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2. RISK MANAGEMENT APPROACH
The above mentioned risks have a significant impact on
the entire supply chain. Therefore, we are following a
structured approach of supply chain risk management
which is bolstered with techniques to analyse the
according risks. Supply chain risk management can be
applied to analyse risk during ramp-up because during this
phase an entire supply chain or at least a part of it is
examined including its members and flows (product and
information).

The main tasks of supply chain risk management are
usually at least split into three stages: risk identification,
risk assessment and risk mitigation. In literature there are
many different approaches which can be clustered into
two different groups. On the one hand, there are
approaches without feedback loops and on the other
hand, there are approaches including feedback loops.
Usually the approaches with feedback loops have just one
feedback loop and just a few include two or more
feedback loops. We apply the supply chain risk
management framework of [6] to analyse the risks of
ramp-up of commercial aircraft.

[7] highlights that the framework is beneficial to increase
the responsiveness of supply chains being disturbed by
disruptive events. Increasing the responsiveness during
ramp-up is one major target in our study. The framework
of [6] is motivated by the Deming (plan-do-check-act)
cycle known from total quality management, quality
planning and quality control as well as from material
resource planning (MRP II). All three issues structure the
execution of the framework. The execution of the
framework can be done in a proactive way, to be prepared
for risks, as well as a reactive way, to handle unforeseen
risks. The double function of proactive and reactive
execution raises the attractiveness to apply it.
Furthermore, the framework is bolstered with a kit of
supply chain risk management analysis methods being
techniques of process management, quality management,
risk management and strategic management.

Figure 3 shows the applied framework. It consists of four
overlapping cycles which are linked with management
levels and time horizons, i.e. strategic level/long-term,
tactical level/medium term and operational level/short-
term. These overlaps provide the user with the ability to go
back if something has to be rethought or fitted to new
environmental situations. During ramp-up unforeseen
disruptions occur frequently. The cyclic framework
supports fast reactions to lessen the negative impact of
disruptions as the risk management process does not
have to start from the beginning. Additionally, cyclic
thinking is of particular importance due to growing
awareness and altering risks in the course of the ramp-up.

The four cycles are called Definition & Description, Risk
Analysis, Risk Evaluation and Action. The approach
includes two main starting points. One is situated in the
topmost cycle (Definition & Description) for proactive
supply chain risk management and the other one in the
bottom cycle (Action) for reactive supply chain risk
management. The key drivers present the facts which
force management to execute proactive supply chain risk
management as regulatory compliance or cost reduction.

In the Definition & Description cycle the range and
objective of the analysis is defined and the system and its
corresponding risks are described. The risks are assessed
and ranked in the Risk Analysis cycle. Mitigation strategies
and detailed action to execute mitigation strategies plans
for particular risks are developed in the Risk Evaluation
cycle. In the Action cycle the action plans are implemented
and arising disruptions are monitored.

Figure 3: Overview of the supply chain risk management
framework [6]

3. ANALYSIS OF RAMP-UP RISKS
In order to be able to analyse ramp-up risks we just apply
the first two cycles of the framework which include the
tasks risk identification and assessment, i.e. Definition &
Description and Risk Analysis. The design and execution
of counteractions are not in the focus of this study.
Therefore, the last two cycles Risk Evaluation and Action
are not executed and described in more detail.

Figure 4: Applied cycles for risk analysis [6]
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Each cycle comprises three steps as shown in Figure 4.
The Definition & Description cycle consists of the steps
Planning & Selection, Description and Risk Identification
and the Risk Analysis cycle has the steps Risk
Identification, Risk Assessment and Risk Handling. Where
the cycles overlap the step is called a key step as the way
of execution can be changed. The way of execution is
marked by full lines (proactive) and dotted lines (reactive).
The Risk Analysis cycle has two key steps as it has two
overlaps, i.e. one with the Definition & Description cycle
and one with the Risk Evaluation cycle. These are the
steps Risk Identification and Risk Handling. The starting
step for our analysis is Planning & Selection. The kit of
supply chain risk management analysis methods and
techniques provided by [6] supports the steps. If not stated
otherwise the ideas which the techniques follows are
described in [6].

The methodical analysis of ramp-up risks of commercial
aircraft is done the first time. Thus, a proactive analysis is
executed and we start from the step Planning & Selection.
The following sections give an overview of the basic tasks
of each step and present the findings.

3.1. Planning & Selection and Description Step
The aim of the first two steps is to define the scope of the
analysis by selecting the examined goods and processes
as well as to describe them. Furthermore, the key
performance indicators used to evaluate the risks as well
as which risks are acceptable and intolerable are
assigned.

In order to execute these steps expert opinions and flow
charts are used. The analysed good is an aircraft within
the ramp-up. The scope of the analysis is limited within the
boundaries of the organisation. The aim is to identify the
top five risks which disrupt the ramp-up of commercial
aircraft by applying the idea of risk priority numbers, which
will be explained in detail later. The organisation works in
an international environment and has multiple suppliers
and customers. These facts lead to a complex supply
chain structure.

Every aircraft is produced for a particular customer
following make-to-order. Even among the very first
produced aircraft already is a customer product. Thus, a
complete pilot series like in the automotive industry does
not exist. In addition, it has to be highlighted that
production tests are just partially possible in advance.
Hence, possible risks which are identified in the try-out
phase (see Figure 2) will occur later on.

3.2. Risk Identification Step
In this step all possible risks and their drivers which arise
during ramp-up are determined. Furthermore, the
classification of risks is essential as the grouping of risks
may influence further analysis. Risk Identification is a key
step as the findings may change the scope of the analysis
and therefore may redefine findings of Planning &
Selection. The outcome of this step is a risk catalogue.

The identification of risks is achieved by using expert
knowledge (brainstorming and questionnaires), fishbone
diagrams as well as on-hand information search, i.e.
literature research and past experience. The risks are
classified by following the criterion “point of origin” used by
[8]. The groups were adapted to our setting and come to
three risk categories: internal risks, network risks and

environmental risks. Internal risks are risks which arise
within the organisation and can be influenced by it.
Network risks arise outside the organisation but within the
network and may partially be influenced. Environmental
risks have their origins outside the organisation and
cannot be influenced. Figure 5 gives an overview of these
three risk categories and their corresponding
subcategories. For further analysis the paper concentrates
on internal and external risks as these are risks which can
at least be partially influenced by the organisation. In sum
91 risks are identified. The largest category is internal
risks: Seven subcategories and around 60% of the risks
belong to this category.

Figure 5: Risk catalogue

3.3. Risk Assessment and Risk Handling Step
Risk Assessment evaluates the identified risks with
respect to several characteristics in a quantitative or
qualitative way. Then Risk Handling ranks the identified
and assessed risks. Moreover, the risks are split in
acceptable and intolerable risks. The latter group should
be analysed further in the Risk Evaluation cycle. Risk
Handling is a key step. The reasons are twofold. On the
one hand, new risks can be identified during Risk
Assessment and the risk catalogue of the step Risk
Identification has to be updated. On the other hand, further
analysis at the Risk Evaluation cycle may identify new
risks and leads to an update of the risk catalogue.

For assessing the risks two techniques are used, i.e. bi-
criteria analysis [9] and the failure mode effect analysis
(FMEA) by asking experts of the organisation. With the
support of the bi-criteria analysis the first intuition of the
examined characteristics can be captured. FMEA is used
to assess the risks in a more systematic way.
Furthermore, reasons and consequences are determined.
The observed characteristics for the bi-criteria analysis are
impact and occurrence (“probability” of occurrence). The
FMEA uses besides the same characteristics also the
characteristic detection (“probability” of detection). Figure
6 gives an overview of the two characteristics impact and
occurrence. Additionally, it shows how risks can be
classified into A-, B-, C- and D-risks by applying bi-criteria
analysis and FMEA. A-risks are major and important risks
and D-risks are minor and more negligible risks. Moreover,
Figure 6 gives an overview of the used values which can
be assigned to the characteristics impact and occurrence
being classified on ordinal scales. The characteristic
detection is also an ordinal scale, where 1 denotes easily
and 10 difficult to detect.
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drivers between the risks. Furthermore, we are able to
identify risks which are missing in the risk catalogue and
which could be important to be assessed in more detail.
Table 2 highlights additional risks which are identified by
the tree analysis. With the new findings we can restart the
Risk Analysis cycle by updating the risk catalogue of the
Risk Identification step. If we are satisfied with the results
of the Risk Analysis cycle so far we can go on with the
next cycle, Risk Evaluation, and develop mitigation
strategies for particular risks.

4. CONCLUSION
The aim of this paper is to analyse the ramp-up risks of
commercial aircraft and identify a method to manage
ramp-up risks. We are one of the first researchers who
examine these risks by applying a structured approach.
With this work we build a basis for further risk analysis and
mitigation. This paper contributes to a successful supply
chain risk management for future ramp-ups. We see that a
combination of several techniques within the process of
identifying and assessing risk is beneficial because
otherwise risks could be missed.

The highest-ranked risk is the insufficient production test.
Detailed production tests have a significant impact on lead
time and also on the final adaption of the supply chain and
the product. In addition, it was shown that the majority of
risks origin within the organisation which is in contradiction
to the common experience that risks origin external to the
organisation. Therefore, the risk mitigation needs to be
adapted for the here identified risks and sensitized for
special ramp-up requirements.

The partial overlap of the cycles is proven to be successful
in adapting the risk management in a quickly changing
environmental like the ramp-up. This is of particular
importance in the ramp-up of highly complex products like
aircraft. As already stated, ramp-ups are not a common
thing in the aircraft industry yet. So far products and
processes achieve maturity late. Technology risks are
considered to be among the most important risks because
new technology does not always meet the exact
expectations and therefore possibly need to be
reconsidered. This again has got impact on product and
process design. Therefore the occurrence of risk needs to
be reconsidered regularly which is supported by this
approach.

The proposed conceptual supply chain risk management
framework offers the possibility to improve the
responsiveness after a disruption. For further research the
latter two cycles of the applied supply chain risk
management framework, i.e. Risk Evaluation cycle and
Action cycle, can be implemented. By executing these two
cycles mitigation strategies can be analysed and particular
action plans can be executed in case of a disruption.

Furthermore, we consider the integration of a dynamic risk
simulation as a great enabler in order to evaluate the
impact of disruptions on the performance of the aircraft
production network. The disruption parameters are
variable in impact and occurrence of probability according
to the progress of the ramp-up. Moreover, the simulation
model serves as an environment to evaluate mitigation
strategies. The object of the simulation is to identify
adequate measurement of response for prioritised risks.
Thereby we differentiate between cause or impact
orientated measurements. First successful trials have
already been made.
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