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[O]

The Safety Board has issued numerous safety recommendations to the FAA since 1973 to prevent runway incursions and other airport surface incidents.  On May 6, 1986, the Board issued a Special Investigation Report, titled "Runway Incursions at Controlled Airports in the United States."  In this report, the Board noted that the number of reported near‑collision ground incidents had increased significantly and made several new safety recommendations to reduce the frequency of runway incursions.  Several of these safety recommendations remained open when a fatal runway collision involving Eastern Airlines flight 111 (EAL 111), a Boeing 727, and N44UE, a Beechcraft King Air Al00, occurred at Atlanta, Georgia, on January 18, 1990.  As a result, the Board placed airport runway incursions on its 1990 Most Wanted Transportation Safety Improvements List, and the issue has remained on the list every year since then.  Five fatal runway collisions have occurred since the EAL111/N44UE collision in 1990, killing a total of 62 people.  (Runway incursion; runway safety)

[Recommendations]

A‑00-70.  Adopt the landing clearance procedure recommended by International Civil Aviation Organization Document 4444‑RAC/501, "Procedures for Air Navigation Services-Rules of the Air and Air Traffic Services," Part V, "Aerodrome Control Service," paragraph 15.2. 

[Responses]

FAA LTR DTD:  9/6/00

As a result of several proposed initiatives in 1999, the FAA formed a working group to address the issue of taxi into position and hold procedures.  Representatives from the FAA, Department of Defense, Air Transport Association, Air Line Pilots Association, and National Air Traffic Controllers Association participated in the working group.  The working group determined that eliminating multiple landing clearances would not increase safety because it would increase complexity due to the volume of traffic that is worked.  The working group did develop changes in phraseology to ensure that traffic was exchanged, identified training initiatives, and amended supervisors' responsibilities.  These changes were implemented through Notice 7110.210, Taxi into Position and Hold Procedures.  I have enclosed a copy of the notice for the Board's information.

I believe that the FAA has addressed the full intent of this safety recommendation, and I consider the FAA's action to be completed on this safety recommendation.

NTSB LTR DTD:  1/29/01

The FAA indicates that it formed a working group to address the issue of taxiing into position and holding procedures.  The FAA states that the working group determined that eliminating multiple landing clearances, as recommended, would not increase safety because the volume of traffic would increase complexity.  The FAA indicates that the working group developed changes in phraseology to ensure that traffic was exchanged, identified training initiatives, and amended supervisors' responsibilities.  

The Safety Board notes that these changes are irrelevant to this recommendation.  The accident cited in the safety recommendation letter that supports this recommendation did not involve an aircraft holding in position but sequential aircraft arrivals; an airplane had crashed near the runway, and before the controller realized that the airplane had crashed and had not cleared the runway, two more planes were cleared to land.  Air traffic controllers should not clear airplanes to land on runways that are occupied by other airplanes.  Pending the FAA’s taking the recommended actions, Safety Recommendation A‑00‑70 is classified “Open Unacceptable Response.”

FAA LTR DTD:  4/30/02

The scope of the taxi into position and hold work group was to review multiple landing clearances and to determine the impact of multiple landing clearances as they relate to taxi into position and hold.  In part, the work group reviewed the relationship of a landing clearance to the availability of the runway.  It was determined that eliminating multiple landing clearances and only issuing a landing clearance to one aircraft at a time would increase pilot/controller workload, frequency congestion, and would cause unexpected and unnecessary go-arounds.  As stated in the FAA's letter dated September 6, 2000, the work group developed changes in phraseology to ensure that traffic was exchanged, identified training initiatives, and amended supervisor responsibilities.  These changes were implemented through FAA Notice 7110.210, Taxi into Position and Hold Procedures.  Subsequently, the information in the notice was incorporated into FAA Orders 7110.65 and 7210.3. 

I believe that the FAA has addressed the full intent of this safety recommendation, and I consider the FAA's action to be completed.

NTSB LTR DTD:  7/1/03

In its September 6, 2000, response to this recommendation, the FAA stated that it had formed the taxi‑into‑position‑and‑hold working group, and that the working group had determined that eliminating multiple landing clearances, as recommended, would not increase safety.  At that time, the FAA also reported that the working group developed changes in phraseology, identified training initiatives, and amended supervisors' responsibilities.  The FAA now reports that it believes that eliminating multiple landing clearances and only issuing a landing clearance to one aircraft at a time would increase pilot/controller workload and frequency congestion and would cause unexpected and unnecessary go‑arounds.  The FAA further reports that it has implemented the revisions described in its September 6, 2000, letter, and it believes that these revisions address the full intent of this safety recommendation.

In its January 29, 2001, response to the FAA's September 6, 2000, letter, the Safety Board stated the following:

The Safety Board notes that these changes are irrelevant to this recommendation.  The accident cited in the safety recommendation letter that supports this recommendation did not involve an aircraft holding in position but sequential aircraft arrivals; an airplane had crashed near the runway, and before the controller realized that the airplane had crashed and had not cleared the runway, two more planes were cleared to land.  Air traffic controllers should not clear airplanes to land on runways that are occupied by other airplanes.  Pending the FAA's taking the recommended actions, Safety Recommendation A‑00‑70 is classified "Open‑Unacceptable Response."

In the July 6, 2000, letter that transmitted this recommendation to the FAA, the Safety Board had stated the following:

The Safety Board notes that International Civil Aviation Organization (ICAO) Document 4444‑RAC/501, "Procedures for Air Navigation Services‑Rules of the Air and Air Traffic Services," recommends in paragraph 15.2 that controllers wait to issue a landing clearance to a following aircraft until the preceding aircraft has crossed the runway threshold.  The Board recognizes that this procedure may occasionally result in a pilot performing a go‑around maneuver, but the procedure ensures that airplanes will be properly separated on a runway.

On May 28, 2003, Board Member Carol Carmody and staff from the Safety Board met with FAA staff to discuss the FAA's response to this recommendation.  At that meeting, the FAA agreed to reexamine the issues associated with this recommendation to determine what actions the FAA can take to address it.  Pending notice from the FAA of the results of its review, and notice of the actions the FAA will take to respond, Safety Recommendation A‑00‑70 remains classified "Open‑Unacceptable Response."

FAA LTR DTD:  10/26/07

The FAA has conducted several reviews of runway incursions involving pilot deviations and controller operational errors to identify events in which the use of a clearance consistent with Code of Federal Regulations (CFR) 91.129(i); Taxi Into Position and Hold (TIPH); or multiple landing clearances were causal factors.  The Safety Recommendations we addressed in these reviews are A‑00‑67 through ‑70.  For Safety Recommendation A‑00‑71, the FAA conducted a comparison of the FAA and International Civil Aviation Organization (ICAO) phraseologies.

The FAA and the Board’s staff discussed the results and the criteria of these analyses at the June 30, 2005, SWAT meeting and other subsequent meetings.  However, since that time, the FAA has implemented a Safety Management System (SMS) to analyze changes to the National Airspace System.  Under the SMS, we will conduct a safety risk management (SRM) assessment of the procedures and phraseologies associated with the Board’s recommendations.  The SRM process will permit us to define hazards and mitigate any safety risks prior to the implementation of procedural/phraseology changes.  
In March 2006, the FAA initiated an SRM assessment of TIPH.  That assessment was recently concluded and implementing the results is expected to lower the risks associated with TIPH to an acceptable level.  We forwarded the Safety Risk Management Document (SRMD) to the Board’s Air Traffic staff and implemented the mitigations from the SRM assessment on February 5, 2007.  The required mitigations as outlined in the SRMD for conducting TIPH are summarized below:

· An aircraft cannot be cleared to land if another aircraft is holding on the same runway unless a safety logic system, such as the Airport Surface Detection Equipment (ASDE) or Airport Movement Area Safety System (AMASS), is operating in a full core runway alert configuration, including rain configuration, which provides visual and aural conflict alerts to the Air Traffic Control Specialist;

· Combine a local control position only with another local control position (local control shall not be combined with a non-local position, i.e. ground control or flight data position);

· Ensure facility directives detail TIPH operations, facility procedures, memory aids, etc.;

· Enhance coordination between local and ground control for intersection departures. Coordination must be accomplished either via verbal means or flight progress strips;

· Prohibit simultaneous TIPH on the same runway unless a local assist/monitor position is staffed;

· Mandate traffic advisories for departing and arriving aircraft on intersecting runways;

· Emphasize on-the-spot corrective actions by supervisors/controllers-in-charge and managers during TIPH operations;

· Disseminate TIPH information to pilots via Web sites, pamphlets, etc.; and

· Advance TIPH awareness to pilots through national and local outreach efforts.

The most difficult SRM segment for TIPH is complete, and TIPH changes have been implemented.  As noted above, as committed at the “Call to Action,” we are conducting an expedited review of our current policies for issuing taxi clearances.  When this activity is completed we will initiate an SRM assessment of FAA/ICAO surface phraseologies, followed by an SRM assessment of multiple landing clearances.  We expect each of these SRM assessments to be completed within 180 days after the start date.

I will keep the Board informed of the FAA’s progress on these safety recommendations.
