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ABSTRACT

This study examines and presents the historical overview and development of Ghana Civil
Aviation Authority from 2007 when it decoupled its regulatory and air navigation services
provision, from the airport operational functions, till current state. It also explored some
significant and key milestones, administrative and operational structures, Director-Generals at

various stages, challenges and the future of the Authority.

The historical method was employed here because the interest is focused on reporting events
and/or conditions that occurred since 2007, while attempting to establish facts in order to arrive

at conclusions concerning past events or predict future events.

This research was steered by three questions and two hypotheses that try to discover: Why civil

aviation was decoupled, what significant milestones there are and what vision is being pursued.

This study is to fill-in the gaps identified from the earlier work of Dr. E. R. K. Dwemoh, (after

2007) the first Director of Civil Aviation.
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DVOR- Doppler Very High Omni-Range

FANS - Future Air Navigation Systems

FIR- Flight Information Region

GACL-Ghana Airports Company Limited

GATA-Ghana Aviation Training Academy

GCAA- Ghana Civil Aviation Authority

GCAR- Ghana Civil Aviation Regulation

GNSS - Global Navigation Satellite System

GBAS - Ground Based Augmentation Systems

IATA — International Air Transport Association

ICAO-International Civil Aviation Organization

ILS - Instrument Landing System

MLS - Microwave Landing Systems

NOTAMS — Notices To Airmen

OPS - Operations

PAPI- Precision Approach Path Indicator

PEL - Personnel Licensing
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e RIMS - Remote Integrity Monitoring Stations

e SARPs - Standards and Recommended Practices

e TDME - Terminal Distance Measuring Equipment
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CHAPTER ONE
BACKGROUND OF THE STUDY
1.1 Introduction

In this increasingly globalized and competitive world economy, the aviation industry continues
to play a fundamental role by taking the fore front of facilitating the growth of international

trade, tourism and international investment, and connecting people across continents.

Since its inception in the early twentieth century, civil aviation has become one of the most
fascinating, important, and complex industries in the world particularly its airports. The desire
for man to move from one place swiftly, safely and securely, made him consider other options of
movement. Man first tamed and rode animals bareback. Man later introduced other means of
powered transportation such as trains, bicycles/motorcycles, ships and motor vehicles. But Man
still wanted speed, safety and comfort. This insatiable need of man necessitated him thinking of
flying. This dream was realized on December 17, 1903 on a North Carolina beach of Kitty Hawk
when ‘The Wright Flyer’ became the first powered, heavier-than-air machine to achieve
controlled flight with a pilot on board. Air transportation through Simon and Schuster Wright,

was significantly changed by this feat. Man, could now fly.

But man could just not be allowed to fly as and when he pleased and through what means even?
He could only, thus, do this flying by means of aeroplanes/airplanes/aircraft powered by engine.
This meant, therefore, that some regulation was needed and a reputable body to be responsible
for this regimented and orderly oversight. The International Civil Aviation Organization (ICAO)

was born.



A United Nations (UN) specialized agency, the International Civil Aviation Organization
(ICAOQ) was created in 1944 upon the signing of the Convention on International Civil Aviation
(Chicago Convention). ICAO works with the Convention’s 191 Member States and global
aviation organizations to develop international Standards and Recommended Practices (SARPs)
which States reference when developing their legally-enforceable national civil aviation
regulations.

There are currently over 10,000 SARPs reflected in the 19 Annexes to the Chicago Convention
which ICAO oversees, and it is through these provisions as well as ICAO’s complementary
policy, auditing and capacity-building efforts that today’s global air transport network is able to
operate close to 100,000 daily flights, safely, efficiently and securely in every region of the

world.

ICAO develops policies and Standards, undertakes compliance audits, performs studies and
analyses, provides assistance and builds aviation capacity through many other activities and the

cooperation of its Member States and stakeholders.

The global airline industry continues to grow rapidly, but consistent and robust profitability is
obscured. If measured by revenue, the industry has doubled over the past decade, from US$369
billion in 2004 to a projected $746 billion in 2014, as observed and published by the
International Air Transport Association (IATA). Much of that growth has been attributed and
driven by low-cost carriers (LCCs), which now control some 25 percent of the worldwide air
transport market and which have been expanding rapidly in emerging markets; growth also came
from continued gains by carriers in developed markets, the IATA reported. Yet profit margins

are razor thin, less than 3 percent overall (Allianz Global Corporate & Specialty, 2014).



The airline industry, as a whole, operates in an environment of perpetual cyclicality. Periods of
strong demand and modest profits are routinely followed by equally long-and usually deeper-
periods of weak demand and economic instability. In this roller-coaster environment, achieving
profitability is, at best, a zero-sum game. This was certainly evident in the 2001 to 2007 industry
cycle. Following several years of healthy profitability in the 1990s, the terrorist attacks of 2001
and the SARS virus scare of 2002 and 2003 contributed to a dramatic reversal of fortune
profitability plummeted as did stock performance. The airlines’ weak capital returns were
apparent when gauged against not just other industries, but also other players in the aviation
sector. When compared to airports, catering companies, aircraft manufacturers and other sector
players, airlines’ return on capital employed (ROCE) was, on average, 140 percent lower (IATA,

2012).

By 2050 it is estimated that some 16 billion passengers — equivalent to more than double the
current global population of around seven billion — will need to be flown yearly, an anticipated
increase of 384% compared with the 3.3 billion passengers expected to fly during 2014 (The
Washington Times, 2011). In 1960 just 106 million passengers flew worldwide. In 2014, 50
million tons of freight will be flown across almost 50,000 routes. By 2050 this is expected to

increase significantly to 400 million tons (Boeing, 2011).

Ghana was colonized by Britain and the development of the aviation sector in Ghana was
spearheaded by the British colonial administration dating back to 1918 when the idea of aerial

transportation for the then Gold Coast was conceived. Starting as a unit within the Public Works



Department in 1930, it was granted Departmental status in 1953 under the Ministry of Transport
and Communications. The first time an airline was operated in Ghana was in the Second World
War where the Kotoka International Airport was initially used as a military aerodrome by the
Royal Air Force from Britain during the war but was handed over to civilian authority in 1946

following military pullout.

By January 1956 a development project was launched for the construction of a proper
international airport for Accra which culminated in the commissioning of the first international
airline known as Ghana Airways which started operation in March 1958 with Accra Airport as
base. Due to the growth in passenger traffic a new passenger terminal was commissioned to take
care of the growth. In the same year the Accra Airport was renamed Kotoka International

Airport.

It stayed as a department till 1986, when it assumed a status of a corporate body under the PNDC
law 151 establishing Ghana Civil Aviation Authority as an autonomous entity in May, 1986,
based on the mother international organization, ICAO. This was followed by the enactment of

the Civil Aviation Act in 2004, Act 678.

Ghana Civil Aviation Authority is the regulatory agency of Government on air transport in
Ghana. It also provides air navigation services within the Accra Flight Information Region (FIR),
which comprises the airspace over the Republics of Ghana, Togo, Benin and a large area over the

Atlantic Ocean in the Gulf of Guinea.

However, the mandate, vision and mission that informed the creation of this organization has

undergone several metamorphosis over the decades.



The purpose of this study therefore, is aimed at giving the evolutionary processes that the
organization has gone through, and to adopt a historical approach so as to expand upon
knowledge, add together, piece by piece, through time and great effort, the history of the Ghana
Civil Aviation Authority from inception to date. The essence is to in fact, attempt to bring to the
fore, the step- by-step developments, the contributions of the various Director-Generals and that

of other persons and/or associations within and without the authority.

The study would also consider primary and secondary sources of data/information mostly made
up of or extracted from journals, newsletters, magazines, diaries, reports and staff narrated

accounts that is hoped to provide a comprehensive and accurate history of Ghana Civil Aviation

Authority.

Mission Statement:

“To Provide Safe and Secure Civil Aviation Regulation Services in a Professional and

Environmentally Responsible Manner”.
Vision: “To become a World-Class Aviation Regulator and Air Navigation Services Provider”
Corporate Values: Leadership — Excellence — Integrity — Innovation - Partnership

Functions:

The role of GCAA, as stipulated in Section 3 of its enabling statute, is to provide a safe and

secure air transport services through the following functions, inter alia:
e Advice government on all air transport issues:

e Provision of air navigation services within the Accra Flight Information Region (FIR).





















Commerce should foster air commerce, issue and enforce air traffic rules. It also required the
secretary to license pilots, certify aircraft, establish airways, and operate and maintaining aids to

air navigation.

In the USA, the Airline Deregulation Act of 1978 effected deregulation of the airline industry.
Poole and Butler (1998, p.2) stated that ‘what deregulation accomplished was to transform a
static, cartelized aviation market into a dynamic, continually changing market’. They further
stated that the impact of deregulation was felt in three main waves. In the first period, which was
the ten years following deregulation, the main shift was the creation of hub-and-spoke systems
by the major airlines. This implied schedule changes as well as reconfiguration of fleets to
accommodate smaller aircraft on the spoke network. Airports were also affected as the hub-and-
spoke system created congestion at some of the larger airports. In the second wave, and in
response to the growing congestion at some of the major airports, opportunities developed for
alternatives; one of the results was the creation of low-fare point-to-point services. The low fares
led to expansion of the market and resulted in a number of new airlines trying to replicate the
success of the pioneer low-cost carrier, Southwest Airlines. The latter’s business model was, at
the time, largely dependent on the use of under-utilized airports, which also led to the
development of the secondary airports.

Throughout the years, the FAA has evolved and has improved on its operations becoming the
standard for a lot of players in the industry. Today, the industry has become very technologically
advanced. The air traffic control system is a major part of the aviation industry. It is one of the
most important parts of all major airports of the world. Constantly, aviation-related technology is

being developed. As the industry improves, supersonic jets have reached speeds of 1400 miles

12



per hour and NASA is continuously developing even faster jets (Loffi, 2001). All aspects of this

industry must therefore keep up with these developments. (Sweet, 2009).

Safety has always been a priority of the industry. It even became more important after the
September, 11 2001 attacks that saw major changes in terms of security precautions in the
industry. As a result, safety has improved in the industry. Again, one aspect of safety has been
unintentional accidents which are not necessarily terrorist attacks. “For most of our history,
safety was a function of accident investigation. Safety was forensic. There would be an accident;
we would investigate the causes, and then implement the changes to make sure that accident

never happened again.” (Whitaker, 2015)

After going through the work done on the Civil Aviation on the USA, it comes out that, the
authors concerned themselves more in respect of safety and security issues rather than tackling
the history of Civil Aviation of the USA. The study elaborated on aircraft related accidents

and/or incidents as against the history of aviation.

Again, the work attempted to bring to the fore, the commercial benefits of the industry in terms

of manufacturing of air planes for civil and commercial purposes.

2.2.2 Civil Aviation in Ghana

There is an extensive work (Dwemoh and Associates) in establishing the history of civil aviation
in Ghana. He traced the necessitation of introducing planes into British West Africa and the Gold
Coast in particular. To him, the early fliers saw that the challenges of travelling long distances
could only be achieved by flying and carrying out military reconnaissance and liaison on the

confines of the perceived turbulent Western Sahara and the forging of links between the colonies

13






Recommendations from these surveys captured in subsequent reports, Sir Alan Cobhan piloting
the first aircraft ever to visit the country, the flying boat “Singapore” circled over the township

of Accra then continued to Takoradi Harbour to dock (Dwemoh, p.4).

Britain as colonial masters spearheaded the development of the aviation sector in Ghana. The
first time an airline was operated in Ghana was in the Second World War where the Kotoka
International Airport was initially used as a military aerodrome by the Royal Air Force from
Britain during the war but was handed over to civilian authority in 1946 following military
pullout.

By January 1956 a development project was launched for the construction of a proper
international airport for Accra which culminated in the commissioning of the first international
airline known as Ghana Airways which started operation in March 1958 with Accra Airport as
base. Due to the growth in passenger traffic a new passenger terminal was commissioned to take
care of the growth. In the same year the Accra Airport was renamed Kotoka International
Airport. Later in 1986, that law was promulgation and PNDC law 151 was enacted to establish

Ghana Civil Aviation Authority as an autonomous entity. This was followed by the enactment of

the Civil Aviation Act in 2004, Act 678.

Again, the work also considered the first landing of an aeroplane (land machine) in the Gold
Coast, Civil Aviation in Post-Independent Ghana, the Department of Civil Aviation and its
responsibilities i.e. Administrative, Legislative and Judicial Powers, the Civil Aviation Act of
1958, various Boards of Directors and Management Staff, The Policy of Ghanianisation and the
Transformation from Department of Civil Aviation to Civil Aviation Authority. It also captured
acquisition of lands and building of aerodromes, Ghana Airways setup and the various domestic

15



and foreign airlines operations and their respective air routes and some recommendations

regarding the future efficient running of the authority.

Although the work was extensive, it stopped short of events immediately before and after the
decoupling of the regulator from the airport operator. The work also dealt more with

governmental policies as against operational direction.

2.2.3 The United Kingdom Civil Aviation Authority

In the UK, the Civil Aviation Agency was established in 1972, under the terms of the Civil
Aviation Act 1971, following the recommendations of a government committee chaired by Sir
Ronald Edwards. Previously, regulation of aviation was the responsibility of the Air Registration
Board. The current main Act of Parliament regulating aviation in the UK is the Civil Aviation
Act 1982. Responsibility for air traffic control in the UK passed to NATS in the run-up to the

establishment of its public-private partnership in 2001.

The CAA directly or indirectly regulates all aspects of aviation in the UK. In some aspects of
aviation it is the primary regulator, in other areas, where the responsibility for regulation has
passed to the European Aviation Safety Agency (EASA), the CAA acts as EASA's local office,
implementing the regulations. Representatives from the CAA sit on EASA's advisory bodies,

taking part in the Europe-wide regulation process.

The work focused more on stringent aviation regulatory functions as against the start of civil

aviation in the United Kingdom.
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2.2.4 Nigerian Civil Aviation Authority

In Africa, aviation was introduced not too long after the Wright brothers introduced the first in
1903. In Nigeria for instance, it started in 1920 just 17 years after the first plane took off.The
British Royal Air Force aircraft touched down on a polo field in Maidugri. This clearly shows,
that aviation in Africa started in the form of military exercise. It was not intentionally introduced

but was rather a war time operation by the British. Later, it gradually assumed civilian

operations. (Ogbeidi, 2006)

By 1925 the British Royal Air Force extended operations in West Africa and, they stationed a
squadron in the Sudan. The British commander sought approval from the Colonial Office in
England to operate frequent cross-country flights from Khartoum to Maiduguri. By 1930, civil
and military aircraft were carrying passengers across boundaries and touching down in places
like Kano, Sokoto, Bauchi, Minna, Oshogbo and Lagos while British Imperial Airways carried

regular passenger and mail services. Subsequently, Lagos and Accra became hubs for flights

enroute to the Middel East and India. (Ogbeidi, 2006)

Nigeria and the then Gold Coast now Ghana, met in May 1946 to discuss the means to

effectively tackle issues of transport and communication between the British Isles and the

colonies.They also met to form a joint company and an air transport authority to take over the

services previously operated by the Royal Air Force. The outcome of this meeting was the

establishment of the West Africa Airways Corporation (WAAC). Like its counterpart in East
Africa, it was set up by an Order-in-Council of the Colonial Office in 1946. An agreement was
reached between the colonies and the British Overseas Airways Corporation (BOAC) and Elder

Dempster Lines (both companies having monopolised the air and sea transport respectively).
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The study also covered the expansion, building and development of airports, determination of the
Flight Information Region (FIR), provision of Air Navigation Services and the functions of the
Civil Aviation Authority of Cyprus as mandated by their Act of parliament. It also studied the

incorporation of her airlines, the development of the civil aviation sector proper.

The study however, did not cover threats to the civil aviation sector of Cyprus and neither did it

tell what its future plans are.
2.2.6 Qatar Civil Aviation Authority

Civil aviation in Qatar dates back to the onset of the 1950s when oil companies embarked upon
oil-prospecting in the southern parts of the country. When these companies needed air
transportation services to carry their personnel and oil-prospecting equipment, a runway was
established in the western part of the country, followed by another one south of Umm Said. In

the last quarter of the 1950s, another runway was established east of Doha for commercial air

transportation.

At the time, that runway used to receive one plane monthly. As the commercial air transportation
developed, the first small airport, situated in the same location of Doha International Airport,
was established. The airport was equipped with all the navigating and handling services, in

addition to other services for monitoring regular flights to and from Doha.

Since then, steps towards developing Doha International Airport, the basis for civil aviation
services in Qatar, have been made steps including extensions, services and other facilities,
accompanied by the economic and architectural renaissance, as well as a strategy for varying

resources of national income, all made under the auspices of His Royal Highness the Prince
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method design, depending on the needs of the research. Indeed, it helps collect direct data from

people about the subject matter.

In-depth or unstructured interviews are one of the main methods of data collection used in

qualitative research. It is used to stress the importance of talking to people to grasp their point of
view (Burgess, 1982a) and personal accounts are seen as having central importance in social

research because of the power of language to illuminate meaning (Hammersley and Atkinson,

1995:126).

3.4.2 Secondary Sources

e Books

Books are useful for research because they give in-depth coverage of a topic, often provide

background information on a topic, used to get an overview of a topic, demonstrate how a

research topic relates to broader, narrower and related issues and give a more complete

information (causes, effects, long-term consequences, fuller conclusions, etc.), deeper analysis
b

and a broader historical perspective with a more context both within and outside of a discipline.

Again, they contain original research that may cover multiple experiments or span several years.
b

Since books provide written records of information that can be referred to, therefore, the

following would form the bulk of information to this research:

o Extracts from ‘History of Civil Aviation in Ghana’ by the first Director of Civil

Aviation Dr. ERK Dwemoh and associates. from their 25™ anniversary magazine,
Vv o

will serve as the basis for gathering information

Messages from past Director-Generals extracted from the GCAA 25" anniversary
o Messa

magazine (May, 201 1.
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e Journals

Journals, newspapers and/or magazines cover recent developments and events with little time
lapse. As a result, information is current but may be incomplete, captures "the spirit of the
moment" (especially newspapers and magazines). Journals are important for reporting fast-
paced, competitive or time-sensitive research, containing original research and typically focus on

one experiment; while newspapers and magazines may refer to research studies, but do not

contain original research.

Thus, they will include the GCAA Newsletter and other aviation related magazines etc

e Pictures

Photographic images serve as powerful records of people, events, and places. They evoke ideas

or emotions in ways that words alone cannot.

The pictures will include among others pictures of the GCAA Head Quarters building, some

former Director-Generals since 2007, navigational aids, instruments, installations and equipment.

o Events

Some key events that took place since decoupling will also be mentioned.

e Extracts

Extracts will include among others, copies of documents such as some of the various Acts

establishing the Authority, Legislative Instruments and/or Regulations, Technical Directives etc.
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Aviation at the time, the British improvised one to train him as the first Air Traffic Director. He
was later sent to the United Kingdom, where he was given formal training to take over the
management of Ghana’s Civil Aviation as Director. He was among nine Europeans, being the
only African at the Glasgow Career Course. On his return to Ghana in December, 1962, he was

promoted to the first Directorate position to manage the Affairs of GCAA.

He said he found Civil Aviation to be very dynamic, interesting and promising but with
challenges which he had to work in order to overcome. One of such challenges was that as the
only African working with the whites, he had to make every effort to “as he put it,” “hit the

mark”. Since his success would pave way for more Ghanaians to be employed in the service. He

simply had to avoid lateness and work very hard.

The first president, Osagyefo Dr. Kwame Nkrumah had to push him to do more because he had

plans to train more Ghanaians to take up positions occupied by the whites.

He traced his success story to the keen interest Dr. Nkrumah had in the development of Civil
Aviation industry in Ghana. Dr. Dwemoh also recalled Nana Opoku Ware who was then the
Minister of Transport and communication and his enormous support and co-operation in

endorsing his recommendations and requests to purchase equipment.

He worked tirelessly on the African and international scene in line with President Nkrumah’s

Africa Unity Agenda and this put Ghana high on the World map of nations.

Indeed, he became the first African to win the International Civil Aviation Award, being the first

Ghanaian to be accorded such prestige. Dr. Dwemoh also became the president of the African

Civil Aviation Commission and was asked to maintain that position after two years due to his

credible and distinctive work.
32



Today many African pilots owe a lot to him, for his recommendations which enabled them to
achieve their aim of flying. But for Mr. Dwemoh, who succeeded in discarding the perception by
Europeans, African Pilots could not fly because they were perceived to have Sickle cells. After
extensive research and collaboration with health experts, Dr. Dwemoh proved that many African

might have traits but not necessarily the sickle cell disease which could have presented African

pilots from flying.

Dr. Dwemoh himself was trained to fly light Aircraft which was a pre-condition for any

candidate to qualify as a Director-General of Civil Aviation at the time.

4.1.2 Captain Joe Boakye

Captain Joe Boakye, a seasoned pilot with several flight records on the defunct Ghana Airways
served as Deputy Director-General Technical for almost six years before assuming the high
office of Director General following the exit of Wing Commander Andy Mensah in 2001. He
told Aviation News that Civil Aviation is a multi-faceted organization. He was able to fit into the

Director-General’s position because of his varied background as a regulator, a pilot and an

administrator.

According to him, the legacies left behind are as a result of team work and an on-going process

in the dynamic spheres of Civil Aviation. As such, within the period of his service, he continued

with the rehabilitation process to make the terminal more user-friendly. Check-in counters were

increased to ten with an improvement in the seating enclave. He said the Airport City Project is

also an on-going one.

On the regulatory sector, Capt. Boakye said ‘GCAA is shoulders above the other neighboring

African countries; and managed to overtake Cote d’Ivoire which was also doing well. He

33















The Minister said the Government and people of Ghana are proud of the achievement of GCAA
over the years especially the safety and security record of the Authority. He identified the
construction of a new Fire Station at t the Airport, influx of Airlines to the Airport as a result of

the expansion words on the tarmac and the provision of navigation facilities as achievement

worth mentioning.

According to him Government is taking a look at how it could release a more sizeable proportion
of the Airport service tax to the GCAA and the GACL to enable them to have sufficient funds to
further improve facilities at the Airport. Mr. Dawda gave the assurance that despite the

challenges, Government will continue to support the GCAA to promote Civil Aviation and
facilitate tourism in the country.

Commenting on the defunct Ghana Airways, Mr. Dawda said it is his dream and that of His

Excellency, President Evans Atta Mills to have the national colours flying in the very near

future. He said though it is not an easy thing to do, Government will soon come out with an

official position on the defunct National Airline, Ghana Airways.

4.2 The Ghana Civil Aviation Authority Now

The Ghana Civil Aviation Authority (GCAA) is the regulatory agency of the Republic of Ghana

for air transportation in the country and also provides air navigation services within the Accra

Flight Information Region (FIR), which comprises the airspace over the Republics of Ghana,

Togo and Benin and a large area over the Atlantic Ocean in the Gulf of Guinea all the way to Sao

Tome and Principe and along the coastline of the Republic of Nigeria.
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* Approval of flight simulator exercises.

» Inspection and approval and certification of sites chosen, designs and drawings for airstrips,

airports, aerodromes and high rise structures including telecommunication masts within the air

navigation airspaces as determined by GCAA.

*  Aerodrome Certification and registration.

* Inspection of fire fighting vehicles and supporting equipment, facilities, procedures and

training of personnel.

* Inspections of aerodrome security facilities and equipment, access routes, fencing etc.

* Inspections and monitoring of ANS equipment, procedures and training of personnel.

* Monitoring and inspection of ATC facilities, equipment, procedures.

* En-route observation of flight Crew to ensure compliance with standard flight procedures.

* Routine and random inspections of aircraft and engineering equipment.

*  Audits of Airline Operators, Aviation Training Organizations and Aircraft Maintenance
Organizations.

* Inspection, certification and licensing Ground Handling Agencies and equipment

ion and approval for the flying and use of unmanned aircraft whether for

* Inspection, validat
aeronautical, weather or agriculture purposes.

4.2.5 (a) Staffing

* 1 Director, Safety Regulation

* 1 Deputy Director (Airworthiness/ASAS)

* | Assistant Director (ATS)
* 4 Managers(AIR, ASAS, PEL, OPS)

48 Inspectors/ Trainees/ Assistants
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latitude 9.5° South of the Equator) through the provision of sound engineering practice, the

responsibilities of the Engineering Department are captured as follows:

4.3.2 Air Traffic Safety Electronics Section

This is the largest Section within the Engineering Department with a mix of Electronics

Engineers and Electronics Technician Engineers. Its main responsibility is to carry out planning

installation, operation, maintenance and servicing of mission-critical safety-of-life air navigation

equipment and facilities scattered throughout the Accra FIR.

4.3.3 Communications Unit

The Unit is headed by a Communications Manager (currently vacant) and is responsible for the

installation, maintenance and servicing of the following communications facilities for

Aeronautical Mobile Service (AMS) and Aeronautical Fixed Service (AFS).

- IBS Satellite Communications Ground Earth Station linking GCAA with Lagos, Kano,

Libreville, Niamey, Ouagadougou, Bobodiolasso, Abidjan and Brazzaville for the provision of

ATS/DS and AFTN.

-~ VSAT Communications facilities in Accra (hub station) with nodes in Kumasi, Tamale,

Lome, Niamtougou, Cotonou, Sao Tome and Lagos for the provision of ATS/DS and

AFTN. That of Sunyani was connected to this system in 2011.

- VHF and HF communication radios

HF radios in Tamale,

tch (VCCS), Automatic Message Switch/ATS Message

i d
= Extended Range V Niamtougou and Sao Tome

= Voice Communication Control Swi
Handling System Voice Recorders and ancillary units. A new VCCS is going to be

installed before the third quarter of 2011.
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- Ancillary communications equipment such as the PABX for corporate services as well as
serving as a backup for critical communications links with neighbouring FIRs.

- With the implementation of the ICAO Future Air Navigation System, new communications

facilities such as VHF data link (VDL), HF data link (HFDL) Controller-Pilot Data Link

Communications (CPDLC) are going to be added to or used to replace some existing facilities.

These are the communications facilities used for the provision of air-to-ground and ground-to-

ground services between Accra ACC and aircrafts or neighboring ACCs. They are mission

critical facilities and as such need proper maintenance to ensure availability greater than 99.7%

at all times. Without them, ATS services cannot be provided.
4.3.4 Navigation

The Unit is headed by a Navigational Aids Manager and is responsible for the installation,

maintenance and servicing of the following navigational aids such as the Instrument Landing

System (ILS) which comprises of the Localizer, Glide Slope and Terminal Distance Measuring

Equipment (TDME). The ILS provides lateral guidance for aircraft so they can align themselves

to the runway centre line during the approach and landing phases of flight.

There is also the VOR/DME which provides bearing and range information for aircraft relative

to the airport or for en-route guidance. Non- Directional Beacons are used for approach as well

as en-route services. The existing DVOR/DME is being replaced and upgraded this year, 2011,

with an Automatic Terminal [nformation System (ATIS) being incorporated.

The ICAO FANS (Future Air Navigation Systems) program brings on board systems such as the

Global Navigation Satellite System (GNSS) with its augmentation systems, including the Ground

Based Augmentation Systems (GBAS) and Remote Integrity Monitoring Stations (RIMS), and
ugm
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1.  Power Distribution facilities

2. Standby Generating Sets for Equipment areas such as Control Centre, Tower, radar, La

transmitters, VOR, Outer marker, middle marker, Beacon station as well as all equipment areas

at the Kumasi, Tamale & Sunyani Airports.

3.  Substation Equipment (Switchgear, relays etc.)

4.  Fire Alarm Systems

5.  Air-conditioning Systems ( Chillers at control centre, split units, cassette units etc.) and

associated electrical installations
6.  Ventilation systems
7. Lighting Systems

8.  Lift/Elevator

9. Uninterruptible Power Supply Systems in vital equipment areas.

4.3.7 Computer Maintenance Planning Section

The Section is responsible for planning and scheduling of maintenance of communications,

navigational, radar and electrical equipment within GCAA and interfacing of the maintenance
system with the GCAA supply chain management system to ensure regular and timely stocking

of the Engineering Stores. The Section regularly generates work orders which are used for

planned maintenance of the air navigational facilities and other non-safety related systems. They

manage the Idhammar Computerized Maintenance Management System.
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runway, using a combination of radio signals and, in many cases, high-intensity lighting arrays to

enable a safe landing during instrument meteorological conditions (IMC), such as low ceilings or

reduced visibility due to fog, rain, or blowing snow.

o Automatic Weather Observation Systems (AWOS) See figure 6 in appendix

As the most advanced automated aviation weather stations of their kind in the world, An
Automated Weather Observing System, or AWOS, is defined by the Federal Aviation Authority
(FAA) of the United States of America as a suite of weather sensors, which measure, collect and
disseminate weather data to help meteorologists, pilots and flight dispatchers prepare and

monitor weather forecasts, plan flight routes, and provide necessary information for correct
takeoffs and landings.

There are six standard categories of Automated Weather Observing Systems (AWOS), and a

limitless number of customized weather stations that help to measure: i) Wind speed, wind gust,

wind direction, variable wind direction, temperature, dew point, altimeter setting, density altitude

ii) visibility, and variable visibility, iii) sky condition, and cloud height and type, iv) present

weather, and precipitation identification, V) thunderstorm and lightning detection and vi) present

weather, and lightning detection (Coastal Environmental System, 2015).

o New RFFS Station: See Figure 7
With a loan guaranteed and secured by the Ghana Civil Aviation Authority, Air Commodore

Mamphey supervised the commissioning and commencement of operations of a new Rescue and

Fire Fighting Station for the Ghana Airports Company Limited’s in June, 2012 with a Code F

Rescue and Fire Fighting capability.
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autonomous institution finances its operations with funds generated from aeronautical and non

aeronautical functions. Occasionally the government of Ghana provides additional funding

It is clear from the policy objectives of the GCAA that the government of Ghana recognizes that
a thriving domestic aviation sector is very necessary for the overall economic health of the
nation. There is the recognition that domestic trade and tourism can be promoted with a thriving
domestic aviation industry through the enhanced mobility afforded by the access to remote

regions of the country. Although domestic trade is expected to be boosted by the domestic air

transportation industry, none of the domestic airlines in operation are involved in cargo transport.

5. 8 Recommendations:
The Ghana Civil Aviation Authority is the body responsible for setting the policy direction in the

aviation industry. The policy objectives of the GCAA include;

tion Authority must strive to mai
1t. This can be done by developing the requisite

1. Ghana Civil Avia ntain the highest standards of safety

and security in the provision of air transpo
ations and guidance material so as to enforce and sustain aviation safety and

robust regul
g corrective actions to ensure safety and security in the

security compliance by pursuin

industry
2. As a matter of urgency part of the Airport passenger Service Charge (APSC) should be
jati . and be termed ‘Aviation Safety Charge’ to
i :vil Aviation Authority
given to the Ghana Civi | ‘
i i d enforcement function, more effectively.
: t its oversight an
enable the authority carry ou
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