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The Numbers

At the beginning of 2011 more than 425 operators are listed as IS-BAO registrants of which 45 have achieved Stage 3 status.  More than 265 auditors are accredited.

Recent IS-BAO Guidance

Check http://www.ibac.org/is_bao for the latest bulletins and policies:
·  IS-BAO Policy 2010-06 - IS-BAO Implementation Confirmation Letter
·  IS-BAO Policy 2010-05 -- Management Company IS-BAO Registration
·  IS-BAO Policy 2010-04 -- IS-BAO Support Services Affiliation 
· IS-BAO Bulletin 2010-2 -- Implementation of the 7th Edition of Annex 6 Part II	
· IS-BAO Bulletin 2010-1 -- IS-BAO Standard 8.14 – Flight Data Recorders and Cockpit Voice Recorders
Is You Auditor Accreditation Due for Renewal?

Each auditor’s accreditation to conduct IS-BAO audits expires on December 31st of the year two years after initial accreditation or renewal. This means that if you are due on December 31, 2011 you can renew any time during this year and not have to attend a renewal workshop again until 2014. Plan ahead using our IS-BAO Workshop Schedule – it is regularly updated to reflect new workshops added during the year.

International Conformance to SMS Requirements

We get many questions regarding when the ICAO SMS requirement will be applicable to operators flying internationally. First, read IS-BAO Bulletin 2010-2 , then realize that not only an SMS will be required by certain States in the near future but also a number of other ICAO Annex 6, Part II standards mentioned in the Bulletin. The important issue is whether a State has adopted the ICAO standards into their aviation regulations. If a State has incorporated those standards into their regulations, as Bermuda and others have, then those States are entitled to enforce them for all aircraft operating into or over their territory (ICAO Convention, Article 12). 

As States adopt these ICAO standards IBAC and its affiliate organizations will endeavor to keep auditors and operators apprised of those requirements. While not official, it appears that private aircraft will not be required to meet new Annex 6, Part II standards in Europe until April 2012 and perhaps never within the United States. Commercial operators may be subject to a more aggressive timeline worldwide since under ICAO standards they were supposed to have an SMS in place by January 2009.



Reporting Advanced Stage Audits

This year a significant number of existing registrants will be receiving Stage 2 and 3 audits. Since a number of recent advanced stage audits have not contained adequate supporting descriptions of the operator’s IS-BAO program maturity and sustainability, a review of those issues may be useful.

Stage 1 audits ensure that a SMS infrastructure is in place and that safety management activities are appropriately targeted. Stage 2 concentrates on safety management activities and their effectiveness. Stage 3 confirms that safety management activities are fully integrated into the operator’s operations and that a positive safety culture is being sustained. See chapters 5 and 6 of the Audit Procedures Manual for more detailed descriptions of these audit expectations.

Merely checking the appropriate boxes in the SMS section of the protocol does little for either the operator, audit review committee or future auditors to understand why the operator should be advanced to the next audit stage or to maintain a Stage 3 level. Therefore, an adequate description of the SMS features, personnel usage and program effectiveness is required to substantiate the auditor’s claims. Descriptions of the operator’s safety policy and objectives, risk management practices, safety assurance program and methods of promoting these features are appropriate subjects to describe. The description should be capped with a substantial statement regarding the effectiveness of the overall program.

Correcting Nonconformities During the Audit

Minor nonconformities discovered during the course of an audit may be corrected to the satisfaction of the auditor during the conduct of the audit. If the nonconformity is completely corrected on site there is no need to report a finding. However, correction must include any required changes to manuals or standards, establishment of processes, training syllabi, record keeping requirements and/or accountability assignments. The operator’s promise to fix the discrepancy is insufficient to preclude reporting a finding. 

Symptoms vs. Cause 

What do the following have in common?
· Some pilot training records missing.
· Cabin crew member emergency training requirements accomplished more than two years after previous training.
· No maintenance personnel training schedule.

While they could be listed as individual findings they are really symptoms of a greater issue, that of training program neglect. A finding would more correctly be made under protocol item 5.1.1, that of ensuring that the operator has a training program that ensuring that personnel are trained and competent to perform their assigned duties. Each item listed above should be classified as evidence. 

Finding or Not? 

Technically, any non-conformance with a standard warrants a finding. However, if one training session is missing from a training folder, that is not a finding and may be handled verbally with the accountable training person. But, the notation that “the mechanics have received no initial SMS training” is a finding. The big thing to look for in findings are, is there a written process/procedure to conform to the standard and is it being accomplished?

Specifically, “comments” like the following sound like findings: 
· FOM has extensive list of crewmember training, but records/documentation to support need improvement 
· Unable to find documentation of CRM training
· Interviews indicate all crewmembers properly trained, though full documentation for all crewmembers’ proficiency training could not be located

These and other comments in the training section form a pattern that looks like more emphasis must be placed on training issues -- perhaps this pattern is the real finding, relating to a root cause issue (see above).

Your casual comments on site and brief comments in the written report do not have the weight of a finding since there is no mandate for the operator to do anything. The finding creates such a mandate and requires a remedial action plan.

Compliance Monitoring

[bookmark: _GoBack]Standard 3.3 asks “Has the operator established and maintained a system for identifying applicable regulations, standards, approvals and exemptions and demonstrating compliance with them?” The key word here is “system” – without a well-defined process compliance may be in doubt. Accountabilities, methods, schedules and records should be in writing to ensure conformance to this item. The following are not adequate responses: 
-- Jeppesen regulations subscription
-- use part 91 stds
-- not required by FARs” 
-- tracked by CAMP” 
See the compliance monitoring tool in the SMS Toolkit and the related discussion for further ideas on this requirement.

Comments and Observations

Most auditors have responded well to our request for the inclusion of suitable comments within the audits. The additions provide the operator, audit review group and future auditors with useful observations regarding the nature of the operation and quality of the measures instituted to conform to the standards. We are sometimes asked for examples of suitable audits; here are a few:

VFR flight is permitted if under ATC control for functional check flights. IFR clearances may be cancelled if within 20 NM of airport. Ceiling/visibility must be a minimum of 5000 ft and 5 miles to take off VFR and obtain an obtain an IFR clearance. 

Flight following procedures: During normal business hours on weekdays landing calls are made to the scheduler. The Aviation Manager receives off and on reports from Fltplan.com. after normal working hours.

No extensions to flight time are allowed. The duty day may be extended by up to 30 minutes on the last leg of the day with the mutual agreement of the flight crew and only if an enroute delay is encountered. 

International Officer attends formal training with ATI every 12 months. IO then conducts in house training every 12 months tailored for their specific operation.

AVTRAK alerts. Also self-added alert to check for AD and SBs. Subscriptions to alerts from OEM and FAA.

Good procedures for documenting MEL procedures. MEL has excellent description of flight crew placarding procedures.

Outstanding “Airborne Emergency Management” section. Deals with medical situation and emphasizes the responsibilities of continuing to fly the aircraft.

Outstanding program. Uses NBAA/OSHA checklist and OSHA 1900 as foundation of program. Records are meticulous. Every program delineates when training is required, how conducted and where the record is kept. Excellent use of corporate assets to bolster program

Frequent trips to same destinations. Very aware of surroundings and threats. Aircraft is always locked if not attended by crew. Will hangar aircraft if conditions warrant. On one occasion sabotage was suspected at a plant facility. A risk analysis was performed and it was determined that one crewmember would stay aboard the aircraft at this destination at all times. This restriction was lifted two weeks later when the source of sabotage had been determined. 
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