport is available in accordance with the requirements of the Authority. [PCO]
v. If approved or accepted by the Authority based on actual fuel consumption data, an amount of fuel sufficient for 20 minutes flying time based upon the planned trip fuel consumption provided that the operator has established a fuel consumption monitoring program for individual aircraft and uses valid data determined by means of such a program for fuel calculation. [PCO](GM)
Note: Items ii), iii), iv) and v) are Parallel Conformity Options (PCOs) for item i); in effect until 31 August 2021.
Note: The specifications in item ii) and iii) are only applicable to an operator if the State and/or the
Operator differentiate between domestic and international flights for the purpose of contingency fuel
calculations.
Note: Conformity with the specifications of this provision can be achieved using performance-based methods in accordance with applicable provisions in subsection 4.6. Such conformance is achievable irrespective of the specifications of this provision.

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Auditor Actions
☐ Identified/Assessed process/procedures for calculation of contingency fuel for all flights (focus: flight planning takes into account unforeseen operating factors that might cause/lead to increased fuel consumption to the destination airport; such operating factors that are considered/assessed in contingency fuel calculation process are defined; minimum contingency fuel amount in accordance with regulatory requirements is defined). 
☐ Interviewed responsible operational control manager(s). 
☐ Examined selected OFPs (focus: operating factors used as basis for contingency fuel). 
☐ Identified/Assessed method(s) of performance-based compliance used for calculation of contingency fuel (if applicable) (focus: method conforms to specifications of DSP 4.6.5). 
☐ Observed operational control/flight dispatch operations (focus: process or procedures for calculating planned contingency fuel). 
[bookmark: 0.603835597700206] ☐ Coordinated with FLT auditor (focus: complementary procedures for assessing contingency fuel in accordance with fuel policy). 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
The intent of this provision is to ensure fuel is allocated to compensate for unforeseen factors that could influence fuel burn to the destination airport. Such factors include, for example, deviations of an individual aircraft from expected fuel consumption data, forecast meteorological conditions expected taxi times before takeoff or planned routings and cruising altitudes/levels. 
From a safety risk management perspective, contingency fuel is used to mitigate the risks associated with operational factors or hazards that cannot be planned, anticipated, or controlled. The risk associated with the improper calculation or complete consumption of contingency fuel is that of creating a low fuel state or a diversion that could subsequently affect Air Traffic Management (ATM) and other aircraft. 
It is important to note that differences in fuel computation terminology may exist from operator to operator. For example, required contingency fuel may be a component of other fuel reserves mandated by the Authority. Regardless of the terms used, however, an operator can conform to items i) through iii) of the provision if the pre-flight computation of usable fuel allocates an equivalent or greater amount of fuel as specified in items i) through v) and as applicable to the operator in order to compensate for unforeseen factors that could influence fuel burn to the destination airport. 
An operator may conform to a minimum of one of the numbered specifications of the provision and be in overall conformity with the intent of the entire provision. Individual conformity with items i) through v), however, is “as approved or accepted by the Authority based on the operations of the Operator” and dependent on many factors including the regulatory environment and the type of operations conducted. 
The specification in item ii) protects 15 minutes of contingency fuel plus 30 minutes of final reserve fuel for a combined domestic reserve of 45 minutes. 
Examples related to the computation of contingency fuel are contained in the ICAO Flight Planning and Fuel Management Manual (Doc 9976). 


 
 
	DSP 4.3.8

	The Operator shall have a process and/or procedures to ensure, for flights that require a single destination alternate airport, the destination alternate fuel required in accordance with its fuel policy is not lower than amount of fuel that will enable the aircraft to complete all of the following: 
i. Perform a missed approach at the destination airport;
ii. Climb to the expected cruising altitude;
iii. Fly the expected routing to the destination alternate airport;
iv. Descend to the point where the expected approach is initiated;
v. Conduct the approach and landing at the destination alternate airport. (GM)
Note: The specifications of this provision are not applicable for flights conducted under isolated airport operations as specified in DSP 4.1.7.
Note: The Operator has the option of achieving conformity with the specifications of this provision using performance-based methods in accordance with applicable provisions in subsection 4.6. Such conformance is achievable irrespective of the specifications of this provision.

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Auditor Actions
☐ Identified/Assessed process/procedures for calculation of destination alternate fuel for flights that require a single destination alternate airport (focus: flight planning takes into account fuel consumption required to divert from destination airport and proceed to/hold/land at alternate airport; diversion flight phases that are considered/assessed in single destination alternate fuel calculation process are defined). 
☐ Interviewed responsible operational control manager(s). 
☐ Examined selected OFPs (focus: factors used as basis for single destination alternate fuel). 
☐ Identified/Assessed method(s) of performance-based compliance used for calculation of single destination alternate fuel (if applicable) (focus: method conforms to specifications of DSP 4.6.2 and 4.6.5). 
☐ Observed operational control/flight dispatch operations (focus: process or procedures for calculating destination alternate fuel for flights that require a single destination alternate airport). 
[bookmark: 0.603835597700207] ☐ Coordinated with FLT auditor (focus: complementary procedures for assessing single destination alternate fuel in accordance with fuel policy). 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
The intent of this provision is to ensure the accurate computation of destination alternate fuel when one destination alternate airport is required. Such computation ensures, to the extent reasonably practicable, that the planned fuel burn will be greater than or equal to the actual fuel burn. 
From a safety risk management perspective, “destination alternate fuel” is used to mitigate the risks associated with the unavailability of the destination airport. The risk associated with the improper calculation or complete consumption of such fuel is that of creating a low fuel state or a diversion that could subsequently affect Air Traffic Management (ATM) and other aircraft. 
Examples of the computation of destination alternate fuel are contained in the ICAO Flight Planning and Fuel Management Manual (Doc 9976). 


 
	 DSP 4.3.10

	If the Operator conducts flights that do not require a destination alternate airport, the Operator shall have a process and/or procedures to ensure a supplemental amount of fuel is carried on such flights to provide for increased fuel consumption during the flight to the destination airport due to unforeseen operational occurrences. (GM)
Note: The specifications of this provision are not applicable if the contingency fuel calculated in accordance with DSP 4.3.7 is sufficient to enable the aircraft to hold at an altitude of 450 m (1,500 ft) above the destination airport for 15 minutes at the holding speed based on standard conditions.
Note: The specifications of this provision are not applicable for flights conducted under isolated airport operations as specified in DSP 4.1.7 and DSP 4.3.11.
Note: The Operator has the option of achieving conformity with the specifications of this provision using performance-based methods in accordance with applicable provisions in subsection 4.6. Such conformance is achievable irrespective of the specifications of this provision.

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Auditor Actions
☐ Identified/Assessed process/procedures for addition of supplemental fuel to provide for potential increased fuel consumption for flights that do not require a destination alternate airport (focus: planned supplemental fuel required when contingency fuel is not sufficient to fly at holding speed for 15 minutes at 450 m/1500 ft above destination airport). 
☐ Interviewed responsible operational control manager(s). 
☐ Examined selected OFPs (focus: basis for addition of supplemental fuel). 
☐ Identified/Assessed method(s) of performance-based compliance used for supplemental fuel (if applicable) (focus: method conforms to specifications of DSP 4.6.2 and 4.6.5). 
☐ Observed operational control/flight dispatch operations (focus: process or procedures for calculating planned supplemental fuel for flights that require no destination alternate airport). 
[bookmark: 0.603835597700209] ☐ Coordinated with FLT auditor (focus: complementary procedures for assessing second destination alternate fuel in accordance with fuel policy). 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
[bookmark: 0.603835597700210] From a safety risk management perspective “no-alternate” fuel is intended to mitigate the safety risks associated with the occurrence of unforeseen operational contingencies associated with no-alternate operations. The risk associated with the improper calculation or complete consumption of such fuel is that of creating a low fuel state. 
[bookmark: 0.603885597700210]
Examples of the computation of alternate and contingency fuel are contained in the ICAO Flight Planning and Fuel Management Manual (Doc 9976). 


 
 
	DSP 4.3.11

	If the Operator conducts isolated airport operations, the Operator shall have a process and/or procedures to ensure the isolated airport fuel calculated in accordance with its fuel policy is not less than the amount of fuel required to fly for two (2) hours at normal cruise consumption above the isolated destination airport, including the final reserve fuel calculated in accordance with DSP 4.3.12. (GM)
Note: The Operator has the option of achieving conformity with the specifications of this provision using performance-based methods in accordance with applicable provisions in subsection 4.6. Such conformance is achievable irrespective of the specifications of this provision.

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Auditor Actions
☐ Identified conduct of isolated airport operations that preclude selection/designation of destination alternate airports. 
☐ Identified/Assessed process/procedures for calculation of isolated airport fuel for flights to isolated airports (focus: planned isolated airport fuel is the amount of fuel sufficient to fly for two hours at normal cruise consumption above destination isolated airport, but not less than the greater of final reserve fuel). 
☐ Interviewed responsible operational control manager(s). 
☐ Examined selected OFPs (focus: factors used as basis for isolated airport fuel). 
☐ Identified/Assessed method(s) of performance-based compliance used for calculation of isolated airport fuel (if applicable) (focus: method conforms to specifications of DSP 4.6.2 and 4.6.5). 
☐ Observed operational control/flight dispatch operations (focus: process or procedures for calculating planned isolated airport fuel). 
[bookmark: 0.603835597700211] ☐ Coordinated with FLT auditor (focus: complementary procedures for assessing isolated airport fuel in accordance with fuel policy). 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
The intent of this provision is to ensure sufficient fuel is uplifted to mitigate the safety risks associated with isolated airport operations conducted in accordance with DSP 4.1.7, and to protect final reserve fuel. As such, final reserve fuel must be computed and protected in accordance with DSP 4.3.12 regardless of the method used to compute “isolated airport fuel” 
As a practical matter destination airports are typically considered isolated by an authority when the fuel required to go-around from Decision Altitude/Height (DA/H) or the Missed Approach Point (MAP) at the destination airport and then divert to the nearest alternate exceeds, for a turbine engine aircraft, the fuel required to hold at the destination airport for two hours including final reserve fuel (e.g. 90 minutes hold + 30 minutes Final Reserve). 
Examples of the computation of isolated airport fuel are contained in the ICAO Flight Planning and Fuel Management Manual (Doc 9976). 


 
 
	DSP 4.3.12

	The Operator shall have a process and/or procedures to ensure the final reserve fuel calculated in accordance with its fuel policy is not less than either (as applicable to the Operator): 
i. The amount of fuel required to fly for 30 minutes at holding speed at 450 m (1,500 ft) above airport elevation in standard conditions, or
ii. The amount of fuel required to fly for 30 minutes under speed and altitude conditions specified by the Operator and as approved or accepted by the Authority. [PCO](GM)
Note: Item ii) is a Parallel Conformity Option [PCO] for item i); in effect until 31 August 2021.

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Auditor Actions
☐ Identified/Assessed process/procedures for calculation of final reserve fuel for all flights (focus: planned final reserve fuel is an amount that is not less than fuel to fly for 30 minutes at holding speed at 450 m/1500 ft or fuel to fly 30 minutes under speed/altitude conditions approved/accepted by authority). 
☐ Interviewed responsible operational control manager(s). 
☐ Examined selected OFPs (focus: factors used as basis for final reserve fuel). 
☐ Observed operational control/flight dispatch operations (focus: process or procedures for calculating planned final reserve fuel). 
[bookmark: 0.603835597700212] ☐ Coordinated with FLT auditor (focus: complementary procedures for assessing final reserve fuel in accordance with fuel policy). 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
The intent of this provision is to ensure the allocation of an amount of fuel to be protected in flight and preserved upon landing at any airport. As such, it represents the last line of defense in a multi-layered strategy to ensure safe flight completion. It also serves as the demarcation line between normal and emergency fuel states for the purposes of the fuel state declarations in accordance with FLT 3.14.17. 
An operator may satisfy the final fuel reserve requirements specified in the provision by defining time, speed, altitude, and/or engine power conditions in accordance with requirements of the Authority that yield an equivalent or greater amount of fuel. 


 
 
	DSP 4.3.13

	The Operator shall have a process and/or procedures to ensure the additional fuel calculated in accordance with its fuel policy is a supplementary amount of fuel required to be carried when the sum of the trip fuel, contingency fuel, alternate fuel and final reserve fuel is insufficient to meet any one of the following conditions (as applicable to the Operator): 
i. Allow the aircraft engaged in ETOPS/EDTO to comply with critical fuel scenario as established by the State.
ii. Allow the aircraft flying greater than 90 minutes from an alternate airport to: 
a. Descend as necessary and proceed to an alternate airport in the event of engine failure or loss of pressurization, whichever requires the greater amount of fuel based on the assumption that such a failure occurs at the most critical point along the route; 
b. Fly for 15 minutes at holding speed at 450 m (1,500 ft) above the alternate airport elevation in standard conditions;
c. Make an approach and landing at the alternate airport.
iii. Allow for any additional operational requirements not covered by items i) and ii). (GM)
Note: The Operator has the option of achieving conformity with the specifications of this provision using performance-based methods in accordance with applicable provisions in subsection 4.6. Such conformance is achievable irrespective of the specifications of this provision.
▲ An operator may conform to DSP 4.3.13 (ii) through Active Implementation as long as the implementation Action Plan (IAP) projects conformance on or before 31 August 2021.

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Auditor Actions
☐ Identified/Assessed process/procedures for calculation of additional fuel for all flights (focus: planned additional fuel is required when the calculated sum of trip fuel/contingency fuel/alternate fuel/final reserve fuel is insufficient to meet defined operational conditions or, if applicable, when calculated using performance-based compliance; operational conditions that are considered/assessed to determine requirement for additional fuel are defined). 
☐ Interviewed responsible operational control manager(s). 
☐ Examined selected OFPs (focus: factors used as basis for additional fuel). 
☐ Identified/Assessed method(s) of performance-based compliance used for calculation of additional fuel (if applicable) (focus: method conforms to specifications of DSP 4.6.2 and 4.6.5). 
☐ Observed operational control/flight dispatch operations (focus: process or procedures for calculating planned additional fuel when required.). 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
Basic fuel planning, represented by the sum of the trip fuel, contingency fuel, alternate fuel and final reserve is predicated on the termination of a flight at the destination or destination alternate. As such, it only takes into account foreseen and unforeseen factors (excluding system failures) that could influence fuel consumption to the planned destination or destination alternate. The intent of this provision is to define the “additional fuel” required to protect against the very unlikely event of an engine failure or de-pressurization at the most critical point in the flight and presumes that the majority of the fuel used in basic fuel planning will still be available for use in proceeding to an en route alternate in the event of such an occurrence. 
The specification in item i) applies to aircraft engaged in ETOPS/EDTO. It addresses the fuel necessary to comply with the ETOPS/EDTO critical fuel scenario as established by the State of the Operator. Such scenarios typically include additional controls to ensure sufficient fuel is uplifted for conditions that would contribute to increased fuel burn (e.g. to account for icing, errors in wind forecasting, deterioration in cruise fuel burn performance, and APU use). 
[bookmark: 0.603835597700213] The specification in item (ii) is subject to Active Implementation and is applicable to an operator based on the type of operations conducted. 
Examples of additional fuel calculations and critical fuel scenarios are contained in the ICAO Flight Planning and Fuel Management Manual (Doc 9976). 


 
  
4.5 Operations Beyond 60 Minutes from an En Route Alternate Airport and Extended Diversion Time Operations (EDTO)
	DSP 4.5.1

	If the Operator conducts flight operations beyond 60 minutes from a point on a route to an en route alternate airport, including ETOPS/EDTO, the Operator shall have a system, process and/or procedures to ensure such operations are planned and conducted in accordance with operational requirements and applicable regulations. (GM)

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Auditor Actions
☐ Identified conduct of flight operations, including ETOPS/EDTO, over routes beyond 60 minutes from alternate airport. 
☐ Identified/Assessed system/process/procedures for planning flights conducted over routes beyond 60 minutes to an alternate airport (focus: flight planning for ETOPS/EDTO takes into account all applicable regulations/requirements). 
☐ Interviewed responsible operational control manager(s). 
☐ Observed operational control/flight dispatch operations (focus: process or procedures to ensure flights operated beyond 60 minutes from an alternate airport are conducted in accordance with applicable requirements). 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
An operator may use a system, process or procedures alone or in combination in order to fulfill operational requirements related to the conduct of operations beyond 60 minutes. In all cases, however, the robustness of any methodologies is commensurate with the breadth and complexity of the operation. 
An operator, in accordance with the requirements of the Authority, typically uses technical guidance for the conduct of operations beyond 60 minutes, from a point on a route to an en route alternate airport. Such guidance might be derived from one or more of the following source references, as applicable: 
· ICAO Annex 6, Part 1, Attachment C: Guidance for Operations by Turbine Engine Aeroplanes Beyond 60 minutes to an En route Alternate Aerodrome Including Extended Diversion Time Operations (EDTO). 
· ICAO Flight Planning and Fuel Management Manual (Doc 9976).
· ICAO Extended Diversion Time Operations (EDTO) Manual (Doc 10085).
· FAA Advisory Circular - AC No: 120-42B: Extended Operations (ETOPS and Polar Operations).
· EU-OPS AMC 20-6: Extended Range Operation with Two-Engine Aeroplanes, ETOPS Certification and Operation.
· Commission Regulation EC No. 965/2012 Annex V SPA.ETOPS.
· Any equivalent reference document approved or accepted by the Authority for the purpose of providing guidance for the conduct of flight operations by turbine engine aircraft beyond 60 minutes to an en route alternate airport. 


 
 
	DSP 4.5.2

	If the Operator conducts flight operations beyond 60 minutes from a point on a route to an en route alternate airport, the Operator shall have guidance and procedures to ensure (as applicable to the Operator): 
i. For all aircraft, en route alternate airports are identified and the most up-to-date information relative to such airports is available to the flight crew, including airport status and meteorological conditions; 
ii. For aircraft with two engines engaged in ETOPS/EDTO, the most up-to-date information available to the flight crew indicates that conditions at identified en route alternate airports will be at or above the Operator's established airport operating minima for the operation at the estimated time of use. (GM)

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Auditor Actions
☐ Identified conduct of flight operations, including ETOPS/EDTO, over routes beyond 60 minutes from alternate airport. 
☐ Identified/Assessed guidance/procedures for planning flights conducted over routes beyond 60 minutes from alternate airport (focus: flight planning includes provision of information for flight crew that identifies en route alternate airports, indicates conditions at en route alternate airports will be at/above established airport operating minima for operation at estimated time of use). 
☐ Interviewed responsible operational control manager(s). 
☐ Examined selected ETOPS/EDTO OFPs (focus: identification of en route alternate airports; information indicates conditions at/above operating minima). 
☐ Observed operational control/flight dispatch operations (focus: guidance/procedures that ensure flight crew has up-to-date information relative to planned en route alternate airports for flight operations beyond 60 minutes from an en route alternate airport). 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
The intent of item i) of this provision is to ensure operational control personnel and the flight crew are knowledgeable about diversion airport options and prevailing weather conditions appropriate for the type of operation conducted. 
The intent of item ii) is to ensure a larger strategy exists for two-engine aircraft engaged in ETOPS/EDTO to protect a diversion regardless of the reason for the diversion (i.e. technical or non-technical reasons). 
[bookmark: 0.603835597700224] Guidance related to the identification and/or protection of en route alternate airports is contained in ICAO Annex 6, Part 1, Attachment C and the ICAO Extended Diversion Time Operations (EDTO) Manual (Doc 10085). 


 
 
	DSP 4.5.3

	If the Operator utilizes aircraft with two engines in EDTO, the Operator shall have guidance and procedures to select en route alternate airports for such operations, and ensure en route alternate airports are specified on: 
i. The OFP or other equivalent operational document available to the PIC in flight;
ii. The ATS flight plan where required by the State or the ATS system in use. (GM)

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Auditor Actions
☐ Identified the conduct of ETOPS/EDTO utilizing aircraft with two engines. 
☐ Identified/Assessed guidance/procedures for en route alternate selection/designation for ETOPS/EDTO conducted with two-engine aircraft (focus: flight planning includes selection/designation of en route alternate airports; en route alternate airports shown on OFP; shown on ATS flight plan in accordance with applicable regulatory requirements). 
☐ Interviewed responsible operational control manager(s). 
☐ Examined selected ETOPS/EDTO OFPs (focus: designation of en route alternate airports). 
☐ Observed operational control/flight dispatch operations (focus: guidance/procedures for selecting en route alternate airports and specifying on OFP and ATS flight plan for two-engine aircraft ETOPS/EDTO). 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
The intent of the specification in item i) is to ensure en route alternates, when required, are selected and subsequently specified on the OFP or other equivalent operational document available to the PIC in flight. 
The intent of the specification in item ii) is to ensure en route alternates, when required for ETOPS/EDTO, are specified on the ATS flight when required by the State or other applicable authority. 


 
 
	DSP 4.5.4

	If the Operator conducts ETOPS/EDTO, the Operator shall have guidance and procedures to ensure, for aircraft engaged in such operations: 
i. A flight will not proceed beyond the threshold time unless the identified en route alternate airports are re-evaluated for availability and the most up-to-date information indicates that, during the estimated time of use, conditions at those airports will be at or above the Operator's established airport operating minima for the operation; 
ii. If any conditions are identified that would preclude a safe approach and landing at an identified en route alternate airport during the estimated time of use, an alternative course of action has been determined. (GM)

	☐ Documented and Implemented (Conformity)
☐ Documented not Implemented (Finding)
☐ Implemented not Documented (Finding)
☐ Not Documented not Implemented (Finding)
☐ N/A

	Auditor Comments:
Click or tap here to enter text.

	Auditor Actions
☐ Identified that ETOPS/EDTO is in use. 
☐ Identified/Assessed guidance/procedures for the monitoring/assessment of en route alternate airport conditions during the conduct of ETOPS/EDTO (focus: designated en route alternate airports monitored/assessed during ETOPS/EDTO to verify continuation of planned flight; when conditions make designated en route alternate unusable, planned flight evaluated for change). 
☐ Interviewed responsible operational control manager(s). 
☐ Examined selected ETOPS/EDTO OFPs (focus: designation of en route alternate airports). 
☐ Observed operational control/flight dispatch operations (focus: guidance/procedures for monitoring/assessing en route alternate airports during ETOPS/EDTO). 
[bookmark: 0.603835597700225] ☐ Coordinated with FLT auditor (focus: complementary procedures for monitoring/assessing conditions at en route alternates; coordination to re-evaluate planned flight in event en route alternate becomes unavailable). 
☐ Other Actions (Specify)
Click or tap here to enter text.

	Guidance
The intent of this provision is to ensure a larger strategy exists to preclude a diversion and to protect a diversion should one occur regardless of whether the diversion is for technical (aircraft system or engine) or non-technical reasons. 


 
	Table 3.1–Operational Control Personnel

	This table categorizes operational control personnel, defines the scope of their authority, identifies their responsibilities and illustrates the relationship of such responsibilities to the operation as a whole. It shall be used for the purposes of applying relevant Section 3 provisions and is provided to ensure suitably qualified persons are designated, where applicable, to support, brief and/or assist the pilot-in-command (PIC) or FOO or designated member of management in the safe conduct of each flight. The terms used in the table to identify operational control personnel are generic and might vary. Personnel, however, employed in operational control functions that are delegated the authority and/or assigned the responsibility to carry out functions, duties or tasks, as outlined in the table, are subject to the training and qualification requirements commensurate with their position. 

	Operational Control[image: P:\PRD\Products\ISM\ref.images\ism-n-rarr-a.jpg]
           [image: P:\PRD\Products\ISM\ref.images\ism-n-darr-a.jpg]
	Authority
(DSP 1.3.4)
	Responsibilities, Including the Assignment of Functions, Duties or Tasks.
(DSP 1.3.5 and 1.3.6)
	Training and Qualification
Operator shall designate responsibilities and ensure personnel are competent to perform the job function.

	Administrative Support Personnel1
(e.g. gate agent)
	None
Do not make recommendations or decisions regarding the operational control of a flight. 
	Provide, collect or assemble operational documents or data only.
	Not subject to initial and recurrent training in the competencies of operational control in Table 3.5 and are qualified via On the Job Training (OJT), job descriptions, task cards, guidelines, checklists, training materials or other written means to establish competence. 

	Flight Operations Assistant (FOA)4
(e.g. Weather Analysts, Navigation Analysts/Flight Planning Specialists, Operations Coordinators/Planners, Maintenance controllers, Air Traffic Specialists), and Load Agents/Planners/Controllers unless qualified in accordance with GRH) 
	None or limited to area(s) of expertise
May be authorized to make decisions or recommendations in area(s) of expertise.5
(e.g., maintenance controller grounds aircraft.)
	Support, brief and/or assist the PIC or FOO. 
Specializes in one or more of the elements of operational control.3
Collects, provides filters, evaluates and applies operational documents or data relevant to specific elements of operational control. 
Makes recommendations or decisions in area(s) of expertise.
	For each area of expertise or specialization.3
Subject to initial and continuing qualification in accordance with DSP 2.2.2 and specific competencies of Table 3.5 relevant to the job function and operations of the Operator. 

	Flight Dispatcher or Flight Operations Officer (FOO)4 or Designated Member of Management (e.g. Director of Operations or other post holder) 
	None or limited or shared2
May share operational control authority with the PIC.2
May be authorized to make recommendations or decisions.
	May share operational control responsibility with the PIC.2
Support, brief, and/or assist the PIC.
Collects, provides, filters, evaluates and applies operational documents or data relevant to all elements of operational control.3
Makes recommendations or decisions.
	Subject to initial and continuing qualification in accordance with DSP 2.2.2andall competencies of Table 3.5 relevant to the operations of the Operator. 

	Pilot in Command (PIC) 
	Full/shared2
Has final authority to ensure the safe operation of the aircraft.
May share authority and responsibility for operational control.
	Full/shared2
Responsible for safe conduct of the flight.
Collect, provide, filter, evaluate and applies operational documents or data relevant to all competencies of operational control.3
	Subject to training and qualification requirements specified in ISM Section 2.

	Legend
	1 - Personnel lacking any authority or responsibility for operational control are identified in the table for the purposes of excluding them from the initial and continuing qualification provisions of this section. 

	
	2 - FOO personnel used in conjunction with a shared system of operational share authority and responsibility with the PIC. 

	
	3 - The competencies of operational control are contained in Table 3.5. FOA personnel that specialize in one competency of operation control may be referred to as Weather Analysts, Navigation Analysts/Flight Planners, Operations Coordinators/Planners, Maintenance controllers, Air Traffic Specialists and Load Agents/Planners/Controllers unless qualified in accordance with GRH. 

	
	4 - The terms used in this table to identify operational personnel are generic and may vary. Personnel utilized in operational control functions and assigned the responsibilities delineated in the table are subject to the relevant qualification and training provisions in this section. 

	
	5 - Authority limited in scope to decision making in area of expertise. 

	Table 3.2–Operations Manual (OM) Content Specifications

	This table contains the fundamental OM content specifications required to achieve conformity with DSP 1.7.1. It also specifies Section 2 (FLT) provisions that must be addressed in the sections of the OM relevant to personnel with responsibilities related to the operational control of flights. 
Note: Specific policies, guidance, data and/or procedures that must be addressed in the sections of the OM relevant to operational control personnel can be found in individual Section 3 provisions and are not duplicated in the table.

	General Information
	FLT ISARP

	(i)
	General Operations Manual (GOM), to include:
	None

	 
	(a)
	Non-aircraft type related and/or standard operating procedures for each phase of flight, policies, procedures, checklists, descriptions, guidelines, emergency procedures and other relevant information; 
	None

	 
	(b)
	Authorities, duties and responsibilities associated with the operational control of flights;
	None

	 
	(c)
	The requirement for commercial flights to be conducted under an IFR flight plan and in accordance with an IFR flight plan.
	FLT 3.10.1

	Aircraft Operating Information
	FLT ISARP

	(ii)
	Aircraft Operating Manual (AOM), to include:
	None

	 
	(a)
	Normal, abnormal/non-normal and emergency procedures, instructions and checklists;
	None

	 
	(b)
	Aircraft systems descriptions, limitations and performance data.
	None

	(iii)
	MEL and CDL, to include applicability and a description of the relationship between the Minimum Equipment List (MEL) and the Master Minimum Equipment List (MMEL); 
	None

	(iv)
	Aircraft specific weight and balance instructions/data;
	None

	(v)
	Instructions for the conduct and control of ground de/anti-icing operations.
	FLT 3.9.6, 3.9.7

	Areas, Routes and Airport Information
	FLT ISARP

	(vi)
	Route and airport instructions and information (departure, destination, en route and destination alternates, to include:
	None

	 
	(a)
	Airway manuals and charts, including information regarding communication facilities and navigation aids;
	None

	 
	(b)
	Airport charts, including the method for determining airport operating minima, operating minima values for destination and alternate airports and the increase of airport operating minima in case of degradation of approach or airport facilities; 
	None

	 
	(c)
	Airport and runway analysis manual or documents:
	None

	 
	(d)
	If applicable, flight monitoring requirements and instructions to ensure the PIC notifies the operator of en route flight movement or deviations from the OFP including procedures for loss of communication between the aircraft and the FOO; 
	None

	 
	(e)
	Instructions for the conduct of precision and non-precision approaches, including approach minima;
	FLT 3.11.65, 3.11.67

	 
	(f)
	If applicable, procedures for the conduct of long-range navigation;
	FLT 3.11.8, 3.11.9, 3.11.11

	 
	(g)
	Supplemental oxygen requirements and escape routes in case of decompression in an area of high terrain, if applicable;
	4.3.5

	 
	(h)
	Regional guidance necessary to comply with local regulations.
	None

	Training Information
	FLT ISARP

	(vii)
	Training Manual, to include:
	None

	 
	(a)
	Details of all relevant training programs, policies, directives and requirements, including curricula and syllabi, as applicable, for initial qualification, continuing qualification and other specialized training; 
	None

	 
	(b)
	Curricula for ground training, evaluation and certification;
	None

	 
	(c)
	Comprehensive syllabi to include lesson plans, procedures for training and conduct of evaluations;
	None

	 
	(d)
	The training program for the development of knowledge and skills related to human performance (Crew Resource Management/Dispatch Resource Management, CRM/DRM). 
	None

	Other Information
	FLT ISARP

	(viii)
	Cabin safety and emergency procedures relevant to operational control personnel.
	None

	(ix)
	Dangerous Goods manual or parts relevant to operational control personnel, to include information and instructions on the carriage of dangerous goods and action to be taken in the event of an emergency. 
	None

	(x)
	Security Manual or parts relevant to operational control personnel, including bomb search procedures.
	None



	Table 3.3–Operational Flight Plan (OFP) Specifications

	The OM contains a description and specifications for the content and use of the OFP or equivalent document. The content of the OFP shall consist of, as a minimum, the following elements: 
i. Aircraft registration;
ii. Aircraft type and variant;
iii. Date of flight and flight identification;
iv. Departure airport, STD, STA, destination airport;
v. Route and route segments with check points/waypoints, distances and time;
vi. Assigned oceanic track and associated information, as applicable;
vii. Types of operation (e.g. EDTO, IFR, ferry-flight);
viii. Planned cruising speed and flight times between waypoints/check points;
ix. Planned altitude and flight levels;
x. Fuel calculations;
xi. Fuel on board when starting engines;
xii. Alternate(s) for destination and, when applicable, takeoff and en route;
xiii. Relevant meteorological information.

	Table 3.4–Flight Information

	The Operator shall record and retain the following information for each flight: 
i. Aircraft registration;
ii. Date;
iii. Flight number;
iv. Flight crew names and duty assignment;
v. Fuel on board at departure, en route and arrival;
vi. Departure and arrival point;
vii. Actual time of departure;
viii. Actual time of arrival;
ix. Flight time;
x. Incidents and observations, if any;
xi. Flight weather briefings;
xii. Dispatch or flight releases;
xiii. Load Sheet;
xiv. NOTOC;
xv. OFP;
xvi. ATS flight plan;
xvii. Communications records;
xviii. Fuel and oil records (obtained in accordance with MNT 3.1.1);
xix. Aircraft tracking data to assist SAR in determining the last known position of the aircraft.
Note: After an aircraft has landed safely, an operator may discard tracking data.



	Table 3.5–Competencies of Operational Control

	The Operator shall ensure FOO or FOA personnel demonstrate knowledge and/or proficiency in the competencies of operational control appropriate to the assignment of responsibility to carry out operational control functions, duties, or tasks, to include, as applicable: 

	Competency
	FOO
	FOA
	FOA Relevancy Examples

	(i)
	Contents of the Operations Manual relevant to the operational control of flights;
	3
	3B
	Relevant contents

	(ii)
	Radio equipment in the aircraft used;
	3
	3B
	As relevant to function

	(iii)
	Aviation indoctrination;
	3
	3B
	Subjects relevant to function

	(iv)
	Navigation equipment in the aircraft used, including peculiarities and limitations of that equipment;
	3
	3B
	Navigation Analysts, Flight Planners

	(v)
	Seasonal meteorological conditions and hazards;
	3
	3B
	Weather Analysts/Meteorologists

	(vi)
	Source of meteorological information;
	3
	3B
	Weather Analysts/Meteorologists

	(vii)
	Effects of meteorological conditions on radio reception on the aircraft used;
	3
	3B
	Weather Analyst/Meteorologists

	(viii)
	Aircraft mass (weight) balance and control;
	3
	3B
	Load Planners

	(ix)
	Human performance relevant to operations or dispatch duties (CRM/DRM);
	3
	Not Applicable
	Not Applicable

	(x)
	Operational procedures for the carriage dangerous goods;
	2
	2B
	As relevant to function

	(xi)
	Operational procedures for the carriage of cargo;
	3B
	3B
	As relevant to function

	(xii)
	Operational emergency and abnormal procedures;
	2B
	2B
	As relevant to function

	(xiii)
	Security procedures (emergency and abnormal situations);
	3
	3B
	As relevant to function

	(xiv)
	Civil Air Law and regulations;
	3
	3B
	Air Traffic Managers

	(xv)
	Aircraft mass (weight) and performance;
	3
	3B
	Load Planners

	(xvi)
	Navigation, special navigation;
	3
	3B
	Navigation Analysts

	(xvii)
	Special airports;
	3A
	3AB
	Flight Planners

	(xviii)
	Air traffic management;
	3
	3B
	Air Traffic Managers

	(xix)
	Aircraft systems and MEL/CDL;
	3
	3B
	MX Controllers

	(xx)
	Flight planning;
	3
	3B
	Flight Planners

	(xxi)
	Flight monitoring;
	3
	3B
	Flight Followers

	(xxii)
	Communication;
	3
	3B
	Flight Followers

	(xxiii)
	Fuel supply (aircraft and fuel type requirements);
	3
	3B
	Flight Planners

	(xxiv)
	De-icing/anti-icing procedures;
	3A
	3AB 
	As relevant to function

	(xxv)
	Procedures for operations beyond 60 minutes including, if applicable, EDTO.
	3A
	3AB
	Flight Planners

	Legend

	1:
	Shall be satisfactorily completed during initial training and once every calendar year plus or minus one calendar month from the original qualification anniversary date or base month. 

	2:
	Shall be satisfactorily completed during initial training and once every 24 months.

	3:
	Shall be satisfactorily completed during initial training and once every 36 months plus or minus one month from the original qualification tri-annual anniversary date or base month. 

	A:
	If relevant to the operations of the Operator.

	B:
	If relevant to area of expertise or job function (e.g. Flight Planning, Maintenance Control, Load Planning, Air Traffic Management).

	Notes

	FOO personnel that are assigned overall operational control responsibility for specific flights, assigned responsibilities in all competencies of operational control or utilized in shared systems of operational control demonstrate knowledge and/or proficiency in all applicable competencies in this table. FOO or FOA personnel assigned the individual responsibility to carry out specific operational control functions, duties or tasks demonstrate knowledge and/or proficiency in competencies relevant to area of expertise or function as determined by the operator or State. 
It is important to note that some operators might choose to assign the responsibility for specific operational control functions to fully qualified FOO personnel. In such cases an FOO is acting in a limited capacity and although qualified in all competencies of operational control, would be functionally acting as an FOA. 
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