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MODERATOR LAVIN:  For those of you who didn't catch it, my name is Doug Lavin.  I'm the Assistant Administrator for International Aviation and I'm very pleased to be able to chair this panel today.  You notice that I'm not sitting down with the panel and that's because I was promised a podium and didn't bring my reading glasses and I'm not sure if I could see my notes down there.  So I'll be down there in one second, but I just have some opening remarks.



The topic for today's panel, of course, is safety data and how best we can use it to do a better job and improve the safety of our aviation system on a global basis.  



We have a very distinguished panel here today and I'll introduce them shortly, but first I wanted to frame the issue for all of us today.  As you all know, the sole focus of today's seminar is safety.  And I know that everybody here in the front of the room and in the audience and everybody that's been with us today is committed to making aviation as safe as possible.



The question we'll be posing to the panel today is how we can collect and share safety data to make an already incredibly safe system even safer.



Some historical context may be useful.  All parties to the aviation system in some way, shape or form, collect safety data and analyze it:  airlines, airplane manufacturers, employees, unions, air traffic control providers, regulators, all collect safety data to learn how to improve technologies and procedures and to avoid catastrophic incidents, at the same time to improve the quality and efficiency of the global service.



Much of the safety data collection and analysis is today or has been in the past been done by similar organizations in their own way, following their own procedures, using either their own software or using software on the shelf from multiple vendors.  Prior to the early 1990s, there was a minimal amount of voluntary sharing of data across organizations, despite the fact that the aviation safety data has applications across the entire industry irrespective of organizations or national borders.



The exception to that rule in the past has been when aviation accidents occur.  In that case, regulators like the NTSB and the FAA and their counterparts around the world join forces with the private sector to determine the cause of an accident and then share that information with everybody with the goal of avoiding those kinds of accidents in the future.  There is no better catalyst for global data  safety exchange than an aviation accident.



However, here's the problem, if we would ever characterize it as a problem.  Today, as we've all heard this morning, global aviation safety is at its highest levels.  We're all thrilled with this fact and work every day to make sure that that trend continues.  However, since accidents are at a historical low and that accidents themselves produce incredible amounts of global safety data exchange, fewer accidents mean less exchange.  



Since no one can call for more accidents, the question is how to encourage safety data exchange without the catalyst of an accident.  Since the early 1990s, there have been a large number of private and public sector efforts to do just that.  Today, there are safety data exchange programs around the world that are designed to capture and analyze safety data and share across companies, regulators and national borders.  Unlike accident data, these programs are focused on collecting data on previously non-reported events that if left unchecked could ultimately cause an accident.



Much of this information is available in digital form today through flight data recorders.  Other information can only be obtained from people in the air services food chain, information that would rarely come to light, but for the people coming forward voluntarily.



These data collection programs take many forms, some of them by airlines on their own, others are partnerships between airlines and regulators.  Some are totally voluntary.  Others are mandatory.  



Today, we will learn about some of those programs and see the progress that has been made in collecting usable data that we all agree if shared and analyzed correctly can avoid accidents in the future.  We will also learn about the very important legal, regulatory and cultural challenges in reaching a truly global safety database that can be used by all of us.  And I would note for the record that my boss this morning said we're not doing as good a job on that issue, so I certainly put the challenge to my panel members to achieve that goal.



So with us today we have -- hopefully, it will be a very lively discussion and we have some very senior people who have dealt with this on a daily basis.  



I'd like to introduce them in the order that they're listed in the program.  Gunther Matschnigg, and maybe you can raise your hand, is a Senior Vice President for Safety, Operations and Infrastructure, of the International Air Transport Association or IATA.  Gunther has been active in the creation of IATA's global safety event database, called STEADES [Safety Trend Evaluation, Analysis and Data Exchange System] .



Chris Hart is the Assistant Administrator for System Safety at the FAA, is the father of the FAA's Global Aviation Information Network or GAIN which promotes and facilitates the voluntary collection of safety data.



Ambassador Ed Stimpson is the Ambassador to ICAO, the International Civil Aviation Organization which next year has called for all member states to adopt the safety data collection program.



Captain Duane Woerth, President of the Air Line Pilots Association, International, ALPA, has been a very active participant in many of his efforts to promote the collection and analysis of safety data.



Richard Anderson is the Chief Executive Officer at Northwest Airlines.  Richard and Northwest have a long history of safety data collection and analysis and are active partners with the FAA in the FAA's Aviation Safety Action Program or ASAP, as well as the Flight Operational Quality Assurance Program or FOQA.



Finally, we have Bo Redeborn who is the Director of ATM [Air Traffic Management] Strategies at EUROCONTROL.  Bo will share with us the good work that EUROCONTROL and the EU [European Union] has done in safety data exchange.



So now I'm going to jump over to my seat and we can get started.



What I'd like to do for the audience is ask questions for each one of our panel members and try to facilitate this discussion and then open it up to questions from the audience and we do have somebody in the back with the microphone.  Luckily, we have a small group, a small room here, so we can have a real good discussion on this.



Duane, I'd like to start with you.

One of the old sayings in the industry is that airline pilots are always the first to arrive in an accident site.  So clearly safety data and avoiding accidents in this regard is the utmost, of paramount importance to your membership.



Can you share with the audience some of the safety data they're talking about as I refer to it as what used to be nonreportable data and how that might impact safety going forward?



PANELIST WORTH:  I'd be happy to.  I think to set this up directly as you did in your opening remarks, I think as an industry and as a community, we have taken accident analysis to a very refined state.  It's very sophisticated and we can take apart an accident and assign cause and probable cause, but if we're going to go to the next level and be truly into prevention, then accident analysis can help in that regard.  At the next level, we'll have to take the kind of data that is not required as obligatory reportable data.  That's pretty minimalistic.  I think the next level to prevent accidents, that's why the FOQA [Flight Operations Quality Assurance] program and ASAP [Aviation Safety Action Program] are so incredibly important.  It deals with a plethora of life out there, the air traffic controller, the pilot, the dispatcher.  If something did happen, they may use, they may assert, that they did their job but the system failed.  A mistake happened, something unplanned happened.  The danger of 35,000 flights a day just in the United States, these things are happening daily.  Sometimes they're happening hourly.  Maybe it won't be as likely tomorrow.  We can actually probably find out that it could happen to any one of us this week.  It's huge. 



I think that ASAP data, developing trends and this is happening to multiple airlines at the same place.



Information is shared between two airlines, accidentally.  Somebody talked to somebody and then they started sharing.  



This has been a fact in the safety community for a long time.  We had the same safety record we had -- we started U.S. Airlines in 1963.  We're going to have a billion passengers and sometimes -- today it's not going to be satisfactory.  We need to go to the next level.  Those are the two best programs to be on.



MODERATOR LAVIN:  Richard, you just raised a challenge with Duane and I know that Northwest is both a FOQA and an ASAP partner.  But the question I have for you is you collected tremendous amount of safety data and Northwest has its own procedures, follows its own rules and regulations with your pilots, with your flight attendants, with anybody.  How much more data can we gather and how useful would it be for you right now, for example, to have all the same data that you have from United?  How would you work with that?



PANELIST ANDERSON:  Right now, we already have enough data and I'm not saying that the data wouldn't be helpful.  In fact, we have the five lead participants in the University of Texas throughout the management program.  There are five carriers that are participating in it and we're all going to be identified and we're going to share the data and we're supportive of the FAA GAIN Program.  



But what we discovered, being a leader in FOQA and ASAP, is you have so much data that we have to get our arms around the data ourselves and we've got to have the people in place to put disciplined engineering processes in place to analyze the data.  When you think about it from an operating standpoint compared to what you do in the maintenance world today, for many, many years some of you in this room have probably participated in maintenance study groups -- Northwest is the lead on the 747, for instance -- and you regularly had meetings with Boeing, had been dealing with them for many, many years on the maintenance side of the business.  We share every bit of data regarding inherent reliability on airplanes between airlines.  Our engineers talk all the time.  We go to symposiums at Boeing and Airbus and we have full sharing of technical data on airplanes, and it's worked quite well.  That's how you have the maintenance study groups that recommends all the changes in the maintenance programs.



We do need to evolve to that model on the operating side, but we just started scratching the realm on FOQA and NASAP -- we called it NASAP at one point, but it's ASAP.  



So while I think it would be helpful to participate at the University of Texas in this program and we've cooperated with the FAA, we are very focused now on understanding our own data in taking this ream data that we get from 100 FOQA licenses and hundreds of ASAP reports from our pilots.  We have a nonpunitive ASAP process at Northwest.  Any pilot that files an ASAP report except in very, very narrow circumstances, there's no punitive option taken.  We have a no-punitive action approach to dealing with these issues and that is including open process with the FAA.  We share all of our data with the FAA.



And then you try to drive changes in our training programs, our manuals, our flight crew awareness bulletins, all the different letters you have in flight standards and training, you take these mountains of your own data, collate it, try to figure out where you see the most typical unstable approaches and then you try to break it down into its component pieces and you try to figure out where the training should change something, where do we change something in ground school, where do we change something in our FAA SNAP [Significant New Alternatives Policy] or SOPA [Standard Operating Procedures Amplified], those are terms that are our standard operating procedures.  It is pretty hard to get our arms around that data and integrating it cross functionally across all of the departments.



So to answer your question, it's the right way to go, but there's so much data.  Once you become a fully licensed FOQA and ASAP participant, and we have a very close relationship with the CMO [Certificate Management Office] at the FAA, you're going to have your hands full taking all this data and turning it into something new for the operation.



MODERATOR LAVIN:  Thank you.  So Chris, you've heard from Duane who says he feels there should be more FOQA and ASAP carriers and you've heard from Richard who says he agrees with the concept and he's an active participant in it at Northwest, but he's got a lot of data now and he's not sure exactly how he can use more data and analyze it.  Your job, as the founder of GAIN, is to facilitate this sharing of data across the world.



Give us a sense of where you think we are, recognizing that FAA has a number of programs in place and you know the programs around the world, some of which we'll talk about in a second, but with the Global Safety Data Exchange Program that anybody can access, everybody is happy -- what can we do to push it forward?



PANELIST HART:  Thank you, Doug.  That’s a good question, and what Duane and Richard had to say is a good lead into what I have to say.  And to answer your question - Right now we have a long, long way to go to reach the goal we're talking about.  These guys are the best guys in the panel.  They implement programs and if you implement programs -- what we do is we facilitate and we facilitate in two ways.  One is we help create the environment that makes it favorable for people to collect data and that's the answer to your question.  It took us a long time to create that environment.  The Part 193 designation that you now have that allows you to get information without public disclosure, that was a statute that was created as a result of the GAIN program.



The reason that this whole concept of information collection is on the radar screen is because of GAIN activities to put it on the radar screen and to Annex 13 it and to other places.  So we facilitate first by helping create an environment in which people can collect this data.  The other thing that is significant to help that happen was when the FAA put out the rule that said if you guys voluntarily collect information on your flight data recorders, we will not use it against you absent criminal wrong doing, in other words, the egregious stuff and of course I'd be the first in line if I see intentional criminal wrongdoing, I'm the first in line for saying that's appropriate for punishment.  I think that regulation went a long way towards creating a favorable environment in which the data could be collected by the airlines.



So that's the first thing to do is to help create an environment to encourage collection of data.  



The second thing goes directly to input.  Now that we've got this stuff, what do we do with it, how do we use this data?  GAIN is all about developing tools and processes to help people take large quantities of data and you said we already have enough data.  Take large, large quantities of data and convert it into useful information to do four things.



First, to identify what the issues are because it's clear that as we get smarter and smarter, we can make that proactive in identifying that this is something we need to go after or else it's going to sooner or later be an accident.  That unstable approach example was a great example because any time -- I was at the NTSB for three years as a member and I tell you every time at the accident investigation we heard yes, I knew about that problem.  We knew it was going to hurt somebody sooner or later and that unstable approach was going to lead to an accident sooner or later and that's what they would have said.  We did that approach multiple times every day.  



First is to identify, second is to prioritize.  We're real quickly learning that as we get smarter at these things, we're going to identify more issues than we’ll ever have resources to go after.  So we're going to have to get smarter about which ones do we go after and which ones do we wait for?



Third is then to solve the problem, to develop an implementation strategy to fix it as you guys said. 



And then fourth is to evaluate if that implementation strategy is working.  So that's what we're doing is developing tools and processes to help.  Again, we don't want to analyze raw data, but we want to give you tools and processes to help you analyze your data better, to do those four things.  



We have a long way to go to make that happen.  Everybody on this panel has helped that happen and have been active participants in GAIN.  ICAO [International Civil Aviation Organization] has been very active in trying to get this international.  As we speak, we're helping them get data from multiple carriers and we're providing tools to help them use that data.  We're doing the same thing with the Air Transport Association.  We're working with EUROCONTROL proactively in trying to get pilots and controllers to collaborate to develop solutions to these problems because historically this is where I give credit to the people in airlines, historically what would happen if you have a bunch of unstable approaches you go to the pilots and say what's happening and they say the controllers don't know what my airplane can do and then you go to the controllers and they say this pilot doesn't know how to fly, so finally they got together and worked out the problems together instead of talking about each other, they talked to each other, and that's one of the things, encourage collaboration across the pieces of the system between pilots and controllers, between manufacturers and pilots.  We try to get them all into a collaborative effort because it's clear that these are system problems.



Now the tougher issues that we're seeing are system problems that demand system solutions which means the pieces of the system have to work together to develop those.  So that's what GAIN is all about is helping to facilitate that process.



We've made great progress in the U.S.  Europe is way ahead of us.  They've had flight data recorders for at least 30 years.  We're learning a lot from them.  We're starting to work more and more with the international community, with IATA.  We still have the bottom line, in answer to your question, we have a long way to go, but we're making outstanding progress due to the efforts of people like the people on this panel and all of you.



MODERATOR LAVIN:  Thanks, Chris.  So as you mentioned, this might go to the international environment and Bo, Europe is really being held up as a model on this in terms of the Akaros program whereby the European Union is showing data across borders.



Tell us a little bit about what EUROCONTROL and the EU has been doing and most importantly, if you could, give us some lessons learned on how do you break down cultural barriers and maybe some of the legal barriers that we'll be talking about in this process.



PANELIST REDEBORN:  Many things at the same time.  It's important to start from the Air Traffic side which is our main concern.  That was developed seven years ago something we called ESI 2 as a safety regulatory requirement.  It's extremely useful because we now use that to measure the maturity, the value to stakeholders that we have.  It's from outstanding to very good in Europe.  It's a diverse environment.  You do not get the full report as we would like to see.



However, we do get extremely good data, so we would like to get the U.S. up to the same level.  This particular requirement actually requires how data should be classified.  I think the classification is extremely important for the analysis.  We had to learn the hard lessons.  



We've been working very much now with the recommendation concerning that, but that is because we didn't get the report that we needed.  One key issue is the culture, and that is very differently applied in Europe.  



It's important to find the problems early enough so that we can put a solution in place before something seriously happens or develops.  We do the analysis in several different dimensions.  

Some of the ramifications are really not the ramification problems, but communication problems.  And I believe that in order to bring everyone together, as we move to the solution, because otherwise we will not be able to find a solution, and accidents are bound to happen.



This could easily develop to a severe safety problem if this diversion continues.  These are the kind of things we try to identify.  



MODERATOR LAVIN:  Well, I think we're talking about global data safety exchange, and for the next two people I want to talk to are both representing global organizations.



Why don't we start with you, Gunther.  Tell us a little bit about SPEDES, the project that you have undertaken at IATA in terms of collecting data from the airlines.  Tell me where you are in the process and whether you think this is problem solving, IATA solved it or there are more things to be done and then in particular, what do you see the role of the regulator in your safety data process?  So all that's for you.



PANELIST MATSCHNIGG:  Well, thank you.  Let me start.  I think we’ve made a big step forward.  We started 10 years ago.  We wanted to reduce the accident rate 50 percent.  The Board of Governors gave another figure, which is 25 percent further back.  How can we do this?  The key area is safety data management.  Safety data management was, at that time, in need of improvement.



We decided we needed to do something and we came up with this acronym which is called STEADES.  STEADES stands for Safety Trial Evaluation and Data Exchange System.  So it's actually two things.  One is an exchange of the data.  The second is that we evaluate the data to see if there is a trend in a particular area.



A big area in doing this is confidentiality.  None of us is really eager to say that we’re having a big problem, and the next day everything is in the newspaper.  So we have to think, how are we going to deal with this confidentiality?  And we came up with confidentiality agreements between the airlines, and over the last two years a relationship between the alliance and an activist program, probably about 200,000 plus datas in this.



As I said the data is not enough, we need to see what trends are present.  Now airlines can benchmark their own data, evolution of their programs with the international community, and see where they stand in a particular area.



So that’s what we have developed.  Why don't we have more airlines in the alliance, because many airlines have developed a program like this before we started.  We work closely with IT [Information Technology] companies to find interfaces to share this information with other airlines.



So that's where we are on the STEADES program.  We are working to combine STEADES with the FOQA or flight data analysis.  Our next question is how you can implement FOQA program to make their parts safe. I think that we should all try to help each other, and that is what we are trying to do. Thank you.



MODERATOR LAVIN:  Thanks, Gunther.  Ambassador, on a panel like this we always try to, at least I try to find a solution to the problem and you represent the United States in an organization of 188 countries who are based on the Chicago Convention which is focused only on safety and security.  It seemed to me that ICAO is a natural place to bring together all of this data and try to share around the world.



You've been at ICAO for a number of years.  You know the culture there.  You know the procedure.



Do you see that as an opportunity and ICAO is an opportunity.  I know you've done some work on some guidance for members next year for collecting data.  But in the end, is ICAO the place that we should look to for the solution to the problems and the challenges we're seeing in this discussion?



PANELIST STIMPSON:  Thank you, Doug.  The answer to your question is yes and no both.  I think you pointed out earlier, collect and share.  That's really the theme of what we're talking about here today.  And you also pointed out that ICAO is an organization of 188 states.  We represent governments.  ICAO is the only global forum, as many of you know, addressing aviation safety and security.



Now ICAO has a number of annexes which we abide by, air worthiness, aircraft operations and one is Annex 13 which is accident investigation.  And Annex 13 calls for states, not airlines or not manufacturers, but states to report fatal accidents and serious incidents to ICAO.  



This is working with mixed results.  Everybody knows about the fatal accidents.  You read about them in the newspaper.  You get the reports on them.  But the incidents is really the tricky thing.  ICAO is getting about 1400 incident reports a year and some of you are getting a lot more in your organization.



Some states don't report because of legal constraints in their countries.  And they're not allowed to report.  Some states don't have the compatibility of systems and I think that at the end of the day one thing we should really look at is to how we report.  Europe, the European system, a number of states belong to that, the United States doesn't belong, participate in that system, but I think there's some real gold to be mined as to better harmonization of how we report accidents and incidents.



I think that, as I say, there's real mileage to be made in this area.



E-mails help a lot.  In the old days you'd have to fill out an ICAO accident form and get it in about 6 months later after the accident/incident.  Now with e-mail and the internet, we can get instantaneous information.  



Now why is this important to ICAO?  ICAO has what we call a Global Aviation Safety Plan, GASP, if you will.  And GASP is the mechanism by which ICAO identifies where the major challenges are in aviation safety, since we all have the same goal.  The GASP plan is like CASS {Continuing Analysis and Surveillance], JSSI [Joint Safety Strategy Initiative] in Europe, all quite similar in pointing out what we should be doing, what are the priorities in helping improve our global safety record.



So ICAO uses this information to update its GASP and when they see trends developing, notify the states and other organizations.  I think it's important, all of these programs here, how we tie them in.



So in answer to your question, yes, I don't think ICAO is a perfect database for what the airlines are doing.  I don't think it's a perfect base for across the board for everything, but it is a perfect base, and this is where the yes comes in, of working with organizations and trying to help sort all this out.



Now in Doug's sort of paper he sent out to us, he said well, ICAO collects mountains and mountains of information.  Well, we have mountains and mountains of paper, agreed, but in this area we have like two people, one professional and one secretary, doing all of this.  And they're very good people.  They're excellent, probably some of the most productive people we have at ICAO who are pulling this together.  But I know they face the challenges I've been talking about here because of how they do a better job.  How do they put the trends in that you are giving to the airlines if there are some serious trends, how do they get this out to the states and how do they get information out to the carriers you might find.  We all get that back and forth, but there's a lot more we could do and I think we're not going to settle this all here today, but I think the panelists here are certainly looking at the challenges and some directions where we could go.



Thank you.



MODERATOR LAVIN:  Thanks.  Before I open it up to the audience for questions, I did want to go back to something Barry mentioned which we passed over, and that is the "blame culture," and the impact the "blame culture" has on the ability of us to collect this, what used to be nonreportable data and data, as I said, you could only get because human beings are actually providing that data.



Duane, I know that ALPA and some other organizations have been concerned about the information that we're proposing to collect.  And whether -- and how to address on a global basis this "blame culture" and bring more to a just culture.  I know the examples that a lot of you have given to me as New Zealand, I guess, prosecuted some pilots.  Italy did the same for this kind of information.



Describe for us a little bit in terms of ALPA's concerns and your members' concerns about that "blame culture" and then if you could give us some sense of how well you think the FAA and maybe others around the world have addressed that to your satisfaction and the satisfaction of your members in terms of confidentiality and in terms of de-listing, et cetera, et cetera.



PANELIST WORTH:  Well, actually, the pilots' concerns, an airline's concern for litigation, a pilot is motivated by his own job, not the litigation.  There’s either a license concern or a job concern.



So we have paramount concerns.  But it's absolutely critical that if we want to elicit voluntary information in the jobs and the licenses, it’s again human nature to assume that voluntary information is going to come forward if it’s at risk.  It's not going to happen.



So we do have to cross that threshold.  There's plenty of ways to still inflict punishment.  Everybody is trying to get out of their responsibility: pilots can get fired, mechanics can get fired, air traffic controllers can get fired, and everybody’s trying to protect themselves.  If you don't elicit voluntary information on a routine basis, you really have to have a safety sanctuary.  There's plenty of those to assign blame and people to be held accountable, but if they want to use this data and get as much as possible early enough, it has to be a blame-free environment.  You have to have a trust in that system.



But I think there's a lot of skepticism going in to this.  We're skeptical about the data collection and the interpretations.  As we updated protocols and had carriers that lived up to their commitments, first with their employer and then also with the FAA, we found that they wanted to protect this data.



I think we'll have far less trouble with the government if we don’t have carriers who hold back and preserve their right to discipline somebody.  That might cross the threshold.



I’d like to expand on the daily basis, again, even using things like these cockpit voice recorders.  The United States has protocols on cockpit voice recorders.  We don't have any national studies on that.  To use an example, American accident in South America.  That just shows you that if you don't have international protocols that people believe in, you can't really go much farther nationally because of all the other carriers flying all over the place.



So the truth is, either in a pilot’s case or in an airline’s case, in an international business, you are protected.  So that's the importance of -- I think we have to have a template within the United States that should take these best practices and expand them on a scale and Ambassador Stimpson, we need some teeth.  That's a point I'd like to make instead of some enforcement action.



I submit, how do you get these pilots internationally, enforcement ability, across state lines?



MODERATOR LAVIN:  Richard, I really would like to talk to you about some of the inhibitors you may see, some of which Duane has just identified in terms of collecting and sharing data.  Duane identified the issues in terms of the pilots and the licenses and their livelihood.  Not only that, but from your perspective are there proprietary issues associated with the data you collect?  And then finally, as Duane indicated, the litigation matter, either by outsiders or the enforcement actions from the FAA.  Does that inhibit your ability to collect and share data as we're trying to do here?



PANELIST ANDERSON:  Let me take the second one first.  The FAA has really evolved, and the right road to that is have a completely open book with FAA, CMO, PMI [Principal Maintenance Inspector] or POI [Principal Operations Inspector].  There should be no secrets between an airline and the FAA office that holds their certificate.  There should be free and unfettered access.  There should be complete disclosure at all times.  And they're required to during that process.  And I think the FAA, if you look back at the civil penalty process that we had in the U.S. 15 years ago and you compare it to where we are today, you have moved light years.



And the only way you're going to move the ball from sort of the reportable incidents to understanding the data that gives you indicators of a problem anterior to an incident or accident is to understand the data and use that data in conjunction with the FAA to change the way you do business.



I think airlines need to be identified and one of the important things that FAA has done with the FOQA and ASAP programs is you really are protected now.  We don't have to worry about FOIAs [Freedom of Information Act].  Because remember in the 1990s it was the big push was the SDR [Service Difficulty Reporting] data.  And all the different carriers had to report different SDR events, pressurization loss and the like.  And the database was not apples to oranges and everybody was concerned about how their data looked.  So everybody sort of really started parsing the statute to make sure that what you reported was just what you had to report.  

But the FAA has done a very good job of protecting that data.



As between carriers, it's been identified, so that shouldn't be an issue.  The FAA takes good care of the data.  Other carriers take good care of the data and if you leave it at trying to take care of too many factors, you won't get very far in terms of trying to make the right decisions.



I don't mean that in a negative sense, but you can't let the insurance department make your decisions about how you use this data.  You can't use it -- you can't take the data and be worried constantly about litigation.  You've got to use the data to change the way your business operates and you can trust the FAA and you should have an open relationship with your regulator.  And you can trust other airlines, in all of our experience.



With ALPA, it's worked great.  We have a letter of agreement with ALPA on how we manage all these incidents and ALPA is very good about going through the reidentification process and ensuring the data in industry.  So I really don't think there are any impediments.



Once you get over the thought that you're going to really try to understand problems in the operation and you're going to really ask them, and sometimes it's difficult with pilots, with all due respect.  Sometimes it's difficult to sort of break through the schoolhouse door and let the pilots really look at the data and say I'm going to change the way I view approach or I'm going to change a checklist or I'm going to take some other option.  It's easier to take operations.  You just give the engineers the data and they study it and come up with all kinds of ideas on how to change your maintenance program.  



With all respect to pilots and you've come a long way, but there has been -- it's been a little bit of a closed -- for the reasons Duane said.  You'd do it the same way, if you thought you were going to lose your job or lose your ticket.  So we have really tried to get rid of the usual job, and usual ticket so that everybody will participate and it works, if you spend your time doing it and you get serious about doing something with the data.  The other issues you raised are not real issues.



PANELIST HART:  Let me just say a word about one that hasn't been mentioned and is not yet a big issue in the U.S., knock on wood, and that's criminalization of accidents.  In some countries it's a very major issue and again, I think all of us would be first in line if someone intentionally did something wrong, criminal behavior, and then we'd be first in line to say criminal punishment.  The issue is criminal punishment for people who are trying to do the right thing.  I see my friends in Italy, those controllers were sentenced between six and ten years for running two airplanes together in Milan.  Of course, they didn’t want to run the two planes together, but they're going to be facing jail time and so this is a major issue in some countries.  That's why we’ve come to ICAO, that’s why the Federal Safety Foundation has gone to ICAO.  You need to address this criminalization issue because if we're going to have criminal charges against people who are trying to do the right thing, that again will be a deterrent to this information collection and sharing we're talking about.



MODERATOR LAVIN:  Ambassador?



PANELIST STIMPSON:  Just following up on that, there's Working Area 52, I believe, which will be considered at the assembly in the next two weeks which calls for states to provide protection for this sort of FOQA and ASAP type information and flight record information.  This paper has already received support not only from the United States with a working paper, but the Russian Federation, Australia, IATA, I think you publicly supported this paper.  And the paper would call for states to enact legislation within their states and ICAO to provide guidance which should be in this legislation.



Now this may not be all teeth you want in it, but it's a first start and I think it's an important step forward.



PANELIST WORTH:  The other thing you've got to do in an international operation, you've got to have a relationship with your pilots union, if they’re unionized.  In the case of ALPA and Northwest, we fly to a lot of diverse places every day.  And when you work closely together with the company and the union, to deal with the situations proactively, if and when they ever occur in the future.  So you've got to have that as part and parcel of being a global airline because there still are some governments that view this much differently.



PANELIST MATSCHNIGG:  Well, I think what you just said with IATA, we certainly support this approach and this document. We’ve also submitted a document to ICAO to the assembly because it’s not happening in U.S. and it is not happening elsewhere in the world, so we send the support to get to this culture.



Another thing that we can do is simply talk to the airlines of the various regions, that they start making up a FOQA program, talk to the unions and get to this kind of culture which is normal here in the Western Hemisphere, but through our safety community, international safety community, have some sort of a balance system for western culture in place to help them to come up with a better system.



Also, I think the CEO [Chief Executive Officer] of the airline has a big role to play.  If he steps up to the plate and says look, we want to improve our safety standards, that makes a big difference.



MODERATOR LAVIN:  Great.  I don't want to lose track of the audience, so does the audience have any questions?



Yes sir.



AUDIENCE MEMBER:  There's no doubt we've made a lot of progress in data collection and analysis and maybe a state overload in some cases, but if you take the premise that the global system is only as strong as the weakest link, how do you deal with the problem of 100 member states of ICAO not reporting annual accident statistics to ICAO, not even the base, the annual program?  Doesn't that leave big hole in the system?



MODERATOR LAVIN:  Ambassador?



PANELIST STIMPSON:  Yes, it does leave a hole.  This is true with a lot of the ICAO statistics.  In fact, some of us have said let's cut back the statistics because they're not complete and not necessarily accurate and a lot of other people are doing them.  So ICAO shouldn't be repeating what's being done elsewhere in the world either.



PANELIST REDEBORN:  If I may comment.  If you switch from reactive to proactive, we've got to show them that we can have a different culture and developer, and then hope that the rest will follow, and many airlines indeed follow.  They tend to be 10 years behind, 20 years behind sometimes, but they do indeed follow and I think that that is sort of the confirmation that if the developer in this case, particularly U.S. and Europe don't take the lead in this, nothing will happen.



MODERATOR LAVIN:  Okay, I miscalculated how many questions and I see a number of hands raised and so I'd ask the panel members, let's have one person answer the question and we'll go to the next question to make sure we get everybody.



Yes sir.



AUDIENCE MEMBER:  Given that there's a lot of data coming in and everybody is trying to figure out how to reduce their body of data, has there been any thought given to developing a world class, best class data reduction facility that's accessible by all the member states around the world that may be on a continuous basis, as evaluated for best practices, to ensure that everybody gets the best minds looking at their particular data set using the aggregated base.  In that way, we're looking the best possible outcome rather than having somebody stumble on, having to put their own team together.



MODERATOR LAVIN:  Chris, why don't you respond?



PANELIST HART:  It's a very good question.  We’re still on the learning curve of sharing. Right now we’re at the stage where we're trying to make it so that people can share data without having to change their legacy database.  As we quickly found out, if you tell people, sure we can share, but you have to use this data format, we have to call a B747, instead of what your database calls it which is a Boeing 747, we're working, we're still at that level of getting, of making it so people do not have to change their legacy database in order to bring them together to STEADES and to ATA.  We haven't reached yet the level which you're talking about. 



And by the way, I don't think large quantities of data are going to move.  We're going to see a virtual database where the data stays in its location, but what happens is the search tools search across the network and look for trends without the data actually moving.  To the extent it's a central look at similar pieces of data, I think that partially answered your question, but that's conceptual.  We're still in that learning curve.



MODERATOR LAVIN:  Way in back.



AUDIENCE MEMBER:  I had a question with regards to quality assurance.  Is there a quality assurance process in place that asks questions about the data that’s being analyzed?



PANELIST HART:  It's a very good question.  We work on the quality assurance of each of the individual input sources in order to try to address that before the data ever comes together.  That's a key issue because if the quality is not there, a guy is out of a job.  That's a crucial issue.



AUDIENCE MEMBER: Is it the FAA’s responsibility?



PANELIST HART:  I wouldn't say it's an FAA responsibility.  I would say as we develop tools and processes that's part of -- it's ultimately the responsibility of the owner of the data.



PANELIST MATSCHNIGG:  May I respond to this?  There is a quality assurance person who takes care and looks at the processes in place, it's a very strong recommendation from the FAA to do it.



MODERATOR LAVIN:  Next question.



AUDIENCE MEMBER:  What is the sole biggest impediment to cross border data exchange?  Is it the privacy issue?  Is it standardization of data fields?  What would be the number one issue?  ICAO is obviously addressing some of the punitive factors.  What's the number one issue?  Is it the standardization of data because it seems very difficult to share.  You've touched on that a little bit.



MODERATOR LAVIN:  Duane, do you want to answer that?



PANELIST WORTH:  I am not sure -- I do think it’s the litigation.  Some of its culture.  You said it, some just don’t want to go there. 



I think in the United States, each individual airline is accountable for verifying their data and they ought to analyze it and that they should share it.  We shouldn’t take the data from 60 other airlines and try to comb through that.  So we've got to have a central clearinghouse.  It needs to be a governmental function to do that and we can outsource or whatever we're going to do, but we've got to have some place where that's done. 



PANELIST ANDERSON:  One other point is 15 airlines that do ASAP and FOQA, so maybe the way to start is to mandate ASAP and FOQA.  It may just be time to say that it's a regulatory requirement.  It's essentially a regulatory requirement for Part 121 in its maintenance program to have a continuous surveillance and quality assurance and reliability program.  We can't operate as a 121 carrier if you don't have that on the maintenance side of the house.  It ought to be mandated on the passenger side of the house, if you only have 13 carriers that are even collecting the data.



MODERATOR LAVIN:  Next question?



AUDIENCE MEMBER:  Have we defined the data that we're collecting so we all speak the same language of what we're collecting?



PANELIST ANDERSON:  Well, remember FOQA data comes off the flight data recorder.  So we all know it's the same data that the NTSB [National Transportation Safety Board] uses and there are established protocols for dumping the data out of flight data recorder.  So I mean I suppose we can put it in a HTML sort of format of some sort, but with respect to FOQA it's pretty much a known process.



AUDIENCE MEMBER:  They may differ on the methods of how the data is collected. It’s considered as data that is to be utilized because it’s used in other studies.



PANELIST ANDERSON:  We know that we have a hundred licenses and we randomly pull flight data recorders and dump the data.  And we analyze the data and based upon that analysis within the operating parameters, you draw conclusions from the data about how the operation is running.  It's sort of like taking your blood pressure.



AUDIENCE MEMBER: And you know that the numbers should be high?



PANELIST ANDERSON:  We know that because flying an airplane, there's only one way to fly an airplane at Northwest, okay?  We don't have but one standard and everybody has got to fly it to that standard.  You don't get to fly it through Duane's standard.



PANELIST WORTH:  Thank God.



PANELIST ANDERSON:  You've got to fly it to the Northwest standard and there's only one.  So it's very easy to take the data off the flight data recorder and find out the hot and long.  It's an objective process.  I don't think there’s an issue in terms of the data.



AUDIENCE MEMBER:  I hear you saying that collecting the data is all the same, but if you're collecting that off the flight data recorder is that really the best way?  


PANELIST ANDERSON:  That's why we have the ASAP program.



AUDIENCE MEMBER:  [Off microphone.]



PANELIST ANDERSON:  You are correct that the FOQA data tells you about what’s been done, and that’s why many of the FOQA carriers to amplify those to complement those programs with ASAP.  Ask the pilots why did you do this, because the FOQA data will not tell you why?  



PANELIST HART:  That's what you do.  The programs go hand in hand.  You have FOQA data which is the raw data and you have ASAP data which is the detailed reports that the pilots fill out electronically.  So we have both pieces.



AUDIENCE MEMBER:  It's standardized across all air carriers using these programs, right?



PANELIST HART:  That's why I said change is not going to happen by asking people to change their legacy databases.  That's why sharing tools have to account for those differences between the carriers' data.  That's true in both the text data and the FOQA data.



PANELIST MATSCHNIGG:  There are 120 carriers who can share this data, maybe more.  And they are trying to get to the point to share the data among the other carriers as well.



MODERATOR LAVIN:  Yes sir.



AUDIENCE MEMBER:  This is for Chris.  The FOQA and ASAP -- they have shared data and a lot of that data has been very revealing and pointed out trends.  There's been some resistance in the past and I just want to kind of a status report in sharing that with other entities within the FAA to try to fix -- air traffic comes to mind.



Has there been progress made in that area?



PANELIST HART:  There has been progress.  That's what I was talking about the pilot community, the air traffic control community, talk about issues that are of mutual concern.  But right now, we're still in the primary phase.  We're still getting the airlines comfortable with the idea of sharing their data.  As you said, there are these quarterly meetings where they talk about it across the table.  That's really the very, very beginning.  What we're looking for ultimately is the electronic automated sharing where you don't have to ask the question.  The system knows what you need to answer because it knows that you are flying to Charlotte, for example.  So that's -- this is all part of the revolutionary process, but it started with the airlines getting comfortable with the idea that they can really learn a lot by sitting around the table every quarter and talking about their experiences to each other.



PANELIST ANDERSON:  On that point about a third of ASAP reports, speaking particularly about unstabilized approaches involve a process to try to interface with ATC [Air Traffic Control], so that ATC understands that when you're in a 757 that airplane needs some time to get down and we do need a strong link between ASAP process and the air traffic control system so that we can integrate those findings into a change in procedures out in the field.



AUDIENCE MEMBER:  It seems like we spend a lot of time focused on pilots and a lot of times focused on mechanics.  Right now the worldwide estimate for ground damage is about $4 billion per year.  When or how are we going to bring ramp operations into the same regulatory environment, same focus for data collection that we gave to pilots?



PANELIST ANDERSON:  We're doing it.  We have a very focused approach to aircraft damage and by the way, most of the serious aircraft damages are mechanics because we're moving airplanes in and out of hangers and we have wing docks and while some people may think it's catering trucks and luggage carts, it's actually moving of the airplanes in and out of hangers and around equipment.  But we have a database and systemic approach to analyzing ground damage incidents and we've driven them down significantly over the last couple of years with a very focused effort on analyzing what the root causes are.  We classify them according to seriousness and when we have a serious ground damage event, when an airplane touches a wing dock or something like that, we do a deep drill down of the root causes and input systemic fixes in place and we track every single one of them across the whole system.



So we have put the same sort of FOQA approach where we don't have FDRs in our airplane tugs, and never will.  We have the same systemic approach to managing both lost time accidents, employee injuries which is really just as important, more important and the same focus on ground damage.



MODERATOR LAVIN:  Okay, I think one of my colleagues reminded me, I think we're supposed to be finished at 3 o'clock.  If somebody will nod their head that that's correct.  That is correct.  Okay, I've got a nod of the head.  So I'm going to take the prerogative of the chair as the last question and that is I'm going to guess that I may be wrong, but I'm at least one of the younger members of this panel, so I'm wondering if in my lifetime will we get a globally accessible safety data network, virtual or otherwise, or networks and the reason I ask that is that a lot of us understand technology a lot better than I do, but my understanding is from everybody I talk to, this issue is 2 percent technology and 98 percent politics of humans.  So just a quick around the room yes or no, around this panel, in my lifetime and I'm 38 years old, will we have a global data safety exchange program?



PANELIST STIMPSON:  I think you'll have a much better system than you have today, but first you've got to have countries' reports.  Some countries don't even report.  You've got to change some laws. You've got to have some harmonization.



PANELIST MATSCHNIGG: Throughout the world we are working diligently, and it will be much, much better than that.



MODERATOR LAVIN:  Bo?



PANELIST REDEBORN:  Yes, I don't think we can afford not to.



MODERATOR LAVIN:  Chris?



PANELIST HART:  I'd say yes, not throughout the whole world, but we're going to have 95 percent of the passenger carrier population involved in this within your lifetime.



MODERATOR LAVIN:  Duane?



PANELIST WORTH:  I agree with Chris, there won't be 100 percent, between Europe and Asia and North America and South America and Africa, but a very high percentage of those carriers that carry that traffic will be in the system.



PANELIST ANDERSON:  Absolutely, we'll have it.



MODERATOR LAVIN:  There we go.  Thank you everybody.



(Applause.)

(Whereupon, at 3:02 p.m., the panel was concluded.)
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