SAFETY ASSESSMENT OF FOREIGN AIRCRAFT

The main features of the SAFA Programme are:  
Its application by all 42 ECAC Member States1, including the sharing of information through a centralised database.  
Its bottom-up approach. The Programme is built around ramp inspections of aircraft   
Its non-discriminatory nature. SAFA applies equally to aircraft from ECAC and non-ECAC States.
Its close relationship with the ICAO Universal Safety Oversight Audit Programme. 
The principles of the Programme are simple: in each ECAC State, foreign 
aircraft (ECAC or non-ECAC) can be subject to a ramp inspection, chiefly concerned with the aircraft documents and manuals, flight crew licenses, the apparent condition of the aircraft and the presence and condition of mandatory cabin safety equipment. The references for these inspections are contained in the Standards of ICAO Annexes 1 (Personnel Licensing), 6 (Operations of Aircraft) and 8 (Airworthiness of Aircraft). 
These checks are carried out in accordance with a procedure, which is common 
to all ECAC Member States. Their outcome is then the subject of reports, which also follow a common format. In the case of significant irregularities, the operator and the appropriate Aviation Authority (State of Operator or Registry) are contacted in order to arrive at corrective measures to be taken not only with regard to the aircraft inspected but also with regard to other aircraft which could be concerned in the case of an irregularity which is of a generic nature. All data from the reports, as well as supplementary information (for example a list of actions undertaken and finalised following an inspection) are centralised in a computerised database set up by the Joint Aviation Authorities (JAA), the Associated Body of ECAC.

The inspection checklist consists of four major parts. Part A concerns items to be 
inspected in the flight deck of the aircraft. Part B of the checklist concerns items to be checked in the (passenger) cabin, and mainly consists of safety equipment. Part C relates to the general technical condition of the aircraft which needs to be verified during a walk around check. Part D 
checklist items concern the cargo compartment of the aircraft and the cargo carried.

Minimum Equipment List (MEL) 
The MEL specifies the circumstances under which an aircraft may be operated in 
spite of certain equipment being inoperative. The MEL is established by the aircraft operator and approved by the responsible State of Operator. The majority of the findings concerned the lack of evidence of approval of the MEL, the MEL not being carried onboard or being out of date. Also in many cases instead of the MEL the MMEL (Master MEL) is being used. The MMEL is established by the aircraft manufacturer as a baseline document for the operator to establish the 
MEL. 
A.2 Manuals 
It mainly concerns the Flight Operations Manual (FOM) which provides flight 
procedures for the flight crew. Frequent findings established are: no approval by the State of Operator, content of the manual does not meet the ICAO Standards, the manual is not up-to-date or has been drafted by another airline. 
A.3 Flight Preparation 
ICAO Annex 6 requires that flights shall be performed only when the standards 
relating to operational flight planning have been complied with. The majority of the findings concerned incorrect Operational Flight Plans, incorrect fuel calculation and/or monitoring, incomplete relevant information (meteorological, NOTAMs).
B Inspection items concerning passenger cabin

B.1 Emergency exits, lighting and marking, torches 
The findings mainly concerned emergency exit lights which were not 
functioning properly, torches (flashlights) which were not available, in poor condition or not available in sufficient quantity, and non-installation or inadequately functioning of floor proximity (emergency) escape path marking systems. These systems indicate the location of the emergency exits. They are important especially when there is a fire or smoke in the passenger cabin or when the normal cabin lights are not functioning. Example of this last non-compliance is situations whereby sections of the escape path marking, covering several seat rows, were out of order.

B.2 Access to emergency exits 
Access to emergency exits must always be clear of obstacles. In case of an 
emergency, the path to the emergency exits and doors should be clear, allowing a rapid evacuation of the aircraft. Findings established were obstruction of access by catering boxes, luggage and cargo. Another frequent finding, especially on CIS-built aircraft, was the fact that the seats in front of the emergency exits can fold forward and in case of an emergency may block the path to the 
exit. Also in many cases the locks of the tray tables on the seats in the area of emergency exits do not prevent the tray tables from obstructing an unrestricted access to the exits.

General Internal Condition 
The cabin crew members have to be able to perform their normal and abnormal 
duties without hindrance. The findings mainly revealed the poor condition of the cabin, loose carpeting impeding the crew to perform their duties, improper stowed luggage. 
C   Inspection items concerning general condition of aircraft
General External Condition 
Checking the general external condition means checking for apparent corrosion; 
cleanliness; presence of ice, snow, frost; legibility of markings, windshield delamination, damages, exterior lights etc. The majority of the findings concerned paint damage, illegible or missing markings, inoperational lighting, missing or loose screws. 
C.2 Wheels, tyres and brakes 
Wheels, tyres and brakes need to be in proper condition. Reported findings were 
tyres worn beyond limits, cuts in the tyre, leakage of hydraulic fluid in landing gear areas, brakes worn beyond limits. 
C.3 Powerplant and pylon 
The engine, the engine housing, the pylon (attachment of the engine to the wing 
or aircraft structure) and the access panels in the engine housing and pylon are carefully inspected. 
Findings reported relate to fuel & oil leakages, missing rivets in engine housing and damage of acoustic panels in the engine intake area.

D.1 Safety of cargo on board 
In several cases it was established that cargo in the cargo holds was not properly 
secured. Heavy items (such as spare wheels) were not restrained, which might lead to damage of the aircraft in case of rapid acceleration / deceleration. In other cases, barrier nets were either not 
installed or in poor condition. Cargo containers and pallets were in poor condition. Locks to secure the containers were not in the proper position or unserviceable. 
D.2 Dangerous Goods 
Certain types of material need special care and treatment because they are 
flammable, toxic, poisonous, etc. These are commonly referred to as  Dangerous Goods . When properly packed, stored, labelled, protected etc., Dangerous Goods may be transported. Findings that have been recorded included improper storage and labelling of the Dangerous Goods carried onboard, unavailability of the required documents and manuals (Emergency Response Guide), 
missing authorisation for the transportation of Dangerous Goods and no proper notification to the Captain (NOTOC) of Dangerous Goods carried onboard.
D.3 General condition of cargo compartment 
Findings related to the general condition of the cargo compartment, such as 
damage to panels, deficiencies with the locking system, improper repairs of panels, and missing separation nets.

8. ACTION TAKEN AFTER RAMP INSPECTIONS 
Based on the category, number and nature of the findings, several actions may be taken. 
If the findings indicate that the safety of the aircraft and its occupants is impaired, 
corrective actions will be required. Normally the aircraft captain will be asked to address the serious deficiencies which are brought to his attention. In rare cases, where inspectors have reason to believe that the aircraft captain does not intend to take the necessary measures on the 
deficiencies reported to him, they will formally ground the aircraft. The formal act of grounding by the State of Inspection means that the aircraft is banned from further flights until appropriate corrective measures are taken. 
In 2006, the following examples of events led to the grounding of aircraft: no valid 
Certificate of Airworthiness onboard, no MEL onboard but aircraft had outstanding technical deficiencies, very poor technical condition of aircraft, no maintenance release issued, heavy corrosion, no emergency lights to indicate emergency exits, improper repairs, heavy leakages, improper cargo loading, no up-to-date navigation documentation, and tyres worn out beyond limits. 
Another type of action is called  corrective actions before flight authorised . Before 
the aircraft is allowed to resume its flight, corrective action is required to rectify any deficiencies which have been identified. 
In other cases, the aircraft may depart under operational restrictions. An example of such a restriction would be the case where there is a deficiency regarding passenger seats. 
Operation of the aircraft is possible under the condition that the deficient seats are not occupied by any passengers. 
It is standard practice that the captain of the aircraft which has just been inspected is debriefed about the findings. In addition, Category 2 and Category 3 findings are communicated to the responsible Aviation Authority and the home base of the operator with the request to take appropriate action to prevent reoccurrence. 
In some cases, when the findings on an aircraft are considered important, individual Member States may decide to revoke the entry permit of that aircraft. This means that the particular aircraft is no longer allowed to land at airports or fly in the airspace of that State. Such a ban can be lifted if the operator of the aircraft proves that the problems have been properly 
corrected. Such entry permit repercussions can therefore be, and usually are, of a temporary character.

The prime purpose of categorising the findings is to classify the compliance with 
a standard and the seriousness of non-compliance with this standard. It needs to be stressed that non-compliance with a standard does not necessarily mean an immediate threat to the safety of the aircraft and its occupants. For example: if an aircraft is piloted by a person who does not carry their pilot s license with them, it is considered a Category 3 (major) finding and a serious 
deviation from the standard. However, if the pilot has accidentally left the license at home but is properly qualified to pilot the aircraft, it is evident that there is no direct influence on safety. 
Nevertheless, a Category 3 finding is always of major concern for the National Aviation Authorities involved.

