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MR. ROBERT SUMWALT: Thank you.  And 

thank you for that nice introduction.  It really is 

an honor for the NTSB to be invited at this 

venue, and I'd like to congratulate the FAA for 

pulling this together.  I think that this is such an 

important topic, and we definitely appreciate 

your commitment to making it happen.   

 

And, also, as I've come to realize, you can have a 

wonderful symposium, but if people don't come 

then you don't have much of a symposium at all.  

So I'd like to look out into the audience, and it 

really warms my heart to see that we have 300 

people from around the industry who have 

gathered, gathered to learn more about fatigue, to 

look for common solutions.  And as the title of 

this symposium is, to form a partnership for 

solutions.  So congratulations to all of you for 

being here. 

 

I put a fair amount of thought into the title of the 

discussion this morning.  What should I title 

this?  The first part of it, "Reduce Aviation 

Accidents and Incidents Caused by Fatigue," 

that's right off of the Safety Board's most wanted 

list.  That is the verbiage right here on this list.  

We've been saying that for a long time.  But the 

second part of the title, "It's Time to Act," that's 

what I came up with because it is time to act.   

 

 

 
 

We have been dealing with trying to resolve 

fatigue in aviation for a long time, and what we 

do at the Safety Board is we put a red mark on 

our most wanted list next to this 

recommendation, which means that the recipient 

of the recommendation is moving at an 

unacceptable pace.  And the recipient happens to 

be the FAA.  But you know what?  The FAA 

really is in sort of a bind.  And it's not my 

position to try and apologize for other federal 

agencies, but the fact is, by the Administrative 

Procedure Act of 1946, federal agencies are 

bound to go through a rule-making process.  

They have to publish a notice of proposed rule-

making.  They have to solicit public comment.   
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The FAA formed an advisory rule-making 

advisory committee on fatigue in 1995, and it 

didn't appear that there was going to be an 

industry consensus on fatigue.  And so that sort 

of puts the recipient of our recommendation in a 

bind because, by law, they have to do something, 

they have to solicit the input.  They're trying to 

achieve consensus.  But if the industry can't 

achieve consensus, than the regulator can't put 

forth the regulations. 

 

So what I'd like to do is challenge everybody to 

come together for a partnership for solutions.  

Let's spend the next three days looking for 

solutions.  Let's put the past behind us, and let's 

move forward. 

 

I'd like to start by talking about my stamp 

collection.  I have sort of a strange stamp 

collection.  I started collecting stamps as a child 

and, over the years, my stamp collection has 

gotten a little more strange.  But I collect airmail 

that never made it to where it was going from the 

1920's and the 1930's because the airmail was in 

a plane crash.   

 

So let's look at a few of my stamps.  Here's one 

here from 1926, and, ironically, this was on the 

inaugural service of airmail between Chicago 

and the Twin Cities.  And what happened?  The 

plane crashed.  And it's hard to see that green 

stamp that is right there, but it says, "Mail 

delayed by accident in Mendota, Minnesota in 

which pilot Elmer Lee Partridge was killed."  

  

And here's another one and another one and 

another one.  Here's one from 1930.  And yet 

another.  And I've got several more, but I just 

wanted to show you some of my stamp 

collection.   

 

But of all of the crash stamps that I've collected 

over the years, this is one that I don't have, and 

this is one that I would absolutely love to have.  

There's only one of these known to exist.  You 

see, this one is from 1926.  It was on a flight 

between St. Louis and Chicago.  The pilot bailed 

out at 14,000 feet.  I think he had iced up and 

bailed out.  Obviously, the plane crashed.  The 

pilot went over to the wrecked plane and 

recovered as much of the mail as he could 

possibly get.  He got about 60 pounds of mail 

and then went and got on a train and took it to 

Chicago.  Remember the mail must get through.  

But this is the only remaining one of those that 

exists, and there's a stamp on there that says 

"arrived in damaged condition," and then the 

pilot wrote "due to airplane crash," and he signed 

it.  He signed it with an "L," and that "L" was 

Charles Augustus Lindbergh.   

 

 
 

What I think is just as interesting, it was only 

five or six months later, it was May of the next 

year, that Lindbergh made his famous flight 

across the Atlantic as a solo pilot. 
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And I don't know how many of you have ever 

read the book "The Spirit of St. Louis."  How 

many of you have read that book?  A fair 

number.  All throughout the book, Lindbergh 

punctuates the book with quotations talking 

about how tired, how fatigued he was.  For 

example, "My mind clicks on and off.  I try 

letting one eyelid close at a time when I prop the 

other open with my will.  But the effort is too 

much.  Sleep is winning.  My whole body argues 

dully that nothing, nothing life can attain is quite 

so desirable as sleep.  My mind is losing 

resolution and control." 

 

 
 

This isn't just something that went away with 

Charles Lindbergh.  This is something that we've 

experienced for the last 80 years of aviation.  In 

fact, let's look at the paper from a week ago, 

from this time last week.  Pilots falling asleep. 

 

 
 

There's three points I'd like to make this 

morning.  The first is fatigue is real and it does 

affect safety.   

 

 
 

Let's look at a few examples. Well, let's go back 

to Charles Lindbergh.  "The nose is down, the 

wing is low, the plane is diving and turning.  I've 

been asleep with open eyes.  I kick the left 

rudder and pull the stick back.  My eye has 

jumped to the altimeter.  I'm at 1600 feet.  The 

turn indicator leans over to the left.  The air 

speed drops, the ball rolls quickly to the side.  

My plane is getting out of control."   

 

 
 

When I read this, I'm reminded of an accident the 

Safety Board investigated a number of years ago.  

This airplane was a Continental Express in Pine 

Bluff, Arkansas back in 1993. 
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 It was an EMB-120.  The pilots were climbing 

through 17,000 feet.  They had allowed the speed 

to decay.  The airplane had picked up some ice 

as they had climbed through the clouds.  And 

with the decayed speed, the airplane stalled at a 

speed that they didn't expect it to.  They were 

talking to the flight attendant.  They were doing 

other things.  They weren't adequately 

monitoring the airplane.  The airplane got away 

from them.  But the amazing thing is that they 

stalled, they lost control, they got it into a 111-

degree bank angle, 67 degrees, nose down, and 

they finally recovered at 5,500 feet.  Imagine 

what the dry cleaning bill would have been after 

that ride. 

 

The left prop shed three blades during the 

process, and the crew made a forced landing on a 

closed runway.  They ran off the runway.  And 

the Safety Board found that the crew's failure to 

maintain professional cockpit discipline and 

inattention to the flight instruments and selection 

of inappropriate automation mode were certainly 

the causal factors in the accident.  But the Safety 

Board also found that contributing to the 

accident was fatigue induced by the flight crew's 

failure to properly manage provided rest periods. 

 

You see, it was day three of a trip.  They had had 

short layovers on the first night of the trip.  But 

on the second day of the trip, the crew got in at 

11:30 in the morning.  They didn't have to report 

to duty until about 5:00 or 5:30 the next 

morning.  Now, granted, that is early, but they 

had, according to the Safety Board, ample 

layover opportunities, but the crew did not take 

advantage of their layover rest.  You see, they 

stayed up until 11 or 12 watching TV, reading, 

whatever, and they had to get up at 4:00 in the 

morning. 

 

So we did find that fatigue was a contributing 

factor, and this accident occurred at a time of day 

that is normally associated with fatigue.  And so 

that was a contributing factor, and it underscores 

a couple of things: that there's not a lot of 

difference between Charles Lindbergh's plane 

going out of control and this one here; and that 

fatigue is a problem and it is something that we 

need to do something about. 

 

But it also makes a point that I believe it was 

Bobby made--that there is a personal 

responsibility.  You can have the best flight and 

duty time limitations in the world, but if people 

don't exercise that professional responsibility it's 

not very good.  Let's move on. 

 

This airplane was an accident, a fatal accident, 

13 fatal. 

 

 
 

There was a jet stream operated by Corporate 

Airlines, doing business as American 

Connection, back in 2004.  The crew was 

conducting a nighttime non-precision approach 

into Kirksville, and they hit the ground.  If you 

ask me, when we go back and look at the factors 

involved in this accident, this was a recipe for a 
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fatigue-related accident.  Let's look at a few of 

the ingredients. 

 

 
 

First, the crew had been on duty for 14 1/2 

hours, and their two previous days had also been 

very long.  They had less than optimal overnight 

rest time the night before the trip.  They had to 

wake up early.  The captain got up at 4:00, and 

the first officer got up at 4:30.  It was the sixth 

flight of the day.  They had been doing 

approaches and low ceilings and low visibility all 

throughout the day, and this would have been 

their final landing.  It was now late at night.  And 

just think about this: the high demands 

associated of manually flying a dive-and-drive 

non-precision approach when you're tired.   

 

And these were the ingredients.  And now we 

come in and we add in something else, 

something that I hate to talk about, but it 

happened; and that is the crew's failure to follow 

SOPs and their less-than-professional demeanor.  

When we tie all of those together, we get the 

perfect storm.  We've got a recipe for a fatigue-

related accident, and, unfortunately, we had 13 

fatalities, two serious injuries. 

 

The Safety Board found that the existing FAA 

flight and duty time limitations don't reflect the 

recent research on pilot fatigue and sleep issues, 

which, of course, increases the possibility that 

pilots will fly while they're fatigued.  And we 

also said that providing pilots, providing crew 

members, with fatigue-related training may 

increase their awareness and therefore, help 

pilots to avoid flying when they're fatigued. 

 

 
 

We came out, and we made recommendations on 

each of these findings.  Dr. Jana Price will speak 

on the NTSB panel later this morning and talk 

specifically about our recommendations. 

 

Another flight that the Safety Board deliberated 

just in mid-April, this accident occurred in 

February of `07, an Embraer 170 at Cleveland, 

runway overrun, no fatalities fortunately. 

 

 
 

But what we found, what our investigators 

found, is that the captain had slept only one out 

of the past 32 hours, and he did not advise 

Shuttle America of his fatigued state, nor did he 

attempt to take himself off of the trip because he 

had been notified by his company that he had 

used an excessive number of sick calls and that if 
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he used more he could be subjected to discipline, 

including termination.   

 

 
 

And the captain said that his lack of sleep 

affected his ability to concentrate and to process 

information and to make decisions and that he 

was not at the best of his game. 

 

The probable cause was something along the 

lines of the captain's faulty decision to continue 

this approach.  But contributing to the probable 

cause was the captain's fatigue, which affected 

his ability to effectively plan for and monitor the 

approach and landing, and also the company, 

Shuttle America's failure to administer an 

attendance policy that permitted crew members 

to call in as fatigued without fear of reprisals.   

 

 
Once again, we made recommendations to 

address each of these areas, and Dr. Price will be 

discussing those in her presentation. 

 

Let's just look, without even getting into them, 

let's just look at a few other fatigue-related 

accidents.  Here's one that the Board deliberated 

a week ago today.  

 

 
 

 And here's another one. 

 

 
 

And another one, five fatal on a Part 91 

repositioning flight on a Learjet. 
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And another one, 11 fatalities, 45 serious 

injuries. 

 

 
 

Here's one, 228 fatalities, 26 serious injuries.   

 

 
 

And yet another one.  

 

 
 

 And there are more.   

 

The point I want to make is that fatigue is serious 

and it has serious implications.  In fact, as Dr. 

Brenner from the Safety Board will say in his 

part of their panel, in the last 15 years fatigue has 

been associated with over 250 fatalities in air 

carrier accidents investigated by the Safety 

Board.  250 fatalities.  There are countless other 

general aviation accidents, but the numbers are 

just countless.   

 

So that's my first point.  Fatigue is real, and it 

does have serious safety consequences. 

 

 
 

The second point is that the Safety Board has had 

a longstanding concern about fatigue. 
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We've issued, since 1972, 117 fatigue-related 

safety recommendations in all modes of 

transportation. 

 

 
 

Thirty-four of those are related to aviation, and 

they apply to the flight crew, mechanics, air 

traffic controllers; and they've been issued to a 

number of organizations and governmental 

entities. 

 

Fatigue has been on the Safety Board's most 

wanted list since the very inception of this list in 

1990, and today's most wanted list has seven, 

seven aviation fatigue-related recommendations 

that concern air traffic control, maintenance, and 

flight crew. 

 

 

 

 
 

We believe in a comprehensive approach to 

addressing fatigue. 

 

 
 

 Yes, we think that we do need flight duty time 

limitations that are based on fatigue research, 

circadian rhythms, and sleep and rest 

requirements.  And we've been saying that now 

since the Kirksville accident.   

 

But we also say, and we just came out with this 

recommendation last week, we approved this 

recommendation last week.  The Board also 

believes in fatigue management systems or, as it 

is called also and you'll hear a lot of discussion 

about that later during this symposium, these 

fatigue risk management systems.  What are 

they?   

 

We'll let the panel after lunch discuss it.  But, 

basically, it's a comprehensive tailored approach 
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to address fatigue in the workplace.  The Safety 

Board believes that both of these are needed to 

fully address the issue of fatigue in aviation.   

 

I want to make the point that just because we 

might have a fatigue management system, it does 

not mean that we don't need good flight and duty 

time limitations.  We need to have both.  We 

need good structure in place by good flight and 

duty time limitations.  And then the fatigue risk 

management, or the FRMS, is just another part 

of that.  But the fatigue management system 

should not be looked at to replace the flight and 

duty limitations. 

 

You know, I did have a great career flying for 

the airline.  And as I look back, I see that some 

things have changed.  I think really it's amazing 

how the airplanes have changed over the years.  

Some things have changed, but then others have 

not. 

 

 
 

The same myths exist today that existed when I 

entered that airline cockpit in 1981, like fatigue 

is a sign of weakness.  Fatigue is something that 

you can overcome with coffee, a shower, and 

some willpower.  Or how about this one?  We're 

paid to do the job, and we can handle it.   

 

 

 

 
 

When I left the airline in 2004, I went to run a 

Fortune 500 flight department.  When I got there, 

there was no flight operations manual at all.  And 

this was the company that I went to work for.  

We changed that, but no flight operations manual 

meant that there were no flight duty time, no 

duty restrictions because the chief pilot had the 

attitude that we are paid to do the job and we will 

do it.  It was a can-do attitude that, if we can't do 

the job, the company will find somebody that 

can.  They'll sell the airplanes, they'll start 

chartering, they'll go to fractional ownership, 

whatever; so we need to be able to do the job for 

our company. 

 

Well, within a few months, we had a flight 

operations manual, and we did have flight and 

duty time limitations.  And, occasionally, it 

would irk some member of senior management 

that the new manager would call up -- by the 

way, the chief pilot left shortly after I got there -- 

it would irk some in senior management that this 

new guy would call them up and say, "Look, we 

can't fly the trip as scheduled.  You can leave 

later, you can come back earlier, but we will not 

exceed our duty day."  They didn't like that.   

 

But, unfortunately, it sort of all came home to me 

after I joined the Safety Board.  I had been at the 

Board about five months when somebody called 

me early on a Friday morning to tell me that the 

former chief pilot had been killed in a plane 

crash.  He was pushing limits trying to get back 
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into the home airport under very low IFR, and he 

was at the end of a 16-hour duty day.   

 

So despite what we've learned, despite great 

research, despite great intentions, we still have 

not made significant changes to adequately 

address fatigue in aviation, which leads to my 

third and final point. 

 

 
 

It is time to implement workable solutions. 

 

 
 

Outside of the NTSB's training center, we have a 

plaque, and I usually like to pause and read that 

plaque before I walk into the building.  It says, 

"From tragedy, we draw knowledge to improve 

the safety of us all." 

 

 

 

 
 

And that is what we do at the NTSB.  We take 

tragedy; we try to learn from it to improve the 

safety of us all.  But we can't change it.  We don't 

have the congressional authority to go out and 

change rules.  All we can do is make 

recommendations and try to urge people to come 

together to, as the title of this symposium is, to 

form a partnership for solutions.  If it's going to 

happen, it's going to happen within the four walls 

of this room. 

 

Back to Lindbergh--we'll close on a quote from 

Lindbergh.  Lindbergh says, "I've got to find 

someway to keep alert.  There's no alternative 

but death and failure."  

 

 
 

 And with respect to Mr. Lindbergh, I'm going to 

propose that death is certainly not an alternative.  

We've had over 250 deaths due to fatigue in air 

carrier operations of accidents investigated by 
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the Safety Board over the past 15 years.  Death is 

not an alternative, and I dare say that anyone in 

this room wants to accept failure as an 

alternative.   

 

I challenge you to take the knowledge from this 

symposium, come together and form workable 

solutions, and let's solve this thing once and for 

all.  Thank you very much. 
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