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�ƵůĂ�sŝŶĂŬĂ�ĂŶĚ�ǁĞůĐŽŵĞ�ƚŽ�ƚŚĞ��ŝǀŝů��ǀŝĂƟŽŶ��ƵƚŚŽƌŝƚǇ�ŽĨ�&ŝũŝ͛Ɛ�
;���&Ϳ� ĨŽƵƌƚŚ� ĂŶĚ� ĮŶĂů� ĞĚŝƟŽŶ� ŽĨ� ƚŚĞ� �ǀŝĂƟŽŶ� ^ĂĨĞƚǇ� �ƵůůĞƟŶ�
;�^�Ϳ� ĨŽƌ� ϮϬϮϭ͘� dŚĞ� �^�� ŝƐ� ŽŶĞ� ŵĞĂŶƐ� ƚŽ� ŝŵƉƌŽǀĞ� ƚŚĞ� ƐĂĨĞƚǇ�
ĐƵůƚƵƌĞ� ĂŶĚ� ĂǁĂƌĞŶĞƐƐ� ŝŶ� ŽƵƌ� ĂǀŝĂƟŽŶ� ĐŽŵŵƵŶŝƚǇ� ĂŶĚ� /� ŚŽƉĞ�
ǇŽƵ�ĮŶĚ�ƚŚŝƐ�ŝƐƐƵĞ�ŝŶƚĞƌĞƐƟŶŐ�ĂŶĚ�ŝŶĨŽƌŵĂƟǀĞ͘� 
 
dŚĞ�ǇĞĂƌ�ďĞŐĂŶ�ŽŶ�Ă�ƉŽƐŝƟǀĞ�ŶŽƚĞ�ǁŝƚŚ�ŵƵĐŚ�ŽƉƟŵŝƐŵ�ƚŚĂƚ�ƚŚĞ�
ĂǀŝĂƟŽŶ�ƐĞĐƚŽƌ�ǁŽƵůĚ�ƌĞƚƵƌŶ�ƚŽ�ƐŽŵĞ�ŶŽƌŵĂůĐǇ�ŝŶ�ƚŚĞ�ĞĂƌůǇ�ƉĂƌƚ�
ŽĨ�ϮϬϮϭ�ĂŶĚ�ďƌŝŶŐ�ǁŝƚŚ� ŝƚ�ŵƵĐŚ-ŶĞĞĚĞĚ�ŐƌŽǁƚŚ� ŝŶ� ƚŚĞ�ĂǀŝĂƟŽŶ�
ĂŶĚ�ŽƚŚĞƌ�ƌĞůĂƚĞĚ�ƐĞĐƚŽƌƐ�ŽĨ�ŽƵƌ�ĞĐŽŶŽŵǇ͘�dŚĞ�ƐĞĐŽŶĚ�ǁĂǀĞ�ŽĨ�
ƚŚĞ� �Ks/�-ϭϵ� ƉĂŶĚĞŵŝĐ� ŝŶ� &ŝũŝ� ĂƐ� Ă� ƌĞƐƵůƚ� ŽĨ� ƚŚĞ� �ĞůƚĂ� ǀĂƌŝĂŶƚ�
ĐĂƵƐĞĚ�Ă�ƐĞƚ-ďĂĐŬ�ƚŽ�ŽƵƌ�ƉůĂŶƐ͘�dŚĞ�ĐŽƵŶƚƌǇ�ǁĞŶƚ�ďĂĐŬ�ŝŶƚŽ�ůŽĐŬͲ
ĚŽǁŶƐ�ĂŶĚ�ŶĞǁ�ǁŽƌŬƉůĂĐĞ�ƉƌŽƚŽĐŽůƐ�ǁĞƌĞ� ŝŶƚƌŽĚƵĐĞĚ� ƚŽ� ƐƚĞŵ�
ƚŚĞ�ƐƉƌĞĂĚ�ŽĨ�ƚŚĞ�ǀŝƌƵƐ͘��ĞƩĞƌ�ŵŝƟŐĂƟŽŶ�ƐƚƌĂƚĞŐŝĞƐ�ĂŶĚ�ŐƌĞĂƚĞƌ�
ĐŽŽƌĚŝŶĂƟŽŶ�ĂŶĚ�ĐŽůůĂďŽƌĂƟŽŶ�ŚĂƐ�ŶĞǀĞƌ�ďĞĞŶ�ŵŽƌĞ�ŝŵƉŽƌƚĂŶƚ͘� 
 
���&͛Ɛ�ǁŽƌŬ�ƉůĂŶƐ�ĂŶĚ�ǁŽƌŬ�ŵŽĚĞƐ�ǁĞƌĞ�ĂĚũƵƐƚĞĚ�ƚŽ�ŵĞĞƚ�ƚŚĞ�
ĨĂƐƚ-ƉĂĐĞĚ� ĐŚĂŶŐĞƐ� ƚŚĂƚ� ǁĞƌĞ� ŽĐĐƵƌƌŝŶŐ� ĂƌŽƵŶĚ� ƵƐ� ĂŶĚ� Ăƚ� ƚŚĞ�
ƐĂŵĞ� ƟŵĞ� ĂůůŽǁ� ƵƐ� ƚŽ� ĐŽŶƟŶƵĞ� ƚŽ� ƐƵĐĐĞƐƐĨƵůůǇ� ĚĞůŝǀĞƌ� ŽŶ� ƚŚĞ�
ĞŝŐŚƚ� ;ϴͿ� ĐƌŝƟĐĂů� ĞůĞŵĞŶƚƐ� ŽĨ� ŽƵƌ� ƐĂĨĞƚǇ� ĂŶĚ� ƐĞĐƵƌŝƚǇ� ŽǀĞƌƐŝŐŚƚ�
ƐǇƐƚĞŵ͘� ZĞŵŽƚĞ� ĂƵĚŝƚƐ� ĂŶĚ� ƐƵƌǀĞŝůůĂŶĐĞ� ĂĐƟǀŝƟĞƐ� ĂƐ� ǁĞůů� ĂƐ�
ŵĞĞƟŶŐƐ�ĂŶĚ� ƚƌĂŝŶŝŶŐƐ�ǀŝĂ�ǀŝƌƚƵĂů�ƉůĂƞŽƌŵƐ�ďĞĐĂŵĞ� ƚŚĞ�ŶŽƌŵ͕�
ƌĞƋƵŝƌŝŶŐ�Ă�ůĂƌŐĞ�ďĞŚĂǀŝŽƵƌĂů�ƐŚŝŌ�ŝŶ�ŽƵƌ�ƉĞŽƉůĞ͘� 
 
���&͛Ɛ�ĨŽĐƵƐ�ĨŽƌ�ϮϬϮϭ�ĂŶĚ�ďĞǇŽŶĚ�ŝƐ�ƚŽ�ĚŝƐĐŚĂƌŐĞ�ŽƵƌ�ƌĞƐƉŽŶƐŝͲ
ďŝůŝƟĞƐ�ƵŶĚĞƌ� ƚŚĞ��ŝǀŝů��ǀŝĂƟŽŶ��ƵƚŚŽƌŝƚǇ�ŽĨ�&ŝũŝ��Đƚ�ϭϵϳϵ�ŵŽƌĞ�
ĞīĞĐƟǀĞůǇ͕�ǁŝƚŚ�Ă�ŐƌĞĂƚĞƌ�ĨŽĐƵƐ�ŽŶ�ŝŵƉƌŽǀŝŶŐ�ŽƵƌ�ƉƌŽĐĞƐƐĞƐ�ĂŶĚ�
ƉƌŽĐĞĚƵƌĞƐ͘��Ɛ�&ŝũŝ͛Ɛ�ďŽƌĚĞƌƐ�ŽƉĞŶ͕�ŽƵƌ�ĐŽŵŵŝƚŵĞŶƚ�ƚŽ�ĞŶƐƵƌŝŶŐ�
ĐŽŶƟŶƵĞĚ�ĐŽŵƉůŝĂŶĐĞ�ǁŝƚŚ�ƚŚĞ�ĂǀŝĂƟŽŶ�ƐƚĂŶĚĂƌĚƐ� ŝƐ�ĐƌŝƟĐĂů�ĨŽƌ�
ƚŚĞ�ƐĂĨĞ�ĂŶĚ�ƐĞĐƵƌĞ�ƌĞĐŽǀĞƌǇ�ŽĨ�ĂǀŝĂƟŽŶ͘� 
 
dŚĞ�ĐŽŵŵĞŵŽƌĂƟŽŶ�ŽĨ� ƚŚĞ� /ŶƚĞƌŶĂƟŽŶĂů��ĂǇ�ŽĨ� ƚŚĞ��ŝƌ�dƌĂĸĐ�
�ŽŶƚƌŽůůĞƌ� ;�d�Ϳ� ŽŶ� ƚŚĞ� ϮϬ� KĐƚŽďĞƌ� ĂŶĚ� ƚŚĞ� �ŝƌ� dƌĂĸĐ� ^ĂĨĞƚǇ�
�ůĞĐƚƌŽŶŝĐƐ�WĞƌƐŽŶŶĞů�;�d^�WͿ��ĂǇ�ŽŶ�ƚŚĞ�ϭϮ�EŽǀĞŵďĞƌ͕�ƌĞĐŽŐͲ
ŶŝƐĞƐ� ƚŚĞ� ŝŵƉŽƌƚĂŶƚ� ĐŽŶƚƌŝďƵƟŽŶ� ƚŚĂƚ� �d�� ĂŶĚ��d^�W�ŵĂŬĞ� ƚŽ�
ƐĂĨĞ� Ăŝƌ� ƚƌĂŶƐƉŽƌƚ͖� ƚŽ� ƚŚĞ�ŵĞŶ� ĂŶĚ�ǁŽŵĞŶ� ŝŶ� ƚŚĞƐĞ� ĂƌĞĂƐ͕�ǁĞ�
ƐĂůƵƚĞ�ǇŽƵ͘� 
 
/ŶƚĞƌŶĂƟŽŶĂů��ŝǀŝů��ǀŝĂƟŽŶ��ĂǇ͕�ĐĞůĞďƌĂƚĞĚ�ŽŶ�ƚŚĞ�Ϭϳ��ĞĐĞŵďĞƌ͕�
ƐĞƌǀĞĚ�ƚŽ�ĂĐŬŶŽǁůĞĚŐĞ�ƚŚĞ�ŝŵƉŽƌƚĂŶĐĞ�ŽĨ�ĂǀŝĂƟŽŶ�ĨŽƌ�ƐĂĨĞ�ĂŶĚ�
ĞĸĐŝĞŶƚ� ƚƌĂŶƐƉŽƌƚ� ĂƌŽƵŶĚ� ƚŚĞ� ǁŽƌůĚ� ĂŶĚ� ƌĞŝŶĨŽƌĐĞƐ� ƚŚĞ� ŝŵͲ
ƉŽƌƚĂŶĐĞ� ŽĨ� ŝŶƚĞƌŶĂƟŽŶĂů� Đŝǀŝů� ĂǀŝĂƟŽŶ� ƚŽ� ƚŚĞ� ƐŽĐŝĂů� ĂŶĚ� ĞĐŽͲ
ŶŽŵŝĐ�ĚĞǀĞůŽƉŵĞŶƚ�ŽĨ�Ăůů�ĐŽƵŶƚƌŝĞƐ͘�dŚĞ�/ŶƚĞƌŶĂƟŽŶĂů��ŝǀŝů��ǀŝĂͲ
ƟŽŶ� KƌŐĂŶŝƐĂƟŽŶ� ŝŶ� Ă� ƐƉĞĐŝĂů� :ŽŝŶƚ� ^ƚĂƚĞŵĞŶƚ� ǁŝƚŚ� ƚŚĞ� hE�
tŽƌůĚ� dŽƵƌŝƐŵ� KƌŐĂŶŝǌĂƟŽŶ� ƚŽ� ĐŽŵŵĞŵŽƌĂƚĞ� /ŶƚĞƌŶĂƟŽŶĂů�
�ŝǀŝů� �ǀŝĂƟŽŶ� �ĂǇ͕� ŚĂƐ� ĐĂůůĞĚ� ĨŽƌ� ĂĐĐĞůĞƌĂƚĞĚ� ŐůŽďĂů� ĞīŽƌƚƐ� ƚŽ�
ƌĞĐŽŶŶĞĐƚ�ƚŚĞ�ǁŽƌůĚ͘ 
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Honor An  

Air Traffic Controller  

A ir traffic controllers may at times talk faster than an 
auctioneer, but we depend on their quick wits and 

sharp eyes to keep us safe. They do this job every day of 
the year, and one date, October 20, has been designated 

to express our appreciation. 

Every year on October 20, the Interna�onal Day of the Air Traffic Controller is celebrated to honour the  

Air Traffic Controllers . 
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Every year on the 20th of October, to honour the professionals who work 

as Air Traffic Controllers, the Interna�onal Day of the Air Traffic Controller is 

commemorated. These “commemora�ve” day it’s not a holiday because 

ATC never gets a holiday; they work 24/7. 

 

It's also a day to learn more about an Air Traffic Controller's career and pro-

fession. Air Traffic Controllers aid commercial flying and looks into every-

thing from safety to efficiency. Experts in this specialised profession raise 

awareness on the occasion of the Interna�onal Day of the Air Traffic Con-

troller so that others can honour their behind-the-curtain efforts.  

 

Every day, over 100,000 planes take off and land all around the world, ac-

cording to the Na�onal Day Calendar. Over 4 billion passengers fly by air in a 

single year. Air traffic controllers are significantly responsible for the safety 

of air travel. On the ground at airport runways, these specialists direct air 

traffic. The movement of planes through airspace is also monitored and di-

rected by air traffic controllers. Pilots are also given landing and takeoff 

commands by the Air Traffic Controllers. 

 

History of Interna�onal Day of the Air Traffic Con-

troller 

 
Jacob Wachtel, who founded the Israel Air Traffic Controllers Associa�on, 

advocated and founded the Interna�onal Federa�on of Air Traffic Control-

lers' Associa�on (IFATCA) on October 20, 1961, with delegates from 12 

different countries. Since then, every year, the Interna�onal Federa�on of 

Air Traffic Controllers Associa�ons commemorates the IFATCA anniversary. 

The same organisa�on now represents over 50,000 air traffic controllers in 

126 countries across the world. The Interna�onal Federa�on of Air Traffic 

Controllers (IFATCA) is an organisa�on comprising air traffic controllers from 

throughout the world. It is the world's largest and most representa�ve or-

ganisa�on for air traffic control. 

 

Significance of Interna�onal Day of the Air Traffic 

Controller 

 
The Air Traffic Controller are trained to keep an eye on and control aero-

planes during the flight. They are responsible for the safety of roughly one 

billion individuals per year, or about two million passengers per day. Pilots 

are safely directed to land and take off by air traffic controllers who use 

their exper�se and judgement. The air traffic controller is one of the most 

demanding jobs because it necessitates a high level of concentra�on and 

a@en�on. These professionals serve a cri�cal role in guiding flights through 

adverse weather and emergency circumstances. 

 

For everyone who flies, whether by airliner or general avia�on aircra�, 

this is the day when we should recognize the work of the 14,000 ground-

based avia�on professionals who have helped make air travel as safe as it 

is today■ 



 

 

Small  

Steps To  

Developing 

A Robust 

Security 

Culture  

In  

Aviation  

 
Fiji’s  

Experience 
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F iji has established a rela�vely robust avia�on security culture which 

governs the modus operandi of its operators and the avia�on commu-

nity and ensures that security risks are mi�gated in a �mely manner to 

prevent acts of unlawful interference against avia�on. Unlike safety culture 

which is more mature and which has been in existence for a longer period 

of �me, avia�on security culture has become more prominent lately, fol-

lowing the aBermath of the fateful terrorist a@acks of September 11 2001. 

While the implementa�on of; and compliance to, avia�on security culture 

varies from operator to operator across the avia�on spectrum, it is safe to 

conclude that Fiji’s avia�on industry is developing a mature security culture 

which is relevant to our context, can only get be@er over �me, and remain, 

fit for purpose. Fiji is rela�vely secure from acts of unlawful interference. 

This is due to a number of important factors namely; a low risk factor, an 

una@rac�ve terrorist target, a robust safety culture, isola�on from main 

global supply routes and the existence of an increasingly mature security 

culture. Security awareness training, security specific training and collabo-

ra�on amongst stakeholders have provided a firm founda�on for security 

culture to thrive. However, there are numerous challenges brought about 

by advancements in digital technology in the form of cyber security and 

remotely piloted aircraB systems (RPAS) which require appropriate security 

responses. 

 

Regula�on 17A of the Civil Avia�on (Security) (Amendment) Regula�ons 

2006 establishes the need for mandatory occurrence repor�ng (MORs) to 

the Authority of specific security incidents or breaches within ninety-six 

(96) hours of their occurrence. This regula�on highlights the importance of 

developing a good security repor�ng culture with the objec�ve of not ap-

por�oning blame, but to ensure gaps are sealed in a �mely manner. Over 

�me it was noted that some reportable security incidents or breaches were 

not reported out of fear of puni�ve ac�on or ignorance. In some cases, 

some operators did not know what type of offences to report. The Authori-

ty has sought to address this issue through greater awareness training on 

why it is cri�cal to develop a robust and just repor�ng culture. Further-

more, each operator has an internal repor�ng system to address security 

incidents or breaches but this repor�ng system does not guarantee that all 

reportable security incidents or breaches will be reported to the Authority. 

Nevertheless, more operators know the value of repor�ng and now appre-

ciate the need to report without fear or favor, thus more reports are being 

received. This repor�ng culture has now become the norm.  

 

Operators are encouraged to report incidents that involve, according to 

law, the safety of civil avia�on, including serious injury or death arising 

from avia�on ac�vity and acts of unlawful interference. Apart from these 

circumstances, operators also report suspicious ac�vi�es, happenings, per-

sons, including una@ended baggage, una@ended cargo, unsealed meal 

carts, unserviceable equipment, insufficient ligh�ng, shortage of manpow-

er, improper screening of persons, no searching of consignments from un-

known consignors, amongst a host of issues. There is s�ll a tendency to 

under report or not report at all. 

 

To be effec�ve, security culture must be part of organiza�onal culture and 

must be driven by senior management who need to set the example by 

outlining the organiza�on’s security policy, the means to achieve it and by 

following the security policy. This security policy has to be communicated 

clearly to all staff so that they understand management expecta�ons and 

the ra�onale behind the policy. Staff input and buy in is equally important 

if the policy is to receive widespread support. There is improvement in the 

development and documenta�on of security policy in security pro-

grammes. 

 

 



 

 

The Authority conducts avia�on security specific training 

for the avia�on industry based on the ICAO Avia�on Se-

curity Training Packages (ASTP) and other ICAO training 

material namely airlines, cargo, supervisors, manage-

ment, risk management, risk context statement, quality 

control and behavioral assessment based on the TSA 

training model. Fiji Airports, which is the airport operator 

also conducts security awareness training for airport 

stakeholders.   The Authority iden�fied the need to ex-

tend its security awareness training on a na�onal scale to 

create greater public awareness. Prior to the resurgence 

of COVID-19 in April 2021, the Authority was in the pro-

cess of developing pamphlets and other avia�on security 

material to distribute to the Ministry of Educa�on seek-

ing approval for onward distribu�on to primary and sec-

ondary schools and ter�ary ins�tu�ons. This ini�a�ve has 

been shelved but the Authority intends to share what it 

has done in its website and in its interac�ons with the 

different operators.  

 
The Authority conducts avia�on security audits, inspec-

�ons, tests and surveys of the different operators within 

the avia�on industry as part of its yearly oversight and 

con�nuous monitoring approach. It also conducts inves�-

ga�ons and is part of industry organized exercises from 

�me to �me. These different quality control ac�vi�es 

provide opportuni�es for the Authority to exchange in-

forma�on with operators and reinforce the importance 

of having a robust security culture which ensures that 

established procedures are followed and standards im-

plemented consistently. These quality control ac�vi�es 

provide valuable plaHorms to strengthen security culture.  

 

The primary safety and security legisla�ons for civil avia-

�on are being reviewed and amended to seal gaps, incor-

porate new ICAO and State requirements and interna-

�onal best prac�ces. Once the draB legisla�ons have 

been released to the Authority, consulta�ons will begin 

with the avia�on industry and feedback included in the 

final submission to the Solicitor General’s office before 

finalizing the legisla�ons. It is envisaged that these 

amended legisla�ons will be robust, fit for purpose and 

address many of the exis�ng challenges. 

 

In the absence of advanced screening equipment for the 

cer�fica�on of screeners, Fiji innova�vely developed a 

manual system for cer�fica�on modelled on the type and 

core principles of screening. The cer�fica�on process is 

divided into two parts; a theory and a prac�cal examina-

�on. All screeners have to successfully pass the theory 

examina�on first before they can do the prac�cal exami-

na�on. If they fail the theory examina�on, they have to 

return at a fixed date and �me to reseat the examina�on. 

If they pass the theory examina�on, they proceed to the 

prac�cal examina�on where they have to successfully 

complete four (4) cri�cal aspects of the screening process 

manually. If they fail the prac�cal examina�on, they have 

to reseat the examina�on at a date and �me confirmed 

by the Authority. Through the interac�ve manual cer�fi-

ca�on of screeners, the Authority is able to reinforce 

some of the finer points of security culture through 

screening.  

A robust security programme is a direct result of an 

equally good security culture and a good security culture 

is the product of con�nuous prac�ce and improvement. 

The content of operator security programmes in Fiji has 

improved and evolved with a strong focus on the princi-

ple, ‘document what you do and do what you document’. 

Operators now have a be@er understanding of what con-

s�tutes a good security programme and good security 

culture. 

 

Apart from formal avia�on security training courses pro-

vided by ICAO, TSA, IATA the Authority and other stake-

holders, the Authority exchanges security informa�on 

with the avia�on industry on a need to know basis. This 

ensures that informa�on is shared only with those that 

have an opera�onal need to know. It also highlights an 

important aspect of security culture; there is a limit to 

what one can share and not all security informa�on can, 

or should be shared. ICAO, IATA, ACI and other stake-

holders like TSA, NZ CAA and other interna�onal agencies 

have assisted Fiji develop a security culture that is ac-

ceptable and recognized interna�onally. This is appreciat-

ed.  

 

While Fiji has a rela�vely robust security culture, there 

are s�ll many challenges to overcome. A more collabora-

�ve approach is required to ensure operators do not 

work in silos. With frequent changes in senior manage-

ment posi�ons across the different organisa�ons within 

the avia�on industry, it is cri�cal that the new incum-

bents receive avia�on security awareness training at the 

earliest opportunity so that they too understand the sig-

nificance of having a robust security culture, but more 

importantly, translate this knowledge to prac�ce.  There 

is a need for more prac�cal applica�ons of security cul-

ture best prac�ces on the ground by both senior manage-

ment and staff. There is no be@er way than that of a 

good example where staff see senior management actu-

ally ‘prac�cing what they preach’. Leading by example 

sets the right plaHorm, creates confidence and buy in and 

gives credibility to exis�ng security measures. 

 

Improved coordina�on and communica�on are areas 

that require fine tuning so that security informa�on is 

received, understood and communicated in a �mely 

manner. There are also plans to reach out more oBen to 

members of the public with security awareness pro-

grammes. The Authority is working closely with all stake-

holders to improve coordina�on and communica�on and 

is op�mis�c that with more security awareness training, 

more people will become security conscious, in the pro-

cess strengthening security culture in every sphere of 

life.■ 
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W hen a pilot communicates with air traffic control, 

sta�c and other interferences oBen lead to confu 

.sion with English language le@ers. ICAO developed the 

Interna�onal Radiotelephony Spelling Alphabet to ease 

communica�on via telephone or radio and avoid misunder-

standings when parts of a message containing le@ers and 

numbers are spelled out. Also referred to as the ICAO Pho-

ne�c Alphabet and the NATO Alphabet (with some modifi-

ca�ons), this universal spelling alphabet is a set of words 

used to clarify messages, no ma@er the spoken language. 

Members of the military, police, airline pilots and others 

working in the avia�on and travel industry commonly use 

it.  

 

The ICAO phone�c alphabet has assigned the 26 code 

words to the 26 le@ers of the English alphabet in alphabe�-

cal order: Alfa, Bravo, Charlie, Delta, Echo, Foxtrot, Golf, 

Hotel, India, Juliet, Kilo, Lima, Mike, November, Oscar, Pa-

pa, Quebec, Romeo, Sierra, Tango, Uniform, Victor, Whis-

key, X-ray, Yankee, Zulu. 

 

With short and simple words, ICAO’s phone�c alphabet 

lowers the chance of misunderstandings and increases op-

era�onal safety for passengers and crew. Because some 

le@ers sound similar (M and N or G and J), it can generate 

confusion between two people communica�ng with differ-

ent accents or when the communica�on lines are poor. The 

phone�c alphabet helps limit confusion between the cock-

pit and the tower. 

Not only are the le@ers in the ICAO phone�c alphabet as-

signed, but so are the numbers. Similar to the le@ers, the 

aim is to avoid confusion with other similar numbers. 

Therefore, a few of them are pronounced differently from 

their standard English pronuncia�on. Those include the 

number three, pronounced as tree (tri), five as fife and 

  

nine as niner. Consider an aircraB tail number such as 

M345N. Over the radio, this would be said as “Mike, tree, 

four, fife, November.” 

 

Aviation English Language 
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ICAO adopted its phone�c alphabet 70 years ago, on 

1
st

  November 1951, as a universal standard for com-

munica�ng English le@ers over a phone or radio. Dis-

sa�sfac�on with the exis�ng interna�onally recognized 

phone�c alphabet submi@ed to ICAO for considera�on 

led to the first draB of a proposed single universal al-

phabet. Through 1948 and 1949, Jean-Paul Vinay, pro-

fessor of linguis�cs at the Université de Montréal in 

Canada, collaborated with ICAO’s language sector to 

develop a new spelling alphabet. The minimum require-

ments for the words were to have similar spelling in 

English, French, and Spanish and to be live words in 

each of these languages. 

 

ABer those studies and following consulta�ons with 

communica�ons experts and comments from all ICAO 

Member States, a new ICAO alphabet was adopted and 

incorporated in the Aeronau�cal Telecommunica�ons 

Annex 10 for implementa�on in civil avia�on. The 

words that represented the le@ers C, M, N, U and X 

were replaced, and the Organiza�on completed its final 

version on 1
st

 March 1956, which is s�ll in use today 

worldwide. You can learn more about the development 

and implementa�on of this alphabet in the ICAO Muse-

um, which is situated inside ICAO’s Montréal Headquar-

ters. 

 

In 1997 ICAO recognized the importance of improving 

communica�on between pilots and air traffic control-

lers in order to avoid accidents. 

 

The Air Naviga�on Commission (ANC) reviewed the 

exis�ng provisions for air-ground and ground-ground 

voice communica�on in the interna�onal civil avia�on 

context. The ANC made changes to strengthen ICAO 

Annexes 1, 6, 10, 11 about language proficiency re-

quirements for pilots and air traffic controllers. 

 

Annex 1 describes the language proficiency and tes�ng 

requirements. Annex 1 also contains a language profi-

ciency ra�ng scale with six proficiency levels. Finally, 

Annex 1 describes how language proficiency will affect 

personnel licensing. 

 

Annexes 6 and 11 establish that all pilots and air traffic 

controllers must comply with the ICAO language profi-

ciency requirements outlined in Annex 1. Thus pilots 

and air traffic personnel must be proficient in both 

ICAO phraseology and plain English. 

 

All speakers of English must demonstrate a minimum 

English language proficiency at ICAO Level 4 

(Opera�onal) in order to be fully licensed interna�onal-

ly. 

 

Air traffic personnel will be required to take a test to 

determine their English language proficiency according 

to the ICAO proficiency scale. Personnel will need to 

demonstrate ability to use the language specific to all 

aspects of radio telephony communica�on. 

 

Personnel who demonstrate English language proficien-

cy at : 

 

 ICAO Level 6 (Expert) will not be required to 

demonstrate English language proficiency in the 

future. 

 ICAO Level 5 (Extended) will need to be retested 

every six years. 

 ICAO Level 4 (Opera�onal) will need to be retest-

ed every three years. 

 ICAO Level 3 or below will need specific Avia�on 

English language training to reach the minimum 

ICAO Opera�onal Level. 

 

Member states that do not comply with the new licens-

ing requirements will be required to no�fy ICAO. Non-

compliance may limit the interna�onal recogni�on of 

the licenses of avia�on personnel. 

 

The new ICAO standards became applicable in Novem-

ber 2003. ICAO member states have un�l March 2011 

to train their personnel to meet the tes�ng and licens-

ing standards. All member states need to ensure that 

their avia�on personnel achieve the minimum ICAO 

Level 4 (Opera�onal) proficiency in English by March 

2011■ 

 
Montréal – 4 July 2013 – The Interna7onal Civil Avia7on Organiza7on (ICAO) has 

announced the launch of a new and improved Avia7on English Language Test 

Service (AELTS) website (www.icao.int/aelts). 
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SDG 1 Reconnec�ng the world; avia�on’s unique and cri�cal role 

as a catalyst for sustainable development, helping alleviate 

poverty as aircraB return to the sky. 

SDG 2  Flight is crucial to food supply chains, at the community and 

global levels alike. Whether done by drone or jumbo jet, we 

salute avia�on’s con�nuing and vital role in ensuring food 

security. 

SDG 3 Recognizing the crucial coopera�on between ICAO and the 

World Health Organisa�on that is enabling avia�on to re-

start safely and restore its contribu�ons to global health and 

sustainable development. 

SDG 4  Promo�ng STEM educa�on for children everywhere, giving 

everyone a chance to be prepared for the next genera�on 

of air transport professionals and highly rewarding careers 

they will offer.  

SDG 5 The recovery of global avia�on means an opportunity to 

achieve rapid growth towards gender equality in this sector 

and beyond, provided barriers to women’s par�cipa�on are 

removed. 

SDG 7 ICAO’s work on sustainable avia�on fuels is suppor�ng the 

broader UN effort to transi�on toward sustainable energy. 

We celebrate the tremendous progress that’s already been 

achieved and work towards green solu�ons.  

SDG 8 Careers in avia�on are almost unlimited in diversity, and the 

pandemic recovery holds the promise of highly rewarding 

employment opportuni�es everywhere. We celebrate 

flight’s contribu�ons to sustainable development and full 

and produc�ve employment for all. 

SDG 9 Investment in innova�on is crucial to the safety, security, 

sustainability of flight and its unique role to act as a catalyst 

for sustainable development. We highlight ICAO’s work to 

encourage this, helping to ensure that reconnec�ng the 

world means building back be@er. 

SDG 10 Air connec�vity is a catalyst for sustainable development. 

This means that interna�onal flights can help reduce ine-

quality each �me an aircraB departs. 

SDG 11 Accelera�ng air travel will restore prosperity and provide 

important sustainable development opportuni�es to com-

muni�es everywhere, especially in least developed States 

and small island countries. 

SDG 12 We recognize the role avia�on has played in keeping cri�cal 

global supply chains func�oning throughout the pandemic, 

shielding all socie�es from more systemic pandemic im-

pacts. 

SDG 13 As an integral part of the UN system, ICAO is taking urgent 

ac�on to combat climate change and help ensure that re-

connec�ng the world means improving sustainability.  

SDG 15 Whilst land use may change as we rapidly transi�on to sus-

tainable avia�on fuels, ICAO is helping States to guard eco 

systems and biodiversity. We celebrate the sustainability of 

flight. 

SDG 16 ICAO fosters the development of avia�on as flight promotes 

friendship and peace among peoples and na�ons. 

SDG 17 Strengthening implementa�on and revitalizing the global 

partnerships through avia�on to ensure sustainable devel-
opment.  

O n the 07
th

 of December each year, we celebrate the 1944 Conven�on on interna�onal civil avia�on. The Conven�on, also known as the 

Chicago Conven�on, mandates the Interna�onal Civil Avia�on Organisa�on (ICAO), as a United Na�ons (UN) specialized agency, to foster 

the development of avia�on. 
 

This day is recognized around the world as Interna�onal Civil Avia�on Day. 

 

It is a day to acknowledge the importance of avia�on in respect of safe and efficient transport around the world and to generate and reinforce 

worldwide awareness of the importance of interna�onal civil avia�on to the social and economic development of all countries as well as the unique role 

of ICAO in helping States to cooperate and realise a truly global rapid transit network at the service of all mankind. 

 

The ICAO Council establishes a special anniversary theme every five (5) years for Interna�onal Civil Avia�on Day. 

 

For the period 2019-2023, the theme for Interna�onal Civil Avia�on Day is: 
 

“ADVANCING INNOVATION FOR GLOBAL AVIATION DEVELOPMENT” 
 

This International Civil Aviation Day, we recognize how ICAO’s Strategic Objectives are strongly linked to 15 of the 17 UN Sustaina-
ble Development Goals. 

This Interna�onal Civil Avia�on Day, the Civil Avia�on Authority of Fiji’s Board and Staff, takes this opportunity to thank all our industry part-

ners and stakeholders for your contribu�on and con�nued commitment to ensuring a safe and secure civil avia�on system■ 

HAPPY #FLYDAY. 
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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 ser-

vices, or would like to report 

instances where we have 

failed to meet your expecta-

tions, please send your feed-

back to CAAF, preferably us-

ing the QA 108 form that can 

be accessed from our website. 

This can be sent to CAAF by 

faxing it to the Executive Of-

fice on 672 1500, or dropping it 

in the feedback box in the foy-

er 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. 

S  ecurity Culture is a significant element of daily avia�on opera-

�ons.  

 

Awareness and educa�on must be priori�zed to ensure an effec�ve 

and robust security culture is established and maintained. 

 

A Security conscious workforce and a well informed popula�on  will 

benefit our Avia�on Opera�ons for years to come, thus the signifi-

cance of Security Culture awareness# 

Significance 

of Security 

Culture  

Awareness 

View Posters 

https://caaf.org.fj/security/publications
https://caaf.org.fj/sites/default/files/2021-12/SECURITY%20CULTURE%20POSTERS_0.pdf
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Introduc�on 

F  light safety is the major objec�ve of the Interna�onal Civil Avia�on Organiza�on. Consid-

erable progress has been made, but addi�onal improvements are needed and can be 

achieved. It has long been known that some three out of four accidents result from less than 

op�mum human pperformance, indica�ng that any advance in this field can be expected to 

have a significant impact on the improvement of flight safety. Human behaviour and perfor-

mance are cited as causal factors in the majority of aircraB accidents. If the accident rate is to 

be decreased, Human Factors must be be@er understood and the knowledge more broadly 

applied. The expansion of Human Factors awareness presents the interna�onal avia�on com-

munity with the single most significant opportunity to make avia�on both safer and more 

efficient.  “ To improve safety in avia�on by making States more aware and responsive to the 

importance of human factors in civil avia�on opera�ons through the provision of prac�cal 

human factors material and measures developed on the basis of experience in States.”  

A Conceptual Model of Human Factors 
 

It is helpful to use a model to aid in the understanding of Human Factors, as this allows a 

gradual approach to comprehension. One prac�cal diagram to illustrate this conceptual mod-

el uses blocks to represent the different components of Human Factors. The model can then 

be built up one block at a �me, with a pictorial impression being given of the need for match-

ing the components. The SHEL concept (the name being derived from the ini�al le@ers of its 

components, SoBware, Hardware, Environment, Liveware) was first developed by Edwards in 

1972, with a modified diagram to illustrate the model developed by Hawkins in 1975. For 

those familiar with the long-established concept of” man-machine-environment” (now re-

ferred to as” human-machine-environment”), the following interpreta�ons are suggested: 

liveware (human), hardware (machine) and soBware (procedures, symbology, etc.), environ-

ment (the situa�on in which the L-H-S system must func�on). This building block diagram 

does not cover the interfaces which are outside Human Factors (hardware-hardware; hard-

ware-environment; soBware-hardware) and is only intended as a basic aid to understanding 

Human Factors. 
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The “Dirty Dozen” 
 

Due to a large number of maintenance

-related avia�on accidents and inci-

dents that occurred in the late 1980s 

and early 1990s, Transport Canada 

iden�fied twelve human factors that 

degrade people’s ability to perform 

effec�vely and safely, which could lead 

to maintenance errors. These twelve 

factors, known as the “dirty dozen,” 

were eventually adopted by the avia-

�on industry as a straight forward 

means to discuss human error in 

maintenance. It is important to know 

the dirty dozen, how to recognize their 

symptoms, and most importantly, 

know how to avoid or contain errors 

produced by the dirty dozen. Under-

standing the interac�on between or-

ganiza�onal, work group, and individu-

al factors that may lead to errors and 

accidents, AMTs can learn to prevent 

or manage them proac�vely in the 

future■ 

 

Source: 

1. CAP 719 (Previously ICAO Digest No.1) 

2. AMT Handbook Addendum Human Factors 

3.  Integrated Human Factors (IHF.co.uk) 
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Drinking enough fluids is one of the most important things you can do to 

prevent heat illness.  Water is generally sufficient for hydra�on. 

Hydration 
heat stress 

 Work 

 Being hydrated when you start work makes it easier to stay hydrated thr the 

 

If you are dehydrated when you start you may not be able to enough 

to catch up with your  need for a

 Work 

 Drink before feeling thirst  thirsty, in 

 Dehydra�on is a primary contributor heat e   

 Your work performance may suffer when 

are a  even if you  

e  

When working in the drink 1 

(8 ounces) of water every 15–20 

This translates to ¾–1 quart (24–

32  per 

 Drinking at shorter intervals is 

more e than drinking large 

amounts infr . 

 Do not drink more than 48 oz (1½ quarts) per hour! Drinking too a  or oth-

er fluids (sports  energy  etc.) can cause a emergency because the 

concentra�on of salt in the blood becomes too   

 Work 

 Most people need several hours to drink enough fluids to replace what have 

lost through ea  The sooner you get the less strain you e on your 

body from a�on. 

 Hydra�ng aBer work is even more important if you work in the heat on a regular 

 Chronic dehydra�on increases the risk for a number of  

such as kidney st   
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Hydration heat stress 

What to Drink  

What to Avoid 

Energy Drinks 

 Some energy drinks contain much more 

caffeine than standard servings of coffee, 

tea, or soB drinks. 

 Drinking several energy drinks per day 

can raise your caffeine levels enough to 

affect your heart.  High caffeine levels can 

be risky when added to the strain placed 

on your body by heat. 

 Many energy drinks contain as much or 

more sugar as soB drinks, which adds 

hundreds of extra calories to your diet. 

Alcohol 

 Alcohol can cause dehydra�on. 

 Drinking alcohol within 24 hours of work-

ing in the heat can increase the risk of 

heat illness. 

Water 
 

Water will almost 

always maintain  

hydra�on during 

work in the heat,  

as long as you eat  

regular meals to  

replace salt lost in 

sweat. 

What about salt tablets? 

CDC and Na�onal Ins�tute for Occupa�onal Safety and 

Health (NIOSH) does not recommend taking salt tab-

lets. 
 

In most cases, salt can be replaced by ea�ng normal 

meals and snacks throughout the day. 
 

Do not skip meals. 

What about caffeine? 

The amount of caffeine in tea, coffee, and soB drinks 

probably will not have an effect on overall hydra�on . 

 

Do I need sports drinks? 

In general, ea�ng regular meals with adequate water in-

take is sufficient to maintain water and electrolyte bal-

ance. 

 

For prolonged swea�ng las�ng several hours, sports 

drinks with balanced electrolytes are another op�on to 

replace salt lost in sweat.  

 

Heavy consump�on of sports drinks will add unnecessary 

calories to your diet due to the added sugar.■ 

 

Source: CDC NIOSH 
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Air Traffic Safety Electronics  

T he ATSEP Day is 

a day set aside 

by Interna�onal 

Federa�on of Air 

Traffic Safety Elec-

tronics Associa�ons 

(IFATSEA) in recog-

ni�on of the efforts 

of ATSEPs towards 

ensuring the safety 

of air transporta�on 

all over the world. 

 

In 2015, the Inter-

na�onal Federa�on 

of Air Traffic Safety 

Electronics Associa-

�on (IFATSEA) de-

clared the 12
th

 of 

November as the 

Interna�onal ATSEP 

day, as the day Air 

Traffic Safety Elec-

tronics Personnel 

(ATSEP) are  

acknowledged for their contribu�on for safer skies worldwide. 

 

ATSEPs play a cri�cal role in the avia�on safety chain. 

 

ATSEP are responsible for du�es that pertain to the use of 

ground electronic systems that are used to help control aircraB 

movements, including opera�onal, maintenance, installa�on 

and management ac�vi�es. The tasks performed by ATSEP may 

be on a wide variety of CNS/ATM/ATS systems or equipment. 

This requires a wide range of competencies, exper�se, 

knowledge and skills in the areas of electronics, computer sci-

ence and computer networking. ATSEP ac�vi�es range from 

technician-level to high-level engineering tasks. 

 

ATSEPs are also required to perform management ac�vi�es 

related to safety management, network security management, 

quality management, teaching, training and assessment. 

 

The ICAO has developed the training manual ICAO Doc 10057 

for competency-based training and assessment.   

EUROCONTROL has published safety regulatory requirements 

to be implemented by EU member states in ESARR 5 pertaining 

to ATM Personnel and Requirements for Engineering and Tech-

nical Personnel Undertaking Opera�onal Safety Related Tasks 

that are directed to ATSEPS.   

 

Although there is currently no provision under ICAO Annex 1

(Personnel Licensing) for licensing ATSEPs, Fiji has included this 

requirement under the SD-PEL for the licensing of technical 

staff who provide support services for the licensed aeronau�-

cal facili�es and services. 

 

This year’s theme was “Enabling Global Avia�on Recovery by 

ensuring CNS/ATM systems’ Service Con�nuity, and a Cyber-

secure Ground ANS ecosystem”. 

 

This year’s celebra�on appropriately placed ATSEPs and its role 

at the heart of the safety of the avia�on industry.   

 

The  CAAF’s ANS Inspector (CNS), Sereima Bolanavatu was in-

vited to be the guest speaker at the Interna�onal Day of Air 

Traffic Safety Electronics Personnel (ATSEP) which was hosted 

by Fiji’s Air Naviga�on Services Provider, Fiji Airports■ 
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Picture of  the  ATSEPs during the ILS installa�on 

ATSEP Day – 12 November 2021 
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AERONAUTICAL STATION OPERATORS  

LICENCE (ASOL) 

RENEWAL PROCESS 

Submission of Exam and  

Licence renewal applications  

Licence for collection 

Allow 10 working days for 
processing of renewals 

Exam Timetable issued by 
the PEL Office 

Applica�on forms for ASOL renewal must be submi@ed 

no later than 14 days prior to exam dates. PL110C (ASOL 

Renewal) and PL101L (Exams) must be given in with  

relevant fees made.  

Informa�on regarding the ASOL exams such as dates, 

�me, venue, etc. can be found in the AIC. 

Once finalized, the exam �metable is e-mailed to the 

candidates 2-4 working days prior to exam dates.  

A candidate elec�ng to transfer an exam si�ng from one 

date to another must advise the Authority in wri�ng at 

least two (2) days prior to siYng date.  Failure to do this 

will disqualify candidate from siYng exams for at least 

two weeks and will see the forfeiture of examina�on 

fees.  

Licence holders must personally collect their licences or 

provide the authority in wri�ng if a third party will be 

collec�ng the licence on their behalf. 

Special siYngs are available in special circumstances, such as illness or being out of country during the allocated 

licence renewal examina�on session, however, �mely no�fica�on and proof of illness or out of country status is 

required. A special siNng fee will apply for dates requested outside of the CAAF scheduled dates.  

*As of 25th March 2021, the PEL Office no longer conducts the  re-fresher training course* 

The maximum period of validity for an Aeronau�cal Sta�on Licence (ASOL) is 12 months.  

The minimum language proficiency to be achieved by qualified personnel for the provision air naviga�on services 

should be Opera�onal Level 4 . The evalua�on of English language proficiency of the holder of an ASOL holder 

below the Expert level (level 6) should be formally evaluated at intervals in accordance with the individual’s 

demonstrated proficiency level as follows:  

 (i)       Those demonstra�ng English language proficiency level at the Opera�onal Level (level 4) should be evalu-

ated at least once every 3 years;   

(ii) Those demonstra�ng English language proficiency level at the Extended Level (level 5) should be evaluat-

ed at least once every 6 years; and  

(iii) Formal evalua�on is not required for those demonstra�ng English language proficiency levels at the Ex-

pert Level (level 6). 

*Please use the PL111B form for the endorsement of ELP* 
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Quality Management System 

(QMS) in Aviation 

S tandards set up a founda�on for all aspects of life via bring-

ing order, sustainability, sa�sfac�on and management of 

mistakes and errors. Management of quality is also determined 

by standards. Avia�on and related opera�ons are no different. 

QMS in avia�on along with SMS (A safety management system) 

in avia�on commonly refers to a set of processes and tools to 

formally manage a structured quality and safety program. 

A Quality Management System (QMS) is a means of ensuring 

that an organiza�on is mee�ng requirements and con�nuously 

improving its processes. In avia�on QMS is focused on safety. 

Backed up by laws, regula�ons and internal codes. 

 

Quality Management’s most recent and widespread version is 

ISO 9001:2015.  Though it started as a military standard focused 

on error detec�on and quality assurance it evolved to a manage-

ment style inclusive of all steps of processes, risks and decision 

making. 

 

First ISO 9001 is published by the Interna�onal Organiza�on for 

Standardiza�on (ISO), an interna�onal agency composed of the 

na�onal standards bodies of more than 160 countries, in 1987 as 

a deriva�ve of from Bri�sh Military Standard under the name 

BS5750. 

 

Since then, 2 major revisions were made: 

 

■ In 2000, Process Management was introduced and stand-

ard evolved from Quality Assurance/Control to Quality 

Management and expanded to a whole. 

 

■ In 2015, Risk Management and Leadership was introduced 

as well as arrangement of headlines for uniformity with 

other standards and every aspect of bodies within an or-

ganiza�on are included for responsibility and become a 

solid method for management. 

 

Principles & Contents of the Standard: 

The principles of the quality management are: 

 Customer focus; 

 Leadership; 

 Engagement of people; 

 Process approach; 

 Improvement; 

 Evidence-based decision making; 

 Rela�onship management. 

The contents of the quality management are: 

Contents are defined around Plan-Do-Check-Act (PDCA) cycle. 

The PDCA cycle can be applied to all processes and to the quality 

management system as a whole. Every content men�oned 

above has a place in the cycle ■ 

1. Scope; 6. Planning; 

2. Norma�ve references; 7. Support; 

3. Terms and defini�ons; 8. Opera�on; 

4. Context of the organiza�on; 9. Performance evalua�on; 

5. Leadership; 10. Improvement. 
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Civil Aviation Authority of Fiji 

 

T he exis�ng Covid-19 situa�on has made it difficult for some of us to go out of our safe zones and come in con-

tact with people outside our bubbles fearing the spread of the virus. However, with CAAF's various methodology 

payment op�ons available, we encourage stakeholders/customers to take the opportunity and make payments us-

ing these plaHorms. 

 

Apparently, we would prefer customers/stakeholders to u�lize the M Paisa and Electronic Funds Transfer (EFT) 

plaHorms to minimize physical contact■ 

Cash or Cheque Payment 
Electronic Funds Transfer (EFT) 

ANZ Bank Account No: 3662665 

SwiB Code:  ANZBFJFX 

BSB No: 010 890 

1. M-Paisa QR Payment 

2. M-Paisa Payment via  

USSD *181# , or 

3.    M-Paisa App 

Electronic Funds Transfer at Point of Sale (EFTPOS) 

Payment Methods 

For further details call 8923155 or 9992127 

or Email : accounts@caaf.org.W 
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Cyclone Season Safety 

Reminder 

A
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T he Cyclone season (November to April) is upon us and all domes�c operators are 

encouraged to issue a reminder no�ce to company pilots that constant vigilance 

should be exercised with regard to the sudden changes in weather that take place dur-

ing this season. 

 Reloca�ng aircra� to another airport.  This is probably one of the easier consid-

era�ons when a �mely Cyclone warning has been issued by the Meteorological organi-

za�on. The further the distance that aircraB can be removed from the “eye” of the Cy-

clone then the safer they will be.   Fiji, with its topographical features provides a num-

ber of havens that will offer a measure of safety. For example, airports to the East of 

Nadi should be considered if a Cyclone is expected to pass Nadi from the North. 

 

 Securing aircra� inside a hangar. This considera�on has merit but operators 

should determine from a structural engineer what wind velocity their hangar(s) can with

- stand. Most modern hangars constructed with a frame of steel beams can withstand a 

wind velocity of 130 knots. The problem with this considera�on is the strength of the 

hangar doors. Due to the wind velocity on the exterior surface of the hangar doors, 

they will bend inwards or “concave” with the result that they may detach from the 

hangar floor or upper railing and be blown into the hangar which will damage air-

craB that have been placed inside. Thought should also be given to the wisdom of plac-

ing all the aircraB into a hangar. It may be prudent to place some aircraB in a hangar 

and some elsewhere thereby reducing the risk of loosing the fleet should the hangar col-

lapse. 

 Securing aircra� to Ground. If this considera�on is implemented operators should 

first of all determine the expected wind direc�on for the arrival and passage of the Cy-

clone. 

Addi�onal safety measures, apart from securing the aircraB to the ground, could in-

clude placing chokes around the wheels, applying the parking brake, filling the fuel tanks and 

placing objects on top of the wings to reduce the liB generated by the airflow. 

 

Management and Safety Officers should carry out a review/update of company Cy-

clone procedures to ensure the safe securing of their aircraB, inspect the area sur-

rounding their hangar facili�es and dispose of any rubbish/unwanted items which 

may be found. For example, sheets of unused �n or aluminum, pieces of wood or 

boarding, empty fuel drums etc. 

 

These items may become airborne in high winds associated with convec�ve clouds 

and are a hazard as they can cause considerable damage to buildings, parked 

aircraB and of course, cause injuries/fatali�es if persons are struck by them Operators 

may also consider compiling a Cyclone procedures manual which will provide ideas 

and assistance to staff on the necessary safety ac�ons they can take to secure com-

pany aircraB following the issuing of a Cyclone alert. This will also provide some 

historical informa�on and lessons learnt from previous events which remains with 

the operator irrespec�ve of staff changes that occur over �me. 
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Informa�on on the CAAF Mandatory Occurrence Repor�ng (MOR) data base shows that during the previous 

years, this is the most likely �me that aircraB accidents/serious incidents occur in Fiji. 

 

Key points that pilots should be reminded of include but are not limited to: 

 The dangers of taking off and landing when CB  is in close proximity to the  

 The meaning of a micro-burst and the  associated with  

 When flying in IMC condi�ons monitor the  GNSS naviga�onal aid to ensure that it is 

 con�nuous  

 Taking off and landing in marginal weather  at airports that do not have letdown 

aids ie,  visibility and cloud  

 Early decision making when execu�ng a  approach into an airport where a go-around is 

 possible immediately prior to landing due to   

 Teamwork among crew members to ensure a  out-  

 Iden�fying    possible   safety   hazards       weather  

 Crew members be vigilant that they are not  a situa�on that is beyond their or the 

  

 The importance of having a back-up plan or  route in the event of a sudden mechanical 

failure  cri�cal �me or when opera�ng in marginal   

 The probability of soB or slippery grass surfaces  airports following heavy or prolonged rain-

fall.  condi�ons may also have a detrimental effect  aircraB performance, especially 

during  

Company Safety Officers should be encouraged by management to adopt a higher visible profile during this pe-

riod by ac�vely carrying out their du�es as stated in the company Opera�ons Manual. This is also the appropri-

ate �me for Management and Safety Officers to review/update company Cyclone procedures to ensure the 

safe securing of their aircraB and to carry out an inspec�on of the area surrounding their hangar facili�es and 

disposing of any rubbish/unwanted items which may be found. For example, sheets of unused �n or aluminum, 

pieces of wood or boarding, empty fuel drums etc. 

 

These items may become airborne in high winds associated with convec�ve clouds and are a hazard as they 

can cause considerable damage to buildings, parked aircraB and of course, cause injuries/fatali�es if persons are 

struck by them.  

 

OPERATIONS INTO PRIVATE AIRPORTS 
 

Operators intending to use these airports at any �me must seek and obtain, the prior wri@en permission of the cer�ficate 

holder beforehand. Although operators may have private airports included in their AOC this does not automa�cally permit 

flights to be conducted into private airports without the cer�ficate holders’ consent. 

 

By taking a proac�ve approach to safety, especially at this �me of the year, management will be making a major con-

tribu�on in ensuring that accidents/serious incidents are kept to a minimum which is  EVERYONE’S RESPONSIBILITY■ 
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Pilots with Diabetes  

The Dangers of Hypoglycemia 

 in the cockpit 

Fiji Sta�s�cs : 

 Recent raw data ~ 30% of the Popula�on have Diabe-

tes . 

 1in 3 according to Minister for Health in 2013 . 

 In 2009 , 4 out of every 10 people in Fiji have diabe-

tes, puYng it amongst the highest in the world. 

 The Fred Hollows Founda�on has just completed a 

survey showing the  diabe�c rate is four �mes more 

than in New Zealand. 

 The survey across 34 communi�es in Fiji has found 

40% of the people have diabetes. 

 

Diagnosing Diabetes : ICAO follows the WHO guidelines 

using the Oral Glucose Tolerance Test ( OGTT) 

Fasting  blood glucose: 
7.0 mmol/L (126 mg/dL) and above 
or 
2 hours after glucose load: 
11.1 mmol/L (200 mg/dL) and above.  

 

Normal Tests: 

FAA Blood Glucose  range :  80 mg/dl ( 4mmol/L)  - 130 mg/

dL (7mmol/L). 

Normal HbA1c < 5.7% 

FAA allows  HbA1c to 8.9% , above which is poor control and 

result in grounding. 

 

Targets of Sa�sfactory Control for Avia�on Duty: 

 HbA1c < 7 %      (CASA <7.5%) 

 Fas�ng Glucose  < 6.7 mmol/L 

 

Intrinsic Concerns of Diabetes Management : 

 Impact  of the Disease to the Overall Health of the 

Pilot. 

 Microvascular Complica�ons – Re�nopathy , 

Nephropathy , Neuropathy. 

 Macrovascular Complica�ons- Coronary Artery Dis-

ease. 

Extrinsic Concerns of Diabetes Management : 

The side-effects of the Treatment to the Pilot . 

HYPOGLYCEMIA = Sudden Incapacita�on Risk . 

 

In this ar�cle I would like to focus on Hypoglycemia ( precar-

iously low blood glucose levels , < 4mmol/L ) . All diabe�cs 

who are taking oral medica�ons or  insulin are at risk of Hy-

poglycemia and as Avia�on Doctors , avoiding hypoglycae-

mia is our top priority , oBen at the expense of slight hyper-

glycemia . This is because hypoglycemic  effects on the brain 

and autonomic neural s�mula�on are  rapid and may de-

grade pilot performance. 

 

A study carried out (Holmes, 1986) in Type 1 pa�ents sub-

jected to modest hypoglycemia of 3.1 mmol/L showed a 

decrement in performance which increased with the com-

plexity of the task performed. In this and other studies re-

searchers have shown that reac�on �mes do not return to 

normal un�l some 20–30 minutes aBer euglycaemia ( nor-

mal glucose level )  has been restored. The implica�ons in 

the avia�on environment are self-evident. 

 

Hypoglycemia 

✽ Sudden or Insidious Incapacita�on. 

✽ 36% do not have warning symptoms. 

✽ Performance degrada�on with task complexity. 

✽ Reac�on Times do not return to normal 20-30 minutes 

aBer restora�on of euglycemia. 

 

Symptoms Of Hypoglycemia : 

Ini�ally as blood glucose falls < 4mmol/L  : feeling faint , 

dizzy , weak , tremulousness , sweaty intense hunger , ab-

dominal pain , headaches ,  comba�veness. 

 

If restora�on isn’t ins�tuted , loss of consciousness and co-

ma proceeds very quickly . 

D iabetes Mellitus is a fairly common ailment all over the world and many diabe�c pilots are currently 

flying safely with their condi�on controlled and stringently monitored by their doctors. 
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Common Causes Of Hypoglycemia : 

1) Doses of medica�ons too high 

2) Missing meals , or wrong �ming of 

meals  while on medica�ons . 

3) Wrong combina�ons of oral hypo-

glycemic drugs ( seek advise of 

DAME). 

 

Miscellaneous Causes of  

Hypoglycemia : 

 

Fiji is rich in tradi�onal herbal medi-

cines and more recently a wide array 

of bo@led drinks and concoc�ons are 

being peddled locally as a cure-all type 

of remedy . It is  very difficult to pre-

dict  the effects of these concoc�ons , 

alone or in combina�on with hypogly-

cemic medica�ons  and its wise for 

every diabe�c pilot to stay away from 

these. 

 

As an old rule of avia�on any new 

medica�on consumed or recent chang-

es in dosages to current medica�ons 

should warrant a stand down period to 

monitor the side-effects . It is  most 

unwise to go flying immediately aBer 

such medica�on changes. 

 

Treatment of Hypoglycemia : 

Consume any sweet drink or juice , 

sugar , chocolates or lollies to raise the 

blood glucose level . Improvement of 

symptoms is almost immediate. 

 

All episodes of Hypoglycemia should 

be immediately reported to the Medi-

cal Board of the CAAFI via your Desig-

nated Avia�on Medical Examiner ■ 
Note:  Amylinomime�cs (e.g., pramlin�de (Symlin) are not considered acceptable for medical cer�fica�on. 

Author:   Dr Isireli Biumaitotoya   



 

 

Civil Avia�on Authority of Fiji 

More info @ www.caaf.org.fj 

Neither Is More Important than 

the other 

 SECURITY &  

FACILITATION  

COMPLEMENT EACH 

OTHER AT THE  

AIRPORT 


