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International Women’s Day | #/WD19

From the Acting
Chief Executive

fter a short break, the CAAF

Aviation Safety Bulletin (ASB)
is back with more interesting and
relatable topics. It is the Authority’s
intention to have this Bulletin pub-
lished on a quarterly basis.

_ _ #BalanceforBetter
The ASB will feature articles that

address aviation safety from all March 8 2019 marked International Women'’s Day.
perspectives; Safety |ns|ght derived Women in Fiji and across the globe were called to
from root cause analysis done on action in promoting“a gender balanced world.
accidents and incidents and safety Sto:ly on page 20-21- = ™™
information tailored to the needs of

the holders of various CAAF issued

documents (licenses, permits, cer-

tificates etc and other aviation

stakeholders.

There were a lot of activities in
2018 which sadly point to a lack of
adequate knowledge of the various
Laws, Regulations and Standards,
the ASB will endeavor to address.

In view of the above, Stakeholders
are invited to contribute relevant
articles for publication in the ASB.

AJAI KUMAR,
ACTING CHIEF EXECUTIVE

—
Wright in a le
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Pressonitus: The perceived need to carry on regardlessig Drming
you otherwise. ‘

8 el

Many pilots will suffer from pressonitus, whethe , or the worry
of financial costs of not making theirde inati 3Ssonitus will do
so, sadly, regardless of their qualific: t| dent that may dif-

fer slightly. ' i ’ .

Spatial disorientation: The inability to correctly ori pect to the horizon.

a

Pilots conducting a flight under the visual flight pilot had ‘conducted a 180-

rules should make every effort to avoid areas of 2 turn andinitially tracked back towards Point
low visibility and plan for unforeseen eventualities. onsdale, ore heading south over the ocean’.
This, however, is dependent on the pilot perceiving A minutes, the aircraft turned right

the risks of the situation, which is not necessarily 3 rapid descent. Witnesses saw it
inherently easy. Holding an instrument rating, or not, vater in a nose-down, right wing
is not the solution to avoiding these types of acci#s W e engine sounding as though it
dents, it is about having someone train you on how was producing power.’
to control an aircraft in instrument meteorologice '
conditions (IMC). Education and training in the prae
tical application of entering IMC inadvertently has'
been shown to enhance a pilots’ ability to respong
correctly and recover to visual meteorological co
tions (VMC). Author's comment: All base che
should cover recovery from inadvertent entry
IMC.

ound that due to the presence of low
h, near Point Lonsdale, the pilot proba-
patially disorientated, leading to a loss
and impacted with the water. The risk of a
loss of control in the conditions was increased by
the pilot’s lack of instrument flying proficiency.’

here is a very disturbing pre-wedding video doing
punds on YouTube of a bride and bridegroom
eir way to a wedding in Brazil in an R44 which
starts off in VMC and continues into IMC with the
resultant crash with the loss of all onboard.

The Australian Transport Safety Bureau (ATSB) ha
released its investigation into the crash of a Pipe
PA-28 Cherokee that killed four people in Janug
2016.

‘The aircraft took off from Moorabbin, in Melbouri
and the aircraft entered an area of low visibility aftel ]
passing over Point Lonsdale at the entrance to Po L
Phillip Bay, near Geelong.

Continued to next page...



Source: ATSB Report | Victoria Police

1,201915

Recovery by Victoria Police of the aircraft’s fin and left horizontal stabiliser

Continued from previous page...

These flights were classic cases of Pressonitus.
There is a distinct possibly that peer pressure could
have been a factor on those significant days. Here we
all spend an enormous amount of time flying over wa-
ter, to take our passengers and clients out to see the
exquisite archipelago that is Fiji. For those high flying
Instrument rated pilots, it's all a matter of procedure,
providing you follow the procedure... but for the VFR
pilots who are unable to go into the fluffy white clouds
aloft. Flying over water at low level in poor visibility is
dangerous and a recipe for disaster.

“Flying over water at low
level in poor visibility is
dangerous and a recipe

for disaster.”

Spatial Disorientation: Anyone with a normal sense of
balance can suffer from it, it is caused by a disparity
between visual and vestibular signals to the brain. As
pilots we find ourselves in a dynamic environment
where our mental model (our Situation Awareness)
has to be constantly updated, sometimes under sig-
nificant pressure, and therefore we are susceptible to
a number of illusions.

Your head uses ‘Somatosensory Perception’ which is
a system of nerves and pressure receptors that the
brain uses to decide which way is up! When flying in
cloud, gradual movements below the sensory thresh-
old go unnoticed, say a slight turn to the right 2-3 de-
grees right wing low on the Al (Artificial Horizon Indi-
cator).

The major indicators are as follows, but not limited to;

The Leans: A false sense of being moved in a non-
level flight resulting in leaning to one side or the other
and turning the aircraft (most common).

Continued to next page...
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A Graveyard Spin / Spiral: : " e of

spinning. o o

Coriolis lllusion: Most seyvé
sion occurs when the semi
flows in two planes of rotatic

ns for you all to consider:
es medical evacuations)

Finally,
(The |l

. The aircraft must be
0, inexperienced pilots, and very
ienced ones, feel the requirement
to "press on" regardless of the condi-
tions for fear that they inconvenience
their clients or passengers who are
blessedly unaware of the perils they

° Rapid head moveme

Occulogravic lllusion: A fa
ing.
¥
Ultimately, YOU HAVE TO

INSTRUME face?’
2. Is anyone going to die if you, delay or,
v . say “no | am sorry the weather isn’t
NNy good enough?” |
4\ A /»
S Ty 7~
= e 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 re-
port instances where we have failed to
meet your expectations, please send your

feedback to CAAF, preferably using the QA

D, ‘178 seconds to 108 form that can be accessed from our
ks of inadvertent

live’ which prese website. This can be sent to CAAF by fax-
flight into VMC in

way. It would be ' ing by VFR pilots ing it to the Executive Office on 672 1500,

on the following lifik: https:/www.youtube.com/ or dropping it in the feedback box in the
watch?v=pcIxl4kp foyer of CAAF HQ,

“The longer | livegt FCAIR

attitude on life. Attitude, to me, is more important

than education, than money, than circumstances, FIJI CONFIDENTIAL

than failures, than successes, than what other AVIATION INCIDENT

people think, say@r.de. It is more important than REPORTING

appearance, giftec or skill. It will make or

break a compan 8 home. The remarkable FORMS AVAILABLE ON WEBSITE
thing is we have @ehoice for that day. We cannot

change our past | www.caaf.org.fj

OR FRONT DESK, CAAF HQ

We cannot changg the fact that people will act in
a certain way. We%annot change the inevitable.


https://www.youtube.com/watch?v=pc9xI4kpY4w
https://www.youtube.com/watch?v=pc9xI4kpY4w

DGCA
FLJI 2018
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» DGCA55-FIJI 2018

HIGHLIGHTS

he Conference of Directors General of Civil Avi-

ation (DGCA), Asia and Pacific Region provides
an important platform for discussing the progress
and solutions on international and regional civil avia-
tion matters which has been taking place every year
since 1960.

This conference is a significant _aviation regional
forum for the collaboration amongst Regional Direc-
tors General and Chief Executives, Chief-Executive
Officers of Civil Aviation in the Asia Pacific'Region.

Fiji hosted the 17" DGCA conference in 1981 and
again 31% DGCA Conference in 1995, both in Nadi
Fiji. Fiji was again privileged to host the 55" Con-
ference of Directors General of Civil Aviation, Asia
and Pacific Regions, in Sheraton, Nadi, Fiji togeth-
er with International Civil Aviation Office (ICAO) Fiji
Government and CAA Fiji. This was the third
DGCA conference hosted by Fiji and it commenced
on 22" October and concluded on the 26" October
2018.

The theme for 2018 five-day Conference, which
concluded successfully, was "Collaboration and
Harmonisation for Safe, Secure and Sustaina-
ble Aviation in the Asia Pacific Region". The
Conference was attended by over 200 delegates
from about 50 states, administrations and industry

organisations. Some 130 papers were submitted by
aviation authorities and industry organisations to
the conference covering a wide range of subjects,
including aviation safety, air navigation, aviation
security, unmanned aircraft systems and technical
co-operation.

The conference gave the opportunity to showcase
the unique Pacific culture we have. This was evi-
dent with the relaxed atmosphere and the camara-
derie that had been built during the conference.

The 56th Conference of the Directors General of
Civil Aviation of the Asia and Pacific Regions (56th
DGCA Conference) is scheduled to be held in
Kathmandu, Nepal from the 19th to 23rd August
2019. The'theme topic for this years conference is
‘Harmonizing Efforts to meet the capacity con-
straints’.®

.

O

. - i B
i

DELEGATES FROM ICAO D
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BOEING 737 MAX

I-'_ ollowing the second deadly crash of a 737 Max 8, Boeing is facing mas-
sive;scrutiny over one of its newest and most critical aircraft models. The

airliner consisti

g of 374 at the moment remains grounded around the world.

The developments are a huge blow to Boeing, which has thousands of 737

The 737 Max 8 has had two'd
looking into |

What happened in the
most recent crash?

On March 10", Ethiopian Airlines flight 302
departed Addis Ababa bound for Nairobi,
Kenya. Just after take-off the pilot radioed
a distress call and was given immediate
clearance to return to land. But before the
crew could make it back, the aircraft
crashed 40 miles from the airport, six
minutes after it left the runyvay Abo rd

rew rnama

bers ra,)rasan.]n g 30 nationalities. The air-
craft was only four months old.

oW the alircr.

max orders in its books.

eadly crashes in five months, and authorities are

aft was certified.
.

Whatm previous

crash?

On October 29, 2018, Lion Air flight 610
crashed into the Java Sea 13 minutes after
takeoff from Jakarta, ia, k
people. As with the Ethiopia

t control early in its flight and made a
distress call. The aircraft was three months old.



P\.‘_.

Continued from previous page...

What caused the crashes?

We do not know the official reason and we
will not know for a long time. Remember
that crash investigations are complex — it
takes months to evaluate the evidence and
determine the critical cause. Investigators
must examine the debris, study them and if
possible check the victims’ bodies to deter-
mine the cause of death.

But there are important clues so far. Re-
member those larger CFM LEAP engines?
Well, because they are bigger, and be-
cause the 737 sits low to the ground [a de-
liberate design choice to let it serve sy

Tty ' frivard
nglne too close t

#0 accommodate the engines without
.‘Letely re-designing the 737 fuselage.

But the new p
craft handled,in
{lal fo ’(he nose

ition changed how the air-
he air, creating-the poten-
pltch D durmg fllght A

.rais |t too hi gh
overcome this action, Boej

software called Maneuverifig Charac'erﬁs-

tics A meﬂS&gs’t/e or MC NVhen.
iselage. detects the. nose
' pushes -

a sensor on the
is too high, MCA

auto «VII
the nose down. -

How has Boeing respond-"
ed?

J—

commented on specific
11 March, 1t said it

Would ISsue a software

vestigation, but on

L R B
AX-Welo on after a crash, Boeing has not

aspects of the in-

underwm ” /
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of April that would include changes to
MCAS, pilot displays, operating manuals
and crew training. When the company is-
sues the update, the company says, the
FAA will issue an airworthiness directive
ordering 737 Max operators to make the
change. Though some reports have indi-
cated that the software fix could come by
end of March, however, the company has
not confirmed an earlier release.

What has to happen be-
fore the Max can fly

irst off,
ca e of both crashes. Then, once Boeing

elops a fix, the FAA needs to certify as
safe and order airlines to implement it and
train pilots appropriately. There is no telling
how long it will last.

i mvéstlgators need to agree on tf

But that is just the US FAA, Aviation regu-
latory agencies around the world, like the
European Aviation Safety Agency [EASA]
also need to approve the fix before they
will let the Max fly to the countries they
oversee. Traditionally, they have followed
the FAAs lead on such matters, but there is
no guarantee they will.

Two crashes in five months is a troubling
record for a plane that entered service
barely two years ago and airlines will have
to regssure passengers the planes are
safe.
‘Even with the grounding order, Boeing is
,) rmitted to conduct test flights. Also air-
lines are allowed to ferry empty Max air-
ports and mainte-

craft back to their home

nance pasesm

SeIIGERINe Boeing 737 MAX;, Boeing
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The GASeP addresses the needs of States and industry in guiding
all aviation security enhancement efforts through a set of internation-

ally agreed priority actions, tasks and targets.

Objective of the GASeP

The objective of the GASeP is to help ICAO,
States and stakeholders enhance the ef-
fectiveness of global aviation security. The
GASeP seeks to unite the international aviation
security community and inspire action in this
direction, taking into account that the threats
and risks faced by the civil aviation community
continue to evolve. It is also intended to achieve
the shared and common goal of enhancing avi-
ation security worldwide and to help States
come together to fulfil the commitments set out
in UNSCR 2309 (2016) and relevant ICAO As-
sembly Resolutions.

v

v »

\j
. "‘
L
. .
/ \N/\AAN
The overarching principles that support the
GASeP’s objective are:

. No Country Left Behind. To ensure that
the implementation of security SARPs are
urgently undertaken globally so that all
States have access to the significant so-
cio-economic benefits of safe, secure and
reliable air transport.

. Effective implementation and compli-
ance. Appropriate measures that are
applied to ensure consistent outcomes,
coupled with a robust security quality con-
trol and oversight system.

Continued to next page...



Continued from previous page...

Sustainability. Utilising measures that
are proportionate and realistic in the long
term, duly coordinated with entities from
other sectors (e.g. aviation safety, air navi-
gation, facilitation).

Cooperation and information sharing.
Strengthen cooperation and sharing of in-
formation between and amongst States and
stakeholders. To ensure that the principles
of cooperation defined in bilateral and/or
multilateral air services agreements, recog-
nition of equivalent security measures, and
focus on security outcomes continue to be
the basis for international cooperation.

Security culture and human capacity de-
velopment. Establish a strong and ro-
bust security culture and develop human
capital, skill and competency.

Innovation. Encourage States and stake-
holders to devise, establish and share new
and innovative ways to implement security
policies and measures.

Identifying, understanding and manag-
ing risk. Enhance understanding of avia-
tion security risks, and take appropriate and
effective action.

GASeP Priorities

The GASeP provides the foundation for States,
industry, stakeholders and ICAO to work together
with the shared and common goal of achieving
five key priority outcomes:

)

Enhance risk awareness and response.
Understanding risk is essential for policies
and measures that are effective, proportion-
ate and sustainable. Undertaking risk as-
sessments will help to identify gaps and vul-
nerabilities, which can then be urgently ad-
dressed in the most practical way possible,
and with optimal use of resources.

Aviation Safety Bulletin | Issue 1, 2019 | 11

“A strong security
culture must be

developed from the
top management
across and within

every organisation.”

Develop security culture and human ca-
pability. The promotion of effective security
culture is critical to achieve good security
outcomes. A strong security culture must be
developed from the top management
across and within every organisation. The
existence of a well-trained, motivated and
professional work force is a critical prerequi-
site for effective aviation security.

Improve technological resources and
foster innovation. Promoting and applying
better technological solutions and innova-
tive techniques can provide the tools for
enhancing security effectiveness while en-
suring operational efficiency.

Improve oversight and quality assur-
ance. Effective quality control and over-
sight processes globally, nationally, and
locally are critical in delivering sustained
effective aviation security.

Increase cooperation and support. Increas-
ing collaboration between and within States
will enable the key security objectives to be
achieved more quickly and efficiently.m

[Source:https://www.icao.int/Security/Pages/Global-Aviation-Security-Plan.aspx]



https://www.icao.int/Security/Pages/Global-Aviation-Security-Plan.aspx
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JUST CULTURE

One key to the successful implementation of safety regula;i!(‘)n is to attain a “just cul-

LTI

ture” reporting environment within aviation organisations, éﬁd‘/investigation

authorities. This effective reporting culture depends on how those nisatioffs han-

dle blame and punishment. \

Only a very small proportion of human
actions that are unsafe are deliberate

(e.g. criminal activity, substance abuse, use
of controlled substances, reckless noncompli-
ance, sabotage, etc.) and as such deserve
sanctions of appropriate severity. A blanket
amnesty on all unsafe acts would lack credi-
bility in the eyes of employees and could be
seen to oppose natural justice. A “no-blame”
culture is therefore neither feasible nor desir-
able.

What is needed is a “just culture”, an atmos-
phere of trust in which people are encour-
aged, even rewarded, for providing essential
safety-related information - but in which they
vare also clear about where the line must be
drawn between acceptable and unacceptable
behaviour.

There is a need to learn from accidents and
incidents through safety investigation so as to
take appropriate action to prevent the repeti-
tion of such events. In addition, it is important
that even apparently minor occurrences are
investigated, in order to prevent catalysts for
major accidents. Safety analysis and investi-
gation is a necessary and effective means of
improving safety, by learning the appropriate
lessons from safety occurrences and adopt-
ing preventative actions. It is therefore im-
portant that an environment exists where oc-
currences are reported, the necessary pro-
cesses are in place for investigation and for

the development of necessary preventative
actions such as re-training, improved supervi-
sion etc.

CONDITIONS FOR JUST CULTURE

Under “Just Culture” conditions, individuals
are not blamed for ‘honest errors’, but are
held accountable for wilful violations and
gross negligence.

People are less willing to inform the organisa-
tion about their own errors and other safety
problems or hazards if they are afraid of be-
ing punished or prosecuted. Such lack of trust
of employees prevents the management from
being properly informed of the actual risks.
Managers are then unable to make the right
decisions in order to improve safety. Howev-
wer, as mentioned in the*beginning, a totally
“no-blame” culturegis neither feasible nor de-

sirable. people desire some level of ac-
countab en a mishap occurs.

p = =

In an attempt to solve this‘ro@m, a “Just
Culture” as an atmosphere of trust in which
people are encouraged, and even rewarded,
for providing essential safety-related infor-
mation, but in which they are also clear about
where the line must be drawn between ac-
ceptable and unacceptable behaviour.

Continued to next page...
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In an attempt to solve this problem, a “Just Cul-
ture” as an atmosphere of trust in which people
are encouraged, and even rewarded, for providing
essential safety-related information, but in which
they are also clear about where the line must be
drawn between acceptable and unacceptable be-
haviour.

Hence, a Just Culture supports learning from un-
safe acts in order to improve the level of safety
awareness through the improved recognition of
safety situations and helps to develop conscious
articulation and sharing of safety information.

Consequently, a Just Culture can be regarded as
an enabler, and even indicator of, (a good) Safety
Culture.

STATEMENT OUTLINING JUST CULTURE

People are understandably reluctant to report their
mistakes to the organisation that employs them or
the department that regulates them. To encourage
them to do so, these organisations should publish
statements summarising the fundamental princi-
ples of a just culture which they will follow. Addi-
tionally, they must ensure that these principles are
applied at all levels of their organisations.

Such a statement should cover the following mat-
ters:

Aviation Safety Bulletin | Issue 1, 2019 | 13

Confidentiality

People are reluctant to draw attention to errors
made by themselves or their colleagues, due to
personal embarrassment. They must be confident
that their identity, or the identity of any person im-
plicated in the report will not be disclosed without
their permission or unless this is required by law.
An assurance should also be given that any sub-
sequent safety action taken will, as far as possi-
ble, ensure the anonymity of the persons involved.

Punitive Action

A person who breaks the law or breaches a regu-
lation or company procedure through a deliberate
act or gross negligence cannot expect immunity
from prosecution. However, if the offence was un-
premeditated and unintentional, and would not
have come to light except for the report, he/she
should be protected from punishment or prosecu-
tion.

Loss of Licence

The circumstances of a report may indicate that
the performance of an individual is below the ac-
ceptable level. This may indicate the need for fur-
ther training, or even cancellation of an individual's
licence. Such action must never be punitive.

[Article uplifted from skybrary.com]

Key features that need to be addressed

when developing and maintaining a “Just Culture” in an organisation:

_¥

° Just Culture policy documented.

° Definitions. agreed about - what . is
“acceptable” behaviour, and what is “not
acceptable”. (Note: these will be specific

to, and aligned with, values derived from
national, organizational and professional
cultures).

° Sanctions agreed for unacceptable be-
haviour.

o Process to deal with actions in the “grey
area’.

° Just  Culture policy communicated
throughout the organisation.

° Reporting systems linked to Just Culture
policy.

° Fair treatment being applied.

o Breaches of the policy being monitored
(e.g., error punished or violations ex-
cused).

o Reports being followed-up; actions taken

to address error-producing conditions.®


https://www.skybrary.aero/index.php/Safety_Culture
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SAFETY AUDIT

WHAT IS SAFETY AUDIT?

S afety auditing is a core safety management activity, providing a means of identifying potential

problems before they have an impact on safety.

Safety regulatory audit means a systematic and independent examination conducted by, or on be-
half of, a designated State Authority to determine whether complete safety-related arrangements or
elements thereof, related to processes and their results, products or services, comply with required
safety-related arrangements and whether they are implemented effectively and are suitable to

OBJECTIVE

Safety audits are conducted in order to assess the
degree of compliance with the applicable safety reg-
ulatory requirements and with the procedural provi-
sions of a Safety Management System if one is in
place. They are intended to provide assurance of the
safety management functions, including staffing,
compliance with applicable regulations, levels of
competency and training.

DESCRIPTION

Safety auditing is an element of safety management
which subjects the activities of airline operators/
service providers to a systematic critical evaluation.
An audit may include one or more components of the
total system, such as safety policy, change manage-
ment,

SMS as a whole, operating procedures, emergency
procedures, etc. The aim is to disclose the strengths
and weaknesses, to identify areas of non-tolerable
risk and devise rectification measures. The outcome
of the audit will be a report, followed by an action
plan prepared by the audited organisation and ap-
proved by the regulator/supervisory authority. The
implementation of the agreed safety improvement
measures shall be monitored by the supervisory au-
thority.

Safety audits are used to ensure that:

e Organisation’s SMS has a sound structure and
adequate staffing levels;

e Approved procedures and instructions are
complied with;

e The required level of personnel competen
and training to operate equipment and fagili-
ties, and to maintain their levels of perfor-
“mance, is achieved;

e Equipment performance is adequate jfor the
safety levels of the service provided;

e [Effective arrangements exist for
safety, monitoring safety performance and pro-
cessing safety issues;

e Adequate arrangements exist to handle fore-
seeable emergencies.

Safety audits are carried out by a single individual or
a team of people who are competent (adequately
qualified, experienced and trained) and have a‘sat-
isfactory degree of independence from the audi
organisation or unit. The frequency of the audi
depends on the regulatory/management policy.

For example some State authorities may
annual safety audits; others may conside
safety audit is only necessary at a few years i
val.


http://www.skybrary.aero/index.php/Safety_Management
http://www.skybrary.aero/index.php/National_Supervisory_Authority
http://www.skybrary.aero/index.php/Safety_Management_System
http://www.skybrary.aero/index.php/Safety_Management
http://www.skybrary.aero/index.php/Safety_Policy
http://www.skybrary.aero/index.php/Management_of_Change
http://www.skybrary.aero/index.php/Management_of_Change
http://www.skybrary.aero/index.php/Safety_Management_System
http://www.skybrary.aero/index.php/SOPs
http://www.skybrary.aero/index.php/Safety_Improvement

”

Ad-hoc safety audits may be conducted to verify the
compliance of a particular system component or ac-
tivity, or may be initiated following an incident. In
accordance with ICAO Standards and Recommend-
ed Practices (SARPs) safety audits are to be con-
ducted on a regular and systematic basis. Usually
the frequency and scope of safety audits is fixed in a
dedicated annual safety audit (inspection) pro-
gramme of the responsible authority/organisation.

Safety audits are one of the principal methods for
fulfilling the safety performance monitoring require-
ments. Often audits are integrated, i.e. they include
not only safety but also other business processes
and performance areas, such as quality, capacity,
cost efficiency etc.

All audits should be pre-planned and supporting doc-
umentation (usually in the form of checklists) of the
audit_content™prepared:-~Among the first steps in

_ _~planning an audit will be to verify the feasibility of the

proposed schedule and to identify the infermation
that will be needed before commencement ofsthe
audit. It will also be necessary to specify the criteria
against which the audit will be conducted and to de-
velop a detailed audit plan together with checklists to
be used during the audit.

The conduct of the actual audit is essentially a pro-
cess of inspection or fact-finding. Information from
almost any source may be reviewed as part of the
audit. The techniques for gathering the information
include:

o Review of documentation;
e |Interviews with staff;

e Observations by the audit team.

The results from the safety auditing present evidence
of the performance and the general condition of the
organisation’s SMS. Audits which limit observations
to items of regulatory non-compliance are of limited
value, because they will not encourage the audited
organisation to act proactively. The audit report
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should be an objective presentation of the results of
the safety audit.

The key principles to be observed in the develop-
ment of the audit report are:

e Consistency of observations and recommenda-
tions;

e Conclusions substantiated with references;

e Observations and recommendations stated
clearly and concisely;

e Avoidance of generalities and vague observa-
tions;

e Objectivity of observations;

e Avoidance of criticism of individuals or positions.

According to ICAO Doc 9859 - Safety Management
Manual safety auditing is a proactive safety manage-
ment activity which provides means for identifying
potential problems before they have an impact on
safety. Therefore, safety auditing has the character-
istics attributed to both the safety assurance domain
of SMS, and the hazard identification element of risk

management.

Safety audits may be conducted externally - by the

" designated State regulatory authority, internally - by

the ‘aviation services provider organisation, or by a
qualified external safety auditor, for example a con-
sultancy agency.

Regardless of the driving force behind the audit, the
activities and output from both internal and external
audits are similar.

REGULATORY SAFETY AUDITS
(EXTERNAL AUDITING)

Under the Chicago Convention, States are required
to put in place a safety oversight system to promote
aviation safety by observing and assessing the com-
pliance of aircraft operators/service providers with

',t'he applicable regulations, procedures and recom-
' mended practices.

Continued to next page...


http://www.skybrary.aero/index.php/Standards_and_Recommended_Practices_%28SARPS%29
http://www.skybrary.aero/index.php/Safety_Performance_Monitoring_and_Measurement
http://www.skybrary.aero/index.php/Safety_Assurance
http://www.skybrary.aero/index.php/Hazard_Identification
http://www.skybrary.aero/index.php/Risk_Management
http://www.skybrary.aero/index.php/Risk_Management
http://www.skybrary.aero/index.php/Chicago_Convention
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This is to be achieved through a mix of activities,
including safety audits. Such audits conducted by
a safety regulatory authority should take a broad
view of the safety management procedures of the
audited organisation. The key issues in such au-
dits should be:

e  Surveillance and compliance - the au-
thority needs to ensure that international,
national and local standards are complied
with prior to issuing any licence or approval
and continue to be complied with after-
wards;

e Areas and degree of risk - the audit
should assess how risks are identified and
how any necessary changes are made to
ensure that all safety standards are met;

e Competence - the audited organisation
should have adequately trained staff for all
safety related positions

e Safety management - ensure that the
organisation’s SMS is based on sound prin-
ciples and procedures, and that the organi-
sation is meeting its safety performance tar-
gets.

ICAO Document 9734-A - The Establishment and
Management of a State’s Safety Oversight Sys-
tem defines Eight Critical Elements of a State’s
Safety Oversight System in - as shown in the
diagram.

Ideally the State regulatory authorities should
have established procedures and criteria to
focus inspections, audits and surveys (in an
annual audit programme) on those areas of
greater safety concern or need, as identified by
the analysis of operational hazard data and
risk areas.

Regulatory audits are independent of internal
auditing activities undertaken by the organisa-
tion concerned within the framework of its safe-
ty management system.

Safety audit is an essential safety oversight
tool for international and national regulatory
and supervisory authorities. In 1999 ICAO es-
tablished the Universal Safety Oversight Audit
Programme (USOAP) with the objective to
oversee the effective application of ICAO
standards regarding the development of safety
regulatory frameworks by Member States.

Third Party Audits (external audit-
ing)

The organisation’s management or the regula-
tor may decide to have an external agency
carry out an independent safety audit. ICAO
Doc 9859 specifies that: “External audits of the
SMS may be conducted by relevant authorities
responsible for acceptance of the service pro
vider's SMS. Additionally, audits may be con-
ducted by industry associations or other third
parties selected by the service provider.

Third Party Audits (external
auditing) \

The organisation’s management or the regula-
tor may decide to have an external agency
carry out an independent safety audit. ICAD
Doc 9859 specifies that: “External audits of thé

responsible for acceptance of the service pro-

SMS may be conducted by relevant authorities\\

vider's SMS. Additionally, audits may be con- %
ducted by industry associations or other third ,

parties selected by the service provider. / .
\‘ \



http://www.skybrary.aero/index.php/ICAO_Universal_Safety_Oversight_Audit_Programme
http://www.skybrary.aero/index.php/ICAO_Universal_Safety_Oversight_Audit_Programme

These external audits enhance the inter-
nal audit system as well as provide inde-
pendent oversight.”

An organisation which possesses the
necessary expertise and technical experi-
ence to verify on behalf of a State authori-
ty the compliance of an air navigation ser-
vice provider with the applicable regulato-
ry requirements is called a qualified entity.
An organisation wishing to become quali-
fied entity must be certified by a State
authority in accordance with the provi-
sions of the Fiji Air Navigation Regulation.

Internal Safety Audits (self-
auditing)

Internal safety audits and safety surveys

ould be used by thewaviation service
providers to assess the level of,compli-
ance with the applicable regulatory frame-
work and the organisational SMS pro-
cesses and procedures, to verify the ef-
fectiveness of such processes and proce-
dures and to identify corrective measures
if needed. Planning of the audits should
take into account the safety significance
of the processes to be audited and the
results of previous audits. An annual audit
program should include:

° Definition of the audits, in terms
of criteria, scope, frequency,
and methods;

o Description of the processes
used to select the auditors;

° The requirement that individuals
shall not audit their own work;

o Documented procedures for
assignment of responsibilities,
planning and conduct of audits,
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reporting results and maintain-
ing records;

° Audits of contractors and ven-
dors.

According to ICAO Doc 9774 - Manual on
Certification of Aerodromes, an aero-
drome operator should arrange for an
audit of the aerodrome SMS, including an
inspection of the aerodrome facilities and
equipment. For conducting such a large
scale safety audit “the aerodrome opera-
tor should also arrange an external audit
for the evaluation of aerodrome users,
including aircraft operators, ground han-
dling agencies and other organizations”
operating at the aerodrome.

e |ICAO Doc 9735 - Safety Oversight
Audit Manual;

° ICAQ Integrated Safety Manage-
ment website;

° Regulation (EU) No 1034/2011 on
safety oversight in ATM and ANS

° European Action Plan for Preven-
tion of Runway Incursions, Annex
G;

. FAA Advisory Circular No.120-92,

Introduction of Safety Manage-

ment Systems for Air Operations.®



http://www.skybrary.aero/index.php/Qualified_Entity_in_SES
http://www.skybrary.aero/index.php/Regulation_550/2004_-_Provision_of_Air_Navigation_Services_in_SES
http://www.skybrary.aero/index.php/Safety_Surveys
http://www.icao.int/safety/safetymanagement/Pages/default.aspx
http://www.icao.int/safety/safetymanagement/Pages/default.aspx
http://skybrary.aero/bookshelf/books/1722.pdf
http://skybrary.aero/bookshelf/books/1722.pdf
http://www.skybrary.aero/bookshelf/books/1867.pdf
http://www.skybrary.aero/bookshelf/books/1867.pdf
http://www.skybrary.aero/bookshelf/books/1867.pdf
http://rgl.faa.gov/Regulatory_and_Guidance_Library/rgAdvisoryCircular.nsf/0/6485143d5ec81aae8625719b0055c9e5/$FILE/AC%20120-92.pdf
http://rgl.faa.gov/Regulatory_and_Guidance_Library/rgAdvisoryCircular.nsf/0/6485143d5ec81aae8625719b0055c9e5/$FILE/AC%20120-92.pdf
http://rgl.faa.gov/Regulatory_and_Guidance_Library/rgAdvisoryCircular.nsf/0/6485143d5ec81aae8625719b0055c9e5/$FILE/AC%20120-92.pdf
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LAGs now
PLAGsS

Carrying powders, liquids, aerosols and gels (PLAGs) on Board.

ecurity measures are in place that limits the quantity of powders, liquids, aerosols, gels (PLAGs) that can be

brought onboard international flights. These restrictions do not apply to checked-in baggage. Domestic
flights within Fiji are not subject to these restrictions on how much powder, liquids, aerosols and gels you can
carry onboard.

=
= & ‘%E_}Q
=4 == 48 i
- = S
Powder — fine dry parti- Liquid — flowing sub- Aerosol — items kept in , )
cles or clumpy, grain or stances like wine, bot- an under-pressure con- Gel — jelly-like substanc-
compressed material like tled water, shampoo, tainer like deodorants, es like vegemite, honey
flour, sugar, ground cof- foundation make-up and sunscreen sprays and and toothpaste.
fee, spices, grog. other cosmetics. other sprays.

Key facts about Powder, Liquid, Aerosol and Gel items for International Flights:

e These restrictions affect items such as drinks,
creams, perfumes, sprays, gels, toothpaste
and other similar substances in hand luggage.

e  Passengers are only able to take liquids, aero-
sols and gels in containers up to 100ml in carry-
on baggage.

e For all powders either organic or inorganic
such as salt, talcum powder, grog a limit of
350ml or 350g per passenger applies for cabin
baggage.

° Liquid, aerosol and gel items must be stored in a
re-sealable transparent plastic bag that
measures approximately 20cm x 20cm with a
maximum capacity not exceeding 1 litre.

e  Exceptions apply to baby products, prescribed
medication®

If transiting, do not carry PLAGS for they will be confiscated at
the screening point.

ENSURE THAT ALL PLAGS ARE SAFELY STORED IN A TRANSPARENT
RE-SEALABLE PLASTIC BAG.

mox. 100 ml




ollowing September 11,

2001, when an airplane
was hijacked to carry out the
devastating attack on the
World Trade Centers in New
York, USA, [airports across
the globe tightened Aviation
Security measures]. It is now
almost impossible to board a
plane with any sharp object
or even a bottle of water from
the screening point, let alone
a firearm. Security measures
have been enhanced

Source: NDTV.com

On 24th February 2019 with all the security
measures in place, a young man named Polash
Ahmed used a toy gun to hijack a Dubai-bound
Biman Bangladesh Airlines flight 147 from Dhaka
via Chittagong.

The alleged hijacker had tried to enter the cockpit
of the flight after waving a toy gun and threaten-
ing to blow up the aircraft carrying 155 passen-
gers, including crew.

An emergency landing was made at Chittagong
where the passengers and crew were released
without any further incident. But the hijacker was
shot by the response team.

The initial report released after this incident stat-
ed that the hijacker appeared to be mentally im-
balanced as he had a personal issue with his
wife and also demanded to speak to Bangla-
desh's Prime Minister.

Question for thought:

How did the toy gun and explosives pass the
screening point with no red flags raised at the
security checkpoint?

e The alleged hijacker of a Biman flight board-
ed the plane carrying a plastic toy gun in his
backpack. But security staff did not notice
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GUN

the object
“clearly” during
screening  as
there was no
battery or metal
screw attached
to it.

e The secu-
rity staff of the
airport  could
see a long ob-
ject but the
image was
blurry as it was
wrapped in a cloth. The security staff did not
clarify their doubt by opening the backpack
and verifying the item.

e The alleged hijacker was carrying some

plastic pipes with wire attached to it in and
although the security staff noticed in another
bag the items during the screening, they did
not challenge him as they considered those
as harmless items tied together by spiral
binding,

Points to note:

1. Screeners must confirm the images in a
bag.
2. Toy gun are not allowed to be carried in

cabin baggage.

The total number of aircraft hijacking after the
9/11is 9m

[ Source: Story uplifted from— Al Jazeera - ‘Bangladesh police say suspected
plane hijacker carried toy gun’].
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METEOROLOGICAL SERVICES
A CRUCIAL ROLE IN

AVIATION SAFETY

OVERVIEW

U nder the Chicago Convention on Intern
tional Civil Aviation and as set out i

Annex 3 to that convention, Meteorological Se
vices for International Air Navigation, it is in-
tended that signatory States, such as Fiji, fulfil
an obligation to facilitate the provision of mete-
orological services and products for internation-

al civil aviation. States are expected to supply SI ) AR, SPECI, TAF etc.

information, such as aerodrome forecasts b) The specified meteorological information
(TAF), aerodrome weather reports (METAR/ is to be supplied by the Meteorological
SPECI), information on weather phenomena Authority of the State in which the flight is

which may affect the safety of aircraft opera-
tions (SIGMET), upper air sounding infor-
mation; aircraft reports (AIREPs) etc., and all
information are integrated into international da-
tabases so other States can provide meteoro-
logical information for flights inbound to their
States using such information.

originating.

c) The meteorological information is to be
supplied at location/time as agreed be-
tween operator and Meteorological Au-
thority.

Continued to next page...




Continued from previous page...

Vleteorological
Offices (MO) and Meteorological Watch
Offices (MWO) are to provide internation-
al aviation with certain information includ-
ing that for flight planning. It is expected
that the MO’s use World Area Forecast
stem (WAFS) material and all other
ation available to them to ensure
and most timely possible prod-
ued to international operators.
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Fiji, the Civil Aviation Authority is the Mete-
ological Authority, and it contracts Fiji Mete-
ological Services (FMS) to meet most of the
ational Annex 3 requirements.

TION OF METEOROLOGI-
CE ORGANISATION.

e many c;ther States, all organisa-
- providing meteorological services to
aviation must be certificated under Regulation
145D of the Fiji Air Navigation Regulations
1981. This Rule was introduced to ensure that
services and products provided by such or-
ganisation meet prescribed standards. Fiji
Meteorological Services (FMS) is the only or-
ganisation certificated under ANR145D.

Fiji Meteorological Services as the designated
Aeronautical Meteorological Service Provider
for the state, it shall demonstrate compliance
with requirements relating to the standards for
the provision of aeronautical meteorological
service.®

[Compiled by GSD—Atrticle uplifted from CAANZ]

Photo from Flight Safety Australia, ‘Running from the storm’



22 | Aviation Safety Bulletin | Issue 1, 2019

#BalanceforBetter

“It is important that gender equality as a
core value is instilled in our children at a
young age so we continue to foster a
culture of gender equality”

Theresa O’Boyle-Levestam

I nternational Women’s Day was celebrated around
the world on the 8" March 2019 with the theme,
“BALANCE FOR BETTER”.

The increasing number of female professionals now
in the aviation industry is a testament to Fiji’'s advo-
cacy for gender equality in this area.

The CAA Fiji is proud to boast that 41% of its work-
ers are female with one department being headed by
a female Controller, Theresa O’'Boyle-Levestam, who
was also Fiji’s first female licensed air traffic control-
ler.

Furthermore, there are two female inspectors, both of
whom are pioneers in their fields; Alisi Namoro being
the second Fijian female to receive an Air Traffic
Controller’s license and Sereima Tuiketei-Bolanavatu
being Fiji's first female licensed CNS engineer. An-
other female in the Authority’s ranks, Peniana
Wagavanua is set to become the Authority’s first fe-
male Aviation and Security inspector.

The CAA Fiji was privileged to have been a part of
the Fiji Human Resource Institute’s Western celebra-
tion to commemorate International Women’s day
which was hosted by Fiji Airports. The Controller
Ground Safety of CAA Fiji, Theresa O’Boyle-
Levestam was invited to be one of the guest speak-
ers.

Her speech touches on her journey and provides an
insight into how she has contributed to building a
more gender balanced world. We share with you
some aspects of her speech in this article.

“Along this 27year aviation journey | have often
asked myself the question; HOW DID | GET
HERE? ... the answers were many and varied.
However, three areas have stood out, which | believe
were pivotal in getting me to where | am today and in
doing so contributing to building a more gender bal-
anced world. | would like to share this with you.

HARDWORK

First and foremost | am a believer in HARDWORK.
This takes me back to my early years...| was ex-
tremely fortunate to have had a truly amazing
mother who knew many a thing about HARD-
WORK and SACRIFICE.

...she was my first introduction to what hard work
was all about. She placed a huge emphasis on the
importance of education and encouraged my sib-
lings and | to work hard and to cease every oppor-
tunity with both hands.

As my training/career progressed, | came to appre-
ciate the value of hard work and sacrifice and with
these came discipline and a more fierce determi-
nation to achieve my goals.

VISUALISATION

The second area is what | call “THE END GOAL”
or as the new age gurus call it, “VISUALISATION”.
When | started out on my journey to become an air
traffic controller, no female had, at that stage been
issued with an air traffic control license, it was
purely a male dominated field. This in itself was an
obstacle because | had started off the journey with
the mindset that maybe this wasn’t an arena for
females.

However, | was lucky to have begun my journey
with another female colleague, Alisi Namoro, who
went on to become the second female air traffic
controller to be licensed in Fiji. The journey was
tough and it was during these times when it felt like
we had hit a steep hill in our training that we were
encouraged by our lecturers to visualize the end
goal and pu:t‘ |'n—£.)l3\ce‘aecessary steps to reach it.

Continued to next page...
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It was this visualisation that helped us move out-
side our comfort zone and persevere, knowing
what was waiting for us at the end of that
road...our end goal; the mind is indeed a powerful
thing.

If | may share with you data to illustrate how, if the
mind believes something is possible then that
something indeed becomes possible. When |
started as an air traffic control assistant in early
1992 there were no female air traffic controllers, in
1996 the first female air traffic controller was li-
censed, by January of 1997 the second female air
traffic controller had come on line and now 22
years later, a total of 23 females have been li-
censed as air traffic controllers by the Authority.
That makes up 25% of the total Fiji air traffic con-
trol licenses issued.

PEOPLE

Finally the third area | would like to touch on...is
the importance of PEOPLE....more specifically,
the people you surround yourself with and to
whom you look towards for mentorship. If you
want to achieve a goal or a better way of life then
the people you surround yourself with is very im-
portant. Surrounding yourself with likeminded
people who share the same values and who have
similar goals will help propel you in the direction
you want to go instead of pulling you in a different
direction.

Look for a good mentor. Not just anyone who is
willing and available to mentor you but someone
who has the values you seek and is able to in-
spire you. We were extremely fortunate that we
had two very good instructors when we began our
training at the school and one of them happened
to be what was known back then as one of the
‘top-gun’ controllers, meaning he was GOOD.

So, our two instructors also became our mentors,
admonishing us when it was needed and provid-
ing the encouragement to keep moving forward,
at every step reminding us of the end goal and
assuring us that it was achievable.

One of these mentors (the top gun controller) not
only saw me through my training to achieve my
license but remained a mentor throughout my
controlling career and many years later would be
the reason | joined the Regulator and, am where |
am today... 7
...women are entitled to the same opportfmities as
men, and | believe, we are very lucky here in Fiji
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as we are provided with those opportunities on a
daily basis. It is up to us to grab these opportuni-
ties with both hands.

It is important that gender equality as a core value
is instilled in all our children at a young age so we
continue to foster a culture of gender equality.

A mindset change is
needed to ensure re-
spect, support and en-
couragement of others
regardless of gender; we
need to be building each
other up and not tearing
each other down, there is
no limit to what we, as
women (and men), can

- accomplish and even
more so when we work

| together.

'No matter where we are
in life, we need to inspire
and empower the women
around us and remember

that success is never
reached alone.

Knowledge and Success

is even sweeter when it
Is shared.

| leave you with one of my favorite quotes from
Michelle Obama’s book “BECOMING” “For me,
becoming isn’t about arriving somewhere or
achieving a certain aim. | see it instead as forward
motion, a means of evolving, a way to reach
continuously toward a better self. The journey
doesn’t end.” M M“-
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FIREWORKS!.

NOTIFYING CAAF ABQ)UTf \
R
FIREWORKS DISPLAY

f you are conducting a fireworks display, you

may need to notify CAAF and get an approval
for the display. This section outlines what you
need to know about the requirements when
conducting fireworks displays with regards to
ground safety.

If you are unsure notify CAAF of your fireworks
display, please contact by phone 679 8923155

or email Info@caaf.org.fj
Notification of fireworks displays.

The conduct of certain fireworks displays are regu-
lated under section 78( 2) of the Air Navigation
Regulation 1981 ( ANR 1981) CAAF must be noti-
fied in relation to the operation of the fireworks dis-
play and will assess a proposed activity to deter-
mine if, and to prevent, such activity from being a
hazard to air safety as per the regulations. In cer-
tain circumstances, CAAF will issue an approval or
permission to the operator to conduct the fireworks
activity.

Who should notify CAAF of a fireworks
displays?

The Persons or organisation’s who wish to conduct
firework activities at a place within 5 kilometers of
the Nadi and Nausori International Airport or 3 kilo-
meters of other domestic Airports or if using projec-
tiles capable of reaching more than 200 feet above
ground level are required to notify CAAF at least 10
working days prior to the conduct of such activities.
The notification must be provided to CAAF by the
operator of the display - that is, the person or or-
ganisation that places or fires off the fireworks.

'
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° the approach or departure path of a
runway of an aerodrome.

If you're in doubt as to whether your firework
activity falls within the above parameters, please
send your email to Info@caaf.org.fi and CAAF
will assess the nature of your firework activity
and advise you accordingly. If an approval or
permission is not required, no fee will be ap-
plied.

How to notify CAAF of a fireworks
display

To allow CAAF to assess your notification and
issue an approval or permission, we recommend
that you submit your application at least ten (10)
working days before the scheduled firework ac-
tivity. In order to comply with the notification re-
quirements specified please email details to In-
fo@caaf.org.fj.
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To maintain and enhance aviation safety, a valid
medical certificate appropriate for the class of
licence is required for the licence holder to legally
exercise the privileges of their specific licence.

Civil Aviation Authority of Fiji (CAAF) issues avia-
tion medical certificates to applicants who meet
the relevant medical standard.

Each class of medical certificate also has a medi-
cal standard set out in tables in Standard Docu-
ment Medical Standards, Tests and Certification
of CAAF. A summary of these standards can be
found on the Aeronautical Information Circular
(AIC) 02/16

CAAF Role in Aviation Medicine

Many factors contribute to aviation safety. The
health of air crew and air ftraffic controllers
(ATCs) is an important consideration and all pi-
lots and ATCs must meet certain medical stand-
ards to ensure that their health status does not
pose a risk to the safety of air navigation.

n Sl

AVIATION

eges of their |

medical certificate. - - -

The PERSONEL LICENSING SECTION of
CAAF is where applications for medical
certification of pilots or ATCs are assessed
and issued.

Each application is considered by CAAF med-
ical officers who are specialists in the field of
aviation medicine. The applications are as-
sessed on a case by case basis and each
time a new application is received the process
commences again. These doctors assess how
medical conditions and their treatments affect
the safety of air navigation as detailed in the
CAAF SD MEDICAL STANDARDS AND
TESTS.

“...a valid medical certifi-
cate appropriate for the
class of licence is re-
quired...”

4
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In some cases, monitoring of a con-
dition or restrictions on pilot or ATC
activities is necessary to ensure avi-
ation safety. It is important to be
clear how CAAF’S role varies from
that of the doctor caring for your
health. CAAF are required under
law to make a risk assessment as to
whether your condition is “safety-
relevant” as applied in the regula-
tions .

This is a different question to

CAAF MEDICAL ASSESSOR

whether or not treatment is either
possible or appropriate. As the
regulator CAAF does not recom-
mend treatment - this is the treat-

ing doctor's role.

Where an applicant's medical
condition is under review by
CAAF, the duration of a
medical certificate may be
varied at the discretion of
the CAAF MEDICAL
BOARD OF ASSESSORS &

Dr. R. Ponnu Swamy Goundar

CAAF MEDICAL

EXAMINERS

Dr. R Raju Dr. |

CAAF DME CAAF DME

2 Lodhia St. Shortlane Medical Centre
P. O. Box 87 Concave Drive

Nadi Town P. O. Box 97?4.

Tel: 6700240 Namaka, Nadi Airport

Email: rraju@connect.com.fj

Dr. K Goundar
CAAF DME

Ace Medical Clinic

RB Jetpoint Complex
Martintar, Nadi

Tel: 6727530/ 8372110

Email: dr.k.goundar@gmail.com

P. O. Box 198
Tel: 3301911

Dr. John Fatiaki

CAAF DME

Epworth Clinic, 254 Waimanu Rd
GPO Box 13071

Suva

Tel: 3302043 / 3302421

Email: docjohn@connect.com.fj
epworthclinic.fi@gmail.com

Tel: 6725707 / 9955151

Email: biumaitotoya@gmail.com

Dr. | Bakani

CAAF Specialist (Cardiology)

Suite 5, Palm Court
QLD Insurance Building
Victoria Parade, Suva

Email: bakani@connect.com.fj

a

P. O. Box 3041
Namaka, Nadi Airport
Tel: 6727944 / 9309450
Email: louisejohn@connect.cg

Dr K Nadan

CAAF DME
Makoi Medical Ce
P. O. Box 6573
Nasinu

Tel: 3340269 / 995461
Email: keshwan7@gmail.com

Dr Pradeep Ram

CAAF Specialist (Opthalmology)
Laser Eye Centre Ltd

P O Box 4723

Lautoka

Tel: 9763727

Email: pardeepram@yahoo.com
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Health risks associated with Obesity

Obesity is not just a cosmetic consideration; it is harm-
ful to one's health as it is a risk factor for many condi-
tions. Patients with a body mass index (BMI) over 40
have a reduced life expectancy. Obesity also increas-
es the risk of developing a number of chronic diseases,
including the following:

e Insulin resistance (IR) is the condition whereby
there is diminished effectiveness of insulin in trans-
porting glucose (sugar) into cells. Fat cells are more
insulin resistant than muscle cells; therefore, one
important cause of insulin resistance is obesity.
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High blood pressure (hypertension). This is
common among obese adults and in cases of
‘weight gain it increases blood pressure.

igh cholesterol (hypercholesterolemi
Stroke (cerebrovascular accident or C

Heart attack. Increases the risk of develop-
ing coronary artery disease three to four times
more. In patients who have already had a heart at-
tack, obesity is associated with an increased likeli-
hood of a second heart attack.

Congestive heart failure.

Cancer. Obesity is a risk factor for cancer of the
colon in men and women, cancer of the rectum and
prostate in men, and cancer of the gall bladder and
uterus in women. Obesity may also be associated
with breast cancer, particularly in post-menopausal
women.
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Mandatory Occurrence Reports
is a requirement as stipulated
under Chapter 8 of ICAO Annex 13 is
a system to facilitate the collection
of information on actual or potential
safety deficiencies. Further to that,
ICAO requirements relating to the
implementation of safety manage-
ment systems (SMS) require that avi-
ation service providers develop and
maintain a formal process for effec-
tively collecting, recording, acting
on and generating feedback about
hazards in operations, based on a
combination of reactive, proactive
and predictive methods of safety da-
ta collection.

Furthermore, this requirement is al-
so mandated in the Air Navigation
Regulations 1981, particularly Regu-
lation 71 Mandatory Reporting of Oc-
currences and the Civil Aviation
(Occurrence Reporting and Investi-
gation) Regulations 2009. ICAO An-
nex 13, Appendix C provides a list of
examples of serious incidents that
are to be reported.

The safety occurrences are grouped
in the following domains:

e Aircraft flight operations;

e Aircraft technical, mainte-
~ .nance and repair;

e Air navigation services and
facilities;

e Aerodromes and ground
services.

The reporting process should be as
simple as possible and at the same
time well documented, including de-
tails as to what, where, when and to
whom to report. Usually, reporting
templates are developed by States
and organisations to facilitate the
submission of information.

The national requirements of what to
report vary depending on the laws of
the State where the safety occur-
rence happened and on the opera-
tional environment. The number of
variables is so great that it is difficult
to establish a universally applicable
comprehensive list of items to be
reported. For example, the loss of a
system component may be critical
on one type of aircraft, while on an-
other it may be not. A relatively mi-
nor problem in one set of circum-
stances can in different circum-
stances result in a hazardous situa-
tion. Hence, the generic rule for re-
porting is established by the princi-
ple: If in doubt — report it.

According to ICAO Safety Manage-

gment;Manual mandatory,occurrence

reportingi’systems tend to colle;t'

more _ information ""on technical

(“har&wére”) failures than on human
performance aspects.
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The following pie chart shows the occurrence
proportion by type over the last 12 months
(DATA)
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