
British High Commission in Bangladesh
places Digital Messaging Boards at
Dhaka and Sylhet Airport

The British High Commission in Bangladesh, in collaboration with Civil
Aviation Authority in Bangladesh, has placed digital messaging boards in the
arrival areas of Hazrat Shahjalal International Airport in Dhaka and
International and Domestic arrivals at Osmani International Airport in
Sylhet. HE Robert Chatterton Dickson, the British High Commissioner in
Bangladesh, along with Group Captain Abu Sayeed Mehboob Khan, Airport
Director of Hazrat Shahjalal International Airport, inaugurated the digital
messaging boards.

These digital messaging boards in Dhaka and Sylhet international airports
will display essential information on the UK’s Consular assistance for
British nationals, emergency helpline 999, and useful advice for British
nationals who are travelling to Bangladesh. While inaugurating the boards HE
Robert Chatterton Dickson, the British High Commissioner in Bangladesh
thanked the Civil Aviation Authority in Bangladesh for their cooperation.

The High Commissioner stated, “Over 100,000 British nationals travel to and
from Bangladesh each year and most of the visits are trouble free.” He added,
“Our Consular team provides assistance to British nationals in a wide range
of issues, the level and type of assistance we offer is tailored to the
individual circumstances of each case.” As an advice to the British nationals
visiting Bangladesh, the High Commissioner stressed on having comprehensive
travel insurance which will help pay for any medical emergency or additional
flights if as a result their travel plans have to change.

The initiative of placing digital messaging board is a part of the British
High Commission’s ongoing Consular assistance for British nationals. The
assistance from Consular section includes providing emergency travel
documents to British nationals in urgent need of travel and helping to
contact friends and family in the UK, necessary support to the victims of
forced marriages or any British national who got arrested or detained in
Bangladesh, and supporting grieving families so that they can cope with a
bereavement.

British nationals can visit https://www.gov.uk/world/bangladesh and sign up
for the Bangladesh travel advice, guidance and tip.

Further information

British High Commission Dhaka
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Follow the British High commissioner to Bangladesh on Twitter: @RCDicksonUK

Follow the British High commission Bangladesh on Twitter and Facebook:
@UKinBangladesh and UK in Bangladesh

Student Loans Interest and Repayment
Threshold Announcement

The Department for Education (DfE) today (08 August 2019) confirmed the
annual updates to the Interest Rates and Thresholds of Income Contingent
Student Loans and Mortgage Style Student Loans, as set out in the relevant
regulations and terms and conditions of the loans.

Income Contingent Student Loans

Undergraduate loans

Income Contingent Student Loans for pre-2012 (Plan 1) loans

From 1 September 2019 until 31 August 2020, the maximum interest rate that
can be set for the existing Income Contingent Repayment Loans will be 2.4%.
However, the low interest cap will be triggered, and therefore the rate to be
charged from 1 September 2019 will be 1.75%.

Please monitor this website regularly as the rates may change during the
academic year.

From 6 April 2020, the repayment threshold for pre-2012 (Plan 1) loans will
rise to £19,390.

Income Contingent Student Loans for post-2012 (Plan 2) loans

From 1 September 2019 until 31 August 2020, one or more interest rates may
apply to you:

Your circumstances Interest rate
Whilst studying and until the
April after leaving the course RPI + 3% (5.4%)
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Your circumstances Interest rate

If you come into repayment from
April 2020

Variable interest, dependent upon income
RPI (2.4%), where income is £26,575 or
less, rising on a sliding scale up to RPI
+ 3% (5.4%), where income is £47,835 or
more

If you lose touch with SLC or do
not send them the information
they require

RPI + 3% (5.4%), irrespective of income,
until SLC have the information they
require

The repayment threshold for post-2012 (plan 2) loans will rise to £26,575
from 6 April 2020 to 5 April 2021.

Postgraduate Loans

From 1 September 2019 until 31 August 2020, the interest rate for borrowers
in England taking out a Postgraduate Masters or a Doctoral loan will be 5.4%
(RPI + 3%). The repayment threshold for Postgraduate loans continues to be
£21,000.

Mortgage Style Loans

From 1 September 2019 until 31 August 2020, the interest rate for mortgage
style loans will be 2.4%. The deferment threshold for mortgage style loans
will be £32,347. Any queries from borrowers who have mortgage style loans
should be addressed to their loan administrator.

Lord-Lieutenant for Angus: 8 August
2019

The Queen is pleased to appoint Mrs Patricia Ann Sawers as Her Majesty’s
Lord-Lieutenant for Angus to succeed Mrs Georgiana Osborne, CVO who is due to
retire on 24th August 2019.

Mrs Sawers was born in Carnoustie and raised on a local farm. She was
educated at the High School of Dundee and Robert Gordons College Aberdeen.

Primarily her career was in Information Technology where she was project
manager with Scottish Hydro Electric for fifteen years and a programme
manager with Scottish Water for a decade. In 2014, she left full term
employment to concentrate her energies on the role of Chair of Carnoustie
Golf Links (CGL).

She joined CGL in November 2010, became Vice Chair in 2012 and the first
female Chair in 2014. She helped to establish CGL as a Charitable Trust
setting out a vision for the organisation to become world leading. Since
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becoming a Charity in 2014, the organisation has given £185,000 to 65
community groups and charities. It provides free junior golf to local schools
and she was involved in the setup of Memories Golf, an organisation which
helps comfort and support dementia sufferers.

Mrs Sawers has represented CGL on a number of business forums, including Tay
Cities deal and local business groups. She was at the helm of the
organisation while hosting a number of major golf events. During her tenure
she has developed the participate in golf programme’, aimed at introducing
women and families into golf.

Her most recent achievement was the hosting of The 147 th Open Championship,
a worldwide sporting event viewed by a television audience of 600 million,
bringing in an estimated £21 million to the local economy. In November 2018,
she received the special recognition award for services to golf tourism.

Mrs Sawers is married to David, they have three sons and six grandchildren.
Her date of birth is 2nd February 1958 and she is aged 61.

Official Statistics: Monitor of
Engagement with the Natural
Environment (MENE): Thematic reports,
Nature Connection Index and technical
notes and guidance

Thematic reports, Nature Connection Index and technical notes and guidance.

The Challenge of Regulation in an Age
of Advanced Automation

The fatal crash in March 2019 of the Ethiopian Airways Boeing 737 Max 8
aircraft with the loss of all persons on board, which followed the crash of a
similar aircraft type belonging to Lion Air in Indonesia in October 2018, has
once again raised the question of automation in aviation. This is not new;
arguably it has been a recurring issue throughout the history of powered
flight. However, the pilot / computer interface has entered a new era and the
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most recent digital technology has created a different degree of complexity;
on in which operators face the challenge of understanding the autonomous
safety systems that transcend the traditional levels of automation. It is a
challenge for manufacturers, maintainers and pilots and, as highlighted in
the two B737 Max accidents, it is becoming particularly acute for Regulators.
How much does, and can, a Regulator understand such advanced systems and
therefore what level of assurance can be provided?

Glass cockpits and flight management systems have been around for many years.
However, they have evolved from merely presenting analogue information in a
‘clean’ and easily assimilated way, to processing such information –
manipulating it and relaying instructions directly to the aircraft control
surfaces and engines. Pilots and technicians are no longer being asked if
they wish to effect a change but increasingly being told. According to the US
Airline Pilots Association, one of the most common phrases heard on a modern
flight deck is “what is it doing now?”

This development is becoming increasingly common in all modern aircraft, be
it the B737 Max, the A400M or the F-35 Lightning, but to understand the
evolution of automation we need to go back to first principles. The main role
of a pilot is to manoeuvre the aircraft from A to B safely, efficiently and
effectively. There are four component tasks for pilots to perform:

to operate, manage and monitor the engines and control systems;1.
to avoid inadvertent encounters with other aircraft, unfriendly terrain2.
or objects on the ground;
to navigate efficiently to the destination / objective;3.
to communicate with operators (the airline company in civil aviation and4.
the supported formation in military aviation) and air traffic control;

Manual flying, especially on long sorties or in high workload / high threat
environments, is a fatigue inducing activity, therefore, automation was
introduced as a tool to help the pilot fulfil their role and generate
additional capacity. Early forms of automation such autopilots and auto-
throttles, made it much easier to fly smoothly, efficiently and with
precision. This did not alter the pilot’s role in securing the aircraft’s
safe journey but, in recent years, the tasks required of a pilot have changed
considerably. With advanced technology it is possible to completely automate
the aeroplane and to have a pilotless aircraft. This has not happened in
civil aviation, primarily because of socio-political reasons; passengers do
not (yet) regard it as acceptable to place their lives entirely in the hands
of an autonomous or remotely controlled machine. Up to this point, there has
always been an acceptance of the requirement for a human to be physically
present in the cockpit, at the pilot / computer interface, critically with
the ability to manually override the automation system. However, as the B737
accidents have highlighted, automation is now so fundamental to the operation
of an aircraft that even a human in the cockpit cannot always override the
automated system.

Automation has evolved through three stages:



control automation; which assists the pilot in control tasks or
substitutes the pilot’s manual manipulation with the automatics

information automation; namely the display and avionics that are devoted
to navigation and environmental surveillance and to the digital
communications

management automation; which includes all those things that aid the
pilot in the management of the mission. Management automation guides the
airplane, performs the necessary flight functions and furnishes the
pilot with information concerning both the state of the airplane and of
progress toward the sortie’s goal

Cockpit automation has had many positive effects on flight safety; it has
increased technical safety and effectiveness and decreased costs. However, it
can also have some negative effects. In a high automation aircraft, after
long hours in the cockpit, it becomes possible for the pilots to lose
situational awareness due to hyper-vigilance; a narrow focus on the mission
management systems. Computers and decision support systems were put into the
cockpit to decrease human errors, but users can perceive these systems as
wiser and superior. Pilots in need of rapid decision-making can place undue
trust on automation without considering all the data. This is known as
automation bias.

It is also possible to categorize errors by their source. An automation error
can occur due to a failure of the system or a function. Improper and
incorrect programming of the system done by the user, or a false input to the
system, can cause automation error. Other causes of errors may be inadequate
training and unsuitable operating procedures. Significantly, errors made at
the stages of designing and programming of software systems can cause
automation errors.

The Boeing philosophy is that automation is there to assist and not replace
the pilot; the pilot is the final authority in flight operations. New
technology should be used only when the outcome is clear and where the
outcome provides efficiency advantage and has no adverse effect on the human-
machine interface. It will be interesting to see whether the reports into the
B737 Max accidents indicate that this philosophy was adhered to by Boeing,
even in an aircraft which, due to its a design age, is still mostly flown by
conventional means.

It is important to remember that this type of incident is not new. It was
evident 25 years ago when an Airbus A310 (operated by Aeroflot) crashed into
a mountain range in Kemerovo Oblast, Russia in 1994, killing all on board.
The human factors contribution to the accident was the error made by the
captain in letting his children sit on the flight deck during flight.
However, it was the pre-programmed actions of the automated systems and the
pilot’s misunderstanding of what the systems were trying to do, that were the
causes of the accident. One of the children applied enough force to the



control column for 30 seconds to contradict the autopilot input. This caused
the flight computer to switch the plane’s ailerons to manual control while
maintaining control over the other flight systems. A ‘silent’ indicator light
came on to alert the pilots to this partial disengagement. The autopilot,
which no longer controlled the ailerons, used its other controls to
compensate, pitching the nose up and increasing thrust; as a result, the
plane began to stall. The autopilot, unable to cope, disengaged completely. A
second, larger indicator light came on to alert the pilots to the complete
disengagement and this time they did notice it. At the same time, the
autopilot’s display screen went blank. To initiate a recovery from the stall,
an automatic system lowered the nose and put the plane into a nosedive.
Despite the struggles of both pilots to save the aircraft, it crashed. It was
concluded later that if they had just let go of the control column and re-
engaged the autopilot, it would have automatically taken action to prevent
the stall, thus avoiding the accident. The pilots, who had previously flown
Russian designed planes that had audible warning signals, apparently failed
to notice the initial warning, but it was the difficulty in understanding the
automated actions programmed into the system and how to respond correctly
that was considered their single largest challenge.

The proliferation of control modes in the newest systems (especially when the
aircrew are monitoring the performance of the management automation system)
is a particular cause for concern. To improve stimulation some pilots have
wanted to remove part of the automation and utilise the remaining features
but are unable to do so because ‘all or nothing’ is the only option. This is
likely to be a computer programming issue because programmers cannot know
every intricacy of aircraft operation in the real world. In the ‘all’
scenario, this issue is amplified by over-reliance upon automation by the
pilot. It is also reflected in the pilot’s reliance on the system to
automatically make the correct response during abnormal operations.

Human Factor experts report that highly skilled personnel do not always do a
good job of monitoring indications for events that have a very low
probability of occurring. Those who maximise the use of technologically
possible automation often miss this critical point. Automated systems are
fallible and pilots are the last line of defence capable of controlling, or
in some cases preventing, a system failure. Pilots must be able to monitor
the system effectively and understand how the system is planning to
accomplish its task – an automated system can only be monitored effectively
if it is predictable. Pilots must be trained for the normal operation of each
automated unit as well as its behaviour during any failure modes, so they can
make manual corrections or stop the automation failure going further.
Therefore, the performance of the computers and the human operators must be
monitored by each other. For example, the computers should be able to send
warning signals when a human operator has made an error and, at the same
time, when the automation is making incorrect decisions humans need to
understand and be aware of it. Simplifying the system will allow for
unintentional errors to be detected and the appropriate action be taken to
correct the error, but we may have reached the point where automation is so
advanced that the pilot may no longer be able to take full responsibility for
all aspects of flight safety.



According to Clint Balog, a former test pilot who researches human
performance, cognition and error at Embry-Riddle Aeronautical University, the
industry is aware and has been for decades, that the introduction of
automation is a double-edged sword. He acknowledges that it has had
tremendous benefits to aviation safety but there are also potential
downsides; as the technology gets ever more complex it is possible that we
are reaching the point where all the realisable benefits have been achieved
and are entering an era when that very same technology is creating risk
rather than reducing it.

The preliminary report from Indonesian investigators indicates that the Lion
Air B737 Max 8 crashed because a faulty sensor erroneously reported that the
aircraft was stalling. The false report triggered the automated system known
as Manoeuvring Characteristics Augmentation System (MCAS). This system tried
to point the aircraft’s nose down so that it could gain enough speed to fly
safely. A warning light that would have alerted the crew to this faulty
sensor before take-off wasn’t part of the optional package of equipment on
Lion Air’s B737 Max 8 aircraft. So not only are the technical complexities
increasing, the side of the equation where the aircraft provides an alert to
the pilot was not regarded as being a ‘core’ safety function. This is a very
disconcerting trend.

According to Balog, there are two intractable problems in existing aviation
technology: “automation transparency” and “automation complacency.” With
automation transparency, airlines and manufacturers struggle to properly
educate pilots and engineers on the latest automated systems. This problem
gets worse as the technology gets more advanced. When they eventually catch
up, engineers tend to accept self-diagnosis of automated systems and pilots
are found to overuse automated systems, leading to complacency and a
degradation of manual flying skills. As the F-35 Lightning Force Commander
recently observed,

as a pilot you sit there with an ‘iPad’ in front of you, that is
how you access the aircraft’s capabilities.

But how much understanding is there of the app behind the display screen?

Human Factors remains the largest cause of aviation accidents, but ordinarily
such factors are limited to one individual affecting the safety of one
aircraft. The risk is largely contained to a single flight. There is now an
added dimension, in the latest airliners and 5th generation combat aircraft,
one software error can be uploaded to the entire fleet of aircraft in an
instant.

The challenge for the Regulator is twofold: to understand the technical
complexity of the latest automated systems; and then to assure that the
aircraft is both safe to operate in all flight profiles and can be operated
safely. Embedding Regulators with designers and manufacturers, as with the
case of the Federal Aviation Authority (FAA) and Boeing, may be one option,
but it runs the risk that the Regulator becomes too close and loses



objectivity. At the same time, remaining largely remote from industry means
that there might just be too much of a gap in technological understanding.
There are no easy answers; rather there is significant scope for new
thinking.
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