
 RECORD OF DISCUSSIONS

OF THE FIRST MEETING OF THE FLIGHT OPERATIONS
 COMPONENT OF THE SOUTH ASIA 

REGIONAL AVIATION SAFETY TEAM (SARAST) 

BANGKOK  26-27 JUNE 2002

Present

1.

The First Meeting of the Flight Operations Component of the South Asia Regional Aviation Safety Team (SARAST) was attended by the nominated representatives from the Civil Aviation Authorities / Departments and Airlines of the participating Member States, representative(s) from the ICAO Headquarters and the Regional Headquarters Bangkok, representatives from the FAA, JAA, Airbus Industrie, Boeing, IATA and COSCAP-SEA. There were a total of 28 participants. The list of participants is attached at Appendix 1.

Venue

2.

The Meeting was held on 26 – 27 June 2002 at the Conference Room / Library, ICAO Regional Office at Bangkok.

Welcome Address (Opening Remarks)

3.

The CTA thanked the Regional Director, ICAO Asia and Pacific Office, Bangkok for providing the conference facilities and excellent administrative support to COSCAP-SA for conducting its First SARAST Meeting in Bangkok. The CTA invited the Regional Director to address the gathering.

4.
The Regional Director extended a very warm welcome to all participants and expressed his pleasure in hosting the First SARAST Meeting at the Regional Headquarters. He stated that ICAO had always placed a very high priority on safety issues and recognized the excellent support, cooperation and coordination from the Industry, which had been instrumental in moving towards that goal.

5.
Summarizing the genesis of the COSCAP programme, the Regional Director felt pleased to note that COSCAP-SA, which is the proto-type model of all such cooperative projects had successfully lead the way for almost five years and had established itself as a safety organization. COSCAP-SEA has been in place for almost a year and he was happy to announce that COSCAP North Asia should also be functional as of January 2003. He briefly touched upon the other cooperative safety initiative in the Region, under the banner of Pacific Asia Safety Office, which was also established on similar lines to COSCAP. The establishment of four sub groups within the Region demonstrated the seriousness and commitment to safety by the participating States.

6.
Drawing the attention of the participants to the applicable Resolutions regarding Flight Safety, the Regional Director stated that A 33-16 on the Global Action Safety Plan (GASP) denoted interesting public perceptions that aviation safety was largely based on the number of accidents rather than the accident rate. This warranted the need to institute new approaches for reducing the number of accidents to be more pro active and analysis based which required the involvement of all States, Industry partners, Airlines and ICAO. He stressed that CFIT and ALA continued to be a significant cause of accidents and efforts to counter these types of accidents need to be continued. He emphasized that the GASP Objectives be adopted to reduce accidents / incidents rates. The Regional Director also emphasized that GASP encouraged States to establish Regional Safety Groups.

7.
Focusing on the action Items of the 38th Conference of the Directors General of the Asia and Pacific Region, specially Action Items A-38/7 and A-38/9, the Regional Director implored that, ‘a 12 fold reduction in accidents rates’, was a goal worth striving for. States were urged to enhance effectiveness of their safety programmes on a priority basis by instituting aviation safety functions within existing COSCAP mechanism (including other groups that are being considered). The DG’s Conference also urged States to consider establishment of COSCAPs in the remaining sub-regions. The Regional Director was pleased to note that activities were well underway with the formation SEARAST and SARAST and ALAR programmes / workshops having been conducted and the Regional Office would have significant developments to report at the next DG’s Conference in the Philippines.

8.
Referring to the counter part bodies like the Commercial Aviation Safety Team (CAST) established by USA as part of FAA’s Safer Skies agenda and the Joint Strategic Safety Initiative (JSSI) of JAA, he stated that rigorous analysis has been undertaken by them to categorize causes and establish priorities. He hoped that the SARAST Meting would be reviewing all such Safety Enhancements identified by these groups.  Delineating over the objectives of SARAST, he emphasized that the Team was expected to achieve specific accomplishments. He felt pleased that the Asia / Pacific Region was moving in the right direction but in terms of achieving results i.e. in reducing ALAs more progress was required. The Regional Director opined that the sub-regional bodies had to be made effective and there was a need to achieve an impact that would result in a reduction of accidents. 

9.
The Regional Director felt that partnership amongst all involved in aviation had to be truly enhanced and this collective effort would need considerable coordination, sharing of information and data. In this regard the sustenance of COSCAPs within the framework of ICAO was an activity of absolute priority and all such partnerships should not be restricted to States/ Administrations alone, but should also include all manufacturers, agencies and other industries.

10.
Acknowledging that ICAO was grateful to all States, Industries, Organizations and individual Experts, who through their concerted efforts had help bring COSCAP-SA to where it now stood; he felt that there was yet so much more that needed to be done. 

11.
Briefly outlining other areas of aviation activity the Regional Director stated that RVSM had been accorded high priority in the Asia and Pacific Region and was fully underway towards implementation. He informed the participants that the EAMARSH project was also fully underway and the South China Sea airspace implementation was moving forward well.  This was evidenced by the increase in flights over the North and South Korean airspace.  Concerning Training Centers, he stated that these too were being enhanced in the Region to include Aviation Security; and besides Penang, New Zealand was also being designated as a Regional Training Center. The participants were also informed of the subsequent DG’s Conferences that would take place between 2002 and 2007 (Philippines, Mongolia, China Hong Kong, Vanuatu, Australia, Malaysia and Japan).  He also touched upon the reactivation process that was underway to restore the airspace over Afghanistan under the auspices of ICAO.

12.
The Regional Director thanked the participants for their continued dedication and efforts and hoped that SARAST would be an effective Team.

13.
The CTA thanked the Regional Director for taking the time from his busy schedule to welcome the participants and provide them with an update on developments in the Region.  The fact that there will shortly be four sub-regional safety groups in the Asia and Pacific Region speaks highly of ICAO efforts to enhance aviation safety in the Region.  

14.
The CTA COSCAP-SA highlighted that the Project Steering Committee of COSCAP-SA in its 9th Meeting formally constituted the SARAST to play an active role in the ‘global’ efforts to reduce accidents.  Outlining the Objectives of SARAST, the CTA emphasized that the Team was required to recommend accident prevention interventions to the Steering Committee and once approved the same were to be implemented through the coordinated efforts of the regulatory authorities in consonance with the service providers, airlines and aircraft manufacturers.  The CTA stressed that the Team Members (from the regulatory authorities and the airlines) would serve as the focal point for introducing the interventions within their States and coordinating efforts with the industry.  Despite the numerous restrictions that were in place for travel of government officials of the COSCAP-SA States, the CTA was pleased to note that all the seven member States were represented at the First Meeting.  The States being the key players, it was imperative that they be adequately represented at all subsequent meetings. The CTA was also pleased to acknowledge the strong support of partners such as FAA, JAA, Airbus, Boeing and IATA.  

Proceedings of the Meeting

15.
The Meeting progressed in accordance with the Agenda. A copy of the Agenda (Programme) is placed at Appendix II.

Self Introduction of Participants

16.
The participants at the Meeting introduced themselves before commencement of the order of business. 

Presentation: Overview of COSCAP-SA and SARAST

17.
Capt. Len J.Cormier, CTA COSCAP-SA presented an overview of COSCAP-SA and SARAST.  Briefly highlighting the background, objectives and the Project modalities he spoke briefly of the Project accomplishments till date.  These included development of Regulations / Standards, development of Inspector Manuals, providing training to States and conduct of Audits and Inspections of the Air Operators at the request of the States. COSCAP-SA has developed 8 Generic Manuals on Flight Operations and Airworthiness related subjects; and 3 manuals related to Aerodrome Certification.  As of 31st March, 2002, 98 training courses / workshops have been provided to 2540 participants, of which 51% represented the Industry.  This he said augured well for a better understanding between the Regulators and the Operators.  Speaking on the future of COSCAP-SA, he stated that as a consequence of the demonstrated benefits shown so far by the Project, the 7th Steering Committee Meeting decided to establish COSCAP-SA as a sub-regional permanent structure (institutionalize) for an additional five years.  In addition, there has been an expansion of the initial objectives to include Aerodrome Certification, Regional Aviation Safety Team, Aviation Security and Air Traffic Control oversight.

18.
SARAST has been constituted by and under the Steering Committee to work under the larger umbrella of GASP, which encourages States to establish Regional Safety Teams.  Highlighting the Objectives, he stated that the Team Members would review safety interventions developed by existing safety groups, identifying issues unique to the Region and working closely with stakeholders to ensure that efforts are coordinated. SARAST would also review outputs from ICAO USOAP Audits as per the Terms of Reference.

19.
In the discussion that ensued it was felt that in most of the Member States there was very strict control on foreign travel by government officials.  The CAAs / Departments may need to take up the issue with their respective governments to resolve the issue of regular participation by the SARAST Members.  Concern was also voiced that unless the same Team Members participated regularly in all SARAST meetings it would be difficult for them to pursue the safety enhancement processes in a consistent manner. 
Recommendation
20.
The Steering Committee be requested that, for the sake of continuity and productivity of the SARAST Team, efforts must be taken by the respective CAAs / Departments to ensure that the nominated team members participate in all future SARAST Meetings to the greatest extent possible.
Presentation on GASP
21.
Capt. Michel Beland, Technical Officer, Operations and Airworthiness Section, ICAO presented an overview of the ICAO Global Aviation Safety Plan (GASP).  He stated that GASP was a worldwide cooperative effort towards safety. The plan had been endorsed by the General Assembly ( resolution A 32-15) in 1998 and further reinforced in 2001.  He emphasized that this plan had been instituted because safety initiatives were being carried out individually by a variety of organizations, but there was an apparent lack of an overall safety strategy.  He stressed that GASP would focus on reducing the number of accidents and fatalities irrespective of the volume of air traffic, thereby achieving a significant decrease in world wide accident rate. This he said could be achieved through an annual review of the causal factors of accidents / incidents by using all available resources and recommending safety actions in response to USOAP findings. He felt that collaborating with States and the Aviation Industry for identifying additional measures could further the safety goal.  He acknowledged that besides ICAO, a large number of safety groups, authorities, organizations, regional groups and aircraft manufacturers were actively involved in a worldwide effort to reduce accidents. Establishment of sub regional groups like SEARAST and SARAST was a positive development to assist these efforts.

22.
He elaborated the initiatives under taken by ICAO in 1999, which included; mandating the carriage of EGPWS; provision of MSAW; and distributing of CFIT material.  The recent initiative (2000 and 2001) he said included significant amendment to the SARPS, which effected certain safety provisions in Annex(es) 3, 4, 6, 11, PANS-OPS Volumes I and II and the PANS-ATM.  He highlighted the latest amendments to Annex 6 Parts I and II  (amendments 27 and 22 respectively and effective July 2002) which were more stringent and mandated carriage of EGPWS on all aeroplanes with an MCTM greater than 5700 Kgs or authorized to carry 9 passengers as of 1st January 2007; and those aeroplanes issued with a certificate of airworthiness on or after 1st January 2004 were required to comply with the standards as of that date.  He informed the participants that in 2003 significant changes would be introduced in the SARPS and would affect Annex(es) 4, 6, PANS-OPS, Manual on Testing of Radio Navigation Aids and the Aeronautical Charts.  He also dwelt upon various activities, which if pursued would facilitate the reduction in accidents and incidents.  He concluded that ICAO, in rapidly amending SARPs, is contributing significantly to the efforts to reduce accidents.

Presentation on CAST
23.
Mr. Kyle L. Olsen, Manager, Continued Operational Safety, Aircraft  Certification Services, FAA made an elaborate presentation on Commercial Aviation Safety Team (CAST).  He observed that safety responsibilities are shared and to achieve a higher level of safety the government, the operator and the manufacturers needed to work together.  He stressed that no one segment of the aviation activity could accomplish significant safety enhancements alone.  Through graphic depictions of aircraft hull losses over the years and their causal factors, he was able to assert and reaffirm the need to continually improve aviation safety.  He summarized that safety analysis relied on data as its foundation and there was a need to access all available data sources and analyze the data to provide helpful information for decision making.  CAST looked forward to collecting and analyzing the FOQA data as a potentially significant new source of data. He stated that CAST had developed a process for analyzing data to identify key safety focus areas. Understanding what happens across accidents types, to develop the most effective interventions aimed at reducing occurrence of that accident type, is the main goal.

24.
CAST has established priorities on the critical interventions yielding the most safety benefits and that are feasible to implement through the JSIT process.  Mr. Olsen asserted that the feed back loop was critical to ensure that CAST was achieving the expected results.  He delineated that the established process would track the programme success at reducing the overall accident type, as well as the implementation of the interventions.  CAST had focused its activity on those accident categories that provide the greatest potential for improving the fatal accident rate; these were CFIT, loss of control, uncontained engine failures, runway incursions, approach and landing and weather.  These accident categories he stated have historically and repetitively over time had the highest number of recurring accidents and loss of life.  Broadly describing the CAST process, he explained that it comprised industry and government organizations that represent all aspects of the commercial aviation community and therefore had the ability to effect change.  He emphasized that the organizations had come together voluntarily to improve aviation safety and the strength of CAST lay in its extensive membership, its pro active commitment to safety and its ability to effect change.  He thanked ICAO for its participation and contribution to CAST.

25.
CAST accomplished its work through the JSAT, JSIT and JIMDAT, which were the focal points of the programme.  As a result of the JAST / JSIT activity, 85 possible Safety Enhancements had been identified and 25 were completed or in the implementation phase. He listed the 16 completed Safety Enhancements which were critical: CFIT (TAWS), CFIT (SOPs), CFIT (PAI- Vertical Angles), CFIT (MSAW), CFIT Pro Active Safety Programme (FOQA + ASAP), CFIT (CRM Training), CFIT (Prevention Training), CFIT (ATC CFIT Training),  ALAR (Safety Culture – CEO and DOS more visible), ALAR (Safety Culture- Safety Information in Manuals),  ALAR (Safety Culture- AFM Data base for Inspectors), ALAR ( Maintenance procedure – servicing landing struts),  ALAR( Maintenance procedure – sub contractor maintenance guidance), ALAR (Maintenance procedure – Policy and MEL), ALAR (Maintenance procedure – DOS internal survey) and Uncontained Engine Failures.  He stated that all 85 Safety Enhancements were valuable but some Safety Enhancements were more effective than others across the various accident categories and stressed that implementation demanded better prioritization.

26.
He concluded by saying that CAST had established very concise goals to guide its activity and these included: reducing the US commercial aviation fatal accident rates by 80% by 2007 and secondly to work together with the international organizations to reduce the world wide commercial aviation fatal accident rates.  He stressed that CAST would stay focused on maintaining a coordinated strategy and targeting resources carefully on prevention, besides continuing to communicate CAST Safety Initiatives and sharing safety results globally.

27. 
The JSAT and the JSIT processes were elaborated further during the discussion. On a query from PC COSCAP-SEA, Mr. Olsen clarified that the Output Spread Sheets were sensitive to the number of accidents.  He offered that the soft ware developed on spreadsheets to assess the interventions could be made available to those interested.  CTA COSCAP-SA suggested that in addition to software, expertise would also be required to utilize the CAST software.  Mr. Olsen suggested that SARAST should take advantage of the knowledge resourced by CAST and JSSI.

Presentation on JSSI
28.
Mr. P.H. (Dick) de Saint-Aulaire, JSSI Coordinator, JAA Regulation Division presented an overview of the JAA Safety Strategic Initiative.  He stated that JAA agreed to launch the JSSI with the intent of developing a focused safety agenda with deliverables.  The goal is to achieve the JAA’s aim of continuously improving safety systems thereby leading to further reduction in the annual number of accidents and fatalities world wide, irrespective of the growth in air traffic and aeroplane development.

29.
He highlighted that JSSI cooperated with other authorities and interested parties, as it believed this to be a critical factor in achieving its aim and avoiding duplication of effort.  Another aspect that JSSI considered highly important was communication with the public; to that end JSSI was developing a safety communication policy to address public perceptions.

30.
While JSSI cooperates closely with CAST, it also uses two approaches: one based on past accident analysis which it referred to as the historic approach; and a future hazard approach or a predictive approach which is based on an identification of changes in the aviation system.  Both were complimentary to each other.

31.
He acknowledged that CAST was leading the way on Accident Analysis while the JSSI was taking the lead in Future Hazards under its Future Aviation Safety Team (FAST). He emphasized that a key element for success was to make sure that the safety measures developed on paper were also implemented.

32.
He informed the participants that JSSI’s historic approach has led to the identification of an initial list of 7 focus areas, which were: CFIT*, Approach and Landing Accidents*, Loss of Control*, Design Related, Weather*, Occupant Safety and Survivability, and Runway Safety*.  Five of these (with *) were common to CAST.

33.
Mr. Aulaire stated that 8 Action Plans had been finalized for CFIT and 5 for ALA (mostly related to operations) and that all Action Plans were based on those from CAST and adapted to European needs / context.

34.
Giving a brief update on the 7 areas that were selected as important, Mr. Aulaire stated that there is a JSSI proposal to further investigate the concept of ‘deep treatment of anomalies/precursors’ as this would better enable the prevention of accidents through a systematic analysis of incidents and other service data.

35.
The JSSI Coordinator concluded by saying that prioritization of JSSI Outputs was necessary because of resource constraints; and stressed that a structured activity was essential to define a focused safety agenda.

Presentation on ALAR Interventions in the South Asia Region

36.
CTA COSCAP-SA presented a brief update on the ALAR Interventions underway in the South Asia Region.  He stated that the FSF ALAR Tool Kit was used extensively in conducting a two day ALAR Workshop in five of the seven States to date, in which 162 officials from the CAAs/ Departments, Airlines and ATCs participated - ( India(15), Bangladesh(16), Pakistan(67), Nepal(45), and Sri Lanka(19) ).  He advised that the ALAR Workshops were conducted subsequent to the Boeing Accident Prevention Workshops (two), held in August 2001.  COSCAP-SA moved forward with this important safety initiative as SARAST was in it formative stage.

37.
At the conclusion of each workshop, the following recommendations were made to the Director Generals/ Director/ Chairman of each of the five regulatory bodies:

- CAAs review the recommendations of the ALAR Task Force for implementation.

- Air Operators to conduct a review of SOPs utilizing the Tool Kit.

- Air Operators to utilize ALAR Risk Reduction Guide.

- Air Operators to utilize ALAR Risk Reduction Tool.

- ALAR/CFIT Training to be provided to flight crews.

- ATS conduct a review of Tool Kit recommendations and action as required.

- States to implement Constant Angle Non-Precision Approaches.

- COSCAP-SA to provide technical support to the DGCAs and Air Operators as required with ALAR Interventions.

38.
CTA COSCAP-SA stated that ALAR is one of the major issues for review and discussion by SARAST.  As a result of the ALAR Workshops already conducted, efforts are well underway in States to introduce ALAR interventions and now SARAST could serve as a focal point for assisting and tracking these efforts.  Recommendations could be expanded and validated; detailed workplans could be developed for implementation and follow up; and required technical assistance could be more readily identified by SARAST.

39.
FAA pointed out that the ALAR TOOL KIT stood very high on the CAST prioritized list.  It was also noted that India has done extensive work on the ALAR TOOL KIT and developed its own TOOL KIT to supplement the FSF TOOL KIT.  Besides developing video clippings for its TOOL KIT and providing data particular to the region, India was also in the process of initiating the ‘Train the Trainer Workshop’.  It was felt that the SARAST Meeting would provide a boost to the Indian efforts and make the requirements more visible.  Boeing assistance to COSCAP-SA in terms of funding for the ALAR Workshops was duly acknowledged.

Recommendation.
40.
India has provided its ALAR TOOL KIT and related material to COSCAP-SA and the material should be reviewed for possible use at the Regional level. 

Review of CAST / JSSI Safety Interventions
41.
CTA COSCAP-SA highlighted that SARAST is required to review the Safety Interventions which have already been developed by existing safety groups such as ICAO, CAST and JSSI and make recommendations to the Steering Committee as to which of these are appropriate for implementation in the South Asia Region.  The SARAST Meeting is also required to develop a Work Plan based on the Detailed Implementation Plan (CAST) and the Action Plan (JSSI).  As this First Meeting was relevant to the Flight Operations Component of SARAST, only those Safety Enhancement that were operations related would be reviewed. 

42.
The CTA outlined the process for this review that was adopted by the Team. The CTA would outline the Safety Enhancement that had been completed / finalized by CAST / JSSI. He would then ask the CAST representative to amplify the Safety Enhancement and explain its Outputs. Similarly the JSSI representative would also be asked to provide the related JSSI Action Plan corresponding to the CAST Safety Enhancement and indicate their status of implementation. The ICAO ANB representative would provide an update of the status of SARP developments related to the Safety Enhancement if applicable.  The Safety Enhancements would then be put forward for discussion and views of the SARAST Members would be specifically solicited.  The consensus as arrived at amongst the SARAST Members would then be reflected as ‘Recommendations’ and be forwarded to the Steering Committee for review and approval. Once approved by the Steering Committee, the Safety Enhancements would then be forwarded to States for implementation on a Regional basis.  The SARAST Members would then be required to monitor the implementation process and record any difficulties / problems being faced so that the same could be addressed by the SARAST.

CAST Safety Enhancements and JSSI Action Plans

43.
The SARAST Recommendations below reflect the consensus of the Team after review/discussions of the material contained in the CAST/JSSI Workplans and its applicability to the South Asia Region. Note: SE # below refers to CAST Safety Enhancement (SE) number and AP # refers to the corresponding JSSI Action Plan(AP) number.  

44.
SE-1 CFIT/ AP 1.01 - Terrain Avoidance Warning System (TAWS)  

Statement of Work:
Controlled flight into terrain (CFIT) - accidents, where a properly functioning aircraft under the control of a fully qualified and certificated crew is flown into terrain with no apparent awareness on the part of crew,  could be substantially reduced or eliminated with the installation of TAWS equipment.  Manufacturers of turbine aircraft and air carriers operating turbine aircraft under FAR Part 121 should install TAWS equipment on the entire U.S. air carrier fleet and establish procedures for its use.

Recommendations:

44.1
Highlight Amendment(s) 21 and 27 to ICAO Annex 6 Part I; and Amendment 22 to Annex 6 Part II  to the Steering Committee at its 10th Meeting and highlight the need of Member States that have yet to do so to develop an implementation plan to mandate these SARPs in their State.

44.2
India to provide COSCAP-SA with their Advisory Circular(s) on TAWS, to assist COSCAP-SA in preparation of guidance material for introduction of TAWS.  FAA related Advisory Circular(s), Guidance Material for Inspectors and CAST/JSSI Outputs to also be utilized in developing SA guidance material to assist States.

44.3
COSCAP-SA to provide Guidance material to States by 31 December 2002.

44.4
FAA Regional Director to make available the STCs to COSCAP States.

45.
SE –2 CFIT/ AP 1.06   -  Standard Operating Procedures (SOP) 

Statement of Work:  All operators should have standard operating procedures/training and manual.  This manual should address all projected normal situations crews/company personnel will encounter.  This manual will address: use of checklists, what each person’s responsibilities are, use of available equipment, and expected procedures to be used during preflight, taxi, take-off, climb, cruise, descent, approach, missed approach, landing, taxi and parking.  Use of line crews to develop new procedures increase acceptance and understanding of these procedures.  Standard operating procedures for any new equipment will be developed, published, and trained before any new equipment is used/installed.  Operators will train proficiency in their SOP’s and crews will use published company SOP’s.

Recommendations:
45.1
Highlight ICAO Annex 6 and PANS-OPS Volume I requirements concerning SOPs to the Steering Committee at its 10th Meeting.

45.2 
FAA to provide related Advisory Circular(s ) on SOPs and HBAT material / reference on ‘Guide for the POIs to review Templates for 121 Operators’ to COSCAP-SA.

45.3
COSCAP-SA to develop guidance material for implementation based on CAST/JSSI Outputs.

45.4
COSCAP-SA to issue guidance material to States by October 30, 2002.

45.5
Regional States to ensure implementation by October, 2003.

46.
SE-3  CFIT/  AP 1.03  - Precision-Like Approach Implementation (“21st Century Instrument Approaches”) (Vertical Angles – PAI 1-7, 11),  

Statement of Work:  The purpose of this plan is to identify the means by which all flight crews can fly an appropriate stabilized vertical path to the runway end, for all instrument approach procedures, thereby reducing the possibility of a controlled flight into terrain accident. The Plan will direct or encourage the aviation community to:

Identify criteria for the development of appropriate stabilized continuous descent approach procedures to the runway end for all instrument approaches and air carrier aircraft types,

Address any changes necessary to ensure adequate training and certification of flight crews,

Address any changes necessary for certification and authorization of aircraft and procedures,

Take advantage of existing aircraft capabilities to improve approach and landing safety to the maximum extent practical, and

Transition to use of new and evolving aircraft capabilities that can further improve approach and landing safety at the earliest practical time. 

Recommendations:

46.1
Highlight ICAO PANS-OPS requirements to the Steering Committee at its 10th Meeting.

46.2
COSCAP-SA to make DRAFT procedures for the introduction of CANPA, RNAV/GPS approaches in the Region.

46.3
COSCAP-SA to explore the possibility of acquiring external assistance (FAA / JAA) for developing procedures for introduction of GPS to those States that have yet to take action.

46.4
COSCAP-SA to review the possibility of instituting a regional approach to address the issue of developing GPS approaches. Advantage may be taken of the expertise available in the Region (Maldives, India).  As a start, the GPS approaches could be developed as an overlay to the existing NDB / VOR approaches.

47.
SE-10 CFIT) / AP 1.08 -  Airline Proactive Safety Programs (FOQA & ASAP)

Statement of Work:  Develop and implement a mutually agreed upon methodology to use de-identified Flight Operations and Quality Assurance (FOQA), and Aviation Safety Action Partnership (ASAP) information for the purpose of proactively identifying safety related issues and corrective actions.  Key to the development and implementation of this project is to ensure that legislative, regulatory and contractual actions are taken which prevent misuse of information.  Included in this development and implementation of proactive safety programs are the development of analytical tools which will enable the identification of system safety deficiencies and corrective actions.

Recommendations:


47.1 
Highlight ICAO Annex 6 Part I, Annex 13 and PANS-OPS requirements to the Steering Committee at its 10th Meeting.

47.2 
COSCAP-SA with the support of FAA/JAA and industry partners to organize a Regional Workshop on FOQA / ASAP to assist States with the implementation of these programmes.  A combined workshop with the participation of COSCAP-SEA was considered important as SEA also has need of a similar Workshop.  The Workshop to be co-incident with SARAST and SEARAST Meeting.

47.3
COSCAP-SA to examine the low cost FOQA tools that have been developed and are being utilized in India – to be included in the Workshop. 

47.4
FAA to provide related Advisory Circular(s) on FOQA and ASAP and the Inspector Guidance material to COSCAP-SA.

47.5
JAA (JSSI Coordinator) to send JAA related material on FOQA / ASAP to COSCAP-SA at the earliest.

47.6
COSCAP-SA to develop Guidance material for implementation based on CAST/JSSI Outputs.

47.7
COSCAP-SA to issue Guidance material (Generic Circular and Inspector Guidance ) to States by December 2002.

47.8
States to ensure implementation of FOQA and ASAP programmes by December  2003.

48.
SE-11 CFIT/ AP 1.05 - Implementation Plan for Training – CRM 

Statement of Work:  CRM training, standard operating procedures (SOPs), situational awareness, and CFIT prevention are closely linked.  This project will reduce CFIT accidents by promoting comprehensive SOPs as a key element of every part 121 air carrier’s CRM training program.   Under a related project, a template for comprehensive SOPs is being developed, including SOPs.

Recommendations:
48.1
Highlight Annex 6, Part I and PANS-OPS requirements concerning SOPs and CRM to the Steering Committee at its 10th Meeting.

48.2
Airbus and Boeing to provide feed back to COSCAP-SA on their efforts in implementing CRM training with SOPs.

48.3
FAA to assist with providing related Advisory Circular(s) and Inspector Guidance material to COSCAP-SA concerning implementing CRM training with SOPs.

48.4
COSCAP-SA to develop generic guidance material for implementation based on CAST/JSSI  Outputs.

48.5
COSCAP-SA to issue guidance material (generic circulars) to States by 30th October, 2002.

48.6
States to ensure implementation of programme by October, 2003.

49.
SE-12/ AP 1.04  CFIT - Training - CFIT Prevention 
Statement of Work:  Controlled Flight Into Terrain (CFIT) - accidents are the leading cause of commercial aviation equipment loss and fatalities, worldwide.  CFIT accidents could be substantially reduced if all air carriers operating under Part 121 and Part 142 training centers developed CFIT prevention training and procedures to be added to their approved training curriculums stressing position awareness and escape maneuvers in the event of a terrain warning indication. 

Recommendations:


49.1
FAA to provide sample CFIT Training material to COSCAP-SA.

49.2
COSCAP-SA to develop generic guidance material based on CAST/JSSI Outputs.

49.3
COSCAP-SA to provide generic guidance material to States by 31 December, 2002.

49.4
States to ensure implementation of CFIT prevention programme by 31 December, 2003.

50.
SE-14/AP 2.05  ALAR - Policies for ALAR (Safety Culture)  

Statement of Work:  The purpose of this project is to develop a strategy to promote a safety culture at each Part 121 air carrier specifically targeting approach and landing accident reduction (ALAR).  Ensure that essential safety information generated by an airplane manufacturer and by the FAA is included in company operating manuals and in training programs for pilots and other appropriate employee groups.  Teams within each air carrier would jointly develop manuals and training programs striving for the highest safety goals.  The teams would further ensure that the content of those manuals would be rigorously followed in training programs and in day-to-day operations.  It is recognized that rulemaking may be necessary to clarify existing requirements specifying the content and use of company operating manuals.

Recommendations:


50.1
FAA/JAA to provide related Advisory Circular(s) and Inspector Guidance material ( including sample letters ) to COSCAP-SA.

50.2
COSCAP-SA to issue letters to States highlighting the safety promotion  aspects and develop sample letters that may be provided to the DGs for the CEO’s of the airlines. Letters to be issued to the States by 31 December, 2002.

50.3
COSCAP-SA to provide guidance material to DGCAs that could be utilized to assist Airline CEO’s to promote safety and visibility of their Director of Safety (DOS).

51.
SE-15/ AP 2.05    ALAR -  Policies for ALAR (Safety Culture) 

Statement of Work:  The purpose of this project is to develop a strategy to promote a safety culture at each Part 121 air carrier specifically targeting approach and landing accident reduction (ALAR).  Ensure that essential safety information generated by an airplane manufacturer and by the FAA is included in company operating manuals and in training programs for pilots and other appropriate employee groups.  Teams within each air carrier would jointly develop manuals and training programs striving for the highest safety goals.  The teams would further ensure that the content of those manuals would be rigorously followed in training programs and in day-to-day operations.  It is recognized that rulemaking may be necessary to clarify existing requirements specifying the content and use of company operating manuals.

Recommendations:
51.1
FAA to provide related guidance material to COSCAP-SA.

51.2 
COSCAP-SA to develop guidance material based on CAST/JSSI Outputs and provide to States by 31 December 2002.

51.3
System to be established by air operators to ensure incorporation of essential safety information generated by an aeroplane manufacturer to be included in company operations manual and training programme.

51.4 
Director of Safety to establish a process to identify, review, analyze and include appropriate safety information in training programmes and manuals.

SE - 16/ AP 2.05 ALAR - Policies for ALAR (Safety Culture)  

Statement of Work:  The purpose of this project is to develop a strategy to promote a safety culture at each Part 121 air carrier specifically targeting approach and landing accident reduction (ALAR).  Ensure that essential safety information generated by an airplane manufacturer and by the FAA is included in company operating manuals and in training programs for pilots and other appropriate employee groups.  Teams within each air carrier would jointly develop manuals and training programs striving for the highest safety goals.  The teams would further ensure that the content of those manuals would be rigorously followed in training programs and in day-to-day operations.  It is recognized that rulemaking may be necessary to clarify existing requirements specifying the content and use of company operating manuals.

Recommendations:

51.5
FAA to provide related guidance material to COSCAP-SA.

51.6
FAA, JAA, Airbus and Boeing to provide feed back on access to information for procuring current Aircraft Flight Manuals Revisions and Aircraft Manufacturers Operations Bulletins.


Presentation on USOAP Findings in South Asia

52.
Capt. Michel Beland made a presentation on the Universal Safety Oversight Audit Programme.  Tracing the background leading to the establishment of the ICAO USOAP, Capt. Beland stressed that safety oversight is a function by which States ensure the effective implementation of safety related SARPS. Quoting from the Convention to the International Civil Aviation he stated:

“ Safety oversight is about COMMITMENT to the Convention on International Civil Aviation; a commitment by Governments to satisfactorily fulfill their obligations under the Convention, having agreed on certain principles and arrangements in order that international civil aviation may be developed in a safe and orderly manner.”

53.
He highlighted that the ICAO Universal Safety Oversight Audit programme was established to assist States to effectively implement the critical items of a safety oversight system and to better undertake their responsibilities for safety oversight under the Convention.  Further describing the evolution of the programme he said that from an Assessment Programme (May 96 – December 98) it soon became a Mandatory Programme (January 99) with transparency incorporated in the method.

54.
Amplifying the genesis of the States Safety Oversight System, he emphasized that failure to implement a proper safety oversight system could result in conditions, which may have an impact on the safety of civil aviation.  He stressed that audits as a tool to enhance aviation safety, enable ICAO to evaluate the effectiveness of organizational procedures and processes in Civil Aviation Administrations to avert active failures and thus prevent accidents and incidents.

55.
Reviewing the status of implementation, and drawing an Analysis from the Audit Findings and Differences (AFDD), he stated that under the programme 183 Safety Oversight Audits have been conducted and till date 43 Audit Follow-up have also been initiated.  He highlighted that the AFDD enabled identification of deficiencies impacting safety and served as a safety tool for both ICAO and the contracting States.  He informed that 178 audit interim reports were analyzed and subsequently updated as audit follow-up validation missions were completed.  He stressed that AFDD can be targeted to resolve specific problems on the basis of established priorities. The benefits would support and allow the ICAO Regional Offices to prioritize their activities and also assist the ANB (ICAO HQ) to identify needs for SARPS and Guidance material amendments.  It would also identify regional and sub regional needs and enable efforts for resolving quantified problems.

56.
Graphically depicting the safety oversight system’s critical elements (as in ICAO Doc.9734) he asserted that there was a visible lack of effective implementation. While the global average (178 States) stood at 28.4 %,  the COSCAP-SA’s ( 7 States ) lack of effective implementation was 18.34 %;  and  most of the other regional groupings (of States for the purpose of analysis only) showed a much higher non implementation percentage. He complimented COSCAP-SA for the efforts put in to institute an effective system.

57.
He concluded by calling for an increased commitment on the part of Governments to fulfill their responsibilities and providing greater support to Civil Aviation Administrations to improve upon legislation, regulations, delegation & empowerment, and providing for better staffing and resourcing.

58.
The eight critical elements of the safety oversight system were discussed in detail. It was felt that States should take full advantage of the Safety Oversight Audit Analysis and initiate an effective implementation plan to reduce the shortcomings.  While COSCAP-SA has provided assistance to all States to address USOAP Findings, it was felt that SARAST could serve as a forum to review and analyze USOAP Findings with the goal of proposing safety interventions on a regional basis.  

Recommendations:

58.1 
With appropriate authorization from COSCAP-SA Member States, ICAO may be requested to release information to COSCAP-SA on the results of the USOAP audits.  

58.2 
As a trial, COSCAP-SA would conduct an analysis of the critical element, Continued Surveillance Obligations, (highest lack of effective implementation for SA) from a regional perspective and report back to the SARAST on the results of this review.

58.3
A similar presentation (USOAP Findings in South Asia) to be provided to the Steering Committee at its 10th Meeting to be held in Dhaka Bangladesh in September 2002.

Regional Flight Safety Issues
59.
As per the Terms of Reference for SARAST, States were requested to identify Regonal Flight Safety issues that could be reviewed by the SARAST.  The following Regional Flight Safety Issues were identified by Member States and discussed by the SARAST Members.

60. 
Issue:    Operations with wet leased aircraft (foreign registered / otherwise).  It was stated that some States were facing difficulties in ensuring effective safety oversight over wet leased aircraft operations, both under foreign and national registration.  It was pointed out that these older aircraft (of eastern origin) were cheaper to acquire and the operators preferred to utilize a wet lease due to economics.  Often sufficient aircraft records were not available to trace the aircraft’s history and aircraft manuals were generally not available in English. The operators found it convenient to provide photo copies of documents / aircraft manuals with no system in place to verify their authenticity; nor did they have a system to procure the amendments. Furthermore, the spoken language in the cockpit was non English and as such it was difficult to monitor the cockpit procedures during any inspection activity.   The views of other Member States and the international bodies / agencie were sought and it was suggested that SARAST  recommend imposing an age restriction (many SA States already have these restrictions) on the aircraft that would be permitted to operate in a State.

61.
FAA pointed out that age of the aircraft should not be a governing factor in determining the airworthiness of the aircraft.  It was more an issue of confidence if the aircraft had been maintained as per the SARPS.  It would be a safety issue only if the aircraft was not being maintained, documents were not available and aircraft manuals were not available in a language that would permit safety oversight to function.  JAA was asked to provide information as to how they dealt with such countries of the eastern block that were joining EU (JAA) with aircraft that had been operating under the eastern system.  The JAA representative committed to provide the information at the earliest. It was noted that most of the States in the Region already have a restriction on the age of aircraft.  The consensus was that the safety oversight difficulties were difficult in respect of wet leased aircraft (of eastern origin) as the information required to ensure the continued airworthiness of these aircraft was not available.

Recommendations:

61.1 
SARAST fully supported and encouraged States to adhere to the ICAO SARPS for continued airworthiness; if that determination cannot be made then such an aircraft should not be registered.

61.2
A Discussion Paper on issues related to operation with wet leased aircraft be developed to define the problem be developed to assist in defining the issue further. 

62.
Issue:
Aircraft Operation with TCAS Inoperative.  The MMEL/MEL permits the operation of aircraft with TCAS systems inoperative for a period of time.  In one State in last two years there have been six Resolution Advisories had been reported and the question was raised of the justification to provide relief for TCAS inoperative.

63.
The SARAST Members were unable to provide a definitive answer on the dispensation provided for in the MMEL for TCAS equipment.  The FAA representative suggested that if RAs were a recurring problem then it may be worthwhile to study the details and carry out Quality Assurance of the system.   The Sri Lanka representative was unable to provide complete information on the TCAS incidents (RAs).

Recommendations:

63.1  Sri Lanka  to provide complete details on the RA incidents to COSCAP-SA for further review.

63.2 Aircraft manufacturers and FAA/JAA requested to provide rationale and policy for providing MMEL relief for inoperative TCAS equipment.

64.
Issue:
Weather Reporting.  Some Members highlighted that accurate weather forecasting; especially local development was an issue in some areas of the region that should be reviewed further.  Mr. Kyle Olsen of the FAA CAST outlined that the CAST Working Group review of weather related accidents was commencing shortly.  He stated that any Members of the SARAST Team were welcome to participate as part of the Working Group.  The Working Group would appreciate receiving any detailed accident data where weather was identified as a causal factor.  

Recommendation

64.1
Member States to review all weather related incidents / accidents and provide data to COSCAP-SA. The data as received would be forwarded to CAST with a request for an analysis by JSAT.

Conclusion / Closing of Meeting
65.
CTA COSCAP-SA recapitulated the proceedings of the past two days and highlighted the salient points from various presentations. The Recommendations arrived at on various Safety Enhancements/Action Plans were reviewed and further inputs solicited. All Recommendations were accepted and the SARAST Team requested that they be presented to the Steering Committee at its 10th Meeting.

66.
To avoid duplication of effort and to assist Team Members who incur considerable expense to travel to the Region for both SEARAST and SARAST meetings, it was recommended that the next Meeting of SARAST and SEARAST be held during the same week preferably at the ICAO Regional Office in  November 2002.  The FOQA and ACPA Workshop to be held on a day between the two meetings so that team members from both groups could attend.
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