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B ula Vinaka and welcome to the Civil Avia�on 

Authority of Fiji’s first edi�on of its Avia�on 

Safety Bulle�n for 2022.  

 

The opening of Fiji’s interna�onal borders in Decem-

ber last year heralded a good start for the avia�on 

and tourism industries which depend on each other 

for sustainable growth. The leadup to the restart 

and recovery of avia�on was well coordinated and 

stakeholders have adapted to the new norm, look-

ing op�mis�cally at onward movement towards 

‘business as usual’. 

 

The first quarter of this year saw CAAF appoint a 

new Controller Air Safety, Mr. Jim Samson. He is no 

stranger to the avia�on industry and brings to the 

role, a plethora of experience, both locally and re-

gionally. As Controller Air Safety, he is responsible 

for the strategic leadership of CAAF’s Air Safety De-

partment, which includes the Flight Opera�ons and 

Airworthiness sec�ons. He will be reconvening the 

Avia�on Stakeholders – AOC Operators Forum and I 

urge those operators in this area to a2end and as-

sist us in addressing per�nent safety issues, growing 

your understanding of what CAAF’s expecta�ons are 

of you and helping us to understand what your ex-

pecta�ons are of us.    

 

This edi�on addresses a subject that has been in the 

spotlight of late; 5G and the poten�al interference it 

could have on flight safety. The ar�cle on pages 4-5 

looks at several countries and the impact 5G instal-

la�on has had on its avia�on ac�vity and, provides 

informa�on on 5G in Fiji and what CAAF is doing in 

this area. 

 

We take a look at climate change, but from a differ-

ent perspec�ve. Most ar�cles report on the impact 

avia�on has on climate change but in the ar�cle on 

pages 6-7, we reverse the lenses and look at how 

climate change is impac�ng avia�on. 

 

Flight Inspec�on is an important component of the 

avia�on system as it ensures that the communica-

�on, naviga�on and surveillance facili�es used by 

aircra< and air naviga�on service providers meet 

the required standards for safe and efficient flight. 

The flight inspec�on ar�cle on pages 8-11 provides 

an insight into this ac�vity and highlights the chang-

es brought about by the COVID-19 pandemic in this 

area.     

 

The Industry Consulta�on Process has been re-

viewed in light of the changes that have occurred 

over the last two (2) years and past experience with 

this process. The revamped CAAF website and its 

subscrip�on and no�fica�on service that became 

opera�onal in 2021, has made the no�fica�on and 

feedback processes simpler and provides for a wider 

reach. This revised process is set out in pages 18-19.   

 

CAAF’s focus for 2022 is to con�nue to effec�vely 

discharge our responsibili�es under the Civil Avia-

�on Act 1979 (as amended) and align ourselves to 

achieve our goals and objec�ves as set out in CAAF’s 

Corporate Plan 2021-2023. We will engage and con-

sult more and seek your feedback and solu�ons ac-

cordingly.  

 

We hope that the ar�cles in this Issue 1 of 2022 

which will keep you in good stead with what is hap-

pening in the avia�on industry and that you find 

them interes�ng and informa�ve. We are open to 

sugges�ons on the types of ar�cles you wish to see 

published in the future and we welcome your feed-

back■ 

 

 

Stay Safe. 

 

Vinaka, 

 
 

 

 

 

 

M� T�����	 L�����	
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Potential 

5G Interference  

on Radio Altimeters 
M any travelers had raised concerns about the poten-

�al interference effects of 5G on flight safety fol-

lowing a flurry of headlines with the rollout of high-speed 

5G internet in the US.   

 

U.S. airlines and aircra< manufacturers raised concerns 

some �me ago that a segment of the airwaves to be used 

by American telecommunica�ons companies for 5G is too 

close to that u�lised by radio al�meters that measure an 

aircra<’s clearance height over terrain. 

 

Measurements by the al�meters are used by other aircra< 

safety systems and there are concerns the rollout of 5G 

near U.S. airports would affect aircra< systems such as 

those used for automa�c landings, wind shear predic�on 

and terrain warnings.  And if not properly mi�gated, 

harmful interference to the func�on of the radio al�meter 

during any phase of flight may pose a serious safety risk to 

passengers, crew and people on the ground. 

 

RADIO ALTIMETERS OPERATE IN 4.2-4.4GHZ RANGE AND 

THE 5G TRANSMISSIONS SUBJECT TO THE INTERFERENCE 

DEBATE ARE IN THE ADJACENT 3.7-4.2GHZ SPECTRUM.  

 

Do other countries have 5G installa(on?  Yes – Australia, 

France, Japan, South Korea, Thailand to name a few and 

the EU.    

 

Have all these countries experienced 5G interference on 

radio al(meters?  No.   

 

AUSTRALIA 

Australia have not experienced any interference of 5G 

network.  While CASA and the Australian Transport Safety 

Bureau (ATSB) have urged pilots to report any anomalies 

with radio al�meters near 5G towers, they have yet to see 

any.  In fact, the ATSB says there have been no reports of 

radio al�meter incidents linked to 5G since the telecom-

munica�ons technology rolled out 2 years ago. One rea-

son for this is that Australian 5G transmissions currently 

do not extend into the part of the spectrum worrying the 

U.S. avia�on industry.  

 

Australian 5G transmissions currently top out at 3.7GHz, 

well below the radio al�meter fre-

quencies. CASA Australia has issued 

and Airworthiness Bulle�n AWB 32-

020 (Issue 6-17 January 2022) on the 

poten�al 5G interference of Radio 

Al�meter Systems. 

 

EUROPEAN UNION 

The European Union in 2019 set 

standards for mid-range 5G frequen-

cies in a 3.4-3.8 GHz range, a lower 

frequency than the service set to be 

rolled out in the US. The bandwidth 

has been auc�oned in Europe and is 

in use in many of the bloc’s 27 mem-

ber states so far without issue. 
RADIO ALTIMETERS 
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The European Union Avia�on Safety Agency 

(EASA), which oversees 31 states, said on Decem-

ber 17m  the issue was specific to US airspace. 

“At this stage, no risk of unsafe interference has 

been iden�fied in Europe,” it stated. 

 

FRANCE 

FAA officials have noted the spectrum used by 

France (3.6-3.8 GHz) sits further away from the 

spectrum (4.2-4.4 GHz) used for al�meters in the 

US and France’s power level for 5G is much lower 

than what is authorized in the US. 

 

SOUTH KOREA 

In South Korea, the 5G mobile communica�on 

frequency is 3.42-3.7 GHz band and there has 

been no report of interference with radio wave 

since commercializa�on of 5G in April 2019. 

 

Where interference have been experi-

enced, what mi(ga(ng ac(ons have been 

introduced by these affected countries?  
 

The US has issued FAA Airworthiness Direc�ves 

(AD) and associated NOTAMS.  These include: 

FAA AD 2022-02-16, FAA AD-2021-23-12 and FAA 

AD-2021-23-13 

 

Refer FAA AD 2022-02-16 – This AD revises the 

limita�ons and opera�ng procedures sec�ons of 

the exis�ng AFM to incorporate limita�ons pro-

hibi�ng certain landings and the use of certain 

MEL items, and to incorporate opera�ng proce-

dures for calcula�ng required landing field 

lengths, when in the presence of 5G C-Band inter-

ference as iden�fied by NOTAMs. 

 

Operators flying into United States Airspace 

should review and consider the impacts of SAFO 

21007, FAA AD 2021-23-12, FAA AD 2021-23-13 , 

FAA AD 2022-02-16 and SAIB AIR 21-18 on their 

opera�ons. 

 

There are also Alterna�ve Means of Compliance 

(AMOC), which allow flights to con�nue as long as 

it can be assured that there will be no harmful 

interference with radio al�meters around specific 

airports or runways. AMOCs have an important 

role in the short term but they are very specific to 

aircra< type, radio al�meter models, and even 

par�cular airports or runways. Moreover, each 

AMOC approval will last no longer than three 

months.   

 

Refer FAA website link h�ps://www.faa.gov/5g 

for informa�on on the 87 airports where low visi-

bility approaches where 5G is deployed and the 

aircra< types for which AMOCs have been issued 

by the FAA. 

No.  The Telecommunica�on Authority of Fiji (TAF) have con-

firmed that they have not received any radio frequency licence 

applica�on for 5G opera�on.   

 

What is the role of the Telecommunica(on Authority of 

Fiji (TAF) and the Ministry of Communica(ons (MoC) in 

the alloca(on of the radio frequency spectrum? 
 

The Ministry of Communica�on (MoC) is responsible for the man-

agement of the radio frequency spectrum in Fiji and ensures the 

Radio Regula�ons of the ITU(Interna�onal Telecommunica�on 

Union) are adopted and mandated in Fiji.  The alloca�on of the 

radio frequencies by the MoC are done in collabora�on with oth-

er government agencies such as the Civil Avia�on Authority of Fiji 

(CAAF).  The radio frequency licences are issued by TAF for the 

State.  For radio licence applica�ons that fall within the reserved 

aeronau�cal spectrum, this applica�on will require CAAF’s en-

dorsement for approval before the radio frequency licence can 

be issued by TAF. 

 

How does the Civil Avia(on Authority of Fiji (CAAF)plan 

to mi(gate the poten(al risks of harmful interference 

of 5G, when it is rolled out in Fiji? 
 

CAAF is working in collabora�on with TAF and the Ministry of 

Communica�ons to ensure that every frequency alloca�on/

assignment is comprehensively studied and is well proven not to 

adversely impact avia�on safety and efficiency. 

 

CAAF is considering precau�onary measures adopted by other 

States should 5G be rolled out in Fiji.  These measures include the 

restric�on of 5G towers along the approach path into Fiji’s inter-

na�onal airports from at least 400m and declaring no-go zones in 

the vicinity of the airports.  The limita�on of power level trans-

missions and the angle of antennas for a downward-looking radi-

a�on pa2ern for 5G transmiRng sta�on masts, to be adopted.  

And finally, CAAF in collabora�on with TAF intends to adopt the 

approach undertaken by CASA Australia in assigning the lower 

adjacent frequency band for 5G opera�ons.  

 

The avia�on industry will be no�fied when 5G opera�ons is intro-

duced into Fiji and pilots will be urged to report any anomalies 

with radio al�meters near 5G towers to the CAAF. 

 

Airworthiness bulle�ns and NOTAMs will be issued should inter-

ference be experienced during cri�cal phases of flight, if the al-

�meter is unable to sufficiently reject those signals. 

 

CAAF is commi2ed to working closely with the MoC, TAF and 

other relevant organiza�ons and interna�onal airworthiness au-

thori�es to monitor and manage poten�al interference of radio 

al�meters systems when 5G opera�ons is rolled out in Fiji■ 

 

If you have any enquiries, please email: info@caaf.org.fj 

Is 5G opera(ng in Fiji?   
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Analysis  

T here is jus�fiably a good deal of analysis and media 

coverage of avia�on's impact on climate change. Few-

er columns have been given to the impact of climate 

change on avia�on. 

 

The main expected impacts of climate change on avia�on 

result from changes in temperature, precipita�on (rain 

and snow), storm pa2erns, sea level and wind pa2erns. In 

addi�on, climate change is expected to lead to increased 

drought, impacts on the supply of water and energy, and 

changes in wildlife pa2erns and biodiversity. Consequenc-

es for avia�on include reduced aircra< performance, 

changing demand pa2erns, poten�al damage to infra-

structure, loss of capacity and schedule disrup�on.  

 

Summary  

 Changes in temperature, precipita�on, storm 

pa2erns, sea level and wind pa2erns are the five 

main ways climate change is expected to affect avia-

�on. 

 Temperature change affects aircra< performance, 

infrastructure and demand pa2erns. Changed precip-

ita�on pa2erns could increase delays and cancella-

�ons. 

 More strong storms are expected, with increased 

schedule disrup�on. Rising sea levels could reduce 

airport capacity and cause network disrup�on. 

 Changing wind pa2erns could increase turbulence, 

affect journey �mes and cause disrup�on.  

 

Temperature change affects infrastructure, air-

craP performance and demand paQern 

In addi�on to average temperature increases, climate 

change is leading to a greater range of extreme tempera-

tures. Increased temperatures have an impact on aircra< 

performance, for example reducing li<, and this has a 

knock-on effect on runway length requirements. Aircra< 

payload and range will also be affected. Temperature 

change will have further impacts on infrastructure, such 

as hea�ng and cooling requirements and heat damage to 

runways and taxiways. Change in temperature can also be 

expected to change demand pa2erns, both seasonally and 

geographically. 

 

Changed rain and snowfall paQerns could in-

crease delays and cancella(ons  

These changed precipita�on pa2erns will lead to delays 

and cancella�ons of flights. There are also likely to be in-

creased incidences of flooding of airports and surface ac-

cess. Unusual extended slow moving low pressure period 

in January and early February this year caused extensive 

flooding in most of the Fiji Group. Changes to snow clear-

ance and de-icing requirements could be a posi�ve if 

there are fewer occurrences, but this could be offset if 

those occurrences are more severe. 

 

Climate Change 
Its Impact on Aviation  

The Time to Plan Is Now 
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More strong storms are expected, with increased disrup(on 

 
The South Pacific (Fiji Group) saw its strongest Cyclone on record in TC Winston. This will lead to delays, capacity 

reduc�ons and cancella�ons, the rerou�ng of flights and a consequent increase in fuel burn, damage to infrastruc-

ture, and an increase in lightning strikes (with possible consequences for aircra< maintenance needs and costs). 

 

Rising sea levels could reduce airport capacity and cause network disrup(on 

 
As a result of climate change, sea levels in most of the Pacific are predicted to rise broadly in line with the global 

average over the longer term. A rise of 1 metre would put 96 European airports at risk of inunda�on, according to 

the European Union Joint Research Centre. In addi�on, there could be surges in sea levels resul�ng from severe 

storm events, although this is an area of significant uncertainty and regional differences. Rising sea levels could lead 

to the loss of airport capacity, either permanently or temporarily, and consequent network disrup�on. Surface 

transport links to airports could also be affected. Preven�on of these impacts, such as via enhanced sea defenses, 

airport reloca�on and the development of secondary airports, will mean increased costs. However, the longer �me-

scales involved with expected rising sea levels allow more �me to plan for the necessary ac�ons. 

 

Changing wind paQerns could increase turbulence, affect journey (mes and cause disrup(on 

 
There is some evidence to indicate that climate change is increasing the variability in the strength, posi�on and 

shape of the jet stream. The jet stream is a strong westerly wind (i.e. blowing from the west) of up to 320km/h at an 

al�tude of 5 to 7 miles above the earth's surface – a similar height to that of aircra< crossing the Trans-Atlan�c and 

the South Pacific. The jet stream is important for flight planning, since it provides a tailwind for aircra< flying from 

Australia to Fiji in the Pacific and a headwind for those flying the other way. In addi�on, changes in the speed and 

pathway of the jet stream result in air turbulence for aircra< (changes in the jet stream also affect weather pa2erns 

below it). A climate change-induced strengthening of the South Pacific jet stream is expected to increase both the 

frequency and strength of clear air turbulence roughly twofold. It is also expected to reduce eastbound journey 

�mes, but to increase westbound trips by a greater amount. This means a lengthening of the average round-trip 

journey �me, a consequent increase in flight �me, fuel burn, emissions and costs and challenges in terms of sched-

ule planning, slot management and aircra< holding pa2erns. Other expected wind-related changes resul�ng from 

climate change are shi<s in the direc�on of prevailing winds and increased ver�cal wind shear. In addi�on to in-

creased clear air turbulence and greater variability in flight �mes and rou�ng, the poten�al effects of changing wind 

pa2erns on avia�on include crosswind impacts on airport capacity and opera�onal disrup�on if winds are too 

strong. 

 

The avia(on industry needs to take ac(ons to adapt to climate change 

 
Clearly, par�cipants will need to train staff in the use of meteorological data and in how to react during disrup�ons, 

and will need to increase the sharing of such data with other organisa�ons. This will include greater use of onboard 

weather detec�on technology. The industry needs to adapt schedules, both on a seasonal basis (to cope with chang-

es in demand) and within each day (for example to ensure that larger aircra< can depart at cooler �mes). Cooling 

and hea�ng requirements need to be considered in airport terminal design and surface material specifica�ons need 

to be considered in runway and apron design. In addi�on to ac�ons that can be taken now, in all areas where cli-

mate change may adversely affect avia�on more research is required. This is par�cularly so in the areas of changing 

prevailing wind pa2erns and technologies for the detec�on of clear air turbulence. The details of the impacts of 

climate change on avia�on are s�ll fraught with uncertain�es. However, it is accepted that the world's climate is 

changing, and this will undoubtedly pose significant challenges for the en�re avia�on industry.The industry has a 

strategy to mi�gate its impact on climate change, although more could be done. However, it currently has a less 

coordinated approach to mi�ga�ng the impact of climate change on avia�on. Solu�ons will require the involvement 

and collabora�on of all industry par�cipants, including aircra< operators, airports, air naviga�on service providers, 

aircra< manufacturers and regulators■ 

 



 

 

Flight Inspection  
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F light naviga�on systems are an essen�al part of the overall 

avia�on system required to support and sustain the con�nu-

ous growth in global air traffic.  

 

These systems assist Air Naviga�on Service Providers in their ob-

jec�ve of ensuring safe, orderly and efficient flow of air traffic so 

passengers and freight are able to reach their des�na�on in due 

�me safely, despite the con�nuous increase in traffic density. 

Around the world, pilots rely on a myriad of communica�ons, navi-

ga�on and surveillance systems to fly safely. To ensure opera�onal 

readiness, flight calibra�on service operators rou�nely measure 

and calibrate the airways using flight calibra�on aircra< equipped 

with sophis�cated flight inspec�on technology. The combina�on 

provides a nimble, reliable, cost-effec�ve plaTorm for cer�fying 

airport naviga�onal aids to incredibly precise tolerances.  

 

The mandatory ICAO requirements for regular calibra�on, inspec�ons and periodic maintenance of these flight naviga�on 

systems has been implemented to ensure that all essen�al naviga�on aids for pilots are working correctly. This means that 

these systems must be tuned and maintained to radiate the correct signals in the airspace, at any given �me. To achieve this, 

a combina�on of ground and air inspec�ons is necessary. 

 

 

The ICAO Doc 8071 provides guidance on the extent of tes�ng and in-

spec�ons to ensure that radio naviga�on systems meet the Standards 

and Recommended Prac�ces in Annex 10.   

The Flight Inspec�on Service must determine the best profile for each 

facility.  

Flight precision, with specific responsibili�es for tasking, choice, and vari-

a�on of individual runs, can lead to interpre�ng opera�onal issues and 

the results of an inspec�on in different ways.  

The Civil Avia�on Authority of Fiji (CAAF) has published the Guidance 

Material on Flight Inspec�on. This document is applicable to the Air Nav-

iga�on Services Provider and CAAF staff and provides guidance infor-

ma�on on flight inspec�on, recommenda�ons on key ac�vi�es and mile-

stones in planning, execu�on, delivery and repor�ng of flight inspec�ons.  

It is not intended to replace the relevant flight inspec�on requirements 

s�pulated in Annex 10 and Doc 8071.   

CAAF’s Aeronau�cal Informa�on Circular 01/22 “Catalogue of APAC Flight Inspec�on and Flight Valida�on Service Provid-

ers” provides informa�on on flight inspec�on and flight valida�on service providers available in the Asia Pacific region. 



 

 

Fiji does not have its own Flight Inspec�on Ser-

vice Provider and as such the Air Naviga�on 

Services Provider, Fiji Airports, engages the 

services of an external provider, Radiola Lim-

ited, to conduct flight inspec�ons for the cali-

bra�on of its ground naviga�onal aids. 

 

Flight Inspec�on Crew with Radiola Ltd’s Flight Inspec�on 

Group Manager, Carole Thompson 

 Radiola Aerospace operate flight inspec�on systems obtained from Airfield Technology of Kanvas, USA. These systems repre-

sent the latest technology and provide customers with reduced opera�ng expenses by allowing the complete flight inspec�on 

mission to be more efficient. 

 

The systems are fully automa�c allowing simple analysis of results. A portable computer serves as the data recording system 

providing fast data acquisi�on and analysis. High resolu�on colour graphics are displayed and all data is saved to a hard disk 

with an external backup. WinFIS™ so<ware is the first dedicated flight inspec�on so<ware designed specifically for the Win-

dows™ opera�ng system. This so<ware provides an easy user interface with online help. 
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Calibra(on Equipment  



 

 

Flight Inspection   cont... 
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Flight inspec(on during the COVID-19 pandemic 

 
Due to the unprecedented challenges brought by the Covid-19 pandemic, CAAF adopted the ICAO considera�ons to ensure 

flight inspec�on were maintained for the safe opera�on of naviga�onal aids during the pandemic and to avoid a cri�cal path 

to avia�on recovery a<er the pandemic. This included the considera�ons for the extension of flight inspec�on periodicity for 

radio naviga�on aids during the C-19 pandemic and related recovery phase.  There was a need for maintaining regular ground 

and flight checks of Navaids to ensure that they are available during the pandemic. 

 

Ground tes�ng was carried out as required and in accordance with the local COVID-related health precau�ons and more spe-

cifically to the ground maintenance staff.  In order to sustain the flight inspec�on schedule, notwithstanding the pandemic-

related difficul�es, Fiji adopted special health safety procedures and opera�onal measures to enable safe delivery of flight 

inspec�ons. 
 

UAV flight inspec(on 

 
ICAO published a guidance material for the use of emerging technology such as the UAV system to supplement flight Inspec-

�on, that may improve and streamline inspec�on processes to mi�gate airport opera�ons on costs, noisy and environmental 

unfriendly impact due to large fuel consump�on by flight inspec�on aircra<. 

 

The UAV system is mainly composed of three parts, mainly including the UAV, the UAV ground control sta�on, a data commu-

nica�on system, mission load, support, and the maintenance system. The UAV flight inspec�on system mainly includes two 

parts, air, and ground. The air part includes UAVs, mul�-mode receivers and processing systems capable of receiving naviga-

�on signals such as GPS\ILS\VOR\DME\NDB\MB, transmission system, the ground part mainly has a UAV control sta�on, flight 

check data analysis and processing system, GPS precise posi�oning system sta�on, data transmission system 

 

The ordinary airborne flight inspec�on naviga�on evalua�on system needs to collect and process the spa�al signals to be 

evaluated and generate an evalua�on report. The basic inspec�on principle of the flight inspec�on system requires the pre-

cise posi�oning of the inspec�on aircra< itself and compares the collected naviga�on signals with the ideal signals that should 

be provided at the posi�on to obtain flight inspec�on data and errors. A<er flight inspec�on, ground naviga�on equipment 

could be adjusted to allow the spa�al signal to ul�mately meet opera�onal specifica�ons. 

Flight Inspec�on Reports  



 

 

Once construc�on of the UAV flight inspec�on plaTorm is completed, the next step will be to carry out a flight inspec�on. 

There are two modes of doing this. One is an automa�c autonomous flight that collects air data. This requires pre-seRng 

the calibra�on subjects and flight lines of the UAV according to the flight procedure. The second is where the UAV trans-

mits the collected data back to the ground data processing center in real-�me and determines whether to adjust the 

ground equipment according to the air parameters. 

 

UAV Calibra(on 

 
Currently, the biggest difficulty in implemen�ng UAV flight inspec�on is that States have not yet issued relevant regula�ons 

and technical standards to support it. There is also no calibra�on equipment specially designed for UAV calibra�on and the 

exis�ng calibra�on equipment is too large in size. 

As UAV technology and the establishment of relevant legisla�on and standards con�nues to develop, the use of UAV in-

spec�on will greatly reduce the cost of flight inspec�on. As a result, the trend will con�nue to use UAVs for flight inspec-

�on in the future. 

Flight-tes�ng will be important in the proof of facility performance because it represents in-flight evalua�on and provides a 

sampling of the radiated signals in the opera�ng environment. Addi�onally, flight Inspec�on will provide more than just a 

need to sa�sfy the mandated requirements of Annex 10. The role a calibra�on unit plays may vary between countries, the 

basic service is essen�al for ensuring that facili�es provide a safe service to users. In the increasingly demanding environ-

ment we work in, efforts were made to reduce the impact of flight inspec�on without reducing the safety role that the ser-

vice provides. 

Flight Inspec�on Service Providers may need to provide more data to help support the regulatory standards for the use of 

UAV■ 
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M ost people who were infected with COVID-19 recover completely within days to weeks. Some individuals even those who 

had mild versions of the disease con�nue to have persistent signs or symptoms a<er recovery. Those with severe symp-

toms may develop complica�ons and require rehabilita�on a<er hospitaliza�on. 

 

According to a WHO scien�fic brief, Post COVID-19 condi�on occurs in individuals with a history of probable or confirmed SARS

-CoV-2 infec�on usually 3 months from the onset of the infec�on with symptoms that last for at least 2 months and cannot be 

explained by an alterna�ve diagnosis. 

 

Symptoms may be a new onset following ini�al recovery from an acute COVID-19 episode or persist from the ini�al illness. 

Symptoms may also fluctuate or relapse over �me. Common symptoms include fa�gue, shortness of breath and “brain fog” or 

other cogni�ve dysfunc�on that could have an impact on everyday func�oning. Other COVID-19 related long-term symptoms 

include cough, muscle/joint pain, chest pain, fast or pounding heartbeat and dizziness. These symptoms may worsen following 

physical or mental ac�vi�es. Long-term neurological consequences include headache, problems with smell or taste, cogni-

�ve impairment, memory problems, confusion, fa�gue, difficulty concentra�ng, sleep disturbances and neuropsychiatric symp-

toms such as depression or anxiety. 

Considerations For  

Aviation Medical  

Certificates  

LONG TERM HEALTH IMPACT  

MENTAL HEALTH IMPACT 

Psychological reac�ons such as stress, anxiety and depression are common responses to the COVID-19 pandemic. In aircrew, 

circumstan�al factors such as the fear of infec�on, fear of job loss, layover condi�ons, last minute flight roster changes, 

rapidly changing flight restric�ons, different requirements for aircrew in different countries and unruly passenger behavior 

add to the stress experienced. 

 

The pandemic with all its associated consequences has had a significant impact on overall mental health including emo�onal, 

psychological, and social well-being of both passengers and avia�on personnel which could impact opera�onal safety. 

 

Specifically, in the interest of flight safety, A via�on Medical E xaminers (AMEs) should discuss mental health effects with 

avia�on license holders and remind them that it is normal to be affected or feel anxious when having to cope with an abnor-

mal event such as the COVID-19 pandemic. AMEs should encourage crew and controllers to reach out to a trusted peer sup-

port colleague or a medical professional when finding that the pressure of work or life could affect their performance. Self-

awareness and early interven�on are very effec�ve mi�ga�on measures to ensure safe performance, prevent license holders 

from being removed from duty and assist avia�on personnel in managing any poten�al long-term health effects. 
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Currently, there is not sufficient data available regarding the exact incidence of COVID-19 in avia�on personnel and the prev-

alence of symptoms and sequelae post infec�on. Both the acute and long-term effects of the disease could interfere with the 

safe performance of du�es in terms of func�onal performance and the risk of incapacita�on. 

 

Avia�on license holders with symptoms consistent with COVID-19 should stop flying or controlling air traffic un�l the diag-

nosis has been confirmed or excluded. Once the diagnosis has been confirmed or excluded, they should be assessed in 

accordance with na�onal risk-based criteria to determine fitness for return to duty which may include an addi�onal assess-

ment by an avia�on medical examiner if indicated and need not be a rou�ne requirement. 

 

The na�onal avia�on authori�es should provide appropriate guidance to support the safe return of avia�on personnel to 

their du�es once they are no longer infec�ous and have recovered from COVID- 19 infec�on. It is essen�al to con�nue to 

monitor the scien�fic evidence regarding infec�ousness and the effects of COVID infec�on and update the relevant guidance 

material accordingly. 

 

Clinical presenta�on course of the infec�on treatment provided development of complica�ons or sequelae and exis�ng 

comorbidity factors should be considered and clearly documented when assessing fitness to resume du�es. 

 

Individuals with asymptoma�c or mild ini�al COVID-19 illness may return to normal du�es a<er self-assessment or assess-

ment by their trea�ng doctor within the minimum �me as recommended by the na�onal public health authori�es and avia�on 

authori�es under the following circumstances: 

a) Asymptoma�c infec�on confirmed by a laboratory and the individual is no longer considered to be infec�ous; 

b) Having completed a period of isola�on or quaran�ne as required by the public health authori�es; or 

c) Symptoma�c infec�on (with an uncomplicated course of illness for example no  hospitaliza�on and full recovery) a<er 

resolu�on of symptoms that might reduce func�onal ability or increase incapacity risk. 

 

Under the following circumstances the assessment should be conducted by an avia�on medical examiner prior to re-

sump�on of du�es:  

a) Incomplete recovery such as individuals with ongoing residual symptoms or requiring ongoing treatment 

b) A complicated course of illness (e.g., hospitaliza�on and/or where treatment require  oxygen administra�on and/

or ven�la�on); 

c) Development of complica�ons/ sequelae; or 

d) Presence of complicated or chronic co-exis�ng medical condi�ons.    

 

If there are con�nuing symptoms that might impair cogni�ve performance and/or the physical opera�on of flight controls 

or present an increased acute incapacity risk, addi�onal informa�on, specialist referral and/or secondary assessment by a 

medical assessor might be required prior to issuance of a “fit for duty” medical cer�ficate for return to duty■ 

 
Source: ICAO EB 2022-08  

RETURN TO DUTY AFTER COVID-19 INFECTION 
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Introduc(on 

T he World Health Organisa�on defines wellbeing as “a 

state of complete physical, mental and social wellbe-

ing, and not merely the absence of disease or infirmity”.  

We are all familiar with the idea of mental wellbeing, but it 

is only one pillar of our overall wellbeing and does not ex-

ist independently of our physical and social health. 

 

This ‘BioPsychoSocial model of Health’ allows us to think of 

our health as a three-legged stool, in which each of the legs 

represents one of the pillars: biological, psychological and 

social. The physical, mental and social aspects of our 

health are interdependent and a holis�c approach is need-

ed to look a<er them.    

Lifestyle has a direct and well-understood influence on 

each of the pillars.  We know physical health is very much 

affected by diet, physical ac�vity and sleep. Our behav-

iours, aRtudes, stress management and coping techniques 

have a profound impact on mental health, and social 

health is linked to our support networks: those around us, 

our family, our friends, our colleagues. 

 

Factors within a single pillar will influence the other pillars 

too.  For example, sleep has an influence and effects across 

factors in psychological and social pillars; physical ac�vity 

has a profound impact on our mental health, and if taken 

in the company of others can enhance our social health.  

For simplicity, from this point onwards 

we will refer to these pillars as 

‘Body’ (biological), ‘Mind’ (psychological) 

and ‘Social’. 

 

Why Should I Care? 
Your wellbeing has an impact on others (family/friends), 

on your work/performance and on safety. 

 

Our wellbeing influences the nature and quality of our rela-

�onships with others (i.e. family, friends, work colleagues 

and community) and it impacts directly on human perfor-

mance – on our awareness, decision making, and concen-

tra�on.  Finally, our performance as avia�on professionals, 

under-pinned by our wellbeing, impacts directly on safety. 

 

This diagram shows how you can 

think of yourself (your body, mind 

and social aspects) exis�ng within 

connected family, community and 

work environments. 

 

 

Our bodies might not always operate as expected in that 

we can experience stress, be it physical or emo�onal, and 

we can display signs of distress but then bounce back.  

Our resilience allows us to adapt to our environment but 

just like a wing or an engine, we can only sustain stress to a 

point beyond which our performance progressively deteri-

orates un�l eventually we break.  In the same way that we 

improve structural resilience through be2er engineering, 

through be2er wellbeing we can improve our own physical 

and mental resilience. 

 

Most sources of work-related stress are common to all 

avia�on workers, especially shi<-workers, the lifestyle fac-

tors and coping strategies adopted by the most resilient 

group and in many cases it offer substan�al wellbeing ben-

efits for all.  These insights form the founda�on of this 

plan. 

 

The most significant lifestyle factors found to influence the 

psychological resilience of avia�on professionals are: 

 

 

What is Wellbeing? 

Why Should I care? 

 Stress 

 Sleep 

 Diet 

 Exercise 

 Ac�vi�es  

 Rela�onships  
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Wellbeing and COVID-19 
 

In avia�on we work in one of the world’s safest and 

most heavily regulated industries. The current COVID

-19 pandemic poses poten�ally one of the greatest 

occupa�onal health and safety threats to face our 

industry in recent �mes.  We are trained to manage 

risk, to look for hazards and report them.  But how 

can we manage something that we can’t measure or 

even see? 

 

The COVID-19 hazard is not just work-related, it is 

everywhere we go, and for many of us this is unnerv-

ing. We have constant reminders of the need for 

hand hygiene, and rightly so, but we also need men-

tal hygiene, to flush our heads of the non-stop wor-

ry, stresses and fear of the unknown. COVID-19 is not 

just a biological virus, it is also a psychological conta-

gion. 

 

The pandemic is having a physical and economic im-

pact on individuals and is also disrup�ng society and 

sense of community. Many of us are either working 

reduced hours or not working at all, which can affect 

our sense of purpose, not to men�on our financial 

security.  People who are s�ll working are doing so 

in a very different environment and with the addi-

�onal stress of the virus. 

 

The current restric�ons on physical distancing and 

working condi�ons are impac�ng all three pillars of 

our health, but possibly none more so than our social 

wellbeing.  We can s�ll exercise, sleep, and eat, we 

may finally manage to get long-delayed tasks fin-

ished, but our social lives have been impacted enor-

mously. Wellbeing has never been more important in 

allowing us to adapt to this unfamiliar landscape in a 

posi�ve manner. 

 

Wellbeing Ques(ons and Behaviours 

Remember these three ques�ons? 

The first two ques�ons might be harder to answer 

than the last.  If you are not feeling well, or in con-

trol, or you think you are not coping, congratula�ons, 

you are normal!.  These are perfectly normaly re-

sponses to the very challenging circumstances in 

which we find ourselves.  

The Wheel of Wellbeing 

Now, think of the key factors ac�ng to support and enhance 

your wellbeing — the more �me and energy you invest in the 

behaviours associated with each factor, the stronger this en-

hancement will be. The more you reinforce your overall wellbe-

ing, the more resilient you will become■ 
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CASA PEXO EXAM SYSTEM 

Exam Application and Payment 

Ensure that the PL101A form is correctly filled out—details such as 

DOB, ARN, Signatures and e-mails. Applica�on forms can be obtained 

from h2ps://caaf.org.Z  or collected from the PEL Office. Forms must be 

submi2ed with fees made before the deadline. 

1 

A minimum re-training period of 3 months applies a<er 3rd failure of that same subject examina�on. 

A<er the 4th and subsequent failures of that same subject, candidates must provide the following to the PEL Office: 

1. A2endance from school;  2. Failed KDR’s;   3. Exam and Revision Paperwork;  4. Le2er from CFI. 

Exams are conducted every Friday within the period of 8.00am to 5.00pm local �me except those Fridays that fall on promulgated Fiji public 

holidays. If Friday is a public holiday, the exam will be conducted same week on a Wednesday.  Deadlines for submission are no later than 1pm 

on Wednesday if exams fall on Friday and no later than Monday 1pm for Wednesday exams■ 

Exam Booking and Timetable 

Once complete forms have been received, the PEL Office books 

each candidates for exams and sends out the exam �metable.  
2 

Exam Day 

Candidates are only allowed to take with them the materials which are 

permi2ed—a list of permi2ed materials and tagging limits can be  

obtained from the PEL Office or on CASA’s website. All other exam rules 

must be strictly adhered to.  

3 

Exam Results  

Pass marks for PEXO exams are 70%. 

Candidates that pass their exams may collect their KDR’s  a<er 3 

working Days. 

Failed KDR’s can be collected from the main office straight  

a<er exams.  

4 
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APPLICATION —  Submit SF 106A form with  

suppor�ng documents (2 passport size photos, ASTP 123 Training  

Records, OJT Records, Police Clearance ,Proficiency Test Records) 

with relevant fees paid ($54.50.) 

 

ENDORSEMENT — Applica�on is forwarded to the Avia-

�on Security Inspectors for endorsement. 

 

EXAM DATES — Licensing Officer checks for the available 

dates of the exams and schedules the applicants accordingly. 

 

LICENSE— If the applicants pass their exams they are issued with 

their le2ers to perform their roles and their licenses issued a<er the 

results are processed■ 

EVALUATION —  Form is checked by the  

Licensing Officer for completeness, accuracy and payments. 

Aviation Security Screener Certification  
License Initial Process 

1 

2 

3 

4 

5 



 

 

BACKGROUND 
 

I n January 2010, CAAF reviewed its Consulta-

�on Process to promote a robust consulta-

�ve system where all industry representa�ves 

are engaged and par�cipates in the introduc-

�on or amendments of the Acts, Regula�ons 

and Standard Document on avia�on safety 

issues, resul�ng in the CAAF Regulatory Devel-

opment Manual (CRDM). 

 

Whilst the inten�on was to structure  such  a  

system,  there  was  a  lack of  industry re-

sponse and par�cipa�on in the Air Safety 

Commi2ee (ASC) and the Ground Safety Com-

mi2ee (GSC) – the principal consulta�ve bod-

ies established to provide advice and recom-

menda�ons to CAAF on regulatory issues, pro-

posals and associated documenta�on.  In addi-

�on, the ASC and the GSC Chairman’s posi�on 

became vacant in the la2er part of 2011 with 

a call for nominees by CAAF.  No response had 

been received. 

 

Given the lack of response to take on the posi-

�on of ASC and GSC Chairman and par�cipa-

�on during the consulta�on process pertaining 

to State Le2ers, ANR Parts and the Educa�on-

al Briefing on the ANR Parts and as CAAF is 

going onto the next phase of the Harmoniza-

�on Project, it proposed the amendment of 

the CRDM by removing the ASC and GSC Com-

mi2ee and rever�ng to the ini�al consulta�on 

system whereby Industry  is  no�fied  of  any  

amendments  to  the  Act,  Regula�ons  and  

Standard Documents, comments are sought 

within a specified �me and upon Industry re-

quests or CAAF ini�a�on, CAAF will conduct 

educa�onal briefing/discussions on the same. 

 

This is the overview of CAAF’s processes and 

mechanisms for industry consulta�on. 
 

The Civil Avia�on Authority of Fiji (The Author-

ity) is obligated under Sec�ons 14 (2) (b) and 3 

(b) of the Civil Avia�on Authority Act 1979 to 

promote full and effec�ve consulta�on and 

communica�on with all interested par�es on 

avia�on safety issues. This includes consulta-

�on on Avia�on Security. 

 

When conduc�ng regulatory development 

ac�vi�es, the Authority’s method in con-

duc�ng consulta�on is to seek early and on-

going input and comments from interested 

par�es regarding avia�on safety issues and 

proposals to introduce new or to amend Acts, 

Regula�ons (hereina<er referred to as the 

“Legisla�on”) and Standards.  

 

Where the change or amendment in the Legis-

la�on results in a difference from an ICAO 

Standard, whether more or less restric�ve, 

then ac�ons must be ini�ated under a sepa-

rate procedure for the Filing of a Difference by 

the Authority. 

The Authority has made a commitment to 

improve consulta�on mechanisms and sup-

port consulta�on as required with all relevant 

stakeholders. Consulta�on ensures that both 

the regulator and the regulated par�es have a 

good understanding of the proposal, alterna-

�ve op�ons to address it, possible administra-

�ve and compliance mechanisms and associat-

ed benefits, costs and risks.  

 

However, consulta�on may be by-passed if 

there is a need to publish changes to stand-

ards that may be necessary to alleviate or min-

imise any risk of the death of or a serious inju-

ry to any person, or of damage to any proper-

ty.  
 

There are 5 triggers that would result in 

the consulta�on process to be convened. 

 

1. Proposals for Amendment (PfA) to an 

ICAO Annex or PANS document; 

2. Proposed change to avia�on legisla�on or 

CAAF SD arising from: 

a. an audit or an inves�ga�on 

(internal or external) 

b. a review of exis�ng legisla�on/

SDs; 

c. areas iden�fied as requiring clarifi-

ca�on and/or addi�onal infor-

ma�on and 

d. the need to align to interna�onal 

best prac�ce. 

3. Heightened threat level to global avia�on 

arising out of terrorist ac�vity; 

4. A proposed change origina�ng from the 

avia�on industry (operators) as a result in 

a change to opera�ng condi�ons into 

foreign countries. 
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The Civil Avia(on Authority of Fiji -  

Responsibility to Consult 

Effec(ve Consulta(on is  

Fundamental 

How CAAF Consults on Regulatory 

Development Ac(vi(es  
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All Legisla�on dra<s are coordinated/

consulted with the Solicitor General’s 

Legisla�ve Dra<ing Department. 

 

Consulta�ons on regulatory and non-

regulatory proposals are commensu-

rate with the extent and scope of the 

change, its impact on affected par�es, 

and the degree of acceptance with the 

change. For example, regulatory 

changes of a minor, editorial nature 

are not subject to the full consulta�on 

process, but will involve less formal 

consulta�ons, and no�fica�ons by the 

Authority. 

Consulta(on  

Communica(ons  

and Vehicles  

Internet – All proposals for amend-

ment (PfAs) are featured on the 

Authority’s web page 

www.caaf.org.Z   

 

Email – The Authority will no�fy 

industry/ stakeholders 

 

The consulta�on no�fica�on will: 

1. Declare the Authority’s in-

ten�on to seek comment; 

2. Describe the manner in 

which copies/informa�on of 

the consulta�ve document 

can be obtained; 

3. Provide advice as to the peri-

od and method which re-

sponses may be made and 

lodged in rela�on to the pro-

posal. 

 

Generally, the Authority provides up 

to four weeks for comments to be 

received on any PfAs.  

 

In cases where the proposal is easy 

to understand, minor or non-

controversial, it may be subject to 

comment for shorter periods as 

determined by the Authority. The 

Authority’s Chief Execu�ve may 

extend the response period for 

large and complex proposals ■ 

 

LEGISLATION OR STANDARDS CHANGE PROCESS 
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I t was clear from the start that the journey in the avia�on 

world would be a challenging one for Mrs. Sereima 

Tuiketei-Bolanavatu.  Being the sole female in a male-

dominated workforce for a span over a decade has proven 

that women are as equally capable and can thrive in a 

man’s world. 

 

Sereima started her avia�on journey way back in 1992 as a 

Telecommunica�on cadet for Civil Avia�on Authority of 

Fiji.  She began her career at the age of 18, by firstly pursu-

ing a Diploma of Telecommunica�on Engineering at the Fiji 

Ins�tute of Technology. Throughout the years of training 

and personal development, she established her mark as 

the first female licensed aeronau�cal engineer with the 

role of providing technical support to the air naviga�on 

services and facili�es. Her responsibili�es were to conduct 

maintenance on the ground Naviga�onal Aids facili�es, 

located either at the airports and at remote sites. She was 

also required to be on stand by during off-work hours to 

facilitate for any failures on the Ground Naviga�onal Aids 

facili�es, Air to Ground Voice Communica�on system and 

the ADS-B Surveillance systems.  Later she was responsible 

for quality assurance, safety, standards and training for the 

department. 

 

From 1992 to 2005, she was the only female working 

among her peers, and the experiences enabled her be 

strong and resilient, asser�ve and empathe�c.  As she em-

phasized in her speech during the Interna�onal Women’s 

Day (IWD) celebra�on at CAAF “women in a male dominat-

ed workforce need to possess the will and determina�on to 

keep pursuing despite the odds against you.” 

 

“women in a male  

dominated workforce  

need to possess the will and 

determina�on ….” 

Sereima shared her own experiences and spoke 

of the challenges encountered: 

 

 With all these prejudices and gender bias, stereotyp-

ing it was very challenging trying to fit in.  At first it 

was very uncomfortable. I was always self-conscious 

of my behavior, my dressing, and how I had to con-

duct myself around these men-folk. Having to work 

around these biases throughout, uses quite a lot of 

mental energy, and I needed to be focused.  I had to 

toughen up in order to survive. Take the jokes, and 

the crap, and just do in Rome.   

 I found that I had to work harder to prove that I am an 

equal.  Though the work involved physical ac�vity, I 

had to prove I could perform the same tasks, or even 

be2er than men.  Of course, they would make me 

carry my own tool box, and heavy equipment.   

 I discovered the work environment does not facilitate 

the basic needs of a woman.  Up un�l today, there are 

no female washrooms, in the remote sta�ons.  You 

know, Women can be very par�cular when it comes to 

hygiene especially for washrooms. Whenever this is-

sue is raised with management, there is always the 

excuse, it’s not economical to build addi�onal wash-

rooms for one lady, just use the men’s.   

 My personal account, on rela�onships. Having a rela-

�onship and se2ling down was a challenge especially 

when your work colleagues are only men-folk so it 

was important to find someone who was to under-

stand and support the nature of my work.  And be-

coming a mother came with all its responsibili�es for 

me was the greatest challenge.  There were no work 

policies that facilitated nursing moms, and I didn’t 

have an understanding boss who would empathize 

when my son got sick, or when my nanny wouldn’t 

turn up for work.  I would like to encourage organiza-

�ons to review their policies to make it more work-

friendly for young mothers star�ng their families.   

"A woman working 

in a man's world" 
Gender Equality today for a sustainable tomorrow  

emphasizes clearly that the world over, recognizes that  

women play a pivotal role in our society for a sustainable future.   



 

 

In Conclusion,  

What can we do as  

a society to address  

bias and inequality? 

 

1. A lot needs to be done at a 

professional level.  Women 

need to be visible at all lev-

els, and especially in leader-

ship roles so our voices can 

be heard and change can 

happen to remove these  

biases to ensure gender 

equality in the workforce. 

2. More opportuni�es need to 

be created for women so 

that gender parity is no 

longer seen in a workforce.  

Policies need to be re-

viewed so that there is a 

propor�onate representa-

�on of men and women at 

work. 

3. Mentoring is an excellent 

means of developing and 

coaching younger women 

in our organiza�on, villages 

and communi�es. Having a 

mentor for younger aspir-

ing women in all disciplines 

will guide and mo�vate 

them along their journey, in 

personal and professional 

advancement. 

 

 It takes everyone to 

make a change, to re-

move bias and gender 

inequality.  Let’s all 

make a change for a 

be!er sustainable to-

morrow■ 

CAAF appoints Controller Air Safety  

CAA Fiji is keen to hear from you 

regarding our levels of service. If 

you believe you have constructive 

ideas on how we can improve our 

services, or would like to report 

instances where we have failed to 

meet your expectations, please 

send your feedback to CAAF, pref-

erably using the QA 108 form that 

can be accessed from our website. 

This can be sent to CAAF by fax-

ing it to the Executive Office on 

672 1500, or dropping it in the 

feedback box in the foyer of CAAF 

HQ,  or emailing to :   

 info@caaf.org.fj 

FCAIR 

FIJI CONFIDENTIAL 

AVIATION INCIDENT  

REPORTING 

FORMS AVAILABLE ON  

WEBSITE 

www.caaf.org.fj 

OR FRONT DESK,  

CAAF HQ. 
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C AAF appointed Mr. Jim Samson as its 

Controller Air Safety (CAS) with effect 

from 28
th

 February 2022. The CAS leads the 

CAAF’s Air Safety Department, which in-

cludes the Flight Operations and Airworthi-

ness sections.  

 

Mr. Samson brings a wealth of aviation ex-

perience to the role having worked in the 

aviation industry, both locally and regional-

ly, for over 45 years. He was an aircraft en-

gineer by trade, holding an aircraft mainte-

nance engineer’s licence with ratings on 

various aircraft types including the EMB-110 

Bandeirainte, DHC-6 Twin Otter, ATR-

42/300, B737, B767 and B747 aircraft.  
 

Mr. Samson has held senior management and 

executive positions in the airline industry, with the national and domestic air-

lines in Fiji, Papua New Guinea, Solomon Islands and Vanuatu.  

 

In October 2017 Mr. Samson joined CAAF as its Senior Airworthiness Mainte-

nance & Engineering Inspector, a position he held until his appointment as CAS. 

 

Mr. Samson will be looking to engage industry more often, with the first indus-

try meeting scheduled for the end of March 2022. This forum is a good plat-

form to address any significant safety issues with the objective of ensuring con-

tinuous safety improvement of the aviation industry in Fiji.  

 

Safety is everyone’s responsibility and Mr. Samson is calling on all in the avia-

tion industry to support and work in collaboration with CAAF to achieve high 

levels of safety in all we do■ 

Mr Jim Samson 
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Be Proactive About Your 

Cardiovascular 

Risk Score 

Introduc(on  
 

F iji has one of the highest rates of deaths from Is-

chaemic Heart Disease or Heart A2ack and it’s one of 

the reasons for premature deaths in adult males. In the 

USA it is es�mated that one person has a heart a2ack 

every 40 seconds. 

 

According to the latest WHO data published in 2018, Cor-

onary Heart Disease Deaths in Fiji reached 1418 or 24% of 

total deaths. The age adjusted death rate is 217/100,000 

of popula�on and ranks Fiji #25 in the world. 

 

In our local avia�on community, sadly we are all too 

aware of premature deaths in our pilots from heart 

a2acks. It is my observa�on as a DAME that many pilots 

are unaware or ignorant of the fact that they can push 

their doctors to carry out ter�ary level cardiovascular 

tests if they want eg. Exercise Stress Test (Treadmill), CT 

Angiogram and Conven�onal Angiogram (Coronary Artery 

Catheterisa�on). 

 

These tests are available at Heart Interna�onal, Namaka 

and Oceania Hospital, Suva. 

 

It is impera�ve that you know how to calculate your car-

diovascular risk score which will guide you as to when 

you really need those extra tests. 

 

Limita�ons Of The Res�ng ECG test   
(All DAMEs have this in office) 

 

Do note that a Res�ng ECG test can be normal despite 

the presence of a serious underlying heart condi�on 

(false nega�ve). In the same token the ECG can be overly 

sensi�ve and point toward a heart problem that is not 

really present (false posi�ve). 

 

So for those pilots with risk factors, do not se2le for a 

normal Res�ng ECG as the all clear. 

 

Coronary Heart Disease /Coronary Artery  

Disease 

 
These interchangeable terms mean the build-up of 

plaque in the heart’s arteries that could lead to a heart 

a2ack. 

 

The tradi�onal risk factors for coronary artery disease 

are ; 

 High LDL Cholesterol 

 Low HDL Cholesterol 

 High Blood Pressure  

 Diabetes Mellitus  

 Smoking 

 Family History  

 Obesity 

 Sedentary Lifestyle 

 Post-Menopausal for women  

 Older then 45 for men  

 Gout 

 Metabolic Syndrome  
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Note if the total score is > 14 points, a Stress ECG/ Exercise Stress Tests /Treadmill is required. Also note that an adult 

male aged 60 is already scoring 14 points by age alone. 

 

Once an Exercise Stress Test (EST) is posi�ve an Angiogram test is mandated to locate the Coronary Artery Blockage that 

is likely to be present and the subsequent treatments required, whether it be Sten�ng or Coronary Artery Bypass Sur-

gery. 

 

Every pilot who have the above risk factors for Coronary Artery Disease should have and hold a high index of suspicion 

that a heart problem may exist and push for these tests to be performed to clinch an early diagnosis and save a life■ 

Author:   Dr Isireli Biumaitotoya   

Calcula�ng Cardiovascular Risk Score  
 

There are many charts used to calculate your risk score and from what score you need to carry out further tests.  

 

The chart below is  from CASA website  



 

 

Civil Avia�on Authority of Fiji 

more info @ www.caaf.org.fj 

 Safety in the  

air is  

engineered  

from the  

ground. 


