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PRESIDENT'S REPORT FOR 2013
Hi team, my first report as President of the AIA, a report which looks
forward more than back; I believe that's what we currently need to do. As
many of you will know, since the 2011 AGM the Aviation Industry
Association has both a Governance Board and an Advisory Council. For
those that have not caught up with the details the President chairs the
Advisory Council, the Chair of the Governance Board is appointed
member Mr Roger Sowry. More on what these two bodies do and how it
all works further into this report.
The Board, which per the constitution is responsible for "..the entire
recent months been
reviewing the structure, resources and responsibilities of the different parts
of our organisation. That review is in response to both member input and
the principle that it is always good practice to review the effectiveness of
major change; we have undergone a major transformation as a result of the
addition of the Governance Board and the adoption of One Industry.

government and management of the Association.." have in

At the AGM on the 21st June this year you will be asked to approve a
number of changes to the constitution which relate to the structural review;
the first of these is the composition of the Governance Board. NZTE are
playing a major part in our aim to have a $16billion industry by the close
of 2016; as such back in 2011 it was felt NZTE should have a place on our
Board. NZTE's support is essential if we are to achieve the $16b goal and
they are providing it but it is just as vital that MOT, TEC, CAA and other
government agencies are equally supportive and they cannot and should
not all be represented on our governing body. NZTE also believe they
should not have a formal position on an industry board. It has also been
decided to merge the activities of Aviation NZ Ltd with the Governance
Board so the position filled by that company will also be disestablished.
Finally there is a widely held view that if there is not a board place for the
industry's major player then it is not truly representative of the industry of
which we are all part. Providing a place for the "major user" resolves that
omission. In simple terms it is proposed that your Governance Board be
made up of seven members, one will be from the RNZAF and six
appointed by the Council; of the six appointees at least two are to be from
outside the industry. These changes have been extensively discussed by
Board and Council and both bodies fully support them.
Another proposed change is to the name of the 'Advisory Council'.
Advising the Governance Board is an important role of the Council but an
even more important one is appointing the Board. For that and other
reasons it is proposed to change the name from Advisory to Aviation
Council but no change to the role. The Council is the body made up of
your elected representatives; the President and Vice Presidents are elected
by the full membership at the AGM; the other Council members are the
Chair of each of the Divisions and clusters elected at the AGMs by their

membership. So the Board is appointed by the Council, a Council that you
as members directly elect.
One further very significant constitution amendment relates to the
Divisions, the components that are the building blocks of this organisation.
We currently have ten divisions and every ordinary AIA member belongs
to one or more of them. In alphabetical order they are Agricultural,
Airports, Air Transport, Education & Research, EMS, Engineering, Flight
Training, Helicopter, Services & Supply and Tourist Flight Operators.
Every division should have at the very least a Chairman, an executive or
committee, an active program to support members activities and they
should hold an annual general meeting to elect the chair and
executive/committee. Some do all that and more, others rather less. Those
that do all and more are the Agricultural and Helicopter Divisions and
there is a view that a significant factor in their success is both have an
active and very effective Executive Officer. It could be debated endlessly
which came first, the EO or the success but they certainly appear to be
linked. It is the view of both Board and Council that we should have less
and more effective divisions. To be effective though a division must have
a clear purpose as to the requirements of, and therefore support from its
members. Simply pushing divisions together to make them bigger will not
automatically make them better.
On the well proven industry premise of "it's not broken so don't fix it"; it is
proposed that the NZ Agricultural Aviation Association and the NZ
Helicopter Association continue in their current form. The Engineering
(AEANZ) and Supply & Services Divisions both represent significant
parts of the industry with traditionally different roles. Over the years,
though as the differences between engineering and supply have blurred,
many aviation companies and militaries have merged these functions
under the heading of Logistics. If the AIA were to do the same, this
grouping would appear to provide the reasonably clear purpose that it:
supports and serves those that provide the essential services the aviation
industry requires
• provides the necessary mass for an active executive, and
• large enough to support an executive officer; the Engineering Division
have in fact recently appointed an EO.
Airports is a division that has been inactive for some time after the major airports
formed their own organisation. Airports are most definitely an essential service
and our members that operate airports would naturally fit into this new division the Logistics Division.
•

The Air Transport, Emergency Medical Services and Tourist Flight
Operators are three divisions that have strong, sometimes ridiculously
strong, commercial competition between their members. They are though
all characterised by one other factor - the need to operate under an Air
Operating Certificate issued in accordance with NZCAR 119. Ensuring
appropriate content, updating, administration and interpretation of
CAR119 and associated CARs 121, 125 and 135, crosses all competitive
boundaries as does the forced relationship with the a number of other

government regulators with rules and policies. It is proposed that these
three divisions are merged to become the Operational Division. The new
division to largely focus on technical issues and the regulatory
environment in which its members operate.
The remaining divisions are Flight Training and Education & Research.
The Flight Training division has been active and effective for many years
as has been the E&R division which focuses on the academic side of
training. As a side comment there are very few respected, mature
industries that do not actively support research and development of topics
that are applicable to them. New Zealand's primary industries are great
examples of this and it is one of the reasons why NZ continues to be a
world leader for the quality of much of our primary produce. There are
many niche areas where our aviation industry could and should do the
same; e.g. work has been done and continues into alternative fuels, that
was recognised by us last year via the recipient of the Richard Pearse
award. Our flight and ground training industry competes internationally
but would clearly benefit from advances and improvements in training
methods and technology. All of our members benefit by being more
competitive and applied research fits well into the One Industry, $16b by
2016 concept. We must support research and development across every
activity we do not just one or two areas but this is probably best done if it
is the clear responsibility of one part of our organisation. For those and
other reasons it is proposed that the Flight Training and E&R divisions are
merged to become the Training and Development Division.
As well as the changes for Board, Council and Divisions there are also a
number of largely editorial changes to the constitution.
Coming back to the present; there are many different reasons why you are
members of this organisation. The day to day activities of the AIA office
provide support for individual members in many different ways; I believe
that is the primary reason why our smaller members belong, we provide
strength through unity and access to specialist services. Our CEO Irene
King spends a lot of time in this area. For medium sized members
industry growth and promotion helping them increase their commercial
activities are probably the more important things we provide. John
Nicholson leads this area and has had notable success within NZ but
particularly so outside the country generating new export opportunities.
The top ten are self sufficient in both these areas and largely look after
themselves. They though also benefit from being part of an organisation
that represents the entire industry to government and the rest of the
commercial world. There is always strength in unity; equally divide and
conquer is as true as it always has been. The most important role of
Board, Council, Divisions has to be to ensure you see benefits from and
believe continued membership is worthwhile. That enables us to have a
strong and credible organisation. To ensure that is the case we must have
activities, programs and results that make you proud to belong; proud to be
in the aviation industry and its industry association. We have achieved
some good successes in the last 12 months but I know we can do more.

Finally on that note I would be very remiss if I did not acknowledge the
sterling efforts of the team at Level 5, 12 Johnston St, Wellington that
have been responsible for so much of what we do. Our CEO Irene King
plus her team of Sarah Fisher, John Nicholson, Troy Forsyth and Andrew
Nicholson toiled really hard for us and have achieved great results. John
Sinclair the AAA and NZHA Executive Officer has done the same only he
is all over the country rather than just in Wellington. Only Irene and the
two Johns are fulltime so it is all done with a very small team. Our staff
work for the Governance Board, a group of highly qualified individuals
who like all the divisional chairs provide their time gratis. On your behalf
I would like to thank Roger Sowry, Teresa Ciprian, Adam Bennett, Air
Vice Marshall Peter Stockwell, John Jones and Graeme Martin who have
served on the Governance Board for the last 12 months and have provided
valuable service.
In conclusion everyone involved knows the only constant of aviation is
change and the AIA is not immune from that. It is also said that countries
get the government they deserve; the same is very probably true of
industry organisations. I strongly believe that the change to the
constitution of the Governance Board, the merging of divisions and other
changes will lead to a far stronger and more effective organisation. It is all
part of the ongoing journey to achieve One Industry, The Industry, Our
Industry.

Dale Webb
President
Aviation Industry Association of NZ Inc

Roger Sowry
Chairman
Governance Board AIA

CEO’s REPORT
It’s great to be heading to the South Island and particularly Dunedin for
this year's conference week. Our regular rotational conference visits to the
South have been disrupted because of the earthquakes in Christchurch. Not
only because we can't visit that beautiful city due to lack of
accommodation and conference facilities it mean last years conference ran
a month later than usual and this year's conference is a month earlier for
the very same reason. Who would have thought such a catastrophic event
would have the unintended consequence of disruption aviation's only New
Zealand inspired conference two years hence.
However it’s great to see Christchurch back on its feet and as soon as the
conference and accommodation facilities are open for business we will be
there.
Governance and Management of the Association
Our new governance arrangements have been in place slightly under a year
and are still undergoing some fine tuning. Members will be asked to vote
on a further number of changes at this year's AGM. As your CEO I fully
endorse the changes being proposed as the best way to grow aviation's
presence and influence. Our presence as an industry of course in
unassailable as we provide the best, safest and fast means of connectivity
to through out and beyond our country. We are also critical contributors in
the value chain for our primary and tourism sectors however what is
generally not appreciated is our sectors productivity is equivalent to the
diary industry - seen by most commentators as the powerhouse of the New
Zealand economy.
Building the new brand
We have much to talk about but in today's world of brands we have to
have the right brand to make our products and services easily understood.
Unfortunately “AIA” although having its own meaning and recognition for
members becomes readily mixed up and confused with for example that
well known airport in Auckland and also global insurance giant AIA. As
brand “Aviation New Zealand” this characterizes who we are, what we do
and who we represent. This does not mean that the legal entity of AIA will
in anyway change, nor the way we represent members however our
objective is very clearly to become a collegial and trusted partner
providing advice and being integrally involved in the substantive decisions
impacting on the policy setting and regulatory environment
Protecting and enhancing our competitiveness
Why is this change important? Real value in our sector is driven from
having globally competitive policy settings and a regulatory environment
that is responsive to change will concurrently providing the highest level
of public safety assurance. These factors combined we know unleashes, as

we saw in the early mid nineties, a renewed vigour for entrepreneurship
and growth. We are the sector who saw the likes of Mongolia accept our
way of doing business as captured in our Rules. We lead successful change
around the globe in the way exams were conducted for aviation licenses.
All of this change was created out of a governmental and political
environment that was accepting of and promoted change while
concurrently managed potential threats.
Because aviation is a heavily regulated sector the speed of change can
appear quite glacial relative to the business environment we operate in.
However with the adoption of good risk based thinking and practice the
change can be accelerated with confidence. Of course AIRCARE is
simply an example of commercial industry saying we want to adopt risk
based practices because they are the most efficient assurance tool in an
environment where high reliability and safety integrity are at its essence.
AIRCARE delivers a dynamic solution to managing change – considered
to be the biggest threat to any enterprise.
Working with the Regulator to build and create the right environment
As the Regulator now discusses their approach to safety, sustainability and
integrity in our industry our anticipation is that AIRCARE will become the
norm and accepted way of doing business within the general aviation
community. This is because it is the best way of efficiently embracing
change while currently recognising that to survive we must have resilient
business systems. We accept for some these concepts are very difficult to
grasp because the world they know is one of prescription and compliance.
Modern regulatory systems must be proactive - our customers expect us to
anticipate harm and put in place all of the necessary treatments. It simply
is no longer acceptable to say "that was an accident waiting to happen”.
Today there is an expectation as responsible participants that we are all
engaged and proactively addressing issues before they occur.
Internationalising means protecting Brand New Zealand
As we internationalise protecting brand New Zealand and what we
represent will become even more important. AIRCARE is simply one
element. There are others such as the fundamental integrity of our
regulatory system, the behaviour of our aviation community, the way we
respond to environmental pressures etc. These are all becoming part of the
ethos of the 2020ies.
Our challenges are quite simple - do things the right way, don't harm our
people, our passengers and the communities we work within; manage
change well; attract the right people and build and grow sustainable
businesses to create wealth for those who participate in our industry or
benefit from our activities. It does seem very simple. Our goal as we have
said is to create a $16Bn business by the end of 2016. We are already half
way through 2013 - my perception is that the pace of change is not swift
enough to get us comfortably to our goal.

Raising the recognition of Aviation
Aviation is still not recognised in the wider community for the wealth we
create and the high paying jobs. There are still more hairdressers trained
per head of population than pilots and aviation engineers. When tackled as
to how this could be the response was that hairdressers don't cost the
government as much to train. Somewhere in the policy equation the value
chain had become much distorted. We accept that fiscally demanding
times requires prudent management but hairdressers don't build high
performing economies and they, in general don't create wealth for
economies. If we take flight training the economic multiplier from one
additional student trained is four dollars for every one invested. In
education, in particular, these value chain equations are not well
understood although my expectation is that they will as we all become
much more conversant on what generates wealth.
Embracing a whole of government approach
Much excellent work has been undertaken on developing a whole of
government approach to aviation. We are very grateful for the support we
receive from Officials at the CAA, MOT, NZTE, MFAT to name a few of
the agencies we regularly interact with. It is this understanding of each
others strategic agendas that starts to drive real gains along with operating
successfully in the international environment in an NZ INC basis. It was
from one of very our early collaborations with NZTE that the catch cry
"Aviation is in our DNA” came from. More recently in our
communications to you we discuss our "double helix safety and growth".
Without safety we cannot have growth and without growth being safety
becomes challenging.

We firmly believe our regulator understands the double helix concept and
is embracing the growth agenda knowing full well that the risk based
approach they are extensively adopting gives us all the maximum
assurance our various customers and stakeholders demand of high
reliability industries such as ours.
Performance metrics of the Association
After reporting a substantial profit in 2011/12 we are reporting an equally
significant loss in 2012/13. Much of this “overs and unders” has been
cause by the timing of income and expense.
Membership has grown both by volume and value
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Our conference week also makes a major contribution to income however
the associated costs can be quite variable – a matter to be addressed in the
months ahead.
Conference week performance 2008-2013
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Our overhead costs have also risen driven largely by doing more projects
such as AIRCARE; rental costs frozen for the six years prior to 2008 were
adjusted along with a significant upgrade to the office and we now cover
more of the divisional travel which is off set from additional revenues paid
by those divisions who have a full time EO. Salaries over the time have
reduced by 7% with any even greater reduction projected in the year
ahead.

A big vote of thanks to the Board of the Association, the Advisory Council
under the leadership of Dale Webb and to the staff John Nicholson who
runs Aviation New Zealand; John Sinclair the EO for NZAAA and NZHA
and the office staff of Sarah and Andrew both of whom have had to step
up while they concurrently study. We look forward to the balance of 2013
with eager anticipation. There is a good feeling out there. A kind of quite
positive commitment to the sector and its opportunities. This is our world
and this is our DNA.

Irene King
Chief Executive
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AIR TRANSPORT DIVISION REPORT
At last, an opportunity for shifting the regulatory paradigm after 23 years
of operations under the current Civil Aviation Act. Add some internal AIA
Division transformation to the mix and we should see a very interesting
and challenging year ahead.
The proposal by the Board and Council to merge the Air Transport,
Emergency Medical Services and Tourist Flight Operators to become the
“Operational Division” has merit I believe. They will be characterised by
one factor- the need to operate under an Air Operating Certificate issued in
accordance with NZCAR 119. The current Divisions have varied
structures, support and effectiveness however the benefit of the merge
would be the development of a clear sense of purpose which should relate
to improved support for its members.
The Ministry of Transport (MOT) have, at long last, initiated a review of
the CAANZ Act. A very positive and collaborative briefing on the 6th of
June was provided to a large group of interested parties on amendments to
the legislation. It seems that there are very few matters not up for
discussion. The stated intention is to ensure the Act supports a flexible,
responsive regulatory system and is fit for purpose. This aligns with the
government’s ‘Better Regulation, Less Regulation’ initiative. The review
of the act is an attempt to finding new ways of tackling transport
regulation to ensure it is of high quality and implemented in a costeffective manner.
The present aviation rule making system, could at best, produce four new
rules a year and with 90 odd issues already in the queue it would take 20
plus years to clear the backlog. This clearly is not satisfactory. Therefore,
CAA is moving to a more proactive, risk-based approach to aviation
regulation by implementing a change programme to improve regulatory
quality, service delivery, and efficiency and effectiveness. The Act cannot
unnecessarily hinder this move to a risk-based approach.
The CAA consultation forums on a risk management approach to aviation
safety have had 350 plus attendees across the country. This shows there is
plenty of interest by the industry and is a refreshing approach by CAANZ
to encourage support for a mandatory risk management approach a.k.a
Safety Management Systems.
An ICAO task force has recently completed a project on safety
information protection. The Chair of the review believes it is a top priority
for states to create an environment where safety information can be shared

as the Safety Management Systems depend on a climate that is
confidential, without the fear of retribution.
The Civil Aviation Act is to ensure that New Zealand meets its obligations
under international aviation agreements and should align with the ICAO
State Safety Programme (SSP) requirements. The Aviation Community
Advisory Group (ACAG) has been actively lobbying MOT and CAANZ to
achieve this and the recent emergence of the draft ICAO ANNEX 19 is
timely in this regard.
There was also a submission made to CAANZ in 2009 to make changes to
the CAA Act section 43, 44 and CAR 12.63 as they “indirectly discourage
valuable reporting to CAA of safety failure caused by human error”. At
that time ACAG and CAANZ were in agreement that a change to the CAA
Act would have to precede any rule change. The opportunity to make a
case for safety information protection and encourage MOT and CAANZ to
align with the ICAO SSP requirements has arrived and is key to
underpinning Operator’s Safety Management Systems.
Reduction to medical certification costs has been acknowledged by CAA
and they have agreed they need to reduce the costs, while maintaining the
integrity of New Zealand’s aviation medical certification regime. A project
plan is under development regarding a move to an online system with
expected delivery of June 2013. The system itself is programmed for
delivery by the end of June 2014. CAANZ should be in a position by mid
July to make an informed decision as to whether devolution of the system
or retention in house is the optimum solution. They will consult on next
steps acknowledging that the fee is set in regulations, which the CAANZ
itself cannot change, however they are willing to go to government and
seek a reduction in current fees ahead of mid-2015 to pass on any costs
savings that these initiatives may result in.
This annual report is more about opportunity than what has been achieved
in the last calendar year but you can be assured that the Division (whatever
shape) will be acting on these opportunities to look after the interests of
our members.

Errol Burtenshaw

NZAAA CHAIRMAN’S REPORT
This is my last report as Chairman of NZAAA as I step down and take on
a new role at Ballance. However I will not be leaving behind aviation and
will remain on the governance board which governs the industry
association.
When I took on the role of a committee member at the 2006 conference the
challenges for the Ag industry stemmed from the turmoil of a series of
fatal accidents leading to proposals from the CAA to substantially rewrite
CAR137. Today our focus has shifted to looking how we effectively
identify the risks within the total agricultural aviation environment and
develop a series of both regulatory and non regulatory solutions to address
problems and challenges proactively.
Whether we understand or not in the space of some four short years we
have moved to a forward focused approach looking to the world of safety
management systems. For a sector this is as dramatic and radical shift as
you will see – of course the work on the new journey is just beginning but
I am absolutely confident that the days of our sector being seen as one of
the most dangerous from the regulatory perspective are disappearing.
We are now working and operating in a very modern regulatory space. In
fact some could say that Ag aviation is leading the sector based risk
approach in this country. For individual operators this means that you set
and are in charge of the safety culture, the way you manage and bring
about change in your business and for the documentation of your safety
risks and the development of their mitigation plans.
For some this may seem like a major mission but having done it in our
own business the results speak for themselves both in more productive
time, fewer accidents and their associated investigations and less time
before regulators and coronial courts and the like. In this process of
developing the business system AIRCARE™ came along. AIRCARE™
put a framework around the practices and a clear way of demonstrating
that the business was at best practice both in terms of safety and
environmental compliance.
AIRCARE™ is about how we treat the key risks identified by the ag
aviation community namely safety and environmental hazards. It would be
fair to say that some members of the community have tried to portray the
programme as something other than what it is – a means of raising the
professionalism of the sector on a voluntary basis. Needless to say
customers find the concept of Ag aviation raising its professionalism

attractive because concurrently it protects them as third party users from
potential litigation should things go seriously wrong.
Just as we are protecting our business and our employees our customers
find the proposition of using best practice compelling as a means of
protecting their businesses.
For some time I have felt that it is far better from a business perspective to
take control of our own destiny as a sector. The shortly to be released
sector risk profile reinforces this point as does the recently expressed view
of the CAA that “while our aviation system is one of the safest in the
world, accidents and serious incidents continue to occur. We need to
evolve our approach to safety to hold steady and even further reduced
accident rates.”1
Rejecting wholesale changes to CAR 137 was and is merely the beginning
of a journey to investigate and assess a number of possible ways of solving
our challenges. Rule making remains one of the primary tools but others
are evolving as the CAA modernises and develops sound risk based
approaches to regulation.
As an industry we will have to step up and accept more responsibility
ourselves, potentially to the point where the regulator delegates or
devolves surveillance to an industry group such as the NZAAA. Now that
there is a corporate governance structure sitting over the top of the AAA
there are mechanisms which place at arms length matters of potential
conflicts of interest. In conjunction with a well developed assurance
process taking responsibility for our own actions shifts to a new level.
Such models are not uncommon. In fact it is the way most equivalent
alternative jurisdictions around the globe deal with their Ag sector. The
FAA see the Ag sector as resilient and quite obviously have much greater
fish in the sea to chase. Australia has a slightly more hands on approach
but then the difficulty of regulating such vast tracks of isolated country is
an issue. In New Zealand it’s the risk based approach to regulating safety
that drives you to this approach.
Why spend $3-$4k on regulating a company to protect one pilot and one
aircraft from harm when the CAA can direct its very expensive resources
for the same amount of money into protecting the fare paying passenger –
it’s all about how to maximize regulatory reward.
As I said at the beginning while I am stepping down from the Chairman’s
role I am confident NZAAA is in good heart. I have had the privilege of
working with an excellent committee who has worked to further the aims
and objectives of the division. It would be fair to say there have been
some vigorous exchanges however on one point we are all of the same
1

CAA Safety Regulation of Aviation. Considering a Risk based approach – Consultation
document 28 May 2013.

view and that is we have a responsibility to our people and their families to
ensure we do everything in our power to protect them from inadvertent or
unintentional harm and an even greater responsibility to diligently do our
job and ensure we are neither reckless or negligent in our behaviour.
In closing I would like to express my heartfelt thanks to John Maber – the
incumbent EO for NZAAA when I took on the role and more recently to
JG our present incumbent. Without the support of these two “leaders” of
Ag aviation we would all be in a far less constructive place than we are
today.
Graeme Martin
Chairman
June 2013.

NZAAA EXECUTIVE OFFICER’S REPORT
It gives me a great deal of pleasure to report that both NZAAA and NZHA
have a really good working relationship with CAA. I think it is fair to say
that a level of trust has developed – them towards us and us towards them.
We now have a partnership and in this environment some good things are
rolling out.
Firstly the Ag Sector Risk Profile was launched in April this year. In the
opinion of the Australian Risk Management Company appointed by CAA
to collect the data, the level of involvement in the on-line survey, the four
workshops and the individual interviews was unprecedented compared to
any other industry they have worked with previously! This makes the
outcome so much more robust than it would be if only a handful
participated. To my mind this speaks volumes of the passion we all have
for our industry. How this work rolls out into risk mitigations will be
fascinating to not only watch but be involved with. Ag is the first aviation
sector to have such a review and in the words of CAA Director Graeme
Harris at last year’s conference, “These are exciting times.”
The second good outcome is that in May this year CAA very generously
shared its accident/incident database with NZAAA and NZHA (desensitised of course) and we have been able to carry out some analysis
from the information received. This work is incomplete but initial
indications are interesting. The information in their database has been
gleaned from the information the unfortunate operators have told CAA in
their 005 reports and to be honest, human nature and the risk of
repercussions might sometimes mean that the information has been
worded in such a way that it might not be quite as robust as is
desirable.........
So both NZAAA and NZHA are embarking on their own projects to look
objectively at accident causal factors for all the accidents since 2000.
Step 1) Workshops will be run in both North and South Islands in July to
better determine causal factors.
Step 2) More analysis will take place to identify trends. In other words
once the causal factors information is more robust, the dates of the
accidents in each causal factors group will be analysed to provide current
trends.
Step 3) Areas will be indentified for treatment strategies and treatment
options will be considered.
Step 4) We will continue to monitor the database and continually validate
causal factors. Given that operators may not always want to come clean in
their 005 reports, we believe that this process will lead to far more robust
statistics that in turn will lead to better safety outcomes for everyone. CAA
wholeheartedly supports this initiative and will encourage 005 filers to
have some dialogue with the industry association. Those who do share

information with the association can be assured of confidentiality. It is the
trends we are interested in.
Stakeholder Engagement
Again I am pleased to report that we are enjoying productive relationships
with other organisations. These include Federated Farmers, who recently
appointed liaison man Rick Powdrell (he attended NZAAA’s last
committee meeting) Wind Energy Association, Transpower, DOC,
Landcorp, Rural Fire, Animal Health Board, Search and Rescue the
Insurance Industry and as already mentioned, CAA. I personally value
these relationships and the value that collaboration with them brings to our
members.
Sustainable Farming Fund Project - Stop, Collaborate and Listen
It is timely for NZAAA to report on its Sustainable Farming Fund Project
(11/076) that is soon to enter its third and final year. This project is being
run to address issues identified by aerial operators.
NZAAA is promoting a return to common sense.
The problem identified by NZAAA was the range of provisions in regional
and district plans prescribing how the industry is to operate. In particular
there were concerns about rules to manage discharges that weren’t
practical and prescribed outcomes that were often not realistic or
achievable. Increasingly there were pressures on operators because of
complaints and perceptions about applications from air, making the
operating environment difficult.
In 2010 the Theme of the Industries Annual Conference was “Doing
Nothing is not an Option”. The industry needed to be pro-active.
This is the point at which the “STOP” happened.
More of the same was not an option – there needed to be a better way.
It was decided that the best way to change things was to work with the
councils to find solutions. The industry acknowledged that planners
writing rules may have little knowledge or understanding about the
industry so set about planning this project to address these concerns. We
identified that the outcomes that the operators wanted and councils were
seeking were in fact quite similar – just that the language being used was
different.
For an aerial agricultural operator the key to a successful application is
based around accuracy:
• right product used
• at the right rate
• in the right place
• at the right time.

Councils were seeking outcomes that:
• ensure there is no discharge off target that causes adverse effects
• products are applied in a safe manner.
Therefore there was similarity between what both the councils and the
operator were seeking to achieve. The challenge was how to increase the
understanding between the groups and lead to plan provisions that
adequately address the issues identified by NZAAA.
This is when COLLABORATION began.
The industry talked to a range of stakeholders including councils and
decided that the best way forward was to obtain funding to develop tools
to address the identified issues. Our application made to the Sustainable
Farming Fund was successful and was supported by funding commitments
from NZAAA and other parties – Dairy NZ, Horticulture NZ, Beef and
Lamb, Ballance Agrinutrients, the Fertiliser Association of NZ and
Landcorp.
The project was designed to work with stakeholders, including Councils,
to develop guidance on environmental best practice for fertiliser,
agrichemical and bait applications within the aviation industry.
Sustainable agricultural aviation requires environmental best practice so
objectives in the project include development of relevant, practical, and
achievable environmental performance standards for agricultural aviation
in regional and district plans that are consistent, accessible and understood
by operators through:
• Development of tools for councils developing plans under the
RMA
• Information provision and dissemination.
A key feature of the project was the recently completed Guidance Note on
agricultural aviation, demonstration days for planners and linkages into the
AIRCARE™ Accreditation Programme
One of the first steps in the project was to hold meetings in every region
with all parties involved.
These meetings provided a great opportunity to LISTEN.
For the first time in some cases, pilots and council staff met in the same
room and discussed the issues. They provided a critical forum on which to
base the project.
As part of the regional meetings, three questions were asked:
- What are the issues relating to aviation in your region?
- What is working and why?
- What is needed for things to work better in the future/possible
actions?

In collating the responses, recurring issues were identified.
The main issues in no particular order were:
- “Lifestylers”
- Public perception of Ag Aviation
- Regulations around waterways/water bodies
- Notification
- Product Quality
- Client facilities.
- Off target drift
- Noise
All of these issues are of interest to both the regulator and the
pilot/operator. The only difference is the significance or importance of the
respective issues (or it might be a second order issue e.g. poor quality
fertiliser is important to the pilot/operator because of the difficulty in being
able to contain and place it evenly on the target area, whereas the regulator
is interested in keeping fertiliser out of waterways).
So there is a lot in common between the pilot and the regulator in terms of
the issues to be addressed.
A range of options were provided as to how to make things work better in
the future. Generally these confirmed the project approach to develop
information and opportunities for engagement between parties.
So where has all this led?
It didn’t just stop with the listening. The results of the regional meetings
have been brought into the project work since that time, and in fact the
listening continues as tools are developed and tested with the stakeholders.
Work has been on-going with MfE on development of the Guidance Note
which is intended to be put on the Quality Planning website, a place where
planners go to get guidance when writing plans.
One of the key things that has resulted from the project is the development
of different approaches to managing discharges from aircraft to a more risk
based approach. Such an approach aligns with the approach that operators
use every day in terms of flight safety.
It is important to recognise that there are many variables that can affect an
agricultural aviation operation.
The aerial application of agrichemicals, fertilisers or VTA is carried out in
an environment where many of the relevant parameters are variable – e.g.
wind speed, wind direction, temperature, target plants, product ballistics,
and surrounding location.
That is: no two situations will be the same. An operator has to assess a
range of factors to ensure that the outcomes sought are achieved. The
response needs to match the operating conditions if it is to be effective.

Agricultural aerial operators have a range of tools and methods to assist in
achieving accuracy and to manage risks such as GPS, calibration, nozzle
selection, pattern testing to certify equipment swath width and spreading
evenness. The assessment of a specific situation will determine which
tools an operator uses to address the risks that the situation presents.
The fact that no two situations are the same presents a challenge for
councils in writing plan provisions to fit all situations for an activity which
has a range of variables, and yet achieve the outcomes sought.
Generally the approach to rules that regulate agricultural aviation has been
prescriptive - that is rules that have specific details for example of
distances, volumes, weights, areas. These are the rules that were
problematic for operators.
An alternative is to have outcomes based rules which describe what is to
be achieved. This approach is supported unanimously by NZAAA
Executive.
We believe that is an easier more effective approach that will meet both
the council and operator requirements.
The fact that a planner is writing rules for where no two situations will be
the same presents a challenge in terms of writing provisions that will fit all
situations for activities which have a range of variables. A risk
assessment/management approach by the party carrying out the operation
– in this case the aerial operator - is an effective approach because it deals
with specific situations and decisions made to address the risks and
potential adverse effects that may arise from that situation. The
assessment of the specific situation will determine which tools an operator
uses to address the risks that the situation presents and therefore how best
to proceed, including the option of postponing the operation until
conditions improve (i.e. the risks can be managed).
A risk management approach requires a pilot to:
• Undertake a risk assessment which takes into account the actual
(real time) situation
• Choose actions to address the identified risks
• Follow best practice AND be able to verify that.
A pilot must also:
• Accept the responsibility for the outcome
• Take all practicable steps to minimise the risk
• Show how it was achieved (if called upon to do so):
What discharges occurred?
Where did the discharge go?
What were the (weather) conditions at the place and time of
application?

Where the aircraft went (tracks flown) may not be reliable or sufficient
evidence to verify where the discharge went – it depends on local weather
conditions; particularly wind speed and direction, as well as particle size of
the substance discharged.
The methods adopted and the verification evidence must “reflect the risk”.
In a high risk situation the level of care and due diligence demands greater
rigour. A risk management approach is the most effective way to deliver
on the objective.
Risk assessment is the first step to reducing the risk and involves:
• identifying the hazard e.g. is the substance hazardous – what
hazard classifications (HSNO) does it have
• then treatment through eliminating or isolating it e.g. by the use of
specially designed application systems that ensure the substance is
contained to the target; or
• reducing any exposure to it – because the hazards associated with
the substance are known, the best options to reduce exposure can
be identified
The Guidance Note shows how a risk-assessment, risk-management
approach can be used together with the necessary technical information to
deliver more reliable outcomes for both operators and councils managing
discharges to air, land or water.
The Auckland Unitary Council is the first council to buy into this risk
approach. In its Draft Unitary Plan notified in March this year, the only
requirements it has put on aerial operators for discharging agrichemicals
are:
1) The application must be carried out in accordance with
NZS8409:2004
2) There shall be no adverse effects from the application
3) The pilot must hold a GROWSAFE® Pilots Agrichemical
Rating
4) The aerial organization (company) must be AIRCARE™
Accredited.
There are no other conditions for an area that is arguably one of the most
high risk areas in NZ. Auckland Unitary Council has confidence that the
risk management protocols in the AIRCARE™ Programme will deliver
the outcomes they want.
AIRCARE™
NZAAA Accreditation was launched in 1997 as a programme that would
ensure the sustainability of Ag Aviation in the face of continued
environmental threats. It relied on members voluntarily joining the
programme. Members were adamant that the programme was valuable but
they told NZAAA that it needed to be rebranded, it needed more uptake
with compulsion if necessary an option and it needed to be attractive to

stakeholders. Following is part of the workshop report from the
Palmerston North Conference 2010. Three questions were asked:
1. What environmental issues give you the most grief or hassles?
2. What should we do with accreditation?
3. What do you think are the things we should focus on to address
RMA/Environmental issues?
The answers given to questions 1 and 3 drove the need for the Sustainable
Farming Fund Project but it is question 2 that is revisited here.
What should we do with Accreditation?
The following answers to this question were provided by NZAAA
Membership.
• Try to get it included in Regional Plans, Recognised by
Regional Councils, Adoption by councils/ regulators as a
minimum requirement
• Get farmers wanting to use accredited operators (via
Federated Farmers?) Hard to bring farmers on board
• Get operators to see benefits
• Promote it more to everyone, Keep promoting it. More
members required outside sector
• Change structure of it – content needs overhaul, Make it
simpler, Make it harder, Needs massaging/ improvement
• Rebranding, Name change (better branding) e.g.
GROWSAFE, Brand it
• Accredited to what?
• Incorporate into Ops Manuals/ HSNO, Make it part if Air
Operating Cert (AOC), Talk to CAA, Accredited operators
get less CAA audits therefore financial benefit
• Explore ways to make “value added”, Needs to be seen to
adding value to ones business
• Retain independent auditor
• Keep cost down
• Make it compulsory? Can you without being AAA
member? Not optional = Level playing field, Regulation enforcement, Central govt driven
The development of the AIRCARE™ programme and its adoption by
stakeholders was exactly what members called for three years ago.
NZHA and its members similarly identified the biggest threat to their
sustainability was noise issues and so the programme was extended to
provide a standard for noise abatement.
Commercial aviation must protect its future. This is critical for the NZ
economy as we cannot afford to have aerial application and or the use of
conservation areas regulated out of existence as has happened in some
countries overseas. The best way to assure sustainability is to have all
pilots operating according to best practice. The AIRCARE™ programme
was developed to provide regulators and customers the assurance that best
practice is being delivered.
The programme, largely in respect of noise and access to DoC lands has
come under attack. One of the challenges this year has been that DOC

promulgated compliance with AIRCARE™ (they did that on 9th February
2011) but approval in respect of those parts requiring Ministerial approval
has not been forthcoming. Restructuring at DOC has seen new personnel
constantly entering the fray. At the time of writing we are still awaiting a
response from the new Minister on whether or not he supports
AIRCARE™ “or equivalent”. The “or equivalency” does create
additional risks for operators and the industry in that there will be at least
two channels of governance and at least two channels of compliance,
something our colleagues in the maritime industry “safe ships” programme
determined was less than satisfactory. At the end of the day it is operators
and the industry who will need to determine whether industry
sustainability and assurance is the objective or whether some other
imperative is more important.
I wish to thank the three Chairs, Graeme Martin, Lloyd Matheson and
Tony Michelle for their support throughout the past year. I must also
mention the work John Maber and Lynette Wharfe carry out on our behalf.
I’d also like to acknowledge our hard working office team of Irene
supported by Sarah and Andrew.
John Sinclair
May 2013.

AVIATION COMMUNITY ADVISORY GROUP (ACAG)
REPORT
The Aviation Community Advisory Group (ACAG) brings together a
group of eleven appointed or elected representatives from across the
aviation community to provide CAA and MOT with input to assist with
the rules development process. ACAG meets three times per year and
maintains a cordial working relationship with both agencies.
Looking back at the last 12 months we have not seen a large number of
final rules signed into existence, but the magnitude of change in the way
issues are assessed have been immense. The genesis of this change has
been a tightening of government purse strings with the transport rules
development budget reduced $200K last year and expected to be trimmed
another $200K this year.
To address this the Ministry of Transport have released there ‘Regulatory
Development and Rule Production Handbook’ which is a rather tortuous
104 pages of reading but for the first time advocates the conduct of a very
thorough issue identification and analysis process before rule change is
selected as the preferred solution.
Further to this it also requires looking at all other possible methods of
addressing an issue before choosing rulemaking. We should have had this
document many years ago, if its guidance and recommendations had been
available when the legislated yardstick of safety at reasonable cost was
revoked we would never have lost traction to the extent we did.
ACAG is totally supportive of both the up-front analysis of issues and the
consideration of all possible solutions. Some reservations exist around the
CAA being able to complete the issue analysis in isolation from the
stakeholders however we are hopeful that through adoption of risk
management fundamentals they will ensure this doesn’t compromise the
process.
As a consequence of these changes the ACAG’s terms of reference have
also been reviewed. Rather than being solely focussed on projects where
rule change is the preferred solution, ACAG will now provide crosscommunity input to CAA at the very early stages of the process prior to
them looking at exactly what a particular issue is and how it should be
dealt with. Consideration is being given to broadening ACAG’s
representation to better fit with this role and this is likely to be the subject
of discussion at the 2013 Election Forum.

Consistent with the whole of government approach that we are seeing
applied in many areas nowadays, the Ministry of Transport and NZ Trade
and Enterprise take part in all ACAG/CAA meetings.
This is a new process and is undoubtedly going to have some teething
problems as it gets established however I am confident that it has a far
better chance of delivering positive outcomes for aviation in a far more
timely fashion. We just have to get used to the fact that a positive outcome
may take many different forms, it will not necessary be a rule change.
Challenges still abound, aviation is an international business and as a
nation we have to honour our international obligations. The continued
reduction of government funding makes this problematic and is an area
that ACAG will be highlighting going forward.
Two items of significance that are likely to loom large in the coming year
are progress towards formal introduction of Safety Management Systems
to New Zealand aviation, and the first significant review of the Civil
Aviation Act since its inception. SMS is working its way through the
governmental processes at present and is likely to take the form of an
extension to existing quality assurance requirements to encompass risk
management principles. The Civil Aviation Act review is being run by the
Ministry of Transport and will involve a public submission process at
some point. Their target date for enactment of legislative change is 20162017.
The strength of ACAG is a product of the commitment of its members
who always strive to deliver a consensus position on behalf of the whole
aviation community. In the last 12 months Ross Gillespie (NZALPA) and
John Pearce (NZ Aviation Federation) have both retired from their
respective organisations and from ACAG. These two individuals have
contributed significantly to making ACAG what it is today and their
efforts are greatly appreciated.

Qwilton Biel

AVIATION NEW ZEALAND REPORT
The Aviation New Zealand vision: To increase the scale and accelerate the
ability of the New Zealand aviation industry to market itself internationally
and secure more high value new business than would be possible if
companies acted on their own.
Highlights
• Adopting the value chain approach to work
•

India New Zealand Aviation Arrangement signed October opening many
doors for New Zealand companies

•

Aviation brand developed with comprehensive range of supporting collateral

•

Increasingly aligned effort with government agencies

The international market went through considerable change in 2011/12.
Growth varied– slow in the traditional European and North American
markets and generally, quicker in the Middle East, Asia and Latin
America. Even in these other markets, performance varied considerably
with India for example, facing many domestic financial challenges, and
China’s aviation growth being driven primarily by domestic activity rather
than international.
Aviation New Zealand now acts as an integral part of the Aviation
Industry Association. While established as a subsidiary in 2008, and run
separately, we now work very closely together with one shared approach –
Strategic Directions 2016 reflecting the integrated nature of domestic and
exporting sectors of the aviation industry. This aims to increase turnover
in the aviation industry to $15b by 2016 including exports of $6b.
There are three critical parts of Strategic Directions for Aviation New
Zealand:
• Building the Profile of the Aviation industry (developing the brand,
growing awareness of the industry in New Zealand and
internationally)
•

Growing the size of the aviation industry (business opportunities)

•

Making the industry operate more effectively (internationally
competitive regulatory frameworks, facilitating cooperation and
collaboration)

Building the Profile
AVIATION IS IN OUR DNA
The New Zealand Aviation industry is
• Practical and Innovative – we develop effective and efficient solutions
•

Agile and Responsive – we specialise in smaller production runs and engage with
our customers

•

Professional and Accountable – we have real expertise and deliver value to
specification

A booklet, ‘Aviation is in our DNA’ was developed with NZ Trade and
Enterprise (NZTE) from material on our website. This was used at EAA
Airventure in the United States in July and is now used in all international
activity. Descriptors (sitting underneath the strapline, ‘Aviation is in our
DNA’) were developed for use in Indonesia and Singapore from January
onwards and draft value propositions were in place by year end.
Our standard presentation on the New Zealand aviation industry was
updated four times during the year. It is available to ensure consistent
messages are communicated by everyone about the industry.
Profile raising work in key markets had a strong business media focus.
Highlights during the year included:
• China: New Zealand Aviation Industry Supplement in Popular
Aviation (in Mandarin)
• India: Wide range of articles and supplements, in hard and soft
form, including in Yahoonews.com, Globatimesnews.com, The
Business Standard, Financial Chronical, Economic Times and Wall
Street Journal
• Indonesia, interviews and articles in Kompas Gramedia, The
Jakarta Post, Kompas and Bisnis Indonesia. An Indonesian
journalist also visited NZ.
• Australia and the Pacific: supplements and articles in Aviation
Business Australia/Pacific, Islands Business and Airwaves.
We were also involved in international promotional work including EAA
Airventure (New Zealand stand, July) and Heli-Expo (New Zealand
function, March) in the United States, the ASEAN Aviation Training
Conference (presentation given, January) in Indonesia, and NZ Aviation

Seminar (organised by the Association of Aerospace Industries, January)
in Singapore.
Outcomes: comprehensive branding, consistent messaging and collateral
is now in place and being used internationally by NZ Ministers,
government agencies and companies.
Growing the Size of the Industry
In New Zealand
there is one aircraft per 1000 people In Indonesia it is one per
300,000
In China it is one per 600,000
In India it is one per 1.16m
Aviation (sure is) in our DNA
Our business opportunity identification work was expanded to provide
advice on upcoming projects in Latin America, The South Pacific, China
and parts of Southeast Asia. This reflects a closer relationship with some
NZTE international offices and accessing, for example, World Bank
material. We also provided guidance on some international databases that
companies can subscribe to and monitor developing business
opportunities.
We ran workshops on Opportunities in the International Market, China,
India and Indonesia at the Aviation Industry conference in August and
participated in other industry organised workshops.
Work in India continued the focus on building strategic relationships with
a limited number of potential customers with wide ranging requirements.
Nine companies participated in a mission to India in October – a
continuation of the India strategy but broadening to cover airport fit-outs.
Good contacts were reaffirmed/made with good near term business
opportunities. Minister Joyce’s leading the mission in some critical
appointments achieved a very high level of access and engagement for us.
Outcomes: A NZ company has re-engaged with China as a result of our
intervention with business in the year exceeding NZ$1m. Companies on
the October India mission have secured $30,000 in new business and
expect contracts of over NZ$2.2m in the current financial year.
Making the industry operate more effectively
In adopting the value chain approach, we have been able to clearly
articulate the relationships between the various parts and the importance of
the industry working together. This is unfinished business but we have
made significant progress.

An Aviation Services Group and an Airport Technologies group were
established during the year to permit engagement further up the value

chain, and the delivery of solutions rather than the supply of goods and
services.
An India New Zealand Aviation Arrangement, between the Indian
Ministry of Civil Aviation and the New Zealand Ministry of Transport was
signed in October and witnessed by Ministers Sri Ajit Singh and Joyce.
This encourages commercial collaboration between both countries. We
championed the need for such an agreement.
Ministry of Transport, following consultation with us, seeks to include a
regulatory cooperation clause in Bilateral Air Services Agreement
negotiations.
We have regular meetings with a multi-agency group including NZTE,
Ministry of Transport, CAA, Ministry of Foreign Affairs and Trade and
the Ministry of Science and Technology (now Callaghan Innovation) and
are agreeing priorities. This group’s support helped secure the India New
Zealand Aviation Arrangement.
We took part in an industry forum organised by Minister Groser, and
briefed teams from Ministry of Foreign Affairs and Trade and Ministry of
Transport on our international aims and the supportive roles they can play.
Outcomes: A more commercially supportive government/regulatory policy
and strategy is developing. Good multi-million $ commercial business is
already resulting from the more supportive China/New Zealand BASA
concluded in April.
Industry Amalgamation
Aviation NZ and the Aviation Industry Association are now operating as
one organisation.
Board Meetings
The Board met three times. There were no changes to the Board structure
during the year. It was chaired by Bruce Heesterman (ASPEQ). Other
members were Samantha Sharif (resigned from CANSO during the year
and is now an aviation expert advisor), John Jones (CTC Aviation) and
Neal Garnett (EADS rep in New Zealand). Mike Flanagan (ex Air New
Zealand) is an advisor to the Board.
Other
Aviation NZ benefited from its close working relationship with the AIA,
NZTE (this included advisory input and financial support for some
activities undertaken during the year), Ministry of Foreign Affairs and
Trade (briefings of Ambassadors and engagement on international mattes
and agreements), Ministry of Transport and Civil Aviation Authority
(international agreements, domestic policy settings).
Bruce Heesterman
Chairman
May 2013

John Nicholson
Chief Executive
May 2013

ASPEQ REPORT
Aspeq continues to focus on growth of the business at home and offshore
through targeted investment in internal infrastructure, people and business
development. While the past 18-24 months has seen difficult trading
conditions, ASPEQ has continued to deliver high quality exams to a
variety of industries both in New Zealand and globally and is seeing the
benefits of investment in past years start to provide a return.
As was the case in the preceding year, pilot examinations in New Zealand
continued to decrease by over 20% fuelled by the 2011 changes to the
government funding of pilot training. AME examinations however are up
about 8% and flight examinations remain static possibly reflecting we
think higher number of foreign pilots coming to New Zealand for work.
With a pilot shortage in New Zealand largely acknowledged we expect to
see a slowing of this decline and are hopeful of some positive growth on
the horizon. In Australia it is not so dire with exam numbers up on plan by
about 3% which is a helpful start to the new five year delegation from
CASA. After eight months of discussions with CASA we have also come
to an agreement to take over the run-out of the paper based AME exams
through until to 2015 which is a nice albeit small win.
December 2012 saw the long running and successful programme of builder
licensing assessment come to an end. We carried out more than 22,000
examinations across New Zealand on behalf of the then Department of
Building and Housing with about 40% in the last 12 months. Like the
testing of financial advisers, this was always a known “one-off”
programme of testing and we are exploring ways to exploit the experience
gained with other New Zealand government organisations.
During 2012/13 we have commenced delivery of flight crew and AME
examinations in Malaysia and EASA based flight crew examinations in
Singapore where we have been delivering AME exams for nearly three
years. The contract with Australian Maritime Safety Authority (AMSA)
has gone live during this year and we were pleased to win a tender released
by the Australian Security and Investment Commission (ASIC) that will
see us commence examinations of superannuation auditors across
Australia for the next 3 years. These two Australian contracts are great
steps toward the strategy of greater network utilisation in Australia springboarding off the now 11 years of aviation exam delivery.
As signalled last year we have commenced a formal partnership with
CAAi (subsidiary of CAA UK) and have or are delivering nine projects
with them including the above mentioned Malaysian examination services.
The desire to win the right to deliver aviation exams for CAA UK in the
UK remains an active opportunity the success of which we believe is
enhanced by the plethora of other projects with CAAi around the globe.
An example of this is the recent decision to jointly develop a new ICT
product called e-Licensing for sale to regulating authorities as we see a gap
in the market for such a offering that will suit both aviation and nonaviation regulators alike.

The company continues to invest time and money into business
development and recognising that the lead time for sales is typically 24
months, we know that we must be looking for new work before the current
projects are completed. We have strong opportunities in Singapore, Hong
Kong and in several Middle East jurisdictions that we will attempt to
contract during the coming operating period. Two of these opportunities
are in the maritime sector and one in the occupational health and safety
sector, both industries of some interest to Aspeq being as they are adjacent
to the aviation industry.
Our roots are New Zealand and aviation and we remain very committed to
the continued process of refreshing and restructuring aviation exams in
New Zealand in conjunction with NZ CAA the delegation we hope to resecure for a further five years come June 2013. We systematically
measure customer feedback in New Zealand and Australia and it has been
pleasing to see results exceeding 82% being delivered in both nations
through the year. As signalled last year, in July 2012 we converted the
PPL exams from paper to computer delivery which was a direct result of
customer feedback. We now deliver only computer based exams worldwide.
The past few years has seen significant efforts expended into building our
Tasman software platform and this is now substantially completed and
providing an excellent and scalable platform from which to deliver myriad
exam projects. It also forms the base for the above mentioned e-Licensing
product.
Aspeq has continued its strategy of becoming more noticed or known and
this involves sponsorship of a variety of aviation related events and
programmes. We were also pleased to be awarded some development
funding from NZTE’s International Growth Fund for international
business development and a modest grant from the Ministry of Science
and Innovation to employ a market researcher over the summer months.
The latter grant resulted in a report on the opportunities in the global
maritime industry which will be implemented as part of future business
plans.
The Board and senior management team have continued unchanged during
this period. Efforts continue to make Aspeq a great place to work as
measured by the annual external survey that continues to show positive
growth.
As a small business Aspeq has had to remain flexible about resourcing and
find creative ways to meet completing customer demands in tight time
frames. This has created a very high work load at times and the teams
have at times been under significant stress. The success that we are now
seeing reflects the energy and efforts of the leadership and the team to
actively make Aspeq both successful and a great place to work.

Bruce Heesterman
Chief Executive

SAFETY ADVISORY COMMITTEE (SAC) REPORT
The Safety Advisory Committee (SAC) of AIA was established in 2009
with a representative from each of the divisions. The objective of the SAC
is to establish a forum for members to raise, discuss and determine
proactive, efficient and economical solutions to issues related to aviation
safety. In December 2012, the functioning of the SAC was reviewed by the
Advisory Council and the terms of reference were amended to include
representatives from Airways and the RNZAF, in addition to
representatives from each of the divisions.
At a subsequent SAC meeting in February 2013, the committee considered
an agenda of items and identified key issues to be addressed. These are
potential Health and Safety Act changes, which could have a detrimental
effect on the culture of voluntary and open reporting, or cause
inappropriate compliance requirements due to lack of technical
understanding of the requirements of the industry, and the Criminalization
of Aviation Safety. A key challenge is the availability of resources for
SAC to effectively address these issues.
The Incident Review Meeting (IRM) which is conducted at the annual
AIA conference is an important activity of SAC. This forum for
confidential exchange of safety information amongst AIA members is
attracting increasing interest amongst the members. I would request and
encourage members to participate in the IRM by sharing their experiences
freely.
Finally, I would like to acknowledge my colleagues on the SAC, Errol
Burtenshaw, Graeme Martin, Don McCracken, Lisa D’Oliviera Susan
D’AthWeston for their continued support and participation.

ASHOK PODUVAL
CHAIR

