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Matters discussed

Update on note and actions from 29 July meeting

1.
AOA confirmed that airport operators were concerned that they didn’t have sufficient expertise to deal with the fuel supply quality assurance obligations placed upon them under the Air Navigation Order, as they had little involvement in the fuel supply.  The JIG16 circular didn’t necessarily address airport operators’ concerns because it focused on a particular incident, didn’t reflect the wide variety of fuel delivery methods to airports, and didn’t give an indication of the timescales for short / medium / long-term actions.  It was emphasised that JIG 16 should not be taken in isolation; and should be considered alongside JIG 15.  However, operators would welcome a quality assurance document as a better approach. 

2.
JIG had discussed the potential for FAME contamination of jet fuel with IATA on several occasions, and IATA had written to airlines on the issue.  Trevor Bertrand, British Airways’ Fuel Technical Manager at Heathrow, was suggested as a knowledgeable and helpful source of advice on FAME.  The UK Fight Safety Committee was intending to brief airlines on the issue and fuel suppliers should brief airlines and airport operators, where appropriate, on the steps taken to assure fuel quality.

3.
CAA was working on the CAP748 guidance on aircraft fuelling and fuel installation management.

Defence Standard 91-91 specification and the 5mg/kg permissible FAME limit

4.
DefStan 91-91 had been amended to specify a maximum permissible level of FAME in Jet A-1 fuel from 25 August.  The amendment specifies a maximum permissible level of FAME of “less than” 5.0 mg/kg, as OEMs had been keen to ensure that the permissible level remained below that detectable under current test methodology (ie 5mg/kg), and to avoid the possibility of “rounding” to a level of above 5mg/kg.

5.
MOD-DFG had written to the Oil and Pipelines Agency and ConocoPhillips seeking their assurance that appropriate quality assurance procedures would be implemented to allow lifting of the ban on transportation of diesel containing FAME (B5) via the GPSS.  OPA and ConocoPhillips had said that these procedures would be put in place by mid-September.  CAA were seeking similar assurances from fuel suppliers to civil airports.  

6.
However, testing at the revised level was a challenge for the industry, requiring constant readjustments to the testing regime. In the past it had not been possible to detect low level cross-contamination of jet fuel by diesel, except via changes in the inspection properties, but with the development of more advanced test methods for FAME, previously undetectable levels of automotive diesel in aviation turbine fuel could be detected.  As a consequence, levels of diesel contamination which were previously undetected (and therefore tolerated), will lead to an increase in rejection of jet fuel batches on quality assurance grounds.  

7.
MOD-DFG warned that if a further FAME-related incident occurred, the OEMs could withdraw their consent to the amended DefStan 91-91.

8.
OEMs would not support a move to a permissible 100mg/kg FAME level without clear evidence that this would be safe, and would want to see the results from early trials before committing further.  As this evidence was likely to take a long time to gather, the current emphasis was on seeking assurance that up to 5mg/kg was safe.

Developments with FAME testing programmes

9.
The Energy Institute’s ruggedness trial on four candidate laboratory-based test methods for FAME detection down to 5mg/kg was successfully conducted in August-September.  Results were being analysed and the EI Task Group would be meeting on 7 October to review the results.  The successful techniques would then be published as EI IP/PM methods so that other laboratories could try them out.  A full round robin to generate precision data of the chosen methods would be conducted in Q1 2009.  It was noted that suitable field testing regimes had not yet been developed. 

10.
Rolls-Royce’s altitude relight trials had been rescheduled to January 2009 at their simulation rig in Stuttgart.  RR had also contracted Sheffield University to undertake tests on a full-scale engine fuel system rig.  The OEMs hoped to complete the approval programme within 18 months.  Funding was in place for trials to begin, but the final cost was not yet known.  For example, engine tests were likely to be very expensive.

11.
Honeywell, who manufacture jet auxiliary power units (APUs) for aircraft, would also conduct altitude relight testing specific to APU operating conditions.

12.
While development of testing procedures for a higher level of permissible FAME continued, consideration could be given to a possible, higher “emergency level” of permissible FAME, should an incident occur with off-specification fuel (ie: FAME above 5mg/kg) supplied to an airport.  It was pointed out that increased levels of testing meant that there was a raised probability of detection of off-specification fuel somewhere, at least during a transitional period whilst tailored working practices were worked out for each element in the distribution chain. An emergency level could be put in force for a restricted period, eg: to allow aircraft to continue flying until the off-specification fuel batches were removed from airports.

Action: DfT to lead, with assistance from other group partners as appropriate, on scoping a possible FAME contingency procedure. 

AOB 

13.
The FAME issue was not just a risk for UK – any country that carried biodiesel fuel via multi-product pipelines or imported jet fuel would carry the same risk.  CAA had discussed the issue with EASA, and the fuel supply industry was looking at the issue globally.  

14.
The Government-industry FAME group would need to look at measures to restore the aviation industry’s confidence in jet fuel supply systems, and who would be best placed to take these forward.  

Date of next meeting

15.
Suggested for mid / late October. 
Action: DfT to co-ordinate. 
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