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From the Acting
Chief Executive

. XN

Welcome to the second edition of the CAAF
Aviation Safety Bulletin (ASB).

We are fast approaching the middle of the year
and despite the shorter days and a reduction in
temperatures, activities at the CAA are at its
peak as Fiji approaches the ICAO Coordinated
Validation Mission (ICVM) scheduled to be held
from the 22" August to the 03™ September
2019.

The ICVM in Fiji will focus on Fiji’s capability to
provide an effective safety oversight system.
This will be done via assessment of how Fiji has
effectively implemented the requirements of a
State Safety Oversight System and the imple-
mentation of ICAO’s Standards and Recom-
mended Practices (SARPs) as well as review the
progress made on the deficiencies identified
during the ICAO audit in 2006.

The ICVM 6 member team will be reviewing
the 8 Critical Elements pertaining to Legisla-
tion, Organisation, Operations, Airworthiness,
Aerodromes and Air Navigation Services. Apart
from checks that would be conducted in-
house, the ICVM team will also be visiting se-
lected industry partners. These industry part-
ners will be advised once dates and times for
these visits have been confirmed.

| take this opportunity to thank all who have in
their various ways contributed to a safe and
thriving aviation industry in Fiji.

Till next time, keep safe.

e (Cunm

AJAI KUMAR,
ACTING CHIEF EXECUTIVE
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Personnel Licensing (PEL)
Course 2019

“q"

To establish and maintain a Personnel Licens-
ing office, CAAF Inspectorate Staff went
through a week long ICAO PEL course ...

Story on page 15..
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eoafefylisinot an intellectual exercise
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die:
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Introduction

N adi Airport, as with all the domestic airports in Fiji, is
located in close proximity to the coastline and with
this comes exposure to air which has a high salt content as
does the sea water. This salt content can be very corrosive
to domestic aircraft and one method used by domestic
Operators to keep the corrosion at bay is to wash their
aircraft at the completion of the day’s flying.

While this method maybe cost effective it also has its risks
concerning the safe operation of aircraft and the key risk is
that water, during the washing process, may enter the fuel
tank(s) through a loose fitting fuel tank cap or through the
fuel tank venting system and contaminate the tanks. The
end result of this occurring is a possible engine failure.

In the interests of safety the Authority has enclosed a very
informative article which highlights the risks of washing
aircraft and which domestic Operators may find useful.

This Special Airworthiness Information Bulletin (SAIB) is
to inform pilots, owners, operators, and maintenance
and service personnel of general aviation aircraft of the
hazards associated with water contamination of fuel
tank systems. The fuel tank system consists of all tanks,
components, lines, fittings, etc., from the fuel tank to
the engine.

Background

Water may enter the fuel tank system via any penetra-
tion in the wing fuel tank and from moisture condensa-
tion inside the tank. Water in the fuel may come out of
solution, settle and make its way to a drain location in
the form of a blob, pea, or BB-shaped translucent mass
found at the bottom of the sampler cup. Water sus-
pended in the fuel may lead to a cloudy or hazy ap-
pearance in the sampler cup. Water may have dis-
solved in the fuel, but the conditions have not yet oc-
curred to cause the water to come out of solution and
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Recommendations
We recommend you do the following:

1. Become familiar with all drain locations on a specific
model of airplane. From model to model in a series
of airplanes, the number, type, and location of
drains may not be the same. There is no single
point of drainage that can be used to check for all
fuel system contaminants simultaneously. Take the
time to properly check all drain locations, before
each flight.

2.  With the airplane in the normal ground attitude
and starting at the highest drain location, check all
drain locations for contaminants before every
flight, whether or not refueling has occurred. Have
fuel sample disposal provisions and proper lighting
at your disposal to properly check for fuel tank
system contamination.

® Drain at least one cup of fuel (using a clear
sampler cup) from each drain location.

®  Drain the fuel strainer as required to complete-
ly flush its contents in each of the fuel selector
positions.

® Check for water, clarity, cloudiness, haze,
proper fuel type/grade (i.e.; 100LL is light blue
in tint, jet fuel is clear or yellowish), odor, or
other contaminants.

® Allow time between fueling and draining. It
takes time for any contaminates to settle to
sump area prior to draining tanks.

Continued to next page...
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Continued from previous page...

tions again.

el th.e interior of bladder tanks for
® If contamination is observed, t wrinkles, broken or missing hangers, etc.
- Sample e e ppea o e c Hon . -
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. 2 -from enterlng mtoyouﬁueﬁanﬁysteﬁ(ﬁﬁ*-r

— = e ang externa+source( hing, rain, snow, leet;‘ -
" etc.). Regularly check a4| e‘tern_al “entry sites

(caps, access panels; etc.) for evidence of_\_/ga- =

ter ingress into the fuel tank system. When

possible store the airplane indoors. If stored -~ -' - weight and balgce’-l_mﬁa%ror% BEJ"I”L Limit =
outdoors or exposed to wet conditions = the fuel‘lanks _exposure to. large tempera- "“_5.4"_*_-
(washing, rain, snow, sleet, etc.), examine the ture fluctuations as much as possible. | If th the. ‘.c(“: =~.
fuel tank system drains for contamination - airplane has been: exposed‘tc"sustamed —
more frequently. wing low or unusual athtudes orafueltank
has been run dry, sump contamlr]ants may -._-_’- -~

® Pay particular attention to airplanes that e ™ R, T g L =

have been externally cleaned and/or refin- sygtem.

Phsds 7. Know your fuel supplier. Regularly check and
® Avoid using pressure washers near fuel sys- verify quality controls are in place to ensure

tem caps/filler areas, when washing the air- you receive only dry, uncontaminated fuel

craft. from a supplier. Have on-field checks and veri-

fy to ensure continued supply of dry uncon-
taminated fuel to an operator. Gain assurance
that the fuel supply has been checked for con-
tamination and is properly filtered before al-
lowing the airplane to be serviced. When or-
dering fuel, specifically state the exact fuel
grade and quantity needed. Be present at each

® |tisagood idea to remove accumulat-
ed snow/ice from the fuel tank entry
sites to prevent ingress of water dur-
ing melting.

4. During annual or 100-hour inspections do the

follaiics and every refueling and observe the fueling

° Check fuel caps, cap gaskets, cap process.
adaptors, cap adaptor gaskets, fuel
filler neck oy adaptor sealer, fuel 8.  Collect all sampled fuel in a safe container and
gage transmitter gaskets, gage dispose of properly. A
transmitter access covers, and up- =
per surface inspection covers for 9. Replace all safety items removed during con- 3
condition, proper sealing, security, tamination checks. Correct all unsatisfactory 8

. . 3

alignment, etc. Ensure to service conditions found during or any examination &
and clean these areas, replacing prior to further flight. | .

parts as necessary.
(Source: NZCAA & FAA)

o Drain and flush the fuel strainer and car-
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The Hidden Threat

The unpredictability of an individual becoming an
insider threat is unsettling. Since 9/11, most travel-
ers have got used to the sight of fortified airports
around the world. Few people these days are surprised
to see barriers and other physical protection measures
around them, as well as the presence of armed police
patrols.

An airport is an enormous, complex operation. On ap-
pearance it is physically secure and reassuring for trav-
elers. It acts as a barricade against a possible terror
attack. However, there is also a hidden threat from
inside the Aviation Environment. This threat has no
boundaries and exists across the globe. The “insider”
has the ability to overcome many of these overt securi-
ty measures if s/he wants to target and threaten pas-
sengers or the wider population.

To define the term insider threat more clearly, we need
to understand what creates an insider. Essentially in
Aviation Environment, an insider threat is a malicious
threat to an organization that comes from people with-
in the organization, such as employees, former employ-
ees, contractors or business associates who have access
to restricted areas and sensitive information that ordi-
nary civilians do not have access. Stating this it can be
noted that an insider could be nearly anyone, including
an employee, contractor, consultant or anyone else
who has legitimate access to the critical information or
assets.

Since an insider already understands the external secu-
rity of the organization’s operation s/he will be able to
exploit these security measures very easily. Many insid-
ers are already in a position of trust and might hold an
access badge or security clearance level. Given this en-
hanced level of access, they are more likely tosbe able
to identify vulnerabilities and target the weake )
of the organization.

What motivates an insider?

Different factors can make an employee become an
insider. Some factors are:

To Aviation

° Gaining of financial advantage

° Terrorism focused,

° Revenge, or

° Simply because they are disgruntled or unhappy

with the way they have been treated by their
organization.

However a combination of the factors. mentioned
above could also be a motivation for an employee to
become an insider.

es on the ‘malicious insi
ingly undertakes ir action, an equal‘
through the actions of the ‘unintentional insi

.

)

an insider

Insider threat can be categorized as:

1. Malicious insiders, which are people who take
advantage of their access to inflict harm on
organization;

2. Negligent insiders, which are people who make"
errors and disregard policies, which place their
organizations at risk; and

3. Infiltrators, who are external actors that obtain
legitimate access credentials without authoriza-
tion.

While the unintentional insider is not aiming te hgrm
their organization, the impact of their omission or fail-
ure to comply with procedures could be equally as dev-
astating as the impact from a malicious insider attack.

Methods of attack

An insider can attack its organization in several ways.

Spying, unauthorized and damaging releases of infor-

mation, sabotage, corruption, theft,;smuggling, imper-

sonation, terrorist attacks are.enly a few thi insider

ts-are.capable.of doing. \
Continued to next page...
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In aviation security context insiders who tend to
have criminal and/or financial motivation could
smuggle weapons or explosives to, or from, their
country through aircraft or cargo.

The consequences of a terrorist insider.can:be even
more catastrophic. The recent example of successful
terrorist attacks involving insider threats in the avia-
tion system was on February 2, 2016 in Mogadishu,
Somalia where insiders working as airport security
employees coordinated the passage of an explosive
filled laptop through a security checkpoint x-ray
machine (it is believed the airport workers were
associated with terrorist group Al-Shabaab).

And in 2015 Germanwings Flight 9525 had a fatal
crash. The investigation determined that the crash
was caused deliberately by the co-pilot after locking
the aircraft pilot outside the cockpit door. and initiat-
ing a controlled descent that continued until the
aircraft impacted a mountainside.

Identifying the Insider Threat

Much attention has been given to behavioral indica-
tors of potential insider threat actors. However,
everyone has life experiences where their behavior
could potentially change from time to time. While
obvious lifestyle and. behavioral indicators such as
an employee becoming rich for no apparent reason;
someone becoming more reclusive-and disengaged
from colleagues; an employee carrying out unau-
thorized or suspicious activity; through to an em-
ployee expressing strong and hostile views against
their organization, may be seen as insider threat
indicators, they may also be due to some other issue
such as workplace bullying, bereavement, lifestyle
stressors or the triggering of psychological vulnera-
bilities.

However, indicators can be important where they
are repeated and there is an unaccounted change to
usual behavior."The. key factor is that someone
needs to take responsibility to.act appropriately
when these indicators are present.

What makes this complex is that there is no stand-
ard profile of an insider. However, certain traits
have been found to be present in some insiders.
These include excessive feelings of self-importance,
arrogance in their dealings with colleagues, a manip-
ulative nature, displaying a superficial persona with
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colleagues, and impulsiveness in their decision-
making. Nonetheless, as well as some insiders pos-
sessing high self-esteem, others have been found to
suffer from low self-esteem. If you look at your work
environment, | am sure many of the above traits can
be found, however, possession of these traits does
not necessarilysmean they represent an insider
threat!

Combating'insiderthreat?

Insiders do.not pop up evernight. An employee could
be facing several hardships in his/her daily life which
can cause these employees to work against the inter-
est of the organization. However as highlighted earlier
a combination of different factors along with financial
motivation can also be a significant player, such as
disgruntlement due to ill-treatment by his/her organi-
zation or their colleagues, under payment and not
being recognized.

Due to all these reasons it is necessary to adopt a ho-
listic and integrated approach to organizational securi-
ty. Mitigation measures that should be considered
include:

. Identifying key infrastructure and assessing
potential vulnerabilities which could be exploit-
ed by an insider

° Creating robust pre-employment screening and
recruitment processes to prevent insider infil-
tration

. Random unpredictable background check.

o Identifying and developing on-going security

measures to address the issue of insiders al-
ready within your organization

. Last minute change of allocated location of
duties.
. Pairing up staff of two different personalities

who usually don’t get on well together.

° Creating an effective reporting culture to miti-
gate the opportunities for insider attack, with a
permanent support structure and engagement
by senior management

° Implementing staff education/training, and
developing key processes, to reflect insider
threat concerns.l

(Source : International Airport Review)



https://www.internationalairportreview.com/article/73985/security-the-hidden-insider-threat-of-the-aviation-sector/
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CONSTRUCTING
A SAFETY CASE

Why A Safety Case?

There has been considerable publicity given to CAAF’s efforts to build a more mature two-wa
tionship with industry and move from prescriptive to outcome based regulations. As a
quence, operators will decide how best to meet safety goals and will need to show that their operations
are acceptably safe. One way to do this is to ‘make a Safety Case’ or demonstrate to the regulator that

safety is being effectively managed.

Safety Cases are not new. They have been used in hazardous industries since the 1970s,
now gathering international momentum in aviation.

Beyond SMS

It is reasonable to wonder why CAAF would advo-
cate a new approach much later after publishing
guidance material on Safety Management Systems
(SMS).

SMS was certainly a step forward from previous
management approaches, but it does have some
limitations. For example there is no self-contained
body of evidence from which an operator can
demonstrate that its operations are acceptably
safe, no argument to make sense of what evidence
there is, and no formal provision for updating this
body of evidence when operations or equipment
change. Additionally, smaller operators found it
difficult to scale the sort of SMS described, to fit
their operations.

In effect, a Safety Case builds on the existing SMS

approach, and overcomes its perceived limitations.
-

A Safety Case is in two-parts:

1. A Safety Report: the documented evidence
that the operation will be safe, together with
a supporting argument to make sense of the
evidence.

2. A Safety Management System, to make sure
that things in the Safety Report get done.

5

The Safe' Report says what you will (£'mwr‘der to
operate %fely, the SMS is about how you d?)‘fﬁ )

What IfiLooks Like l

The structure of a Safety Case is shown in
This template may look formidable, but br

: (SN
down into its separate parts, none of it is very diffi- b
cult. The components the Safety Report are » -
shown in blue, while the co ents of the Safef_y_ ‘ ,‘

Management System are shown in

you’

mt represefitatives“from“each. In a small
oper 'd probably have the Chief Pilot and

chief En /n a larger organisation you
'mlght be be / ff with separate representatives,
who.can glve n‘i'ore of their time to the safety func-

tion. - ’ Continued to nextpage...
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Safety Sl

Management
System

Strategy
Objectives

Resources Safety Case
Production

System Through Life
Description Management
afety P .
Description Committee Targets
Safety Safety Acceptance

Review /
Audit

Procedures Identification
Hazard Log
Risk

Assessment

Supporting
Argument Hazard

Control

="

The Safety Committee should have'ré] es e ﬁ -

from eh of the line operations, so if yo 3 Finally, J s of procedures (such as the Mainte-

fleet o‘rcraft and a maintenance depa nance Manu stem descrip-
ant representatives from each. In a small .

Continued from previous page ‘ o
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~ . crfption - that cou
. 3 - w

ing that could
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A showing rewing Iines}-an‘d‘ th_e.nominated per- the organisation, but who is fami : éz
- ‘ sel;ls‘accupymg the various positions. The Safety, o , of operation. This is eE‘O'S'e"'U'S very eas
Mal‘\ager p?ition cust ily reports directly to Sook omething which is tf‘milia{ri ‘it_just doesn
- the Chief'Executive, anﬂ%n a par with seerﬂo present a hazard, . '
- the Chief Pilot and Chief Engineer, hat he does" " . - N

“not feel it necessaéy\ to“defer to them on saféﬁvio

d % An example of sgﬁh a hazard occurred in'a nuclear
_matters. " ' va * - Wer plant: a cleanef caught his shirt on a switch
. - w‘ﬁich protrudeﬂ .about 75mm fpom a wall. When

_ “h pulled his shir_t_free, he inadvertentlyk_qpera'ted
3 e\t:e (hey are, otherwise systems may b "= htheswitch. This de-powered the controlling rods in
- “okept i \gla‘_se o Hthe reactor pile, so the pilﬁvent intd emergency |
gone. This is particu shut-down, and took four days to reactivate. You'

outstations, or mor can bet thatjthat :vtgtch now has a guard! f |
. ‘systems. e | ]

‘ipt.ion should also record why things a‘r.;g »

- . Fo,. u " ) !
~ e At this stage it is important'to note everything that

In this'section you need to descr » such things as e

L 'n'cati svetdm. tHsdety man e could be a hazard, even if it seems like-normal op-
= uni - . = y

- Y y Y € eration. Every hazarc&nhﬁed'shoula' be entered

]

ment system itself, the safety assessment system
and safety reporting system. The SMS description‘ on a Hazard Log. {/
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| the items shown on the right in /.',’ " Continued to next page...
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Continued from page 9..

There are some very elaborate schemes for assessing
risk, which is considered to be some - combination of
the consequences which may ensue from a hazard, and
the probability of those consequences coming about.

The aim is to decide which hazards are important and 3

so must be addressed right,away, and which can be
deferred. This approach may worlk for some industries,
but in aviation operations there are a number of diffi-
culties:

1. For something with unacceptable consequences, 4.

such as an aircraft accident, the appropriate defi-
nition of risk is ‘the probability that this conse-
quence will be incurred’. The UK CAA sets-an
‘acceptable probability’ at the same level as that
for structural failure, 1 in 10°hours of operation.
The reality is that there are no varying levels of
consequence: an accident is an accident. This is
because of the nature of an aircraft. It has high
energy, usually a lot of inflammable fuel, and a
relatively fragile structure. Even something as
apparently minor as a fractured tank access plate
can end in disaster. With no varying levels of con-
sequence, there is no rational basis for prioritis-
ing hazards.

Unacceptable region

The ALARP or Tolerability
region

(Risk is undertaken only if
a benefit is desired)

Broadly acceptable region
(No need for detailed working to
demonstrate ALARP)

Negligible risk

Apparently insignificant hazards can combine in
unexpected ways, to produce a potentially dan-
gerous condition. You can try ‘what if’ exercises
with  combinations . of conditions, but. the only
really effective_solution is to drive down all haz-
ards as soon as you can.

People are not good at judging the probability of
apparently remote events, such as a hull-loss ac-
cident. ‘Once in 30 years’ will not be considered
remote, when the 30" year comes around.

You have a legal duty to drive down all hazards .
until they are ‘As Low As Reasonably Practica*
ble~(ALARP) — see Figure 2. For a small organisa-
tion, the boundaries can be set pragmatically — ‘
you set out your arguments as to why the steps
you have taken have reduced that hazard until it
is as low as reasonably practicable. For a larger
organisation, however, a quantitative approach is
needed, and the bounds set by Eurocontrol
(upper bound at p X
Target Level of Safety, lower bound at 0.02 x TLS)
may provide a guide.

Continued to next page:..

Risk cannot be justified
save in extraordinary
circumstances

Tolerable only if risk reduction is
impracticable or if it costis
grossly disproportionate to the
improvement gained

Tolerable if cost of reduction
would exceed the improvement

Necessary to maintain assurance
that risk remains at this level

Figure 2. ‘As Low as Reasonably Practicable’.
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Hazard control means reducing or eliminating
known hazards. No operation can be perfectly safe,
but yousmust drive down thé hazards until the cost
of further reduction is entirely disproportionate to
any benefit gained. Constructing a Safety Case can
provide you with- evidence that you have reached
ALARP, and so provide you with a valtable Iegal
defence, if you have an accident.

Naturally, if you can get rid of some hazard alto-

gether, then that is the best solution--OtHer solu- .
tions include (in order of reducing effectiveness):——

®  Physical barriers;
e Procedures;
e Training; =~

® Warning notices.

l \ If your operation has several departments, each
‘\‘"may have its own hazard log for staff to record haz-
\ akds that they see during operations, but these logs

"\,_‘s‘ﬁould be regularly consolidated, so that you have

Qne central hazard log in the Safety Department.ilf

you g are using computer spreadsheets for the hazard
tlogs consolldatlon is easy.

It is‘[imp"ortaﬁt to know what is going on in your
operation, \and ‘ip your environment. You need regu-
lar reﬁorts on th‘ings which may impact on safety:
recurring\defectsypilot reports of unusual incidents,
and so on.:Howev‘ér, people are sometimes reluc-
tant to report throdgh ‘usual channels,” and you
need an anonymous reporting system as well. For
this to work,\you have ta demonstrate that it truly
is anonymous:\\haVe\'a\demonstrable way of de-
identifying repogts)\\and\tmake sure that they are
locked away until'tRis has been done.

This doesn’t mean the procedures in the aircrew
checklists. In the event of an accident, it is difficult to
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think clearly, and you should think through and doc-
ument all the actions you will need to take, both in
the immediate response to the accident, and the

recovery procedures which will return your compa-

ny to normal operation.

It is not-much help having a thick book of evidence,
without some way of making sense of it all. The
supportmg argument shows how the evidence

- proves, both to'you and‘to CAAF, that the operation

is safe. Broadiy, itj\}vill argue (referring to the-appro-...

77 priate items of-evidence) that the operation is ac-
~ceptably safe because you have identified all'the

hazards, and reduced them as far as you can; and
have ways:to- keep yourself informed about possible

,»new;threats. You willbe_conducting regular audits

to -make ‘s’ure that your operations are within the
Safety Case, that is to. sayy \mthm the boundarles
that ‘you have’ proved to besafe. .

For a larger-6rganisation, there are formal logical ~
rriéthods such as Goal Structured Notation, which
wi'ilihelp you.i- to'assemble you Safety Argument, and
ensure that no |mportant matters have been over-
looked. -

Nothing stays the same for long. Operations may | um

change, and new threats may emerge. One of the
SMS functions is therefore a regular review, to en-
sure that the Safety Case is still valid, and that oper-
ations are within the boundaries that it has defined.

The Safety Case for your organisation demon-
strates, both to you and to CAAF, that your opera-
tion is acceptably safe. It consists of the Safety
Report, showing what you are going to do to en-
sure that it is safe, and the SMS which implements
the Safety Report. It provides a structure for your
SMS to operate, and also to audit effectively. It
need be no more complex than your operation
needs, and is automatically scaled to the size and
complexity of your operation. ll
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TO FLY

OR NOT TO FLY

“...there is no pre-determined date to unground of the aircraft.”

O n the 22™ - 23™ May 19, the Federal Aviation Admin-
istration (FAA) conducted a Boeing 737 MAX Safety
Summit in Dallas, USA. The meeting comprised of some
thirty-three countries with sixty-two delegates participating
in the two-day conference. CAAF was also represented at
this summit.

The summit provided a visual overview of the FAA activities
related to the B737 MAX'’s response to orient attendees to
the more technically—focussed elements. This highlighted
the FAA accident investigation support to Indonesia and
Ethiopia; changes to the FAA certification process and
MCAS software, and planned procedural and training
changes. A review was.also carried out of the FAA engage-
ment efforts to share with National Aviation Authorities
(NAA) about the software update and associated training,
including a thorough bilateral cooperation with Transport
Canada, EASA; ANAC (Brazil) and CAAC (China).

The outcome of the meeting emphasized that all NAAs will
work with the FAA to unground the B737 MAX aircraft. The
major ‘NAAs, EASA, Transport Canada, Brazil, CAAS
(Singapore) and CAAC have agreed to work in partnership,
share information with a central focus on safety and collec-
tively allow. the 737 Max back into the air.

The FAA has highlighted their road map to collaborate with
the NAAs and unground the B737 MAX which are as fol-
lows:

Partnership in Safety
° Global aviation safety is a shared goal.

. Aviation Safety works best when countries work to-
gether.

° Key elements: Collaboration, Transparency, Safe
information sharing. .

° Society’s demand for saf
— safety is a way of living.

is higher than ever before

Where Are We Today? RS

Design Changes

° Changes have been made through
to the Flight Control Computer.

° Limits MCAS command to a maXimum of one input for
a single high Angle Of Attack event.

. Limits MCAS maximum command to ensure sufficient
handling capability using elevator alone.

° Changes to the Primary Flight Display System.

° Implementation of the AOA Disagree Message on the
Primary Display Panel.

Dan Elwell, A/FAA Administrator, Statements made below
at the opening and closing sessions :

e state of design will work closely with other
world NAAS{o return the B737 MAX to service”

“FAA will only return 737 MAX to flight if it is airworthy

and safe to do so”

“All National Aviation Authorities s to Unground the
737 MAX at the same time”

“No safety to a date, let process ide the date — data
and technical information will determine”

“Public confidence — show world we are o\fractlonal
Regulators — we are united”.

FAA PLANS TO UNGROUND THE B737 MAX %OUGH

AIRWORTHINESS DIRECTIVE [AD] AS FO
Design Change Approval and FAA- \Aé)Actlons

e  FAA has been directly involved i all-'areas of MCAS
design change and approval;

Certification Plan; \
Flight Control System Safety Aval

MCAS Software Design
— FCCJ;

Flight Dec

) and Assessment

nce [Spéed Tr|m System

%

esting;
““Flight Crew Training Plan;

Dlsposmon/Recommen rom the Technical Advi-

(=]

c

sory Board; 8

£

o V|ty, training requirements and proce- g
— simulator checklist will be scrutinised carefully; £

S

o

Lift the Presidential Executive order;

FAA certification approval will be provided once
above items are satisfactorily completed.

Based on the above FAA plans, there is no pre-determined
date to unground of the aircraft. Very likely between Au-
gust to December 2019 at the earliest. &
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Aeronautical Stati
ice

Who does this information apply to?

® Personnel requiring access to
the aerodrome maneuvering
ETER

What training is required to be com-

pleted for the issue of an Aeronautical
Station Operator’s License?

® |nitial ASOL course from an ap-

proved training organization (Fiji

Airports— Aviation Academy)

®  For more info contact
<JocelynH@fijiairports.com.fj>. ‘

How do I get an ELP assessment
conducted?
ELP examination is conducted by

Fiji Airports- Aviation Academy dur-
ing the initial ASOL Course. 1

What is the validity of the Aeronauti-
cal Station Operators License?
One year.

Am | required to hold an Aviation
English Language Proficiency (ELP)
to be eligible for the grant of an
ASOL?

Yes, Minimum ELP

— Level 4 for a grant of ASOL.

—

‘ How do | renew my Aeronautical Sta-
N tion Operators License?

° Renewal is conducted every year.

o Aeronautical Information Circular
(AIC) 13/18 contains information
on the renewals schedules and its

For more information on the Aeronautical Station Operators License requirements.

contact www.caaf.org.fj &
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Personnel Licensing

The Republic of Fiji, as a member of the International
Civil Aviation Organisation (ICAO) and signatory to
the Chicago Convention complies with the standards
published in the Annexes to the Convention on Interna-
tional Civil Aviation. The Civil Aviation Act empowers the
Civil Aviation Authority of Fiji to implement the Chicago
Convention and this document is the Authority's imple-
mentation of those parts of Annex 1, Licensing of Per-
sonnel.

PERSONNEL LICENSING is a critical area to the safety of

LICENSING is the act of authorizing defined activities
which should otherwise be prohibited due to the po-
tentially serious results of such activities being per-
formed improperly.

Personnel Licensing (PEL) is a department within the
Civil Aviation Authority of Fiji (CAAF). The Senior Per-
sonnel Licensing Inspector (SPELI) reports to the Chief
Executive Officer of the Civil Aviation Authority of Fiji
and is responsible for the oversight of ICAO Annex 1
requirements. To discharge its responsibilities, the PEL
Department has to carry out many functions/

aviation and provides evidence of competency that is
the result of training, and Personnel Licensing Office
must ensure effective implementation of the Standards
And Recommended Practices (SARPs).

tasks which are normally organised around five major
functional areas: examinations (flight crew, aircraft
maintenance personnel, air traffic controller, etc.), li-
censing, training, regulatory and administration. W

Receive Application
for certificate

Once the applicant has submitted the application there
should be a systematic review and evaluation of the
submitted application. Licensing officer needs to review
to ensure all documents submitted are authentic and
comply with all licensing requirements pertaining to age, NO
knowledge, experience, skills and medical. Thereafter,
licensing manager needs to endorse the application.

' Formand
relevant
document
, suchas
application,
! nominations,
compliance
matrices, etc.

Application
docs correct

Application

Request
from client

Process

I

I

I

|

I

I

|

I

i
Application |
received ;
!

I

[

|

I

|

I

. Standard letter,
acknowledging
* receipt and
time for
completion of

Send Acknowledgement to Applicant

Let’s see an example of a license issuance
_ process.

and certifications by the Licensing Authority

The issue, renewal and reissue of li ratings ,
will take place when the applicant meets all the State’s documented requirements

License

Issuance

For this, the applicant needs to properly fill our the application form, which can be obtained from the Licensing Authority

P ro Ce SS The ication form will be revi d to determine if the skill test has been successfully completed

The report block of the CAA (Licensing Authority) on the application form should have been completed

The license will be prepared

The license will be issued to the applicant

A Fee will be collected



The Personnel Licensing (PEL) System Course was
conducted by ICAO on the 18" to the 22" March
2019. The one week duration course provides the
inspectorate with the knowledge to establish and

maintain a personnel licensing (PEL) office in a regula-
tory authority.

The first part (Part one) of the course is passing a
mastery test at the end of the online e-learning
course with the minimum score of 80%. A certificate
is awarded after successful completion. Part Two of
the course is classroom based which was conducted
by ICAO in CAAF Training Room, Nadi.

The course has targeted the CAA Inspectorate and
cover areas on:

® |CAO Licensing Obligations
® Establishing and Maintaining a PEL system

® Medical Certification Process
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PEL Training for
Inspectorate Staff

° Determining Which Licensing Functions to
Obtain by External Service Providers

° Managing a Knowledge Testing System

° Conducting the Five Phases of the Licens-
ing Process:

o Pre-application phase

o Formal application phase
o Evaluation phase

o Demonstration phase

o Issuance phase

® |ssuing a Validated or Converted Foreign
License

®  Surveillance of Licensed Aviation Personnel

® Compliance and Enforcement Action

The course defines to the inspectorate on how to:
®  Establish and maintain a PEL system.

®  Evaluate a license application for complete-
ness and accuracy .

® Determine if an applicant is eligible for the
license sought.

® Conduct flight crew license and aviation
maintenance technician skill tests.

®  Administer, grade and document the results
of knowledge tests.

®  Validate and convert foreign licenses.

® Determine the appropriate document to be
issued based on the skill test results.

®  (Obtain knowledge in testing services from an
external service provider.

The course has provided the CAA Fiji Inspectorate
staff to acquire knowledge on the Personnel Licens-
ing Process and its system and has provided better
understanding on the state obligation to those parts
of ANNEX 1.1
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Is It ATC’s Responsibility
To Ensure Read backs

are Correct?

YES a controller absolutely must listen to read-backs
and ensure they are correct. This is commonly re-
ferred to as hear-backs.

Consider the following excerpt from ICAO Annex
11, Air Traffic Services

3.7.3 Read-back of clearances and safety-related in-
formation

3.7.3.1 The flight crew shall read back to the air
traffic controller safety-related parts of ATC
clearances and instructions which are trans-
mitted by voice. The following items shall always
be read back:

a) ATCroute clearances;

b) clearances and instructions to enter, land on,
take off from, hold short of, cross and backtrack
on any runway; and

c) runway-in-use, altimeter settings, SSR codes,
level instructions, heading and speed instruc-
tions and, whether issued by the controller or
contained in ATIS broadcasts, transition levels.

3.7.3.1.1 Other clearances or instructions, including
conditional clearances, shall be read back or
acknowledged in a manner to clearly indicate
that they have been understood and will be
complied with.

3.7.3.1.2 T he controller shall listen to the read-back
to ascertain that the clearance or instruction has
been correctly acknowledged by the flight crew
and shall take immediate action to correct any
discrepancies revealed by the read-back.

If, after a read-back by a flight crew, the controller nei-
ther acknowledges nor corrects the read-back, most
flight crews will perceive this as an implicit confirmation
of the read-back. This makes hear-back errors very dan-
gerous, and is the reason why the pilot-controller com-

munication loop has, not two, but three steps, the third
step being the hear back:

A controller, should be on the lookout for all incor-
rect read backs. But controllers are human, and can
easily miss them, or say things in correctly. Incorrect
read backs /hear backs are often more of an annoy-
ance versus an actual separation issue.

The controller must listen to the read-back and to
ascertain that the clearance or instruction has been
correctly acknowledged by the flight crew and shall
take immediate action to correct any discrepancies
revealed by the read-back. (ICAO Annex 11 Chapter
3 Para 3.7.3).

Flight Crew

The flight crew must read back to the air traffic control-
ler safety-related parts of ATC clearances and instruc-
tions which are transmitted by voice. The following
items must always be read back:

a) ATCroute clearances;

b) Clearances and instructions to enter, land on, take
off from, and hold short of, cross or back track on
any runway; and

c) runway-in-use, altimeter settings, level instruc-
tions, heading and Speed instructions and,
whether issued by the controller or contained in
Automatic Terminal Information Service (ATIS)
broadcasts, transition levels.

Other clearances or instructions, including conditional
clearances, must be read back or acknowledged in a
manner to clearly indicate that they have been under-
stood and will be complied with.

Continued to next page...
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. Acknowledge \ ATC CLEARANCE
or Correct

CONTROLLER’S

PILOT’S READBACK
HEARBACK

Listen Transmit

Incorrect read-backs can be extremely dangerous. For instance, they could result in a level bust, mid-air collision or runway
incursion.

Therefore, performing appropriate hear-backs is an essential part of ATC training, and is taught to ATC trainees from day
one. The importance of active listening is demonstrated in a simulator environment, where simulator pilots will occasionally -

either intentionally or by mistake - make incorrect read backs, the result of which will be a dangerous situation, if not cor-
rected promptly. &

[Source: Skybrary and Aviation Herald]

CAA Fiji is keen to hear from you regarding our levels of FCAI R
service. If you believe you have constructive ideas on how

we can improve our services, or would like to report in-

FIJI CONFIDENTIAL
stances where we have failed to meet your expectations,

| ) o odback o CAAE. oraforab ) AVIATION INCIDENT

ease send your feedback to , prefera using the

P Y P yHsing REPORTING

QA 108 form that can be accessed from our website. This FORMS AVAILABLE ON WEBSITE
can be sent to CAAF by faxing it to the Executive Office on

672 1500, or dropping it in the feedback box in the foyer of www.caaf.org.fj

OR FRONT DESK, CAAF HQ

CAAF HQ, or emailing to : info@caaf.org.fj.
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([ PERITERSIOR]
HIGH BLOOD PRESSURE

H igh blood pressure is a common condition in which
the long-term force of the blood against artery
walls is high enough that it may cause health problems,
such as heart failure.

Blood pressure is determined by the amount of blood
the heart pumps and the amount of resistance to blood
flow in the arteries. High blood pressure is due to more
the heart pumps and the narrower the arteries.

One can have high blood pressure for years without one
knowing. It is important to get yourself checked by your
doctor for high blood pressure as it increases the risk of
serious problems, including heart attacks and stroke.

Symptoms

A few people may present with following symptoms:
e  Headache
o  Shortness of breath

. Nose bleeds

The above signs are not specific, and these may occur
when blood pressure is very high. Sometime no signs and
symptoms would be present, even though one may have
very high blood pressure.

Causes

There are two types of high blood pressures:
1. Primary (essential) hypertension
2. Secondary hypertension

Primary — for most adults, there is no identifiable cause
of high blood pressure. This is called primary or essential
hypertension.

Secondary hypertension is due to underlying conditions,
and some of them are:

e Kidney diseases
e  Adrenal gland tumours
e  Thyroid problems

® Certain defects that one is born with
(congenital) in blood vessels

®  Obstructive sleep apnoea

o Some drugs:

¢ cold remedies

pain relievers
some prescription drugs
illegal drugs — cocaine and amphetamines

* & & o

birth control pills.

Risk Factors

Age — blood pressure increases with age. More likely to
develop after age 65.

Family history — tends to run in families.

Overweight or obese — more oxygen and nutrients are
required to your tissues. More blood circulates through
blood vessels, more pressure on your artery walls and
more work for the heart.

Using tobacco — smoking and chewing tobacco — imme-
diate rise of blood pressure temporarily. Chemicals in
tobacco damage the arterial walls. Passive smoking can
also increase heart disease risk.

Too much salt in the diet — increases retention of fluid
in the body which increases blood pressure.

Stress — high level of stress increases blood pressure
temporarily. One may try to relax by eating more, using
tobacco or drinking alcohol.

Certain chronic conditions — kidney diseases;
Diabetes;

sleep apnoea.
Continued to next page...
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Sometime pregnancy may contribute to high blood pres-
sure.

But for growing kids risk factors such as poor lifestyle,
unhealthy diet, obesity, lack of exercise contributes to
high blood pressure.

Complications
Uncontrolled high blood pressure can lead to:
o Heart attack and stroke.

° Aneurysm - high blood pressure cause
blood vessels to weaken and bulge (ballooning
of the blood vessel) which can rupture and be
life-threatening.

o Heart failure — high blood pressure leads to
increase workload for the heart, leading to
heart failure.

° Weakened and narrowed blood vessels in kid-
neys can prevent normal function.

. Vision loss — thickened, narrowed or torn blood
vessels in the eyes.

o Trouble with memory or understanding.
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° Dementia.

° Metabolic syndrome

¢ leading to increased waist circumfer-

ence.
. high triglycerides (bad cholesterol).

¢ low high- density lipoprotein (HDL)
cholesterol (good cholesterol).
¢  Highinsulin levels, likely to develop

diabetes, heart failure and stroke.

Management

[ ] To lose weight — if overweight and obese.

u Change life- style — cease smoking, healthy
eating habits.

u Reduced salt diet.
[ | Regular exercise.

| Medication, your doctor knows when and
what medication is required.

[ | Regular check-ups by your doctor
u Regular blood tests

[ | Do not miss medication.H

Article by Dr R Ponnu S Goundar)

Picture: CircleCare
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