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CAA Safety Policy Statement

The management of civil aviation safety is one of the major
responsibilities of Taiwan’s Civil Aeronautics Administration (CAA). The
CAA is committed to establishing and implementing effective strategies,
regulatory frameworks and processes to ensure that aviation activities
under our oversight achieve the highest practicable level of safety.

To this end we will:

1) Setting national standards in line with the Standards and
Recommended Practices(SARPs) of the International Civil Aviation
Organization;

2) Adopting a data-driven and performance-based approach to safety
regulation and industry oversight activities where appropriate;

3) Identifying safety trends within the aviation industry and adopting a
risk-based approach to address areas of greater safety concern or need;

4) Monitoring and measuring the safety performance of our aviation
system continuously through the State’s aggregating safety indicators
as well as service providers’ safety performance indicators;

5) Collaborating and consulting with the aviation industry to address
safety matters and continuously enhance aviation safety;

6) Promoting good safety practices and positive organization safety
culture within the industry based on sound safety management
principles;

7) Encouraging safety information collection, analysis and exchange
amongst all relevant industry organizations and service providers, with
the intent that such information is to be used for safety management
purposes only;

8) Allocating sufficient financial and human resources for safety
management and oversight;

9) Equipping staff with the proper skills and expertise to discharge their
safety oversight and management responsibilities competently.
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All staff involving in activities related to the State Safety Programme shall
understand, implement and follow this policy.

L. Kunilion—

Director General

Civil Aeronautics Administration, MOTC
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Chapter 1 Introduction

This manual contains the elements of the SSP which is a part of the CAA’s
overall Aviation Safety Management Plan.

The primary objective of the CAA is to reduce and maintain a lower than
world-wide accident and fatality rate.

In addition to this objective, the SSP will generate a context that supports
the implementation of the service provider’s SMS. Therefore, the SSP is a
fundamental enabler of the implementation of an effective SMS program
but will not act as any kind of means for enforcement.

ICAO Standards and Recommended Practices (SARPs) place
responsibility on the State to have a State Safety Programme (SSP). ICAO
SARPs for the SSP are contained in:

Annex 1 — Personnel Licensing —FSD’s responsibility,

Annex 6 — Operation of Aircraft — FSD’s responsibility,

Annex 8 — Airworthiness of Aircraft—FSD’s responsibility,

Annex 11 — Air Traffic Services’ responsibility,

Annex 13 — Aircraft Accident and Incident Investigation — ASC’s
responsibility. FSD is responsible for regulatory
compliance, ATS and Airport Operation and Management
Unit (hereinafter referred to as AOMU) assist the ASC for
investigation,

Annex 14— Aerodromes — AMOU’s responsibility, and

Annex 19 — Safety Management— FSD, ATSD, and AOMU’s

responsibility
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The Republic of China is not an ICAO contracting state. However it has
the responsibility for domestic and international aviation safety and full
regulatory compliance with the SARPS. The CAA has adopted ICAO
Annexes 1, 6, 8 11, 13, 14 and 19 into their regulatory system as
standards to improve aviation safety.

An SSP is a management system for improving aviation safety. It requires
the CAA to examine legislation, policies and processes in a systematic
way to ensure safety of the aviation system.

SARPS require the CAA to establish an Acceptable Level of Safety (ALoS)
to be achieved, as a means to verify satisfactory performance of the SSP
and the service providers’ Safety Management System (SMS).

The requirement for an SSP recognizes that the CAA as well as service
providers have safety responsibilities and provides a framework for
service providers to establish SMS.

The concept of establishing an ALoS complements the current approach to
safety management based on regulatory compliance with a performance
based approach.

SSP is developed using the ICAO SSP framework and guidance material,
including the ICAO SSP gap analysis document.
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Chapter 2 Safety Policy and Objectives

1 Taiwan aviation safety legislative framework and safety policy

1.1 The legislation foundation of Taiwan’s aviation development is the
Civil Aviation Act. Article 1 of the Civil Aviation Act Chapter 1 is
prescribed to insure the aviation safety, a sound civil aviation system,
compliance with international civil aviation standards, and promote
the development of civil aviation. Article 3 of the Civil Aviation
Act Chapter 1 authorizes the Ministry of Transportation and
Communications (MOTC) to establish the CAA. The CAA enacts
the civil aviation regulations to administer affairs relating to civil
aviation in accordance with the authorization of the Civil Aviation
Act.

1.2 The purpose of promulgating a national legislative framework and
specific regulations is to facilitate a sound civil aviation system, to
ensure compliance with international and national standards, and to
define how the CAA will oversee the management of aviation safety
in Taiwan. This includes the CAA’s participation in specific activities
related to the management of aviation safety in Taiwan, and the
establishment of the roles, responsibilities, and relationships of
organizations in the system.

1.3 For the purpose of improving aviation safety through independent
investigation of aviation occurrences, the Executive Yuan of the
Republic of China, R.O.C. has established an independent
government agency - Aviation Safety Council (ASC) to perform such
duties. Based on the R.O.C's Civil Aviation Law, chapter 8, articles
84, the birth of the ASC was officially declared on May 25, 1998 as
an independent council, reporting directly to the Premier's office. The
ASC conducts the independent investigation in accordance with the
Aviation Occurrence Investigation Act which was promulgated on
June 2, 2004. The scope of aircraft to be investigated under this Act
consists of civil aircraft, public aircraft, and ultra-light aircratft.
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1.4 The following are the framework of Taiwan aviation safety

legislation -

Civil Aviation Act

Aviation Products, Appliances and Airport, Airfield & Nav. Aids
Parts e Regulations on Certification of

e Regulations Governing the Maintenance Aerodrome
Management for such. e Regulations on Establishment,
Operation & Mgmt. of Aerodrome

e Regulations for Repair Station
Certification and Management

e Regulations Governing the Certification
for such.

Airmen
Regulations Governing for Civil
Aviation Training Institutions
Regulations Governing Licenses
and Ratings for Airmen
Medical Examination Standards of
Airmen

Management of Civil Air Transport
Enterprise
e Regulations of Civil Air Transport

Enterprise

Flight Safety
Aircraft Flight Operation

Regulations
Rules of the Air

Figure 1. The structure of Civil Aviation Regulations system related to
SSP
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Aviation Occurrence
Investigation Act

Civil Aircraft Public Aircraft Ultra-Light Vehicles
Occurrence Occurrence Occurrence
Investigation Investigation Investigation
Operation Operation Operation

Figure 2. The structure of Aviation Occurrence Investigation Act

1.5 Even facing the tremendous increasing demands, the government and
the industry are determined to constantly improve aviation safety, by
identifying potential threats and continuously seeking appropriate
improvements.

1.6 The management of civil aviation safety is one of the major
responsibilities of Taiwan’s CAA. The CAA is committed to
developing, implementing, maintaining and constantly improving
strategies and processes to ensure that all aviation activities that take
place under its oversight will achieve the highest level of safety
performance, while meeting both national and international
standards.

1.7 All service providers shall demonstrate that their management
systems adequately reflect an SMS approach. The expected result of
this approach is improved safety management, and safety practices,
including safety reporting within the civil aviation industry.

1.8 All levels of management within the CAA are accountable for the
delivery of the highest level of safety performance within Taiwan.

1.9 Taiwan CAA 1s committed to,

1) Developing general rulemaking and specific operational policies
that build upon safety management principles, based on a
comprehensive analysis of the aviation system,;

2) Consulting with all segments of the air traffic services,
aerodromes, and aviation industry on issues regarding regulatory
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6)

7)

8)

9)
10)

11)

12)

13)
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development;

Establishing the management of safety reporting and
communication systems;

Enhancing interaction effectively with service providers (Aircraft
operator, Repair station, Aircraft manufactory, Air Navigation and
Weather Services, Aerodrome managers, and Aircraft pilot
training institutions) in the resolution of safety concerns;

Ensuring that within CAA, sufficient resources are allocated and
personnel have the proper skills and are trained for discharging
their responsibilities, both safety related and otherwise;
Conducting both performance-based and compliance-oriented
oversight activities, supported by analyses and prioritized resource
allocation based on safety risks;

Complying with and, wherever possible, exceed international
safety requirements and standards;

Promoting and educating the Aircraft operator, Repair station,
Aircraft manufactory, Air Navigation and Weather Services,
Aerodrome managers, and Aircraft pilot training institutions on
safety management concepts and principles;

Overseeing the implementation of SMS within aviation
organizations;

Ensuring that all activities under oversight achieve the highest
safety standards;

Establishing provisions for the protection of safety data, collection
and processing systems (SDCPS), so that people are encouraged
to provide essential safety-related information on hazards, and
there is a continuous flow and exchange of safety management
data between CAA and service providers (Aircraft operator,
Repair station, Aircraft manufactory, Air Navigation and Weather
Services, Aerodrome managers, and Aircraft pilot training
institutions);

Establishing and measuring the realistic implementation of our
SSP against safety indicators and safety targets which are clearly
identified.

Promulgating an “Aviation Safety-related Events Investigation
and Enforcement Handbook™ ensuring that information obtained
from SDCPS ,except in the cases of being used for aviation safety
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system analysis as well as safety violation and investigation
purposes, will not be used solely for enforcement unless gross
negligent or willful deviation is proven to be involved, understood,
implemented and observed by all staff members involved in
activities related to the CAA safety oversight authority.

Safety Accountabilities and Responsibilities

The SSP should be accepted by the Minister of MOTC (Ministry of
Transportation and Communications). The accepted SSP is then
enforced by CAA to promote the Programme, stipulate policy,
organize SAT meetings, develop systems, maintain safety standard
level, manage risk, provide resources and continuously improve the
SSP in a manner that meets Taiwan’s flight safety objectives.

The Director General of CAA is the Accountable Executive of the
SSP and has the following functions:

1) Ultimate responsibility and accountability, for the implementation

of the SSP;

2) Full authority on allocation of human resource and financial

resource related to SSP;

3) Service provider’s certificate management; and

4) Final responsibility for the resolution of all aviation safety issues

of Taiwan.

The CAA Director General shall coordinate as appropriate, the
activities of the various State aviation organizations under the SSP.

Aviation Occurrence Investigation

The Aviation Safety Council (ASC), which is under the Executive
Yuan, carries out the duty of aviation occurrence investigation
independently in accordance with the Aviation Occurrence
Investigation Act. The ASC’s investigation covers the aviation
occurrence involving civil aircraft, public aircraft, and ultra-light
vehicles.

The ASC shall investigate aviation occurrences to determine
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contributing factors, probable causes and to provide safety
recommendations. The objective of such investigations is to improve
aviation safety and comply with ICAO Annex 13.

3.3 In accordance with the Aviation Occurrence Investigation Act, “The
objective of the ASC ‘s investigation of aviation occurrence is to
prevent recurrence of similar occurrences. It is not the purpose of
such investigation to apportion blame or liability.

The ASC shall carry out its duties independently. The parallel
investigations and handling process conducted by other competent
authorities concerned shall not impede the investigation of the ASC.
The investigation report of the ASC shall not be used as the sole
evidence for a criminal proceeding.”

4. Enforcement Policy

The CAA issued the Aviation Safety Violation Investigation manual
stipulating a Standard Operation Procedure (Including General Concept,
Investigation procedure, Process of Flight safety assessment and Sanction
document making) for investigating incidents deemed in violation of the
Law and Regulations that also serve as a basis for CAA to make fair
judges.

Since the success of the SSP and Service Providers’ SMS closely relate to
the integrity of the voluntary reporting, the CAA, in accordance with the
Article 112-1,112-8 and Article 114, uses Director General’s E-mail Box,
Aviation Safety Voluntary Reporting System and voluntary reporting
mechanism as communication channels to impose lesser penalty or grant
exoneration. In addition, the ASC has established a voluntary,
non-punitive and confidential aviation incident reporting system, (Taiwan
Confidential Aviation safety Reporting system, TACARE). TACARE
provides a channel for reporting aviation incidents and safety deficiencies
which are difficult to discover through the mandatory reporting system.
The aim of all reporting mechanism is to maintain and elevate aviation
safety by obtaining safety related information and not to punish or enforce
responsibility unless the contents of obtained report pertained as illegal,
seriously negligent that lead to accident or deliberate violation of laws and
regulations. The source of the report is well protected and their
establishment of these mechanism complies with the standards of ICAO
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Annex 13.

The CAA anticipate that service providers deal with and resolve events
involving certain safety deviations internally within the context of its
established safety management system (SMS) and to ensure that
information obtained from an internal hazard reporting system or a flight
data monitoring system established under an SMS should be used mainly
for safety data collection and flight safety promotion purposes. The
objectives are promoting just culture! and fostering safety culture?.

Remark:

1. “Just Culture”: While a non-punitive environment is fundamental for a good
reporting culture, the workforce must know and agree on what is acceptable and
what is unacceptable behaviour. Negligence or deliberate violations must not be
tolerated by management (even in a non-punitive environment). A just culture
recognizes that, in certain circumstances, there may be a need for punitive action
and attempts to define the line between acceptable and unacceptable actions or
activities. (ICAO DOC. 9859 1% Edition)

2. Safety culture has been described as “how people behave in relation to safety and
risk when no one is watching”. It is an expression of how safety is perceived,
valued and prioritized by management and employees in an organization, and is
reflected in the extent to which individuals and groups are:

a) Aware of the risks and known hazards faced by the organization and its activities;
b) Continuously behaving to preserve and enhance safety;

c) Able to access the resources required for safe operations;

d) willing and able to adapt when facing safety issues;

e) willing to communicate safety issues; and

f) consistently assessing the safety related behaviours throughout the organization.

(ICAO Doc. 9859 Safety Management Manual (3rd & 4th edition))
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5 SSP Documentation

5.1 The CAA has developed an aviation safety library that preserve
relevant documents such as the Directions for the Establishment of
SAT, Aviation Safety Violation Investigation manual as well as the
safety incident cases, statistical data, the performance of SPI/SPT and
annual report. By periodically reviewing all the documents and
statistical data concerned is the CAA able to check if the safety policy
and objectives outlined in SSP are achieved in accordance with
Taiwan’s Acceptable Level of Safety (ALoS) (see Attachment 1), so
as to assure the effectiveness of the promotion of the programme.

6 SSP organizational structure

6.1 The SSP is composed of five basic elements: Accountable Executive
(Director General), Safety Assurance Team, Flight Standards
Division, Air Traffic Service Division and Airport Operation and
Management Unit.

Accountable Executive

Director General

Safety Assurance Team

Flight Standards Air Traffic Services Airport Operation and
Division Division Management Unit

Figure 3 : The organizational structure of SSP
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6.2 Accountable Executive

1) Accountabilities : Pursuant to the object of “World-class flight
safety and first-class customer service” ° the
CAA is chaired by the Director General who
administers the State Safety Programme and
provides essential resources in order to achieve
the Acceptable Level of Safety.

2) Responsibilities
® The implementation of SSP
® The allocation of financial and manpower resources of SSP
6.3 Safety Assurance Team

1) Accountabilities : The Chairman of Safety Assurance Team and
Executive Secretary commences the SSP and
arrange the related activities to ensure the
effectiveness of safety management system and
the applicability of service providers.

2) Responsibilities

® Revised the SSP on regular basis

® Revised the ALoS on regular basis

® Amending the regulations, procedures and manuals related to safety
management.

@ Assessment of safety information, identification of safety concerns

and providing improvement suggestions of safety risk management.

6.4 Flight Standards Division

1) Accountabilities : The Director of Flight Standards Division

commences the supervision of the operations of national
registered aircraft and air operators to improve flight safety.

2) Responsibilities
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® Conducting Flight operations inspections

® Conducting Airworthiness inspections

® Conducting Flight check

@ Certification of aviation products, appliances and parts.
® Airmen certification and licensing

@ Establishment of flight Safety Policies

6.5 Air Traffic Services Division

1) Accountabilities : The Director of Air Traffic Services Division

commences the supervision of the operations of air traffic services
to improve the quality of Taipei FIR.

2) Responsibilities

@ Supervision the operations of air traffic control, navaids,
aeronautical information, aeronautical telecommunications and
meteorology.

® Design and Construction of instrument procedures
@ Conducting air traffic service inspection

6.6 Airport Operation and Management Unit

1) Accountabilities : The Director of Airport Operation and

Management Unit commences the supervision of the operations of
air ports.

2) Responsibilities
@ Conducting the management of airports operations
® Conducting the supervision of airports surface management
@ Certification of airports

6.7 SSP Implementation Plan
In light of the gap analysis and implementation plan, all responsible
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divisions and units should take all actions to achieve the goals of SSP,
with the support of statistic data and risk analysis tools to evaluate
the effectiveness of the program.
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Chapter 3 Safety Risk Management

1
1.1

1.2

1.3

Safety requirements for service provider’s SMS

The CAA establishes standards and SMS requirements for Aircraft
operator, Repair station, Aircraft manufactory, Air Navigation and
Weather Services, Aerodrome managers, and Aircraft pilot training
institutions.

The regulations prescribed in the CAR 07-02A Aircraft Flight
Operation Regulations (AOR), the CAR 06-02A Regulations of
Repair Station Certification and Management for Aviation Products,
Appliances and Parts, the CAR 06-07A Regulations Governing the
Certification for Aviation Products, Appliances and Parts, the CAR
05-02A Regulations Governing Establishment of Civil Aviation
Training Institutions, and the Directions of Aerodrome Design and
Operation require that an aircraft operator, Repair station, Aircraft
manufactory, Aircraft pilot training institutions, a certificated
aerodrome shall establish and implement a safety management
system acceptable to the CAA. The "Air Traffic Service directions"
also requires that the air traffic services provider implement a safety
management system acceptable to the State, as part of their State
safety programme, as a minimum:

1) Identify safety hazards;

2) Ensure that remedial actions necessary to maintain an Acceptable

Level of Safety are implemented;

3) Provide for continuous monitoring (auditing) and regular

assessment of the safety level achieved; and

4) Aim to make continuous improvement to the overall level of

safety.

To assist service providers on implementation of SMS and on
methods to identify operational hazards, the CAA has, according to
ICAO SMM, promulgated the ATS SMSM, Aerodromes SMSM
template and the guidance document, AC 120-32D Safety
Management System, to assist the aerodromes, aircraft operators and
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the repair stations;

The SMS requirements, specific operating regulations and guidance
material are periodically reviewed by the relevant Division / Unit in
CAA to ensure they remain effective and appropriate to the service
providers.

Agreement on the service provider’s safety performance

The service provider’s SMS will contain agreements between the
CAA and the Service Provider for an Acceptable Level of Safety and
(safety performance) in terms of the risk occurrence rates and
reduction during a given timeframe. This item must be agreed
between the CAA and the service providers and reflected in the ALoS
of the SSP. Risk management will be developed and managed in
accordance with the procedures contained in the ICAO Safety
Management Manual (ICAO Doc. 9859 as revised).

The agreed Acceptable Level of Safety shall be commensurate with
the complexity of individual service provider’s specific operational
contexts and commensurate with the availability of individual service
provider’s resources to effectively address safety risks.

The agreed Acceptable Level of Safety of individual service
providers shall be periodically reviewed through the oversight
mechanisms to ensure it remains relevant and appropriate to the
service providers.

State Safety Assurance Team (SAT)

To oversee aviation safety risks, the CAA shall establish the State
Safety Assurance Team (SAT). The SAT is tasked to seek and review
safety information and identify risk issues that are of strategic
importance, ensure appropriate action plans are identified to mitigate
these risks, and propose documented safety plans to senior
management for their approval.

The SAT is tasked to:

1) Draw upon worldwide and Taiwan safety data to define safety

trends applicable to Taiwan aviation, prioritizing this information
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to focus on the most significant safety issues;

Review safety issues raised by relevant divisions of the CAA and
constitute cross-division to access safety issues and recommend
potential mitigation action plans to senior management approval;

Initiate the CAA Acceptance Level of Safety Indicators based on
the safety data assessment, sponsoring further work where
required and assess mitigating actions;

Periodically review of the CAA Acceptance Level of Safety
Indicators for continuing validity where applicable;

Propose guidance and direction to rulemaking committee on
matters of safety risk and continue to use a
risk-management-based approach to ensure that Taiwan Aircraft
operator, Repair station, Aircraft manufactory, Air Navigation and
Weather Services, Aerodrome managers, and Aircraft pilot
training institutions comply with ICAO provisions, Taiwan
legislation and requirements; and

Perform evaluations to ensure the effectiveness of the State Safety
Programme.

Contribute to improving the Taiwan State Safety Programme by
reviewing proposals to change the SSP.

The resulting safety improvement initiatives a captured in the CAA
Quarterly Safety Meeting and will be evaluated as a means of monitoring
progress and effectiveness.
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Chapter 4 Safety Assurance

1
1.1

1.2

1.3

1.4

Safety Oversight

The CAA develop an annual safety oversight program for each
service provider in Taiwan. These oversight programs will be detailed
in CAA policies and procedures for each specific type of organization
and ensure that the identification of hazards and management of
safety risks by service providers follow the established regulatory
requirements.

The safety oversight programs 1 include inspections, audits and
surveys to ensure that regulatory safety risk controls are appropriately
integrated into the SMS of service providers.

The SAT develop and conduct an audit to assess that Taiwan SSP and
ALoS remain appropriate to the scope and complexity of the aviation
operations in Taiwan.

Any changes that could affect the SSP and its ALoS will be reviewed
by the SAT. The SAT will submit the review results to senior
management for their approval.

Safety data collection, analysis and exchange

CAA’s aviation safety occurrence reporting system includes the
Flight Safety Event Initial Report (FSEIR), the Service Difficulty
Report (SDR), Aerodromes Safety Events and Hazards Reporting
System (ASEHRS), ATC safety incident events database, and safety
incident report to ATSD. From January 1, 2018, the Aviation Safety
Voluntary Reporting System developed by CAA was officially put in
service on CAA website for the purpose of encouraging aviation
personnel to report safety related issues or incidents with regard to
Flight operation and maintenance, Air traffic service, Aerodrome
Safety Matters and Aviation Security and Dangerous Good. The
aviation safety data collected from the Aviation Safety Voluntary
Reporting System could be used for statistical and analytical
purposes for relevant authorities so as to properly stipulate the
implementation plan. The ASC has established and maintained a
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safety = occurrence  information database by using an
ADREP-compatible system, ECCAIRS (European Co-ordination
Centre for Accident and Incident Reporting System) software which
complies with the standards of ICAO Annex 13. The purpose of the
database is to facilitate the effective analysis of safety information
obtained through the investigation reports published by the ASC. The
ASC also uses this system to submit occurrences preliminary reports
and occurrence data reports to ICAO which also complies with the
standards of ICAO Annex 13.

The objective of establishing the safety occurrence reporting system
and Aviation Safety Voluntary Reporting System is not to attribute
blame or liability, but to improve aviation safety by ensuring that
relevant information on safety is properly reported, collected,
analyzed, stored, protected and exchanged so that accidents and
incidents could be effectively prevented. In order to make the best
use of Aviation Safety Voluntary Reporting System, CAA has drafted
a standard operation procedure (see Attachment 3) serving as
guidelines for the Aviation Safety Voluntary Reporting System.

The CAA has established an aviation safety library, consisting of
safety incident data, safety statistical data and annual safety report,
for integrating and analyzing the data of Flight operation and
maintenance, Air traffic service and Aerodrome Safety Matters from
all reporting channels so as to determine any preventative actions
required. The CAA also has developed a process that assesses the
actual and potential risk analyzed from safety data and report
received. This risk-assessment process relevant data provides
essential information for the CAA’s Safety Risk Management Process
(see Attachment 4).

Analysis of this data is carried-out by the division which provides the
safety data. The purpose is to identify any significant trend and to
advise the SAT of the safety performance by means of regular
reports.

The SAT will establish the Acceptable Level of Safety (ALoS) related
to the SSP. This comprises of a combination of safety measurement
assessed by the SAT and safety performance measurement evaluated
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by the responsible divisions or units of CAA.

Safety measurement includes the quantification of the outcomes of
high-level, high-consequence events or high-level State functions,
such as accident rates, serious incident rates and regulatory
compliance.

Safety performance measurement includes the quantification of the
outcomes of low-level, low-consequence processes that provides a
measure of the realistic implementation of an individual SSP beyond
accident rates and/or regulatory compliance.

Safety data driven targeting of oversight of areas of greater
concern and need

The CAA will establish procedures to prioritize inspections, audits
and surveys towards those areas of greater safety concern or need, as
identified by the analysis of data on operational hazards and safety
risks areas.

Through these procedures the safety indicators will be to identify and
improve the effectiveness of the oversight mechanisms.
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Chapter 5 Safety Promotion

1.1

1.2

2.1

2.2

Internal training, communication and dissemination of safety
information

The CAA provides training, awareness, and two-way communication
of safety relevant information to support, within the CAA, the
development of a positive organizational culture that fosters the
development of an effective and efficient safety program.

The CAA has developed training programs in line with ICAO
guidance. The CAA has defined Training Programs for different roles
such that the training plans are agreed with each staff member to
ensure the staff member has the necessary training and experience to
conduct the role they are assigned.

External Training, Communication and Dissemination of Safety
Information

The CAA provides education, awareness of safety risks and two-way
communication of safety relevant information to support services
providers. They also develop a positive organizational culture that
fosters safe practices, encourages safety communications and actively
manages safety.

Significant SDR’s are listed on the CAA website. This report

provides valuable feedback to service providers on recent SDR’s and
ASB’s.
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Attachment 1 An Acceptable Level of Safety
1 Background

1.1 ICAO Annex 19 require that the Acceptable Level of Safety
(ALoS) which shall be established by the State, for creating a
performance-based management environment and monitoring the
actual performance of SSP.

1.2 The basic management axiom that one cannot manage what one
cannot measure is discussed in ICAO Doc 9859 Safety
Management Manual (SMM). In any system, it is necessary to
define a set of measurable performance outcomes in order to
determine whether the system is truly operating in accordance
with design expectations, also identifying where action may be
required to bring operational performance of the system to the
level of design expectations. Thus, through establishing the ALoS
permit the actual performance of activities critical to safety to be
assessed against existing organizational controls, and ensure
efficient implementation of SSP to achieve the objective of
improvement of aviation safety.

2 ICAO Acceptable Level of Safety

2.1 The concepts of Acceptable Level of Safety involved and their
hierarchy are as follows:

1. Safety: The state in which the possibility of harm to persons or
of property damage is reduced to, and maintained at or below,
an acceptable level through a continuing process of hazard
identification and safety risk management.

2. Level of safety : Level of safety is the degree of safety of a
system. It is expressed through safety indicators;

3. Safety Indicators : Safety Indicators are the parameters that
characterize and/or typify the level of safety of a system,;

4. Safety Targets : Safety Targets are the concrete objectives of the
level of safety;
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5. Acceptable Level of Safety : Acceptable Level of Safety is the
minimum degree of safety that must be assured by a system in
actual practice;

6. Safety indicator value : Safety indicator value is the quantification

of a safety indicator;

7. Safety target value : Safety target value is the quantification of a
safety target.

2.2 The selection of appropriate safety indicators is a key to the
development of ALoS. Such selection should be a function of the
detail to which the level of safety of the system is intended to be
represented. If the level of safety is to be represented in broad,
generic terms, the selection of safety indicators representing
high-level/high-consequence system outcomes (quantitative)
and/or high-level system functions (qualitative) is appropriate. If
the level of safety of the system is to be represented in specific,
narrow terms, then the selection of indicators representing
low-level/low-consequence system outcomes and lower level
system functions is required. In both cases, meaningful safety
indicators must be representative of the outcomes, processes and
functions that characterize system safety.

2.3 To establish safety indicators represents safety measurement by
quantitative or qualitative depends upon the maturity of the SSP.
Initially, immediately following development and implementation
of an SSP, the safety indicator values and the safety target values
related to ALoS will likely be expressed through quantitative
action statements on selected high-level/high-consequence
outcomes. CAA has established aviation safety indicators by
specialty of flight standards, air traffic service and airports
management in advance, and will establish quantitative safety
indicators gradually after safety database integrated.

3 Establishing an Acceptable Level of Safety
3.1 Typical examples in ICAO Doc 9859 of safety indicators in the

aviation system include, among others:
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1. fatal airline accidents;

2. serious incidents;

3. runway excursion events;

4. ground collision events;

5. development/absence of primary aviation legislation;
6. development/absence of operating regulations; and
7. level of regulatory compliance.

3.2 Typical examples in ICAO Doc 9859 of safety targets in the
aviation system include, among others:

1. reduction in fatal airline accidents;

2. reduction in serious incidents;

3. reduction in runway excursion events;

4. reduction in ground collision events; and

5. the number of inspections completed quarterly.

3.3 CAA shall consider applicable resources and costs of taking action
plans when setting “reduction” or “maintenance” in safety targets.

4  Establishing Aviation Safety Indicators and Aviation Safety
Targets

4.1 Aviation Safety Indicators
1. Rate of national airline aircraft accident (per million departures).

2. Rate of national airline aircraft serious incidents (per million
flight hours).

3. Rate of air traffic control incidents (Numbers per 100 thousand
controlled flights).

4. Runway incursion rate caused by vehicles or equipment leading
to aircraft aborted takeoff / go-around (Numbers per million
operations).

5. Event of damage to the aircraft which requires a repair due to
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ground handling mishaps or system failure (Numbers per 100
thousand operations).

4.2 Aviation Safety Targets

Aviation safety targets include integral safety targets and specialty
safety targets;

Integral safety targets in Taiwan is stipulated as follows:

CAA has proposed 0-Accident rate target for the integral safety
targets set in SSP to adhere to the ZERO tolerance policy

Specialty safety targets include:

1. Reducing the 10 year moving average of serious incidents rate
of national airline aircraft below 4.0 per million flight hours.

2. Rate of air traffic control incidents below 1.3 per 100 thousand
controlled flights and by Reducing 0.1 every year until 1.0 per
100 thousand controlled flights in 2021.

3. Reducing the 5 year moving average of runway incursion rate
caused by vehicles or equipment leading to aircraft aborted
takeoff / go-around below 2 time per million operations.

4. Reducing the number of events of damage to the aircraft which
requires a repair due to ground handling mishaps or system
failure below 2 times per hundred thousand operations.

4.3 CAA shall review and analysis the aviation safety indicators and
aviation safety targets periodically, and take the integral safety
targets as the Acceptable Level of Safety.

4.4 The implementation of SSP shall comply with national regulations
and international specifications and take them as the foundation of
safety management which described in ICAO Doc 9859. The
aviation safety indicators value and aviation safety targets value of
the Acceptable Level of Safety provide methods to evaluate and
ensure that implementation of SSP efficiently.
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Attachment 2 Implementation Plan

1. Background

This plan is based on ICAO Doc 9859 Gap Analysis checklist and
take current system and conditions into account. Based on the plan,
CAA can effectively implement the SSP and ensure the aviation
operations and activities achieving the highest level of safety.

2. Implementation Plan

Milestones

Executive Items

1. Full implementation of
SSP

By holding periodical SAT meeting to trace
safety target and discuss safety issues.

2. Conduct of SSP and SMS
training periodically
(4.1-1)

Conducting SSP training to all CAA staff in
addition to service providers, inspectors and
auditors.

3. Periodically assess for the
SMS, its corresponding
safety performance
indicators and relevant
target provided by aviation
service providers (3.1-4)
(3.1-5) (3.1-6)

Requiring a service provider to report its safety
performance indicator and target. CAA will
conduct periodical surveillances. In addition,
CAA will evaluate the SMS effectiveness of
service providers by a checklist to complete the
requirement for both performance management
and risk management.

4. Establishing a voluntary
reporting system to
facilitate the collection of
data on hazards that may
not be captured by a
mandatory incident
reporting system (3.2-2)

Complete the establishment of Aviation Safety
Voluntary Reporting System and its Standard
Operation Procedure, enhancement of data
protection and properly handling and analyzing
for any case reported.

5. Service providers deal
with, and resolve safety or
quality deviations
internally (1.4-3)

To develop pre-approved and post-report
mechanism for those service providers who
have completed SMS phase 4 and authorized to
manage safety or quality deficiency internally
by their QMS/SMS.

6. Promote ability in
collecting, analyzing and

1. Propagate the incident report system to
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processing incident. collect safety data.

Improve efficiency of ) . . .
information management 2. Require service providers to establish safety

system. (3.2-3) performance indicator and target.

7. Participate in regional and | Participate in meeting hosted by ACI, CANSO,

global aviation safety FAA, or other aviation organizations.
information sharing and Encourage national service providers to attend
exchange (4.2-2) relevant meeting or training.

8. Develop cross-platform Establishing aviation safety database for

information management | integrating safety related data, collect and
systems to store data and | analyze existing or potential deficiencies and
to share safety information | provide information needed for taking
internationally (3.2-3) proactive actions. Use standard data format for
the purpose of data sharing.

® () denotes the item number of the Gap Analysis checklist
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Attachment 3 Standard Operation Procedure for Aviation
Safety Voluntary Reporting System

1 ~ Objective

The purpose of establishing Aviation Safety Voluntary Reporting
System is to provide aviation personnel with a channel to report,
instead of those that should compulsorily be reported, safety related
incident so that the potential risks could be found, mitigated and even
eliminated as well as safety policy being stipulated that would
promote overall flight safety.

2 ~ Accountability

The Aviation Safety Voluntary Reporting System consists of 4

sub-systems assigned and monitored respectively by 4 different

Division / Unit in CAA as explained as follows:

(1) Flight Standard Division : Responsible for handling Flight Operation
and Maintenance relevant report.

(2) Air Traffic Service Division: Responsible for handling Air Traffic
service report
(3) Airport Management Division: Responsible for handling

Aerodrome Safety relevant report.
(4) Air Transport Division: Responsible for handling Aviation

Security and Air Transport Dangerous
good relevant report.

3 ~ Standard Operation Procedure

(1) Contact person should be assigned by the supervisor of each
Division / Unit that are responsible for receiving, reviewing,
coordinating, dispatching, investigating, concluding, and file
preserving work for incidents reported so as to assure the
operation effectiveness for the Aviation Safety Voluntary
Reporting System.

(2) Upon receiving any reports through the Aviation Safety Voluntary
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Reporting System, the person in charge should carefully review
for its validity and, if necessary, contact the person concerned for
details and clarification before filtering and classifying the reports
by the following principles:

1. Make sure the reports received are classified as suitable to
Division’s job function.

2. Transfer reports to relevant Division in case of them being
wrongly sent.

3. In case of receiving reports with regard to the ones about the
safety incidents that pose immediate hazard, make
immediately report to the supervisor at appropriate level for
a quick response.

4. Any reports with the content not being specific, repetitively
reported after giving proper response or handling measures
and slanders, may be ignored by the person in charge.

(3) After receiving reports deemed as validated, the person in charge
should go through de-identification process to make sure the
secrecy for the person concerned is properly maintained during
investigation. The Handling principles are stipulated as follows:

1. General or evaluated as Low Risk Level case
Giving Response to the person concerned about

investigation results within 15 working days after receiving
report.

2. Incidents that may pose hazard to flight operation,
airport ground operation and aviation security or
dangerous good handling, the ones that violate the rules
or abnormal incident
Investigating the event following the Aviation Safety
Violation Investigation manual and give response to the
person concerned within 15 working days after the
investigation completed.
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3. Incidents involving other authorities or units (such as

Airlines, Airport Authority, Air Service provider and
Aviation Police Bureau)
Giving relevant data or info needed for further investigation
to the authorities or units concerned within 5 working days
after receiving report, complete investigation process and, if
necessary, give response to the person concerned within 15
working days after receiving investigating report from
authorities or units concerned.

4. Incidents that can’t be immediately handled
Formulating investigation plan within 10 working days after
estimating the expected period for investigation and give
response to the person concerned about the plans in advance.

(4) The data acquired and collected from the Aviation Safety
Voluntary Reporting System are reviewed and analyzed
periodically and shared during the Safety Assurance Team(SAT)
meeting. Analytical reports should be made in the SAT
third-quarterly meeting with following contents:

1. Number of cases reported and statistical data

2. Summary for the high risk level incident

3. Evaluating the possibility and severity of the risk concerned
4. Handling progress and improvement

(5) All the sensitive personal data from the person concerned (name,
e-mail or phone number) should be deleted before data
preservation process. Relevant data is stored in database when
case closed and the validity of it is 10 years.

(6) Each Division / Unit should continue to monitor the operation
effectiveness of the system and properly share experiences gained

from the process with other authorities or people concerned.

4 ~ Others

(1) Voluntary reports received from channels other than Aviation
Safety Voluntary Reporting System should also be handled
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according to the this Standard Operation Procedure.
(2) Each Divisions is entitled to stipulate its detailed Standard
Operation Procedure taking into account the need for a better

administrative procedure.
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Attachment 4 Safety Risk Management Process

New Operation, Process or
System

Establish Safety Policy and
Objective

Hazard Identification

Change Management
(Evaluate Degree of Change )

Feedback Risk Analysis

& Revision!

Risk Evaluation & Tolerance Whether is it a Significant
Degree Change?

Unendurable Endurable

Reduce Risk Influence & Accept Risk
Establish Risk Schematics
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A E R
FREXE >R Acceptable Level of Safety, ALoS
¥ = Accountability

%E '}1“ B Accountable Executive

Aerodromes Safety Events and Hazards Reporting
System, ASEHRS

R SUE i E Air transport industry
4 % Audit

by ¥ Aviation industry
e Aviation organization
fug & Aviation safety

H T > Flight safety

EQR AR 4 Gap analysis

B E Hazard

B Identify/identification
% 4 Inspection

B IR Management system
== Operation

i Oversight

- rd Performance

FOR Policy

# Promotion

B Responsibility

b & Risk

X 1R Rulemaking committee
S Safety data

T rTEE L PR Safety measurement and safety performance

measurement

Safety data, collection and processing systems,
SDCPS

< > p Ik Safety management system, SMS
A PRI Service provider
: SSP library

Standards and Recommended Practices, SARPs

State aviation organization

State safety assurance team, SAT

State safety programme, SSP

Survey
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