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1 P-R-O-C-E-E-D-I-N-G-S

2 (1:21 p.m.)

3 MR. HICKEY: Well, good afternoon. I

4 hope everyone enjoyed lunch, and I hope you, like

5 me, enjoyed Mr. Cernan's speech. As Nick said,

6 that was, I think, the third or fourth time I've

7 heard it, and I find that man so fascinating.

8 And as I reflect on the interesting people of

9 this world, I think people like Gene Cernan are

10 the real heroes in our country and this world. So

11 I really felt that was a very inspiring lunchtime

12 conversation.

13 My name is John Hickey. I direct the

14 FAA's Aircraft Certification Service, and it's a

15 great pleasure of mine to being and introduce

16 this next panel and our moderator. As a

17 reminder, this panel is the Safety Risk

18 Management Controlling Risk: A Global Approach.

19 And it is really my pleasure to

20 introduce the moderator for this panel. Steve

21 and I have known each other for almost 10 years

22 now. And because of the nature of the job Steve

23 has as Vice President in the Boeing Company for

24 Safety and of course my job here in the FAA,

25 we've worked together very closely on a number of
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1 significant safety issues. And I can assure you

2 that Steve's commitment to safety is unmatched by

3 anyone I've met before. He has dedicated his

4 career to safety. I won't bother going into a

5 lot of the positions he's held. You can

6 certainly look that up in the book, but he's a

7 man that I don't believe there's someone who

8 would be any better at handling this panel.

9 Steve and I also share one common

10 thing together. We are both members of the

11 Commercial Aviation Safety Team, CAST, and this

12 is where I think Steve's leadership really

13 shines. He is a constant, never stop person of

14 continuing to keep us focused on everything we do

15 in CAST to approach it from a risk-based

16 perspective. And with that, I believe the

17 success of CAST, in so many ways, is attributed

18 to Steve Atkins' contribution. So without

19 further ado, it is my great pleasure to introduce

20 the moderator of this panel, Steve Atkins.

21 (Applause.)

22 MR. ATKINS: Well, thanks, John and I

23 am really getting wired up here. So if I start -

24 - if you hear a tick, tick, tick, tick, tick,

25 then get me out of the building as quickly as
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1 possible. We've got headphones and we've got

2 mics and we've got wires, so we're all set. I

3 am, first of all, absolutely thrilled to help

4 moderate this panel. It's a subject that I have

5 a lot of passion around, and over the last couple

6 of days, I've gotten to meet and spend a little

7 time with these panel members, and I think you're

8 going to find what I've found is that we really

9 have a great, great group of safety professionals

10 here to talk about this subject.

11 I'm going to give a very brief intro

12 and introduce the panel members. First of all,

13 we've got Pete Bunce. Pete became President and

14 Chief Executive Officer of the General Aviation

15 Manufacturers Association to look out over the

16 interest of 60 airframe, avionics, engine and

17 component manufacturers that make up the GAMA

18 membership. So pleased to have you here, Pete.

19 Thank you.

20 Next to Pete we have Chris Glaeser.

21 Chris is the Vice President of Safety for Alaska

22 Airlines. He oversees the Comprehensive Safety

23 Management program that encompasses all aspects

24 of safety at the airline including flight

25 operations, maintenance, quality assurance and
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1 fleet safety, internal evaluations of safety and

2 compliance, emergency preparedness, ground safety

3 and environmental affairs.

4 Next to Chris we have General Huepe.

5 In December of 2006, General Huepe assumed the

6 position of Director General of the Civil

7 Aviation Authority of Chile. During his career,

8 he served as Commander of Aviation Group Number

9 4, Director of Air War Academy, Chief of

10 Operation of Combat Command, Secretary General of

11 the General Staff of National Defense and Attaché

12 to the Chilean Assembly in Brazil. So welcome,

13 General Huepe.

14 Next to General Huepe, we have Mr.

15 Gohain. He has served as Director General in

16 India's Directorate General of Civil Aviation,

17 the DGCA, since the spring of 2006. The DGCA is

18 the Indian statutory authority responsible for

19 implementing and monitoring stipulated standards

20 regarding air worthiness and operations of

21 aircraft, licensing of personnel and air

22 transport operations. Welcome, Mr. Gohain.

23 And finally we have Ernesto Ruiz. In

24 2006, Mr. Ruiz was assigned to the positron of

25 Chief Executive Officer of Aeroman. With over 22

202-234-4433

Neal R. Gross and Co., Inc.

Page 7

1 years of experience in different positions within

2 Grupo Taca, he started his aviation career as

3 General Manager for Aeroman in the Maintenance,

4 Repair and Overhaul Division Taca in 1985, so

5 welcome, Ernesto Ruiz.

6 So with that, what I thought I would

7 do is provide a little bit of perspective. You

8 can see that this group has quite a bit of what

9 I'll call diversity, diversity from a regional

10 perspective. We've got people that are covering

11 different parts of the world but also diversity

12 from where we all fit in the aviation system. So

13 we have different pieces of the aviation system

14 coming together to have a conversation with you

15 today about risk management.

16 We're going to try and make this a

17 lively and interesting, provocative discussion,

18 and I thought that I'd give you a little bit of

19 my perspective on the way this panel is going to

20 be run and what some of the conversation is going

21 to entail. Before I do that, what I'd like to do

22 is also get a very brief statement from each of

23 the panel members, because they've been thinking

24 a lot about this subject of risk management.

25 Give us just a very quick snippet of what you're
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1 perspective is around controlling risk in our

2 very complex system. And I'm going to start with

3 Pete.

4 MR. BUNCE: Good morning, Steve. I

5 think we, as general aviation manufacturers,

6 look at the problem of safety management and risk

7 management, we have to keep it in perspective of

8 the number of aircraft that are truly out there.

9 If you look at airliners in the system worldwide,

10 about 11,500, compared to about 320,000 general

11 aviation aircraft of which about 225,000 of those

12 reside within the borders of the U.S. So for an

13 effective safety management system, one, you have

14 to have -- it has to be scalable because you have

15 pilots, recreational pilots that are going to go

16 up and operate just in clear VFR weather to be

17 able to go out and get a hamburger all the way up

18 to very sophisticated flight departments and

19 then, obviously, to the air cargo carriers and

20 the airlines.

21 But in all of this, the common thread

22 is a cooperative approach between the

23 manufacturers, the operators, the maintenance,

24 repair and overhaul facilities and the regulators

25 to be able to have a continuous feedback loop.
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1 And that's something that I feel very, very proud

2 of right now is the fact that we've matured this

3 system, and with the FAA here in the U.S. And

4 we're seeing this take root in Europe now with

5 the European General Aviation Safety Team and the

6 start of that just this past October. We're

7 really seeing general aviation be able to get

8 into the safety management culture, and we hope

9 to be able to take a lot of the best practices

10 that we find worldwide and integrate those.

11 So it's an exciting time and with the

12 NEXTGEN system, the modernization system here in

13 the U.S. coupled with what's happening in Europe

14 with SESAR and then the growing general aviation

15 population in India and in China, we see great

16 opportunity to be able to make safety management

17 part of the culture of flying worldwide.

18 MR. ATKINS: Great. Thanks a lot.

19 And Chris, what about you?

20 MR. GLAESER: Well, I have to agree

21 with Pete. I think that it's -- the partnership

22 is absolutely essential between all the parties

23 involved in that area. When I look at the global

24 risk assessment, probably the hardest thing to do

25 in all of that is to proactively identify risk
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1 before it occurs. It's very easy to go back and

2 pick up the pieces. The hard part is how do we

3 identify the risk and advance and mitigate that

4 as it occurs.

5 And the rate of change in the industry

6 is accelerating -- to traffic, 7 million Part

7 121; 135 flights a year in the United States

8 alone. We've got RVSM where the airplanes are

9 closer together. We've got new electronic

10 systems, ADS-B, new navigation systems with RNAV

11 AND RNP. All of those are new and advanced

12 technologies that decrease our risk of the

13 operation. As an example, the recent accident in

14 Brazil where two airplanes collided. It was

15 caused by an increased accuracy in the altitude

16 holding capability in RVSM and an increased

17 navigation capability with GPS which put two

18 airplanes together that 20 years ago would have

19 missed by a couple of miles.

20 So the increase and the change in the

21 technology adds new areas of risk. And the real

22 difficult part on a global scale is how do we

23 identify the risks proactively and mitigate the

24 accident before it occurs.

25 MR. ATKINS: Great. Thanks. And
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1 General, what's your perspective.

2 GENERAL HUEPE: (Whereupon translator

3 audio incomplete)

4 (Continuing) situation -- safety

5 management culture. ICAO has given us somewhat

6 of a tool to learn this common culture -- SMS,

7 and we are going to try to implement it.

8 However, we are -- still have to overcome certain

9 events such as ICAO always offers the

10 introduction courses to implement the SMS

11 specifically for operators or for the air

12 transportation industry, and yet they don't offer

13 it to the organizations that are in charge

14 traffic management. So in order to connect these

15 two systems and make it feasible and culturally

16 equitable for operators and companies and make it

17 compatible with the institutionalism needs so

18 that we are able to regulate the safety system in

19 our country, and so that it can operate, I think

20 that the best way to preserve the capital in

21 Chile in the elements of culture in security

22 would be in that way. Thank you very much.

23 MR. ATKINS: Thank you, General. And

24 Mr. Gohain.

25 MR. GOHAIN: From the government
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1 perspective, what -- seeing today's aviation

2 growth, the technological advances that we are

3 witnessing today, safety risk management has

4 necessarily become a tool for sustaining this

5 growth in a safe manner. For the present safety

6 and its enhancement programs, there are various

7 models like surveillance, analysis of incidents

8 and accidents, implementation of safety

9 recommendations, sharing of safety information

10 like that.

11 In risk management, as a regulator, I

12 feel that the above safety proactive programs can

13 be suitably adopted to optimize the benefits

14 there from for identifying, firstly, the risk

15 factors; two, determining some risk mitigating

16 devices, implement them and keeping a monitor to

17 see how they are being implemented and how the

18 results they are doing.

19 So this, what we feel as a regulator,

20 and back home we are adopting the same system,

21 is, first, identify, devise mitigation and then

22 implement. That's what I feel of safety risk

23 management. That's it.

24 MR. ATKINS: Thank you. Ernesto, how

25 about you. What are your thoughts, Mr. Ruiz?

202-234-4433

Neal R. Gross and Co., Inc.

Page 13

1 MR. RUIZ: Well, form the maintenance

2 perspective, which is where we are involved,

3 obviously, we are focused on trying to deliver

4 the best quality possible to prevent any incident

5 or accident. So in some way, we are trying to

6 control risk, and it's a 24/7 job. Because I

7 mean 24 hours a day, we are inspecting,

8 repairing, turning wrenches, and you need to find

9 a way to prevent anything that is not being done

10 right. So identifying that risk is a challenge.

11 We try to set our own targets but I

12 haven't found a way, really, of a true tool that

13 is acceptable for everybody. So there's always

14 room for improvement, controlling risk. And

15 that's what we do.

16 MR. ATKINS: Great. Thank you very

17 much. So I'll give you my thoughts as well. I

18 look out at this room, and I think, you know,

19 there isn't anybody out there that doesn't invest

20 their time, in some way, in dealing with risk

21 management. Quite frankly, it's kind of what we

22 do. We spend our time dealing with risk

23 management. How are we going to manage risk

24 within our company.

25 But, you know, we also, by virtue of
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1 the fact that we're all here in this kind of a

2 meeting, this kind of a forum, we also wear a

3 different hat, and that is we all get to play as

4 part of this aviation system. So not only do we

5 wear our hat and manage risk internal to our

6 organization, but because we're in aviation,

7 because it's what we do, we get to play in the

8 whole system. We get to share our ideas. We get

9 to work with governments. We get to work with

10 industry members and we get to figure out how

11 we're going to continue to advance safety. And

12 you know what? We do a really good job at it

13 thankfully, as evidenced by this morning's

14 plenary session, several comments about the

15 safety records that we've seen have been

16 fabulous. And so we do a good job at it.

17 With that being said, I think we have

18 a pretty compelling issue to address and that is

19 -- it was interesting for me to listen to the

20 talk at lunchtime, because I feel exactly the

21 same way -- I think the issue we have to address

22 is the world does keep getting smaller and

23 smaller. And, you know, we're moving people and

24 products around the world at unprecedented levels

25 and unprecedented frequencies. You know, people

202-234-4433

Neal R. Gross and Co., Inc.

Page 15

1 are traveling to and from countries using routes

2 that never used to exist before.

3 You know, we're seeing travel growth

4 at absolutely unprecedented levels. We've got

5 new airlines. We've got new entries into general

6 aviation. We've got new business models that are

7 causing different pieces of the aviation system

8 to rethink the way that they do business. Let's

9 take as an example in the maintenance arena,

10 we've got new business models. We've got new and

11 growing expectations on governments and

12 regulators. And all of this is happening in a

13 global context.

14 So to me, the world is getting smaller

15 and smaller, but our charge as aviation safety

16 professionals really hasn't changed. We have to

17 deal with this risk going forward. We have to

18 find a way to deal with the fact that, you know,

19 in this changing environment, how do we deal with

20 controlling risk.

21 What should we do about safety

22 standards globally? Should there be safety

23 standards set globally? Certainly, we have

24 different kinds of safety standards that are set.

25 We have Blacklist airlines. We have Category 1
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1 and Category 2, and those are sources of

2 standards that are set around safety risk. What

3 about our processes, you know? Should we have

4 target levels of safety. If it's safe in one

5 country, is it automatically assumed that it's

6 safe in all countries?

7 What about our processes that we use

8 around safety? Should they be the same? Should

9 they be standardized around the world? Where are

10 the best practices? You know, we've got lots of

11 -- John mentioned the Commercial Aviation Safety

12 Team. I'd stand up here and tell you I think

13 that's probably a best practice around dealing

14 with risk and how we manage in a system level

15 environment. Like I said before. We all

16 participate as part of our companies, and we all

17 get to participate as part of the system.

18 So this is the context for this

19 discussion here today. What are we going to do

20 about controlling risk? Should there be

21 standards around controlling risk? One of the

22 benefits of being the moderator and, in fact,

23 John, I think it might be the only benefit, is

24 that I get to ask the first question.

25 And so let's go ahead and get started.
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1 And I'm going to move over to one of the chairs

2 and see if we can't generate a conversation

3 that's interesting for you. Don't be offended if

4 we're talking to ourselves and it looks like

5 we're in another world. That's our objective.

6 That's what we're going to try and do here.

7 So I'll direct the first question to

8 Chris Glaeser from Alaska Airlines. So, Chris,

9 give us your thoughts on how we capture and

10 communicate best practices safety risk management

11 internationally?

12 MR. GLAESER: Thanks, Steve. Very

13 interesting question to look at, and I thought

14 I'd put that response initially in a kind of an

15 SMS framework, and that being is that all the

16 safety systems were all reactive, and that's

17 after the first phase of all SMS systems is a

18 reactive safety process. Where we have an

19 incident or an accident, we do a root cause

20 analysis and then we find out what the root case

21 was and we stop there. The next level where we

22 want to go to in the world is the proactive side

23 of SMS where we're looking forward. So what best

24 practices do we have internationally right now in

25 the world in terms of sharing identified risk?
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1 There's many types of those things.

2 Some are in formal groups and maybe a particular

3 airframe manufacturer may be formally sharing

4 safety information with the customers. Those

5 customers may be sharing information informally

6 with each other. For example, the Bombardier

7 landing gear issue with SAS in Europe recently,

8 those Bombardier customers were sharing that

9 information immediately through an informal

10 network, the operators of that aircraft. Other

11 informal networks could be something as simple as

12 a regional or, you know, a local safety magazine

13 that's sent out. You have the Flight Safety

14 Foundation which is a great venue for sharing

15 safety information.

16 As we move into the proactive area, I

17 think that -- excuse me -- going back -- ALPA and

18 the other airline pilot unions are a tremendously

19 valuable source of identifying risk. I have seen

20 many safety alerts through that channel where a

21 flight crew operated into an airport and see

22 perhaps a new runway, a new runway configuration

23 that has increased risk, and then that gets

24 shipped throughout the world.

25 As we move forward in the best
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1 practice area, we need to really start working on

2 developing formalized ways of being able to

3 identify risk. Some of those would be -- and one

4 area I'm particularly excited is the ASAP and the

5 FOQA world and sharing that data on an aggregate

6 basis.

7 If you take all of the ASAP reports

8 from all of the pilots from a region and share

9 those in a de-identified manner, we can start

10 highlighting the particular risks that are

11 identified. Because if you think about an

12 individual pilot, on average, we'll submit one or

13 two reports a year. And that tells you out of

14 those 300 to 400 flights that that pilot has

15 shown that that's worst thing that they've seen

16 in the year. So in and of itself, those pilot

17 reports or mechanic reports or dispatcher reports

18 become a very key piece of identifying risk. If

19 you're going to aggregate that so that one

20 operator doesn't have to find all the risks on

21 their own, its able to spread that throughout the

22 industry.

23 In the last five years, the FAA has

24 developed a cooperative program with the industry

25 and the unions to share that data. That
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1 particular program is the Aviation Safety

2 Information Analysis and Sharing System program,

3 ASIAS --

4 MR. ATKINS: ASIAS --

5 MR. GLAESER: -- a brand new program,

6 and it currently has, I believe, eight airlines

7 in the United States sharing it. And I can see

8 that growing. There's other programs in the IATA

9 that also share data, and those type of things

10 are absolutely essential for sharing that data.

11 And the exciting point there is that once the

12 ICAOs have access to that data, in a partnership

13 program with a manufacturer and the government,

14 we can all then take advantage of those

15 identified risks and mitigate things before they

16 occur.

17 MR. ATKINS: So other thoughts from

18 panel members? Go ahead.

19 MR. GOHAIN: Steve, I do agree with

20 Chris. He has elaborated with some typical

21 examples, but when we try devising measures for

22 risk management, the first most important thing,

23 as Chris has mentioned, is the reporting process.

24 And the reporting process, as we have heard in

25 today's plenary session, if it is a voluntary
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1 reporting process, encouraging a voluntary

2 reporting process will enable a good data bank of

3 many risk areas. Once you have a data bank, the

4 next step should be to analyze all this

5 reportable risk elements, devise or design the

6 mitigating factors, share it with other partners,

7 whether in the state level or the regional level

8 or in the global level. Then what happens --

9 this risk management process becomes a useful

10 tool to avoid incidents and accidents.

11 MR. ATKINS: Great. Thank you.

12 Ernesto, how do you get your best practices?

13 MR. RUIZ: Well, as I was saying, we

14 are proud of the quality we are producing. But

15 honestly speaking, we haven't found a tool to

16 really track it in maintenance. We -- every

17 check we finish, we ask our customers to fill out

18 a survey in which they go and put a score to all

19 of things you can imagine is there -- I don't

20 remember how many questions there are -- and

21 these customers, after 30 days of operation, they

22 give us feedback about the airplane. So we can

23 take all of that into consideration, analyze it

24 and see if there is room for improvement. And

25 that's the way we have been managing our quality
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1 to prevent incidents or accidents.

2 But really, I would like to know if

3 somebody knows of a tool, if there exists a tool.

4 Because when I see flight operations, it's

5 different I think. Okay? But I haven't heard

6 anything regarding heavy maintenance, how to

7 track, what the standards. Obviously, the

8 standard is fewer incidents, no? But that's the

9 way we do it today.

10 MR. ATKINS: So I think we've got

11 several hundred people here that maybe have

12 ideas, and when we're done with our conversation

13 here, you may get some of those ideas that might

14 help in capturing some of those best practices,

15 those tools that you're looking for. Go ahead,

16 Chris.

17 MR. GLAESER: One best practice I may

18 offer in that area -- as the model in the

19 industry has changed in the maintenance arena

20 from having all the maintenance embedded in a

21 carrier to many carriers have some or all of

22 their maintenance outsourced, we tend to share

23 vendors. So there may be four or five or ten

24 carriers that are actually sharing the same

25 vendor. And one of the tools we found to be very
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1 useful is to talk to our vendor on a routine

2 basis and ask them since they're maintaining the

3 same type of airplane carriers or operators, ask

4 them if there are some areas where they have

5 identified improvements in our process that we

6 can improve. So the vendor itself becomes a

7 venue, actually, to provide us with information

8 back.

9 MR. GOHAIN: That's the thing that

10 Chris is saying -- sharing of the information,

11 one manufacturer or one operator dialoguing with

12 the manufacturer for a particular problem in his

13 fleet, if that is also disseminated by the

14 manufacturer or by the operator to others on the

15 same fleet, that involves a process in which we

16 can then have a mitigating factor designed and

17 factored in to see that such risk areas are

18 eliminated.

19 MR. ATKINS: General Huepe?

20 GENERAL HUEPE: Yes. I would like to

21 add that I think one of the best practices that

22 an aircraft system can have, whether it's at a

23 national or regional level, is they have a

24 seamless communication between the users of our

25 system and the authorities, that is to say we
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1 have to cooperate in terms of safety management

2 in order to exchange information and somehow

3 mitigate our risk management itself. And the SMS

4 that Chris referred to takes us to the proactive

5 stage that he was talking about. Nowadays our

6 systems are reactive, that is to say something

7 happens, and then we take action. So the ideal

8 stage and what we want to get to through SMS is

9 to become proactive.

10 MR. RUIZ: I would like to -- taking

11 Chris's words about talking to vendors, sharing

12 information, yes, you are able to get the typical

13 findings, let's call them, no? Go and look over

14 there because you will typically find a fracture,

15 a corrosion or whatever. My concern is more like

16 if I am in the middle of a check, how good is my

17 quality. How can I guarantee that my people are

18 doing the best job. Okay? These are the tools

19 that I think we're still missing in maintenance,

20 generally speaking.

21 MR. ATKINS: You know, oftentimes,

22 when you run into these kinds of situations, it's

23 even healthy to look outside of our industry,

24 because what you're talking about could be just

25 as easily the same kind of question in an
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1 automotive industry or a different industry, so

2 sometimes it's healthy to -- in fact, somebody

3 was telling me today that, you know, the roots

4 and origins of some of the work that was done

5 early on around safety management systems really

6 came out of the nuclear industry. And so we have

7 opportunities to look outside of our industry in

8 some of these things. So that's another idea

9 that we can throw out there.

10 MR. BUNCE: Steve, I think that

11 proactive approach is very important, in

12 particular, as we look toward the very light jets

13 entering into the system right now. I think a

14 tremendous example that we have of government and

15 the insurance industry communicating with our

16 industry and saying okay, this is what we see on

17 the horizon. How can we build a safety system to

18 be able to train pilots and train maintenance

19 people to be able to take these very advanced

20 technological machines and put them in the air

21 safely.

22 And by getting feedback here in the

23 U.S. from FAA, from IOSA and from the NTSB, our

24 manufacturers, and this is not only U.S.

25 manufacturers, but just like Embraer down in
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1 Brazil is also producing a VLJ, they're bringing

2 all of this into their training programs now so

3 that, first of all, when we get a pilot into the

4 system, we're able to evaluate that pilot from

5 the get go. And if that pilot is not ready to

6 enter a tight certification, that pilot is sent

7 back for some refresher training even before they

8 start. And as they go through this system, it's

9 based on a lot of feedback of what we found in

10 the industry from best practices and also from

11 safety reports and that.

12 So when we get them in the training,

13 we first introduce them to the safety management

14 system. And they may be a single pilot. They

15 may not be working with a flight department, but

16 they're getting this culture bred into them from

17 the get go. And now they're going and working

18 with systems that are, in a lot of cases, more

19 advanced than the aircraft that are flying in the

20 same airspace.

21 I mean some of the technology that

22 these pilots have available to them rivals

23 anything that you would find in the most

24 sophisticated military jets. So to be able to

25 manage that, we reduce their workload and allow
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1 them to focus on more important things or things

2 that actually can get them trouble, but

3 heretofore, we weren't able to have them

4 timeshare and focus in different areas.

5 And then we bring them back for

6 reoccurring training. So as we introduce these

7 aircraft into the system in greater and greater

8 numbers worldwide, we feel that we've taken a

9 proactive approach. And we think that it's one

10 of those things that we want to model other types

11 of training after, because we're really finding

12 great success in the people who we put through

13 that training system.

14 MR. ATKINS: Great comment and I want

15 to pull on the thread a little bit that you've

16 opened up here, because when I think about risk

17 management, we've got a fabulous history of

18 dealing with risk in aviation and we've had great

19 success at it. And relative to the rest of

20 transportation, we're looked at as the model.

21 But the majority of that work, not all of it, but

22 the majority of that work has been done looking

23 at what I'll call historical risk.

24 And when you're talking about what's

25 going on in aviation today, it's changing. It's
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1 changing in a lot of different ways. You

2 mentioned very light jets entering the system. I

3 mean that's a significant change that's

4 happening. You don't have to look very far to

5 know that at some point, unmanned vehicles are

6 going to be a part of our aviation system. We've

7 got, the United States and Europe at the same

8 time, working on what is the next air traffic

9 system going to end up looking like in the

10 future. We've got all sorts of future thoughts

11 and concerns around additional risks that are

12 going to hit. There's been lots of talk in the

13 industry about what we're doing about pilot

14 shortages in the future. What's that going to

15 look like after we get there? Are we going to

16 have more cross cultural flight crews? What does

17 that mean with regard to future risk?

18 So the question is -- part of our

19 charge has to do with not only dealing with today

20 but dealing with the future and what does it mean

21 to deal with this future risk. What should we be

22 looking at that may different? We're pretty

23 skills at looking at historical risk, but what

24 about the future? How are we going to address

25 future risk gong forward?
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1 MR. GOHAIN: Steve, I'd like to

2 introduce a few more factors in this management.

3 In today's aviation, when we are talking about

4 performance-based systems plus the competitive

5 mode in the industry, there could be cases where

6 there could be deviation from the standards as

7 they're done by ICAO. Whenever we deviate from a

8 standard, there could be that I'm introducing a

9 risk element. Typical cases could be when we

10 introduced the RVSM in the Asia-Pacific region,

11 it went from 2000 to 1000 feet vertical

12 separation, and initially, it was thought to be a

13 risky proposition.

14 Then how was it sorted it out? By

15 having a target level of safety fixed, analyzing

16 the various aircrafts or air traffic incidents,

17 how proximate is -- was the -- the safety and all

18 this. When it was satisfied with a lot of their

19 time going into the studies that the target level

20 of safety has been achieved, only then the

21 process was implemented sometime in November.

22 Similarly, around the airports with

23 organization in developing countries like ours,

24 there are cases where the obstacle limitations

25 surfaces around the airport are being busted.

202-234-4433

Neal R. Gross and Co., Inc.

Page 30

1 There are also, as we move away from the laid

2 down standard, an element of risk was introduced.

3 However, such risks have to be endured, but to

4 ensure again the safety of aircraft operations,

5 processes have to be drafted in. As I told you,

6 the target level of safety was first assigned,

7 data collection, analysis after it was assured

8 for the -- in the period of time that the target

9 level of safety could be achieved, the mission

10 was accomplished.

11 Similarly, in the obstacle, there are

12 studies with the correlation and risk models and

13 everything, and after those studies it is found

14 that by introducing certain mitigating factors

15 like raising the MDA, minimum percent altitude in

16 the approach final or cloud ceiling by raising it

17 up, by introducing that, these mitigating

18 factors, even though we have taken a risk into

19 the system, the risk element has been reduced.

20 So this is what I'd like to introduce.

21 Besides the historical things, with this growth,

22 we are facing these problems also. But to

23 sustain the growth, we have to endure it and work

24 on this process of mitigating factors.

25 MR. ATKINS: Good. Chris?
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1 MR. GLAESER: Kind of brings up two

2 points that I think are right on target and back

3 to your thread of change. You know, what we do

4 often, we do well. When you change something,

5 you introduce risk. So if I was to look for one

6 factor where risk is increased, it's a change.

7 And that's a very good place to start on a global

8 basis. And so just as an aside, the first fatal

9 accident in the industry was 1908. Thomas

10 Selfridge was killed because they changed the

11 propeller dimension on the airplane, and the

12 propeller hit the wing and subsequently caused an

13 accident. So change caused the first accident

14 and it hasn't stopped.

15 If we look back through the process

16 for implementing RVSM, that's a perfect example

17 of how I think we should handle risk. And that

18 is we decided we need to go to that area in terms

19 of reducing the separation. We do a risk

20 assessment. We implement it after great study.

21 And then the next piece is that we monitor that

22 implementation.

23 And if RVSM and Oceanic, we started

24 getting complaints back that the aircraft are so

25 accurately navigating with GPS, they're on top of
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1 each other, and then there's low turbulence

2 problems and other interface problems with

3 spurious enhanced ground prox warnings, etcetera

4 -- so from the flight deck came reports back to

5 the regulatory authorities, we then implemented a

6 procedure called the Strategic Lateral Offset

7 Procedure which allows the aircraft then to

8 offset to mitigate this new risk that wasn't

9 picked up in the initial process. So the

10 monitoring is a secondary piece which is

11 absolutely essential whenever a change is

12 implemented.

13 MR. ATKINS: That's true.

14 MR. BUNCE: And when you look at the

15 way technology is moving and the opportunity and

16 the challenges we have right now with exactly the

17 situation that we're in, with NEXTGEN here in the

18 U.S., with SESAR, with the infrastructure growing

19 in India and in China, in Russia right now, we're

20 at a great time of opportunity to be able to do

21 the harmonization that is going to reduce that

22 change.

23 Because if we don't do that

24 harmonization and we have the repair stations

25 working on different equipment that's optimized
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1 for a certain frequency range in Europe that's

2 not necessarily compatible, when the

3 manufacturers have to build two different sets of

4 or two different types of airplanes to be able to

5 operate in two different systems, that's where we

6 introduce risk instead of being able to harmonize

7 the environment, so an airplane that's certified

8 in Europe, in the U.S., wherever can fly anywhere

9 else on this planet safely following the same set

10 of rules and guidelines, that's when we start to

11 really reduce risk.

12 MR. ATKINS: I think that's a great

13 point. You know, as the world gets smaller, this

14 issue of harmonizing around the world, I think,

15 becomes more and more important, especially

16 around operational issues. We've got to get our

17 arms around how are we going to make things more

18 common around the world so that we can deal with

19 this over time. Any thoughts on future risk and

20 how we're going to deal with it?

21 I think, you know, absolutely, one of

22 the keys is we've got to get better than we've

23 ever gotten before in understanding precursor

24 activity, precursors to events, precursors to

25 incidents, and we've got to get a lot better with
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1 analysis techniques and analysis tools to be able

2 to deal with trend information, looking at

3 regional orientation, product orientations, you

4 know, find out what some of the root causes are

5 for some of these incidents and find out what

6 some of the root causes are for some of these

7 events before they become incidents.

8 We've got to get better and better and

9 better and, you know, I refer back to some of the

10 work that, in the U.S., the Commercial Aviation

11 Safety Team is doing, kind of has targeted that

12 quite frankly -- how do we get better at getting

13 the data; how do we get better at analyzing the

14 data, all in the context of understanding the

15 risk of an even happening before it happens going

16 forward.

17 So let me shift it a little bit. That

18 was a great discussion. Let me shift it a little

19 bit and get to another discussion. And where I

20 want to go is I want to talk a little bit about

21 relative to risk management, first of all, should

22 we have target levels of safety. So Pete, let me

23 ask you this. So should there be target levels

24 of safety that are applicable -- this is a little

25 edgy, I know -- but should there be worldwide
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1 target levels of safety, and if so, how should

2 that work?

3 And, you know, I'm not suggesting that

4 it should be, but I'd like to pose the question

5 to this panel. Should we have -- if something is

6 safe in one country, should it automatically be

7 assumed to be safe in another?

8 MS. MR. BUNCE: Let me use the U.S. as

9 kind of a springboard here. The CAST system,

10 obviously, has been very successful. On the

11 general aviation side, we've had a General

12 Aviation Joint Steering Committee, and they set a

13 target level for accident reduction over 10 years

14 at about 20 percent, and we were able to achieve

15 about 24. So we're feeling pretty good.

16 Now we're in the process of setting

17 new targets for the next decade ahead. There are

18 a lot of reasons why we have been able to

19 mitigate that risk. A lot of it has to do with

20 the technology we're able to pump into the

21 cockpit now. And as all these new generation

22 systems are going to move more and more up to the

23 cockpit, as we make it easier for the air crew to

24 be able to do their job, not get task saturated

25 at certain points and use technology to help them
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1 -- I mean look at what we've done with controlled

2 flight into terrain now with new systems that

3 we've patient in the cockpit -- now you start

4 adding enhanced vision, synthetic vision systems.

5 Once we had ADS-B in place that we had very, very

6 good situational awareness wherever aircraft are

7 out there, now we can start managing when it

8 starts to get down to areas where we have to

9 increase capacity and when we have to start

10 putting aircraft closer and closer together,

11 because that's where we're going to have to focus

12 more of our attention on as our industry keeps

13 growing.

14 So to be able to have one target set -

15 - the first question I would have is who would

16 establish the targets --

17 MR. ATKINS: What's acceptable?

18 MR. BUNCE: Is it the public?

19 MR. ATKINS: Who defines acceptable,

20 right?

21 MR. BUNCE: Exactly, where each of our

22 countries is in a different situation, has a

23 different -- their aviation system is different

24 as far as there may be very cargo intensive

25 operations in a country, in Africa, and they
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1 don't have as much commercial airlines and

2 virtually no general aviation. And then you have

3 the shift over here in the U.S. is the extreme

4 case where you have so much general aviation. So

5 one size doesn't necessarily fit all, but the

6 principles and the feedback within the data

7 sharing is, I think, what's the most critical.

8 MR. ATKINS: Okay. Other thoughts?

9 Should we have a target level? What do you

10 think?

11 MR. GOHAIN: Steve, that target level

12 of safety in different parts, different

13 countries, can it be different? In principle, as

14 a regulator, as state regulator, my answer would

15 be no. It should be harmonized. Certainly, as

16 you know, aviation is making the world shrink.

17 So we have to talk on a common platform when you

18 talk of safety. Whether the airplane is in my

19 country or in his country or in your country,

20 there cannot be two levels of safety. So there

21 should be one uniform. This is in principle.

22 However, it is up to the states also,

23 the regulations of a political state. If it does

24 not impinge into the other international aviation

25 scenario, the state's regulation, at times, also
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1 dictates the level of safety they want to

2 determine in their own sovereign state. So this

3 is a little bit of a question mark.

4 MR. ATKINS: So I think what I heard

5 is that in principle, in a perfect world, you

6 would have the same target around the world. But

7 in practical means, because each state is managed

8 separately, it's not really practical to set a

9 target level that's the same around the world.

10 MR. GOHAIN: I'll give you a typical

11 example, Steve. After we had the mishap of two

12 airplanes colliding, and then became the second

13 country after U.S. to mandate the fitment of the

14 CAST on all civil aircraft over Indian skies,

15 that is not only the Indian registered airplanes

16 but also other international airplanes

17 transporting over Indian skies. So -- but many

18 other countries may not have that regulation. So

19 that's the point I'm trying to make.

20 MR. ATKINS: Okay. So if -- let's

21 shift just slightly. Instead of talking about

22 standard levels of safety, let's talk about

23 whether or not the process we use can be

24 standardized. So should we do better at making

25 more common the process we use for managing risk
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1 around the world? So instead of the safety

2 levels, let's talk about how we do risk

3 management, the process we use around risk

4 management. So for instance, when

5 we come together collectively in forums like this

6 as a matter of fact, we're all working together

7 on how to manage risk better. The Commercial

8 Aviation Safety Team and the Joint Steering

9 Committee also have a collaborative effort to

10 work on managing risk better. That's a process

11 that's used in different regions to manage risk.

12 You could argue other things and I would argue,

13 and General, maybe you'd like to make a comment

14 on this, that safety management systems, as a

15 process for managing risk, should we standardize?

16 Should we have a standard around the world, and

17 if is, at what level should that standard be for

18 us so that if not the levels are standardized,

19 how about the process? General?

20 GENERAL HUEPE: I would say that

21 absolutely all regions in the world have aviation

22 commissions that work in small committees of

23 experts who are surveying operational safety.

24 And probably one of the most important issues

25 here would be to try to find a harmonized
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1 standard in terms of risk management. And that's

2 working today in Latin America at least, in

3 Europe and in the FAA I'm sure. But what's

4 interesting here is that those experts committees

5 are working on the operational safety issue and

6 mainly to mitigate all aspects that could put the

7 operational safety of the states in danger. And

8 that's a very interesting aspect.

9 I want to come back to the SMS. I

10 think that that's a very good tool for that, to

11 mitigate. And the SMS teaches us that we have to

12 find defense mechanisms to mitigate the risk.

13 And we include in that the use of technologies

14 and the use of regulations or standards that have

15 to be implemented, be they policies, be they

16 standards, be they procedures at a more tactical

17 level.

18 And another interesting thing here is

19 that aside from the technology and the other

20 mechanisms, we have to consider the training that

21 has to be given to all who operate within the

22 system. That's what the SMS teaches us, and

23 that's what we have to transfer to all systems

24 users. And in that, I agree with Mr. Gohain in

25 that it has to be an objective, a safety target.
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1 MR. ATKINS: Thank you. And when you

2 say all users, do you mean regulators also?

3 GENERAL HUEPE: Yes, all of us. It

4 includes absolutely everyone, and that's why I

5 consider that communication between users and the

6 aeronautics authority is very important, because

7 it's a way to maintain a complete record or to be

8 able to map the risk of all users of all system

9 components.

10 MR. ATKINS: Great. Other thoughts

11 about this subject of the process we use for this

12 management? Should we have standards? Should we

13 make it more common around the world?

14 MR. BUNCE: In a business aviation

15 environment, we've had -- I've acted -- National

16 Business Aviation Council working very closely

17 with the National Business Aviation Association

18 to work on international standards, the IS-BAOs,

19 the acronym, International Standard for Business

20 Aircraft Operations, and the standards that

21 they've been able to put out are increasingly

22 being used by flight departments all over the

23 world, and that's a model in one segment of

24 general aviation that's starting to -- those

25 seeds that were planted are starting to take root
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1 all over. As we said, the planet's becoming much

2 smaller.

3 As we scale that down to other

4 portions of general aviation, then I agree with

5 the General totally that training is where we'll

6 really find, I think, the most benefit. If we

7 can build a culture where a single piloted

8 aircraft operator is going and looking at a

9 picture of the weather on a computer before they

10 take off on any flight so that they're for sure -

11 -instead of listening to some words that are told

12 them by a flight service station, is actually

13 going and looking at a picture and then,

14 increasingly, they'll be able to look at that

15 picture in the cockpit and get near real-time

16 updates, because that's becoming much, much more

17 prolific in a general aviation aircraft

18 worldwide.

19 And with the help of government

20 agencies -- I know John Hickey is here and Dr.

21 Lohl from EASA, they're helping the manufacturers

22 get better and better glass-panel avionics in

23 their general aviation aircraft, and we're

24 driving down the cost of those in a very rapid

25 form. And this government-industry relationship
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1 to be able to get -- that's a huge safety

2 enhancer just to be able to get that picture in

3 the cockpit. And I think that now we got people

4 training with that, we'll start to see more and

5 more benefit.

6 MR. ATKINS: Great. Chris?

7 MR. GLAESER: I also agree with my

8 colleagues here on the harmonization, the need

9 for harmonization and how that can mitigate risk.

10 We've been working pushing in the world. ICAO

11 and IATA have been working with other

12 organizations to harmonize procedures throughout

13 the world for many years, but there are still

14 many opportunities where we can move forward.

15 And with the development of these reporting

16 systems, both from the maintenance side and the

17 pilot side, we can identify risks that we may

18 not, on the face of it, have recognized.

19 For example, an pilot in a U.S.

20 carrier could take off from Chicago and land in

21 Rome and then taxi across a runway thinking that

22 he's legal to taxi across the runway when he

23 departs that airport following U.S. procedures.

24 Whereas, in Rome, he's not allowed to cross

25 the runway without that procedure. There's a
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1 harmonization right there of our incursions that

2 hasn't occurred. There's different terminologies

3 for taxiing into position and hold for takeoff

4 which are very confusing for pilots from

5 different countries. And if that was a common

6 phraseology in the world, we'd eliminate the

7 risk. We can identify that risk proactively

8 through many reports, and we're developing that

9 data now. So what happens is the reports

10 identify where the hazards. We do the gap

11 analysis. We come to some type of international

12 regulatory agreement that says that that's an

13 important risk to mitigate, let's go ahead and

14 harmonize that particular area.

15 And not only in the pilot operational

16 area but also in the maintenance area. There are

17 many different standards for maintenance of

18 aircraft and it may very well be that for an

19 ETOCs airplane, for example, one regulatory

20 authority says certain components are ETOC

21 critical and another regulatory says other

22 components are ETOCs critical, so you end up with

23 a mechanic who's following one company's

24 standards to perfection who's violating another

25 company's standards, whereas if they were
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1 harmonized, we would have a much better level of

2 safety.

3 MR. ATKINS: Well, I'll offer our

4 perspective from Boeing is well, around this

5 whole subject of how do we standardize more

6 around the process we use for risk management,

7 we've been pretty active with Airbus, with the

8 Flight Safety Foundation, with IATA, with CANSO,

9 with a whole group of industry folks on an ICAO

10 initiative called the "Global Aviation Safety

11 Roadmap." And we feel pretty strongly that this

12 roadmap, in fact, can help guide some of the

13 standardization that we're looking for. It might

14 also be able to facilitate a lot of the best

15 practices that we've seen in various regions that

16 are working get embedded into the elements of the

17 roadmap.

18 The trick is to find this sweet spot

19 between how much do you make it standard and how

20 much do you honor the differences that are in

21 each region. So, you know, there's an area that

22 I really believe that we are, in fact, making

23 some good progress around standardizing by

24 process for how different regions are addressing

25 managing risk. The Global Aviation Safety
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1 Roadmap, I think, is, in fact, one of those.

2 MR. GOHAIN: Steve, I'd like to

3 supplement, too, the examples quoted by Pete or

4 by Chris. In many other cases, if we look into

5 the error factors -- an error is committed, there

6 may be another risk taken, but if an error is

7 continuously been committed despite the remedial

8 methods, then there's something wrong in the

9 system or some risk element is introduced. Now

10 who makes these errors? Whether it's a system

11 design or whether it is the manufacturing process

12 inspection process or whether it's an operational

13 process, after all, it comes to the human

14 element.

15 Therefore, when you talk of training,

16 when you talk of refining the system, most

17 important, it'll be introducing the human factor

18 studies. Whether it will be design of the

19 system, whether it is operation, in every

20 element, critical elements of aviation activity,

21 a human factor is always involved. So maybe more

22 in depth studies on human factors in the error

23 things. Another -- to identify the areas and get

24 into a standardized process into working out the

25 details of the risk management system.
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1 MR. ATKINS: Okay. Great thought.

2 Great thought. Let me try and, unless somebody

3 has something earth shattering that they want to

4 talk about relative to the process, maybe make

5 just another slight shift. Again, it's around

6 how do we standardize what we do about safety

7 risk management. And we talked a bit about

8 safety levels. We talked a little bit about the

9 process that we use for managing safety risk.

10 I'd like to ask you a little --

11 another question, and that is what about the

12 principles that we use around safety risk

13 management. Maybe at the highest level we need

14 to think about worldwide standards around the

15 principles that we use. And, you know, there's a

16 variety of things that come to mind, open sharing

17 of safety related date without fear of legal

18 consequence might, in fact, be one of those

19 principles that we say this is a principle for

20 how we deal with safety risk management.

21 Pete, you've talked a couple of times

22 about the value of government and industry

23 collaboration and how it's hard to deal with the

24 whole system if you don't have the elements of

25 the system coming together in a collaborative
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1 effort in order to address safety risk. That

2 could be a principle. Using data to help drive

3 our actions could be a principle that we use.

4 So my question we've got processes

5 that we use but what about the principles that

6 drive those processes. Should we trying for

7 worldwide relative to those principles? And if

8 so, what would that look like and how would we go

9 about doing that.

10 MR. BUNCE: Well, I think, Steve, at

11 lunch we were having great discussion just about

12 crew rest. And I think that's one of those

13 standards that so difficult when you're looking

14 at the business model, and if someone tries to

15 impose crew rest standards on one -- or if a

16 company voluntarily goes and applies crew rest

17 standards, how can they compete with someone that

18 doesn't take that as a core principle? Or is it

19 easier for the government to go or governments to

20 impose crew rest standards on everyone, and then

21 what do they use? Do they use the most extreme

22 case where people are crossing multiple time

23 zones? Or do they use a median case? So it

24 becomes very difficult to do that, but I think

25 that's kind of a classic example and I thought,
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1 Steve, there were a lot of interesting

2 discussions at lunch between us.

3 MR. ATKINS: Yes, right. Others --

4 other thoughts?

5 MR. GLAESER: On the same discussion,

6 it's interesting how certain parts of the

7 industry have crew rest standards and certain

8 parts don't. For example, domestic carriers have

9 certain fairly tight restrictions, and

10 international flights, on the other hand, are

11 much looser rules on crew rest. There may be

12 some other parts of the industry that have no

13 crew rest requirements at all.

14 And so I do think this is another

15 where if the industry got together and took an

16 evolutionary approach towards those enhancing

17 those standards, making a step, doing some

18 additional study, then using science to move

19 forward, they can take great advance. I mean

20 we've got new airplanes coming out that are going

21 to be 14 and 16 hour flights. Are those two crew

22 airplanes, three crew airplanes? Very difficult

23 issues to address.

24 How about if we have an air taxi

25 service using very light jets, is there going to
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1 be a crew rest standard in terms of the limit of

2 flights that they can fly or number of segments

3 or whatever? That may be a new aspect of the

4 industry, so.

5 MR. ATKINS: Anybody else? Okay. I

6 think we've sort of talked ourselves out a little

7 bit. When I think about the discussion, I think

8 we've had some interesting thoughts around what

9 do we have around best practices. I think we've

10 talked a bit about setting standards. We talked

11 about harmonization. We talked about government

12 and industry collaborative efforts. We've talked

13 about the process that we use around risk

14 management. We talked a little bit about the

15 principles. So we've covered a lot of ground I

16 think.

17 And I think it's probably time for us

18 to do a little Q and A with the audience. I'm

19 sure that they've got some questions after

20 listening to all of us chat a little bit, and I

21 think we owe them a little bit of their Q and A

22 time. So thanks for the discussion and we'll

23 open it up to Q and A, and it's really difficult

24 to see from up here. No questions? Everybody

25 understood perfectly and there was no issues
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1 whatsoever? Okay. Here we go.

2 MR. MILLAM: Hi, I'm Mark Millam from

3 Northwest Airlines, and as I was listening to the

4 discussion, you know, I couldn't agree more with

5 many of the things that were brought up in terms

6 of the philosophies around risk management, you

7 know, making sure you're managing risk through

8 voluntary reporting, that you understand the

9 risks of change, not just what has happened, you

10 know, you're doing data sharing through various

11 networks, you're looking for, you know, quality

12 elements, quality escapes that can lead to safety

13 issues in the form of maintenance repairs and

14 then monitoring some of the mitigation

15 implementation.

16 But safety is a really broad topic.

17 It involves not only operational issues, but many

18 of us manage occupational issues and making sure

19 that we aren't, you know, ending up with any

20 employee injuries or fatalities. And measuring

21 just exactly where we're out in terms of our

22 mitigation plans and even the risk that's out

23 there is sometimes pretty crude. You know we

24 talked about training as some of the solution

25 sometimes, and you know, that doesn't necessarily
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1 lend itself to an easy way to calculate where

2 does that leave us in terms of the risk.

3 So my questions is in terms of getting

4 down to brass tacks and maybe pushing a little

5 hard is how do we use risk management to avoid

6 the problem of continuing to chase our tail and

7 take a particular topic and, you know, just work

8 the topic du jour and, you know, ending up with

9 just, through political exercises within our

10 organizations or even through our countries, of

11 working somebody's favorite safety topic. How do

12 we use risk management to get down to that level?

13 MR. ATKINS: Great question. So, you

14 know, I think what I glean from it is we're all

15 working on a lot of things. We have a lot of

16 different kinds of risks that pop up all the

17 time. How do we know we're working on the right

18 ones? What should we do? How do we use risk

19 management to help us decide where do we put our

20 money, where do we put our resources, what do we

21 address first, what do we address second,

22 etcetera? Who'd like to jump in. General?

23 GENERAL HUEPE: There we have an

24 example of a question from one of the users of

25 the aeronautics system. That's why I believe
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1 that communication is one of the key elements

2 between the aeronautics authority and the

3 carriers or the users. And that's so that we

4 don't continue follow our tail as he said. That

5 is precisely one of the ways we have to deal with

6 the aeronautics society and the different levels

7 that work at a national level to avoid running

8 after your tail and to come to concrete terms, to

9 come to concrete objectives and concrete goals.

10 That's why we give special attention

11 to a cooperative standard, not a police-like

12 standard imposed on people but the other way

13 around, one which is in collaboration with

14 everyone and that can truly deal with the real

15 needs of the carrier so that they can freely

16 operate in the field of aeronautics in this case.

17 That's why I give special attention to that. And

18 that, I believe, is the only way we can avoid

19 running after our own tail as he said.

20 MR. ATKINS: Good. Thank you. Other

21 thoughts on this question? If not, I've got one?

22 MR. BUNCE: I would just add that, you

23 know, we're trying to do some predictive analysis

24 of in the safety real of where accidents are

25 going to occur just in looking a metallurgy right
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1 now. And, you know, there are a lot of aircraft

2 flying out in the system today that are getting

3 older and older. We keep upgrading them, but

4 we're getting more sophisticated in being able to

5 analyze what type of failures will occur

6 depending on how that aircraft has been flown.

7 And we all know that you fly airplanes

8 in different environments in this world, you're

9 going to age an aircraft differently, so the

10 hours is just not necessarily that measure. So

11 we're trying to be predictive and trying to get

12 information out to our regulators so that we can

13 go and try to prevent these accidents before they

14 happen, because we have been very, very much

15 reactive to accidents in the past versus being

16 able to pump information out that may allow us to

17 have more robust regimes as aircraft get older.

18 And as we have new aircraft coming on

19 line, we're trying to develop the systems so that

20 we can get information off of the ones and zeros

21 that are being transmitted digitally in these

22 airframes to be able to do better analysis so

23 we've got a tremendously better database to do

24 predictive analysis.

25 MR. ATKINS: So I'd offer up as well,
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1 you know, when we deal with risk, we spend a lot

2 of time trying to understand both probability and

3 consequence. And when we're in that world. It

4 allows us to prioritize things, if you will.

5 I'll give an example from the

6 Commission on Aviation Safety Team, CAST. I mean

7 here's a group that went into a lot of detail

8 trying to understand what the data was really

9 trying to say and what was the likelihood of a

10 risk -- of an event happening and what would be

11 the consequence of that event happening. And

12 that culminated in a sort of a prioritized list

13 of top agenda items no matter where you were in

14 the aviation system. And that work allowed the

15 people within the system doing the worse downturn

16 in commercial aviation history to agree

17 voluntarily, because they knew the data pointed

18 in that direction to go implement 48 safety

19 enhancements on their own.

20 And so I think that's a testament to

21 the power of using risk management, to do exactly

22 what you're doing. Now we've got to take that

23 and two things. One is we've got to think about

24 it in a smaller scale. What does that mean

25 internally to our organizations and how do we
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1 make decisions internally in our organizations

2 about managing risk?

3 But we also got to think about it in

4 the context of not only looking at bad things

5 that have happened to us already, but how do we

6 get ahead of it. How do we take those tools that

7 have served us around probability and consequence

8 so well over time and translate those into tools

9 that are predictive, that allows us to make the

10 same kind of priority decisions going forward in

11 a predictive way, and that's really where we're

12 spending a lot of energy as an industry right now

13 going forward in the risk management world. So

14 next question, please?

15 MR. SMITH: Hi, I'm Dave Smith with

16 Midcoast Aviation. We've talked a lot about

17 standardizing within the regulations of various

18 entities. And the problem there is that,

19 obviously, it's very difficult. Everybody has

20 their own idea. The real issue is that the

21 regulators can only enforce the regulations which

22 are a minimum standard. The quality of our

23 industry is really driven by our customers. And

24 we need -- I think we should look at trying to

25 get an industry SMS driven or supported by the
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1 regulators but really driven by industry. And

2 then we'd have to sell that.

3 Now representing a repair station, one

4 of our repair stations with 25 mechanics that

5 does about 100 air carrier audits each year -- I

6 mean for 135 operators and some professionals and

7 so on -- it's a tremendous amount of time. We

8 spend 300 to 500 man hours of management time,

9 more than that in administrative time. And in

10 some cases, we do a few hours of maintenance a

11 year for some of those operators.

12 If we could come up with a system

13 where, let's say, an industry organization would

14 provide an audit considering best practices

15 rather than the regulatory limitations, and then

16 those that go through that audit could be used

17 throughout the industry. For instance, any

18 repair station that's been audited by XYZ

19 organization could then by used by the air

20 carriers, in our case, mostly 135, without

21 further auditing by every air carrier every other

22 week or whatever.

23 There'd be a tremendous value. And

24 that's what we need to sell is what do we get

25 from it. A charter operator might get increased
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1 business from a charter sales operation. A

2 repair station might get increased business

3 through charter operators.

4 Has anyone given any consideration to

5 creating an industry best practices auditing

6 system that would be run by some industry

7 organization that would be supported by the FAA

8 and other regulatory agencies ad that would save

9 us tremendous cost, possibly get us additional

10 business and set a standard that can't be set by

11 the minimum standard of a regulation improving

12 safety?

13 MR. ATKINS: Okay. I think there was

14 a couple of questions in there. One of them --

15 is there a way that industry can come together

16 and try and improve the efficiency associated

17 with auditing, and I know Ernesto has a bit of a

18 similar concern that he's expressed in a

19 conversation that I had with him earlier.

20 And I think I heard before that a

21 question about how do we ensure that as we go

22 forward on SMS that it's not just a regulator

23 driven process and that, in fact, industry gets

24 to participate in developing the pieces of it so

25 that, you know, it's usable across the industry
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1 and that we don't get into a situation that it's

2 not usable. I think that is a couple of

3 questions. So I'll open it up to the panel.

4 MR. GOHAIN: Can I attempt it, Steve?

5 MR. ATKINS: Sure.

6 MR. GOHAIN: The first part of the

7 question, SMS driven by the industry -- today the

8 SMS concept is in the form of guidelines to the

9 industry. The regulator, being a regulator

10 myself, we keep a -- and I'm sure other

11 regulators around the globe also do the same

12 thing -- maintain a constant dialogue with their

13 operators to formulate or to frame up the

14 regulations.

15 Before regulations are framed, there

16 is always a dialogue by the regulator with the

17 operators or service providers where the best

18 practices suggested by the operator are also to

19 be taken into account by the regulator before

20 framing up the rules. That's the part that I

21 understood and I could attempt

22 MR. ATKINS: Okay. And any other

23 thoughts? Pete?

24 MR. BUNCE: Well, I would just add --

25 now this is not as much from a repair station
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1 side as it is from the manufacturers, but the

2 manufacturers right now, both big iron and in the

3 general aviation arena are in a journey with the

4 FAA and starting this journey with EASA right

5 now. And SMS is basically the core of what we're

6 working toward in this journey, and we are

7 working toward our organizational design

8 authority and then certify design organization.

9 And a lot of times people will sum it

10 all up and say well, that's delegation. And

11 delegation has some negative connotations to some

12 union people, some positive connotations to

13 others. But, really, what it is is a safety

14 journey that we're on with the FAA that to be

15 able to keep pace with this growing industry, the

16 FAA has said to industry, okay, you show me your

17 ability to produce a product using safety

18 management systems, and we will gradually give

19 you more capability to do that, and then we will

20 be in more of a supervisory role to look at your

21 safety management systems and not just down there

22 in the weeds looking at the manufacturing process

23 itself or doing the actual engineering and

24 checking all -- crossing all the t's and dotting

25 the i's.
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1 So it's a journey that we're working

2 on now. We have the U.S. Congress in cooperation

3 with us in that journey because that is the only

4 way that we see that the regulators will be able

5 to keep pace with the growth in this industry.

6 But safety management is at the core of that.

7 MR. ATKINS: But I think I heard a

8 call for maybe there needs to be a government and

9 industry focused workshop to try and make sure

10 that all of the requirements are getting into the

11 design of SMS. So when we talk about our SMS as

12 a framework and we talk about SMS as an

13 architecture, how are we making sure that the

14 industry requirements are, in fact, making it

15 into that set of requirements, that architecture,

16 that framework, if you will. And from one

17 person's perspective, I don't think it's a bad

18 idea. I think it'd be an interesting workshop if

19 it were organized properly and if it were managed

20 in a way that kept it focused and so that it

21 didn't go off in too many directions to try and

22 get all those requirements, make sure that we

23 understand what they. Other questions?

24 MR. ABEL: Yes, Kevin Abel with Gemini

25 Air Cargo. I think one of the primary things
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1 that I'm interested in is one of the things that

2 the General pointed out, and that was user

3 regulator interfaces or oversight. And the

4 situation that boils down into our particular

5 program is that with the regulatory compliance,

6 it appears that the whole world is getting more

7 interested in it and subsequently, they are

8 trying to take individual approaches at these

9 things.

10 And one of the things that we find in

11 our particular company are ramp checks. And as a

12 regulator, the ramp checks, it's supposed to go

13 to a database somewhere, but in many cases, we

14 find that the inspectors that do these things

15 come back and they want to give you verbal

16 information. They don't want to document it.

17 They want to talk to you about it and have you,

18 you know, document it in your logbook or whatever

19 the situation is.

20 And in a particular case we were

21 involved in, we had the European Commission to

22 the FAA and say, Gemini Air Cargo's not responded

23 to some of our issues we had in ramp checks and

24 they dated back to 2004. And some of that was

25 difficult to get to, but the problem was that it
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1 was not documented to us. And we took this

2 information, we ran it through our safety

3 management systems and the risk is we're going to

4 fly an airplane that's not in compliance. So we

5 took all this to the FAA. They said, oh,

6 wonderful program and then they come over and did

7 a ramp check and would not allow us to document

8 what they inspected.

9 So what I see is that, yes, I think

10 that they -- that it's very important that the

11 regulators an the operators have a good dialogue,

12 but the oversight has to come back to us in a

13 documented way. It can't just be verbal. And so

14 in a safety management system, how can you

15 provide that the regulatory people take care of

16 our business as well? I mean it seems as though

17 all of this is coming from us to you rather than

18 from the regulatory backwards as well. So how do

19 we get the communication going both ways?

20 MR. ATKINS: Comments?

21 MR. GOHAIN: As I understand, the

22 problem is that there is no feedback loop after

23 an oversight program. If that is what I've

24 understood correctly, generally, in any oversight

25 program, standardized checklists are replies for
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1 doing that auditing. And once that is completed,

2 the regulator has to give it back to the operator

3 or the organization to respond back in a timely

4 manner to assess that whatever defect or whatever

5 deficits have been pointed out have been

6 rectified.

7 So it is a two-way communication

8 process between the regulator and the service

9 provider, between the auditor and who is being

10 audited. Until and unless this two way

11 communication is set up, the program of oversight

12 does not go to it's logical conclusion.

13 MR. ATKINS: Okay. Other thoughts?

14 I'll tell you what I think I heard was one of the

15 requirements that we had for this workshop coming

16 up that we talked about earlier, and that is to

17 have the communication flow proper. So let's

18 see? Do we have time for any more? One more

19 question.

20 MR. WITTMAN: I'm Tom Wittman,

21 Managing Director of Safety for Air Wisconsin.

22 And recently there was a high profile news story

23 that came out of Denver regarding training on de-

24 icing. And when I look at, and I go out quite

25 frequently to the larger cities to audit the
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1 vendors that we have within these cities, and you

2 look at the number of manuals that they have for

3 each carrier basically covering the same thing,

4 whether it's de-icing or refueling of an

5 airplane, but yet we, as an airline industry,

6 only operate so many different types of

7 airplanes. And I would think that if you -- if

8 they would take the responsibility for fueling

9 from the airline.

10 And you got to still have the

11 oversight, but let's put it into a case type of a

12 training. And so then the vendor has to train

13 his people to a case, and then they train the

14 fuelers to a case, and they could actually even

15 certify the fueler that he's been trained to fuel

16 a certain aircraft type. And that would give us

17 the opportunity as auditors to look at that

18 individual to see he's been trained. We also

19 have to look that he's been trained to Air

20 Wisconsin's manual.

21 But what we were ending up here with

22 is, and the guy with Midcoast, is we have all

23 these vendors. We're all going in and we're

24 auditing over and over and over and over. And if

25 -- and same thing with the de-icing -- I don't
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1 remember what the company's name there is in

2 Denver that had the big issue, but as we see

3 these outside contractors taking over very

4 important roles to the airline, and I must admit,

5 these contractors are doing a wonderful job --

6 they got equipment that we just couldn't imagine

7 to have in our airline, and they do just a

8 wonderful job.

9 But they got all these manuals and

10 basically, under our program, we got to train two

11 hours, two hours, two hours, two hours. And if

12 they got 20 contracts or 10 contracts, they got

13 20 to 40 hours put in repeating the same material

14 over, over and over and documenting that they got

15 100 percent or passed.

16 And I can see why there is a breakdown

17 in their training programs, because how many

18 hours are you going to sit through listening to

19 the same program. So they do -- or they could

20 possibly, you know, manipulate their training

21 program, and I'm sure that they're all trained,

22 but they haven't necessarily went through 100

23 percent each airline carrier's process.

24 That's where I think some of the

25 biggest areas that we, as an industry, need to go
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1 and streamline that aspect of the oversight of

2 the contractors. And I know the PMIs, that's the

3 area that they have responsibility, and they're

4 going to have to maybe relinquish some of that

5 responsibility to CASE or other organizations

6 formed by us internally that give us that control

7 that we have. And so when I go out and see

8 somebody that's fueling my airplane, if he's got

9 a card with him that said he's been trained and I

10 can check it against their training records, I'm

11 happy with it. I don't need to have that it's

12 Air Wisconsin's fueling manual. Anyway, just

13 throwing it out there.

14 MR. ATKINS: Comments anybody.

15 MR. GLAESER: I'm in total agreement

16 and I think that there's huge opportunities in my

17 parts of the industry for that type of thing,

18 both from the maintenance vendor -- I mean some

19 vendors push back five different airlines a day

20 with five different sets of procedures. And it

21 obviously decreases safety and particularly when

22 you consider the turnover of some of that

23 personnel and maybe their education level, it

24 gets into a very difficult area.

25 So in a very global sense, I think
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1 that that SMS part goes to the environment which

2 we operate in, and then that goes into a

3 partnership arrangement between the industry and

4 the federal government and saying let's get

5 together and let's just have one set of rules

6 that he's qualified to de-ice or he's qualified

7 to push back or whatever. And then we can

8 eliminate the excessive auditing. But more

9 importantly, it would be a safer process because

10 there would be an identical process for all

11 operators.

12 MR. ATKINS: So I think it's time for

13 us to wrap up. I'd like to end with what I

14 started with, and that is it has absolutely been

15 my honor to be able to spend a little time

16 talking about this subject. But more

17 importantly, it's been my honor to work with a

18 group of safety professionals like we have here

19 in this panel. And so I would just like, while

20 you're giving them a round of applause, I'd like

21 to shake their hand.

22 (Applause.)

23 MR. HICKEY: Okay. Thank you so much.

24 What I'd like to do before we wrap up is offer

25 what I see to this team, what I saw were some of
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1 the very key points of your conversation

2 including, I think, the questions and answers

3 that came from that. First, let me offer that my

4 good friend Peter Bunce, I think, offered one of

5 the most interesting comments very early on in

6 that he said whatever SMS is, it needs to be

7 sealable. And I that's a very interesting

8 notion, because as you listen to the conversation

9 and as you look at the individuals up here. They

10 represent such diverse groups from the big Boeing

11 airplanes to the smaller GA business jets, from

12 the sophisticated aviation systems like the United

13 States and Europe to the ones that are growing up

14 and rapidly expanding, like India and China. So

15 the essence of a scalable SMS, I think, is very

16 important. So I think that's a great point,

17 Pete.

18 We heard it time and time again,

19 perhaps most from Mr. Glaeser is the need for a

20 proactive -- the precursor approach to safety

21 versus a diagnostic one. I think we've spent a

22 lot of our careers in the diagnostic world but

23 that time has come and gone, and the need to get

24 out in front of that data, I think, is

25 increasingly becoming more and more important.
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1 Thirdly, I think we are seeing the

2 need or an open, seamless and freedom from

3 enforcement safety management system. If you

4 don't have that, you will not get the kind of

5 data you need, and I think that was incredibly

6 important. And of course, again, Mr. Glaeser

7 mentioned the ASIAS, and I'm going to take this

8 as an opportunity to make a pitch and promote

9 again this ASIAS program that we in the U.S. are

10 working on. To me it is the most important thing

11 we've done in a long, long time, and I hope you

12 will be hearing a lot more about it and avail

13 yourself of this information.

14 Furthermore, what I thought was very

15 interesting from Mr. Ruiz is he said that there

16 seems to be lots of opportunities for gathering

17 data in the operational world in other areas, but

18 there seems to be a somewhat shortage of it in

19 the maintenance side. And this recalls, I think

20 what I've seen recently, some studies that have

21 shown the rapid reduction in the accident rate in

22 the U.S. has largely been associated with

23 reduction in operational and other areas. But in

24 fact, in the maintenance, for the accidents

25 caused by maintenance, there hasn't really been a
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1 big drop. And so I hope we take that as a signal

2 that we maybe need a little bit more information

3 in the maintenance world.

4 Steve, our moderator, Steve Atkins, I

5 think introduced what is one of my favorite

6 terms, and that's a "sweet spot." He was posing

7 that when he asked do we need standardized

8 processes, do we need a standardized level of

9 safety. And I think Steve offered is what we

10 really need is a sweet spot in between. There

11 isn't a simple single process that works for

12 everyone around the world and for every type of

13 company in the business. There needs to be a

14 little bit of a balance between some level of

15 standardization and some flexibility for that.

16 And then finally, through one of the

17 questions that were asked, and I think there

18 seemed to be energy up here for that is perhaps

19 we -- the time is right for we, as a community,

20 we now need perhaps a government-industry come-

21 together in some form or fashion to develop some

22 level of standards or process for safety

23 management. And while I don't know what that

24 looks like, I think it does give us an

25 opportunity to start thinking about how would we
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1 do it, how would we conduct it and when would we

2 do it.

3 So I thought that was a great series

4 of conversations from all of you. And now I

5 really want to thank Steve for doing such a

6 fabulous job of moderating this. So please join

7 me in thanking Steve Atkins.

8 (Applause.)

9 MR. HICKEY: So finally, I'd like to

10 say that this concludes this panel. We have

11 approximately a 20 minute break for you all, and

12 be listening for the bell for the 3:15 session of

13 panels. Thank you.

14 (Whereupon, at 2:58 p.m., the Fourth

15 Annual International Aviation Safety Forum,

16 Breakout Panel B session was concluded.)
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