Vol. XXVI, No. 3
MISSION SAFETY INTERNATIONAL
							 December, 2016

Safety Net

Where there was fire
and smoke
in Zambia

there was a controlled burn
by Flying Mission
See Page 2

Inside
Flying
Mission
pg. 2

Tariku
Aviation
pg. 4

Andrews University
Aviation
pg. 5

MAF
Angola
pg. 6

Celebrate
the Victories
pg. 7

MSI Safety
Concern #8
pg. 8

Flying Mission Zambia
by Jon Egeler

L

ocated on a beautiful private farm with a private airstrip, Flying
Mission Zambia (FMZ) has a great location near the rapidly
expanding and sprawling capital city of Lusaka. Recently, Flying
Mission organized a controlled burn to have brush alongside
their airstrip reduced in order to maintain the integrity of their
outstanding airstrip (cover). The story of how FMZ was able to
purchase Chilongolo farm in the first place is an interesting one: ask
Bryan Wilson, the Managing Director of FMZ for the whole story.

In addition to the new hangar and offices, several houses
have been built for FMZ personnel. FMZ is using hydro formed
interlocking clay bricks, keeping construction costs economical.
FMZ staff pay rent in advance, and the funds are used for
construction of their houses, so it is an efficient arrangement for all.

This was my third visit to Chilongolo, and the improvements
continue to be impressive. The second phase of the new hangar
and office complex is under construction, and it will be beautiful.
The new office area will have space for other ministries to locate,
providing a much needed service, as rent in Lusaka is expensive.
Additionally, having several ministries’ offices in close proximity
will encourage cooperation, sharing ideas, and strategizing.
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One of the most impressive buildings is the new fuel
storage building, complete with a huge tank and underground
piping. Everything has been built to excellent standards, and
should be a big blessing for many, many years.

FMZ is not about buildings and facilities, however.
Their stated goal is to “share the Gospel—the good news
of Jesus Christ—and to build the Kingdom of God. With
aviation being a facilitating technology and a force multiplier,
the role of FMZ is to provide aviation and logistical support
to our fellow-workers who support, resource and develop the
rural communities of Zambia.”

No, this hangar inspector was not part of the
MSI Audit Team.
With their fleet of 2 Cessna 206 and 1 Cessna 210, FMZ
provides aviation and logistical support to several mission hospitals,
missionaries, church workers, college teams, NGO’s, relief agencies,
governmental agencies, development agencies, and the list goes on.
Recently, largely in part because of the desire of the local aviation
regulator, they have been in the process of applying for and receiving
their commercial Air Operator Certificate. This enables them to fly
commercial customers as resources allow, and satisfies the regulator’s

concerns that they not compete unfairly with other commercial
operators.
Currently, the greatest needs are for additional personnel, both in
flight and maintenance, as well as facilities building and maintenance
and logistics. They would also love to have a larger turbine powered
aircraft such as a Caravan or Kodiak, if they can get additional funds
to subsidize its operating cost for the users.
MSI
For more information, see:
http://www.flyingmission.org/fmzintro.php
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Tariku Aviation
by Jon Egeler

G

etting to Papua, Indonesia from here is never easy. It usually
takes two or three days of travel, with long flight legs. This
time, it started with thunderstorms that delayed my flight to Atlanta
enough that I had to reschedule the remainder of the trip to delay
by one day. Then it was a 13 hour flight to Doha, Qatar, a 9 hour
flight to Jakarta, and a 5 hour flight to Jayapura. I was thankful to
arrive, and be met by Mike Brooks, who was behind arranging this
whole trip.
This was my second visit to Tariku, but it had been quite a long
time since my last visit in 2006. Tariku began as Regions Wings, an
aviation ministry of Regions Beyond Missionary Union (RBMU).
Then RBMU became Worldteam, and then when Indonesia
required local names and leadership, the flight program became
Tariku, with an Indonesian board of directors. The organization
has been through some tough times, with some leadership more
interested in personal gain than service, and a fatal accident that
killed their one pilot and destroyed their only aircraft.

Somehow the organization survived, largely through the
efforts of the current director Meki Nawipa. Meki is a local who grew
up nearby. Mike and Eve Brooks helped sponsor and encourage him
through school and flight training at the Bible College of Victoria
in Australia and further advanced training. When Meki took over
at Tariku, things were very difficult, both physically and financially,
but he has managed to turn things around, and they are on the right
track to make a full recovery and resume the valuable service that
Regions Wings first began.
Currently Tariku is operating a PAC 750 turboprop, and has
a Pilatus PC-6 that needs an overhauled engine. A second pilot was
just beginning his initial check-out while we were there.
Tariku seeks to serve the church and local communities
particularly in the Mumbrano region. There are virtually no roads
in that part of Papua, so everyone is very dependent on aviation.
MSI was there to conduct a Safety Audit at the invitation of
Tariku. We were able to encourage and help them along as they build
back up. We were also privileged to hold a one day Safety Seminar,
which was attended by nearly 30 people. We received a warm
welcome, wonderful hospitality, and were invited to return soon.

MSI
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Andrews University Aviation
by Terry Brabon

A

ndrews University is tucked away
in the southwest corner of lower
Michigan in the town of Berrien Springs,
not that far from Chicago. It has one of
the most diverse student populations
of any school, with students from all
over the world. The beautiful Andrews
Airpark is just over a mile away from
the main campus of the university.

The dispatcher position resolves many organizational
difficulties and provides good supervision. Flight training with
mode S transponders is a great way to keep track of aircraft
location, and the MyFlightTrain program fills the electronic
scheduling needs of the flight program.
There has been much progress since the last MSI audit in
2013. While each audit shows areas that need improvement, the
excellent staff at Andrews Aviation Department recognize there is
great potential for the aviation program and are moving it forward.
MSI recognizes and applauds the progress we see being made.

The MSI audit team consisted of Glen Ferguson, Jim Dolgner,
Steve VanBeveren (from SMAT) and Terry Brabon. Our visit,
during the first week of summer, was punctuated with numerous
thunderstorms and power outages that can blast that part of the
country from time to time, but that is all part of aviation. Since our
previous visit, we found the new renovations to the flight school
building are a good step in the right direction. The new classrooms
and laboratories in the A&P facilities are starting to take shape. A
new taxiway and improved runway markings are also in the works.

MSI

PS: Every organization has some sort of skeleton in
their closet. The MSI team, with great perseverance and
diligence, located it in the Andrews University Archaeology
building. It happens to be a full-size prehistoric wooly
mammoth skeleton, unearthed from a site in the local
area. You might say the school has some history behind it.

The flight school has new aircraft with G1000 equipment,
along with multi-engine and tail wheel aircraft that are available
for additional ratings and experience. The flight simulators,
housed in a separate building, provide effective and economical
flight training. The move of the flight school to an FAA Part 141
approved school, appears to be a positive one for flight training.
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MAF Angola
by Jon Egeler

“A

ngola?! Isn’t it dangerous there?” That was the reaction I got
most when people heard I was going to Angola. The country
has certainly had some rough times in the past, but things are much
better these days. There are still millions of land mines buried all
over the country despite many years of efforts to clear them, but it
has been many years since there was active military conflict. The
mines still pose a problem, especially in the rural areas and to the
east, as people are unable to plant crops for fear of stepping on one.
Most of the projects to clear the mines have focused on the cities
and more populated areas. That is also a key reason there is a flight
program in Angola.
MAF started the program in Angola in the 1980s primarily
to provide air transportation to NGO teams and experts who were
trying to find effective ways to rid the country of land mines. There
were many needs as the country tried to
recover from a long series of armed conflicts,
both internal and external. Through the
years, there has been progress, but there is
still much to do.
This was MSI’s second visit to the
MAF Angola program. Garry Barkman and
I met up in Johannesburg, South Africa and
then took a flight via Windhoek, Namibia
to our destination of Lubango, Angola.
Unfortunately, Garry’s checked bag did not
get off the plane in Lubango—we eventually
found it in Luanda on our way out of the
country. But lost bags didn’t keep us from
doing what we came to do, which was to
perform a Safety Audit for MAF Angola.
MAF Angola operates two Cessna 182
diesel aircraft and one Cessna Caravan. The
182s were acquired to provide inexpensive
alternatives when only a few passengers

needed to be transported, but recently the requests for the Caravan
have been increasing, especially as the church and relief agencies seek
to start working in the eastern and southern parts of the country.
Many years since the flight program began by serving those
involved in mine-clearing efforts, it has expanded and now serves
the church, missionaries, medical workers, relief and development
teams, and many others along with continued efforts to clear mines.
Current needs for the program include funding to finish
refurbishing the Caravan (which was grounded for an engine
overhaul and refurbishing while we were there), money to subsidize
their flights so those who need them can afford them, and continued
support and prayer as they minister in a sometimes difficult place.
For more information, visit http://mafangola.com/

MSI
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Celebrate the Victories
by Jon Egeler

AIRMAP Insurance Program Losses
$

2008
2009
2010
2011
2012
2013
2014
2015
2016
3,489,853 $ 3,635,811 $ 1,811,630 $ 1,623,032 $ 551,439 $ 464,156 $ 243,115 $ 181,533 $ 333,558

AIRMAPProgram
Program
Losses
By Year
AIRMAP
Losses
by Year
Chart Title
4000000

$4,000,000

3500000
3000000

$3,500,000

2500000
2000000

$3,000,000

1500000
1000000
500000

$2,500,000

0

$2,000,000

0

10

20

1

2

3

30

40

50

60

70

80

4 Series1 5 Series26

7

8

9

$1,500,000

$1,000,000

$500,000

$2008

2009

2010

2011

2012

2013

2014

2015

2016

Mission Safety International
Making Safety a Way of Life since 1983
www.msisafety.org

W

hen MSI helped to found the AIRMAP insurance
program in 2007, we were expecting an average of
$450,000 each year in claims based on the loss history data
we had gathered from the previous 7 years. The first two
years of the program, claims totaled $7,125,664—for an
average of over $3.5 million in losses per year. This exceeded
the projections by more than 7 times, and there were a lot of
questions as to how that could happen.
As we analyzed the data and trends it was apparent that
most of the reason for the disparity was not that there were
more claims than before, but that the aircraft involved in
the accidents were valued at nearly 10 times more than the
aircraft most missions had been using historically. The move
to turbine powered aircraft was having a profound impact on
the dollar amount of claims being submitted.

MSI worked very hard with all the missions to reevaluate acceptable risk and our approach to it, and to
emphasize professionalism and striving to do things with
excellence. As we look at the chart, it would appear that all of
the hard work by many people is paying off, as the trend of
cost of claims has dropped by more than 7 times, and is now
averaging less than the dollar figure we initially projected in
2007.
To put things in perspective, in the aviation safety world,
a 20% drop would be noteworthy—AIRMAP has seen over a
90% drop! This is certainly worth celebrating! We owe a debt
to all those who have contributed so faithfully to MSI and
thus made it possible to have an impact on this encouraging
trend. With your help, we will continue to work hard to see
this downward trend continue.
MSI
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MSI Top Ten Safety Concern No. 8
Discrepancy System Failures

O

ne issue we run into all too often is the reporting of aircraft
discrepancies that occur during operations. A formal system
usually is already in place for the pilot or crew to note items in
writing that are not correct in the aircraft. However, too often there
seems to be a fear that writing something down in this record will
somehow unnecessarily ground the aircraft, and become a huge
inconvenience. Often, “workarounds” have been developed, with a
pilot writing things down on a separate sheet, or a scrap of paper,
or even only reporting verbally to maintenance.
This creates problems, as the “workaround” is subject to
errors or potential for something to be overlooked. Pilots forget
to tell maintenance about issues after a long, stressful day and in
the hurry to finish up and get home. Scraps of paper get misplaced
or lost; separate sheets that stay in the plane fail to be checked by
maintenance, especially when the aircraft is scheduled to fly again
early the next morning, etc.
As we have studied this issue, it seems that there is often a
misunderstanding of how the system is supposed to operate. Most
formal systems are designed with the premise that the flight crew
might not be qualified to make airworthiness determinations on
malfunctioning equipment. That is, the crew knows something
is not operating properly, but they are not necessarily trained to
know if the correct operation of the item or equipment in question
is required for airworthiness of the aircraft. Many items in an
aircraft can be non-functional and not threaten the safe operation
of the aircraft. Other items are required by regulations to be
functioning correctly in order to continue safe operations. Aircraft
mechanics or engineers are trained to know the difference and to
make the determination, but not all pilots have training in aircraft
maintenance or engineering.
When a pilot decides something is not serious enough
to write up in the discrepancy form, he is in essence making an
airworthiness determination. Many pilots in missionary aviation
have maintenance training, and even licenses, but they fail to
realize that determining the airworthiness of a discrepancy is a
maintenance function, not a pilot one. Therefore, if a pilot who is
a qualified mechanic or engineer decides that a discrepancy does
not affect the airworthiness of the aircraft, he should write it up and
then sign it off as a mechanic, before continuing operation of the
aircraft. If he fails to write it up, the item might not get fixed at all.
One of the reasons for this distinction is to avoid the natural
tendency for the flight crew to minimize or underestimate the
seriousness of the discrepancy in their desire to complete the flight.
Because we do feel outside pressures, having someone who is able
to look at the issue more objectively is a much better option. We
need to be extremely careful not to dismiss this important layer of
safety.
Most regulations have a statement that the pilot in command
is to determine that the aircraft is safe to operate before attempting
to take flight. This stipulation is not intended to give the pilot the
power to overrule airworthiness decisions, but rather to emphasize
the importance of his using all the resources available to satisfy
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himself that the aircraft is in airworthy condition. There are many
areas for which flight training is not enough to properly prepare
a pilot to determine if a discrepancy makes the aircraft unsafe for
flight. Therefore guidelines such as Minimum Equipment Lists and
Required Equipment Lists have been established. But even these
are not enough, and a mechanic or engineer needs to be part of the
discussion and decision-making. It is also worth pointing out that
redundancy in systems, such as two magnetos, is designed to allow
the aircraft to proceed to the nearest safe landing spot, not to allow
us to continue to operate because “it only needs one”! There is a set
procedure to obtaining a ferry permit, with input from objective
third parties, to avoid the temptation of “just getting it home so we
can fix it”. The procedure is there to keep you safe and alive; you
need to use it!
Minimum Equipment Lists (MEL) are being used by some
organizations, but not by many. They can be a valuable tool for a
busy program if they are used properly, but there is a potential for
them to be misused also. MELs are designed to allow programs to
continue to operate with certain equipment inoperable, but there
are strict restrictions in that permission. MELs have a due date,
so you can’t just operate with the inoperable equipment forever.
They are also to be applied in consultation with maintenance, not
just at the discretion of the flight crew. Recording, placarding,
and disabling requirements must be followed, or the safety of the
aircraft will be compromised.
On signing off items that are minor—one of the concerns
people often express with using the formal write-up system is
that the plane will be grounded for minor concerns that are not
really airworthiness items. This argument is weak, because a
properly qualified person can sign off a minor item as “inspected
and determined to be airworthy.” The value of doing this in a
formal system is that the original complaint, although not serious
enough to ground the aircraft, can be recorded and repaired later
during maintenance activities. In essence, think of the discrepancy
reporting system as a way for flight crews to give maintenance a
heads-up on any issues existing or developing, especially before
they become serious.
When items are deferred, care must be taken to have a good
system in place to record the issues, order any parts needed, and
make sure the item is indeed addressed during the maintenance
activity. The idea of deferring is to group some of the repairs during
a time when it is more convenient or to give yourself time to acquire
the necessary spare parts. It is not to procrastinate or put off the
inevitable indefinitely. Care must be taken to not allow deferred
items to pile up, or they may be neglected as you operate under
pressure. This will create a cumulative effect that can degrade the
safety of the aircraft much more than one or two small items by
themselves.
Using your discrepancy reporting system as intended will
help you keep you aircraft in good safe condition and help
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