


The flexibility of the FAA’s new acquisition system effective April 1, 1996, allows
the agency to award “single source” contracts to the Air Transportation Center of
Excellence in Operations Research — a first for any federally-sponsored Center of
Excellence. Single source contracting lets the FAA award up to $10 million for specific
deliverables, including engineering development and rapid prototyping products.

“This Center represents a model for government reform,” said Hinson. “In the
past, the program produced great research, but few products of direct and immediate use.

FAA, industry and academia are now coming together to transform research into products
that will result in better, more responsive solutions.”

The Center will be financed with matching funds from the FAA and academic
institutions, which have received pledges for support from other members of the aviation
community. While this award represents a long-term FAA commitment over the next 3-
10 years, the Center of Excellence will strive to become self-supporting within 10 years.

The Center of Excellence is based on the principle of inclusiveness, and other
institutions and companies will have an opportunity to participate. The FAA expects that
the critical mass of expertise and capability created and nurtured through the Center will
attract and produce people and work of unsurpassed quality, value and relevance. Also,

the Center will provide for continuing education, professional networking, and the
collection and distribution of information.
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Depending on the age and complexity of the aircraft, the proposed rule would
upgrade flight data recorders as follows:

Aircraft Current Proposed

Parameters Parameters

Category 1 1,929 aircraft over 30 seats 11 1718

727,737, L-1011, DC-8,
DC-9, F-28.

Category 2 1,360 aircraft over 30 seats 17
704 turboprops
A-320, 737, 747, 757, 767,
DC-10, F-28, MD-80, ATR-42,
EMB-120, SAAB-340, DHC-8.

17/22

Category 3 1,036 aircraft over 30 seats Upto29
673 aircraft 10-19 seats
277 aircraft 20-30 seats
737,747,757, 767, 777, F-100,
MD-11, MD-80, MD-88, MD-90,
ATR-72.

34

Category 4 All newly manufactured 29
aircraft, existing derivatives
and any new type certificates.

57 (3 years)
88 (5 years)

The total cost of the proposed rule is $316.4 million. The comment period is 30

days after publication in the Federal Register for Part 121, 125, and 135 aircraft and
120 days for Part 129 aircraft.
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Each incident was the result of a unique set of circumstances and was thoroughly
investigated by the Federal Aviation Administration (FAA). Among actions taken by the
agency: temporary restrictions were imposed on flight into icing conditions, changes
were made to the autepilot roll actuator, restrictions were placed on use of the autopilot in
icing conditions, and an anti-icing advisory system was designed to address flight crew
awareness of significant ice buildup.

The manufacturer ordered changes in the operation of the deicing and stall warning
systems, and made ATR-42 roll-control design improvements required by the FAA as
part of the basic type design of the ATR-72.

The Roselawn accident resulted in an unprecedented review of ATR aircraft by the
FAA with the support of the Air Line Pilots Association (ALPA), the manufacturer, and
others in the aviation industry. The FAA performed a detailed certification review of
ATR aircraft to assure that all design standards and requirements were satisfied; larger
deicer boots were designed by the manufacturer and retrofitted on all ATR aircraft; clear
and unmistakable icing cues were developed to help flight crews recognize dangerous
icing conditions, and new procedures were mandated to help crews exit such conditions,

[n addition, the FAA conducted a thorough review of other aircraft with mechanical
deicing systems in conditions similar to those believed to have contributed to the
Roselawn accident.

An aircraft incident is classified as an accident by the NTSB if it meets certain
conditions. If the incident results in substantial damage to the aircraft, or in death or
serious injury to anyone on the aircraft or in contact with the aircraft, it is classified as an
accident. If it involves lesser consequences, such as a blown tire, a collapsed nose gear,
or an encounter with clear-air turbulence, it may be classified as an incident or an
occurrence.
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Controllers also receive intensive training on the effects of adverse weather
conditions and make themselves aware of pertinent weather conditions when they come
on duty. The importance of relaying significant weather advisories to flight crews is the
subject of recurring air traffic alert bulletins.

Pilots who encounter icing, turbulence, or similar conditions are expected to
report these conditions to controllers. Pilot reports, known as PIREP's, are an important
source of real-time information about weather conditions and may include information
that is unavailable to a controller by any other means. However, conditions that are
potentially "hazardous" to one aircraft may be harmless to another aircraft of different
size, design, or configuration.

Also, areas of icing or troublesome weather are often sharply limited or changing
in scope and the conditions themselves may be transitory. Because of this, flight crews
are usually in the best position to judge the weather through which they are flying and to
assess its potential impact on their flight.

Pilot requests for changes in altitude or direction because of bad weather are
normally granted quickly. When conditions are severe enough that immediate action is
advisable to avoid threatening conditions, the pilot's emergency authority can be
exercised. In that case, the pilot gets exactly what he or she asks for from a controller. In
fact, a pilot doesn't need permission to change course if the continued safe operation of
the aircraft is at stake.

Standard air traffic control procedures were used in handling the American Eagle
flight involved in the Roselawn accident.
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The current version of the bilateral between the United States and France was
signed in 1973 replacing an agreement dated Aug. 6, 1956. On May 14, 1996, the U.S.
and France signed a bilateral aviation safety agreement that will promote aviation safety
by increasing collaboration in such safety regulatory areas as aircraft certification,
approval and monitoring of maintenance facilities and flight simulator evaluations. It is
the third bilateral aviation safety agreement signed by the United States in Europe in the
last 11 months,
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The FAA investigated each incident and, based on information available at the time, took
appropriate action. [t was believed that each ATR icing event, although similar in appearance,
was the result of a unique set of circumstances. The FAA's five airworthiness directives (ADs)
focused on unsafe conditions discovered during the agency’s investigations:

I. On Dec. 19, 1986, the FAA initially prohibited flight into icing conditions following roll
control problems on two ATR-42s approaching Detroit, Mich.: after changes were made
to the aircraft deicing and stall warning systems and adoption of a new speed range to be
flown in icing conditions, the flight restriction was removed.

. On Dec. 4, 1987, following an ATR-42 roll control problem near Traverse City, Mich.,
the FAA required installation of a drain hole on the autopilot roll actuator to prevent
water from collecting, freezing and binding the actuator, which was determined to have
caused the roll problem.

. On April 7, 1989, the FAA prohibited use of the autopilot in icing conditions, prompted
by a reported roll control problem on an ATR-42 on approach to Mosinee, Wisc. The
FAA determined the autopilot masked the normal central forces and/or response caused
by an asymmetric ice buildup, and the airplane rolled when the autopilot disconnected.

4. On Dec. 15, 1989, the FAA superseded the previous AD by removing the autopilot
restriction following installation of vortex generators to improve roll control. Vortex
generators were also required on the basic type design of the ATR-72. These ADs were
the result of the Notice of Proposed Rulemaking (NPRM) process where comments were
solicited from the aviation community.

. Oct. 31, 1989, the FAA required installation of an anti-icing system on the ATR-42. The
AD was not in response to any particular incident, but was designed to address the
problem of flight crews being unaware of significant ice buildup when operating in icing
conditions, including freezing rain. Modifications included installation of an electronic
ice detector, a stick shaker system. changes in stall angle of attack and airplane flight
manual (AFM) changes to reflect higher minimum speeds when operating in icing
conditions. The changes were made proactively to improve protection against loss of
control when operating in icing conditions, including freezing rain. Similar design
features were incorporated into the basic type design of the ATR-72.

(5]
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Current FAA Actions

Following the Roselawn accident, the FAA augmented its research, analysis and testing
program. The effort has resulted in numerous operational and structural changes affecting the
fleet of ATR-42 and ATR-72 aircraft.

As a result of the accident, the National Transportation Safety Board (NTSB)
recommended that the FAA conduct a Special Certification Review (SCR) of ATR-42/ATR-72
series airplanes. The NTSB also recommended that flight tests and/or wind tunnel tests be
conducted as part of the review, These tests would be performed to determine the aileron hinge
moment characteristics of the airplanes while operating at different airspeeds and in different
configurations during ice accumulation, and with varying angles of attack following ice
accretion,

- more -



In response. the FAA immediately formed a 10-person team, including six certification
specialists from the FAA and four from the Direction Generale de I’ Aviation Civile (DGAC). the
airworthiness authority for France. Thousands of hours were devoted to investigating the
certification and performance of ATR-42 and ATR-72 series of airplanes over a six-month
period, both in the United States and France.

During its investigation, the SCR team participated in the creation of two telegraphic
airworthiness directives (ADs). The first prohibited flight, issued on December 9, 1994, into
known or forecast icing conditions for the ATR fleet. The second, issued on January 11, 1995,
restored flight in icing conditions only if certain flight and dispatch restrictions and procedures
were adopted.

The AD of Dec. 9, 1994, was issued only after the SCR team was able to find factual
evidence linking ice aft of the decicing boots with the behavior of the accident airplane. While
the FAA found evidence that a large ice ridge aft of the deicing boots was likely formed in
freezing drizzle but not in normal icing conditions, there were no validated means for the crew to
identify when the airplane had entered into icing conditions beyond the certification
requirements. As a result, even though there was no reason to suspect that normal icing
conditions would be adverse to the ATR-42 and -72 airplanes, the team proposed that the safest
course of action was to prohibit flight in all icing conditions. One month later, after extensive
testing of the airplane behind the U.S. Air Force (USAF) Icing Tanker at Edwards Air Force
Base -- testing later verified in France -- a means of identifying when hazardous ice was forming
on the airplane had been developed. As a result of this investigation, another AD was issued
which allowed the airplane to return to flight in normal icing conditions, subject to special
training of dispatchers and crew.

Results of the team’s inquiry:

» The original icing certification program for the two airplane types demonstrated the
adequacy of the anti-ice and deicing systems to protect the airplane against adverse
effects of ice accretion;

e The wing deicing system demonstrated acceptable performance in the meteorological
conditions defined in the aircraft certification definition;

¢ During icing tanker testing, the proper functioning of the wing deicing boots was
observed to correlate with Aerospatiale test data generated during the original airplane
certification program,

e The certification program for the ATR-42 and -72 icing systems was documented
thoroughly, in a manner consistent with other FAA icing certification programs; and

e ATR-42/72 series airplanes were certificated properly, in accordance with DGAC and
FAA regulations, practices and procedures.

The SCR team also reviewed certain important aspects of events involving ATR aircraft.
Events of unacceptable control anomalies were found to have been associated with severe icing
conditions such as freezing rain/freezing drizzle and, in a few cases, the icing was accompanied
by turbulence. These other roll anomaly events provided no evidence that the ATR-72 had any
problems with any icing conditions for which it was certificated.
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The SCR team also focused on SCDDs, a weather condition aloft that is believed by
investigators to have been in the vicinity of the Roselawn accident. The scientific investigation
of SCDD, freezing rain and freezing drizzle -- collectively referred to as Super-Cooled large
droplets (SLD) -- and the body of knowledge on the subject is relatively new and not universally
understood within the aviation community. In response, the team reviewed the aerodynamic
effects of SCDDs and SLDs on ATR series aircraft and how SCDDs influence uncommanded
aileron deflection.

Wind tunnel tests and two series of icing tanker tests were included in the SCR team’s
review. A combination of tests by Aerospatiale and the icing tanker tests conducted by the FAA
and Air Force were used to determine possible immediate and long term changes to the ATR
series of aircraft, changes to flight crew operations procedures and flight crew training and
equipment requirements.

Subsequent to the testing programs, Aerospatiale developed a modification to the outer
wing deicing boots on ATR-42/72 aircraft. The larger boots were certificated by extensive dry
air and wind tunnel tests, and by dry air and natural icing flight tests conducted by Aerospatiale
and FAA flight test pilots. The results of the tests revealed that the modified boots performed
their intended function within the icing requirements of the Federal Aviation Regulations
(FARs). All U.S.-registered ATR-42 and ATR-72 series airplanes were required by the FAA to
be modified with the new boots prior to June 1, 1995.

The aircraft manufacturer developed the deicing boot modification to provide an
increased margin of safety in the event of an inadvertent encounter with freezing rain or freezing
drizzle, collectively referred to Super-cooled Large Droplets (SLD). Importantly, means for the
crew to identify when the airplane had entered severe icing were identified in the tanker testing.
With the ability to recognize that such an encounter had occurred, flight crews would thus be
afforded an opportunity to safely exit those conditions.

However, even with improved boots installed, ATR-42 and ATR-72, along with other
similar aircraft, are not certificated for flight into known freezing drizzle or freezing rain
conditions.

The SCR team also made several recommendations regarding operational considerations
for the turboprop transport fleet generally. These recommendations include changes to flight
crew and dispatcher training, expanded pilot reports (PIREPs), air traffic control and pilot
cooperation regarding reporting of adverse weather conditions, flight crew training in unusual
attitude recovery techniques and aircraft systems design and human factors.

[n addition, based on recent research and analysis, the icing conditions experienced by the
ATR-72 in the Roselawn accident, as well as other earlier accidents and incidents, may require
clarification in certification requirements.
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FAA is taking additional action on a number of items connected with flight
operations in potentially hazardous weather conditions. Operations and training
recommendations were reached by participants in an International Conference on Inflight

Icing held May 6-8, 1996, and will be incorporated into FAA’s official Icing Plan, which
is expected to be completed in the fall of 1996.

Among issues to be covered by this plan are training safe operation in areas of
freezing rain or drizzle, dispatch procedures, and flight crew recognition and avoidance of
severe icing, including icing conditions with water droplets that exceed the size of those
for which the aircraft is certified. Other issues, including weather reporting and

forecasting procedures and pilot reports, will receive further review and then will be
incorporated into the plan.
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December 2, 1987  An ATR-42, near Traverse City, Mich., experienced autopilot disconnect
and stiff and heavy aileron controls, with poor flight control effects.

December 4, 1987  FAA requires installation of drain hole on autopilot roll actuator to prevent
water from collecting, freezing and binding the actuator, which was found

to have caused the ATR-42 problem on December 2, 1987, (Telegraphic
AD T87-25-51.)

August 25, 1988 FAA awards type certificate to ATR-42-320 aircraft.

March 6, 1989 FAA meets with Aerospatiale and DGAC in Seattle to discuss ATR
aircraft operations, autopilot incidents and need for AD.

April 7, 1989 FAA issues Immediately Adopted AD prohibiting use of ATR autopilot in

icing conditions, prompted by reported ATR-42 roll control problem on
approach to Mosinee, Wis. (AD 89-09-05.)

October 31, 1989 FAA requires, on ATR-42, installation of electronic ice detector, stick
shaker system, changes in stall angle of attack, and airplane flight manual
changes to reflect higher minimum speeds when operating in icing

conditions. (AD 89-24-07.)
November 15, 1989 FAA awards type certificates to ATR-72-101/201 aircraft.
December 15, 1989 FAA removes the autopilot restriction following installation of vortex

generators designed to improve roll control (also later required on ATR-
72 aircraft.)

November 6, 1990  (Non-Icing incident) ATR-42 in Puerto Rico experienced a roll departure
during climb, an incident caused by the crew applying excessive roll trim
prior to autopilot disconnection.

December 13, 1990 FAA requires within 48 hours airplane flight manual changes on the
amount of aileron trim that can be applied and more frequent aileron
system inspections. (Telegraphic AD T90-26-52.)

January 18, 1991 FAA awards type certificate to ATR-72-102/202 aircraft.

December 15, 1992 FAA awards type certificate to ATR-72-211/212 aircraft.
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November 9, 1993

October 31, 1994

November 4, 1994

November 7, 1994

November 9, 1994

November 14, 1994

November 15, 1994

December 9, 1994

December 13-22,
1994

December 28-30,
1994

January 11, 1995

FAA issues final rule, following a Notice of Proposed Rulemaking, that
requires installation of new Automatic Flight Control System (AFCS)

computer and associated wiring, a system developed by the manufacturer
to improve roll trim control.

ATR-72-212 accident at Roselawn. Ind.

FAA issues Flight Standards Information Bulletin containing operating

procedures to minimize exposure to potentially adverse environmental
conditions.

NTSB issues five safety recommendations on operation of ATR airplanes.

FAA meets with over 90 ATR airplane operators to discuss operating
experiences.

FAA prohibits use of autopilot while operating in icing conditions or

turbulence. (Telegraphic AD T94-24-51, with minor editorial changes on
November 15 and 16.)

FAA creates a Special Certification Review Team to investigate the icing
certification and lateral control characteristics of the ATR-42 and ATR-72.
The 10-person team, composed of FAA and DGAC specialists, spent the
next six months reviewing original certification data and hundreds of
hours of wind tunnel testing performed by Aerospatiale after the accident.

FAA prohibits flight into known or forecast icing conditions. (Telegraphic
AD T94-25-51.)

FAA participates with Aerospatiale and DGAC in icing tanker testing at
Edwards AFB, California, to investigate ice accretion both in icing
conditions within the aircraft’s certification rules, and severe icing
conditions well outside the aircraft’s certification requirements (large,
supercooled water droplets, or freezing drizzle).

FAA meets with more than 75 aviation industry leaders to discuss ATR
flight operations and tanker tests.

FAA restores flight by ATR aircraft in icing conditions only if certain
flight and dispatch restrictions and procedures are adopted by June 1,
1995, by which time a suitable modification to the ATR-42 and ATR-72

ice protection system must be developed and approved by the FAA.
(Telegraphic AD T95-02-51.)
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March 4-7, 1995

March 20, 1995

May 26, 1995

September 1995

September 29, 1995

October 12, 1995

January 25, 1996

March 15, 1996

May 6-8, 1996

May 14, 1996

June 11, 1996

Fall 1996

FAA, DGAC and Aerospatiale participate in a second series of tanker tests
at Edwards to test an ATR-72 fitted with modified deicing boots,
duplicating the December 1994 testing. The modified boots are shown to

perform their intended function within the icing conditions defined in the
certification rules.

The new boots are also shown to shed a ridge of ice formed during flight
in large supercooled water droplets, or freezing drizzle, which is believed

to have existed in the Roselawn area during the October 31, 1994,
accident.

The FAA and DGAC approve the modified ATR-72 deicing boots for
installation on ATR-42 and ATR-72 aircraft by June 1, 1995.

FAA determines that installation of the modified deicing boots, together
with the use of special flight crew and dispatcher restrictions, provides an
improved level of safety and permits continued operation of the ATR fleet
beyond the June 1, 1995, deadline set on January 11, 1995.

FAA publishes and disseminates to the aviation industry an extensive
overview on roll upset in severe icing.

FAA’s Special Certification Review Team completes final report of its
investigation into ATR-42 and ATR-72 airplanes.

FAA issues NPRM (AD 95-NM-146-AD) proposing to finalize actions to
date on the ATR fleet.

FAA issues a supplemental NPRM proposing actions NPRMs issued on
this date, requiring various modifications to 17 turboprop aircraft types
produced by 12 other manufacturers.

FAA issues briefing sheet “In-Flight Icing: FAA’s Three-Phase
Program.”

FAA convenes major International Conference on Inflight Icing.
Department of State signs with France a bilateral aviation safety
agreement to increase collaboration on safety issues -- the third such
agreement signed with a European country in the last 11 months.

Effective date of the January 25, 1996, rulemaking. (AD 96-09-28.)

FAA to publish new Icing Plan, incorporating recommendations of the
May 6-8, 1996, icing conference.
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Freezing drizzle:

Freezing rain:

Ice aceretion:

Icing envelope:

Icing tanker:

International Civil Aviation
Organization (ICAO):

Lateral control forces:

Roll control anomalies:

Severe icing:

Stall angle of attack:

Water droplets below 32 degrees Fahrenheit, but are still
liquid and which freeze on impact with the ground or any
exposed surface, Droplet sizes are about 200-300 microns
in diameter.

Water droplets below 32 degrees Fahrenheit, but are still
liquid and which freeze on impact with the ground or any
exposed surface. Droplet sizes are large, over S00 microns
in diameter. (1 micron = 0.000001 meters.)

Ice buildup on aircraft surfaces. (Abnormal ice accretion is
unusual ice buildup that differs in location, shape, texture
or thickness from ice usually encountered.

Icing certification limits established by the Federal
Aviation Regulations.

An airplane that produces an icing cloud representative of
natural icing conditions. The airplane carries water that is

sprayed through nozzles mounted on a spray bar attached to
the aircraft.

An agency of the United Nations that fosters development
of international air transport by establishing international
standards, procedures, promoting safety, uniformity and
efficiency in air navigation worldwide.

Airplane roll forces that are transmitted to the pilots
through the control wheel.

Unusual airplane control forces or movements involving
the longitudinal axis.

There is not a universal definition of severe icing. One
definition is: Icing conditions that exceed the capabilities

of the ice protection equipment (source: Aeronautical
Information Manual).

The angle between that freestream velocity vector and the
chord line of the wing at which stall is defined. Stall may
be defined by the wing lift coefficient reaching its
maximum value or by the activation of a device to reduce
the angle of attack (e.g., stick pusher).
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Stick shaker system:

Supercooled drizzle
drops (SCDD):

Supercooled large
droplets (SLD):

Turboprop aircraft:

Unpowered aileron control
system:

Vortex generators:

A mechanical system that provides stall warning by
vibrating the control column.

Freezing drizzle aloft; supercooled means that the

water droplets are below 32 degrees Fahrenheit. But they
are still liquid, not solid.

A term that includes both freezing rain and freezing
drizzle.

An aircraft powered by a turbine engine that drives a
propeller; the energy in the engine’s exhaust gases is

primarily used to drive the propeller, which produces thrust
as 1t rotates.

A control function requiring a flight crew to use physical
strength to move the ailerons through a series of cables or
control rods.

Devices to improve airplane roll control.
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Where implemented, a HIWAS alert is broadcast on all except emergency

frequencies. The average time for ARTCC areas and FSSs to update the broadcasts takes
about 10 minutes.

The FAA is examining the feasibility of automating the system. Work is being
conducted to incorporate state-of-the-art technologies to receive data from various
sources and automatically format the information to voice messages for pilots. Test

demonstrations of the feasibility of this effort has been conducted at the New York
ARTCC with promising results.






Depending on the age and complexity of the aircraft, the proposed rule would
upgrade flight data recorders as follows:

Aircraft Current Proposed
Parameters  Parameters
Category 1 1,929 aircraft over 30 seats 11 17/18
727,737, L-1011, DC-8,
DC-9, F-28.
Category 2 1,360 aircraft over 30 seats 17 17722
704 turboprops

A-320, 737, 747, 757, 767,
DC-10, F-28, MD-80, ATR-42,
EMB-120, SAAB-340, DHC-8.

Category 3 1,036 aircraft over 30 seats Upto 29 34

673 aircraft 10-19 seats

277 aircraft 20-30 seats

737, 747,751, 767, 777, F-100,
MD-11, MD-80, MD-88, MD-90,
ATR-72.

Category 4 All newly manufactured 29
aircraft, existing derivatives
and any new type certificates.

57 (3 years)
88 (5 years)

The total cost of the proposed rule is $316.4 million. The comment period is 30

days after publication in the Federal Register for Part 121, 125, and 135 aircraft and
120 days for Part 129 aircraft.
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Model 1900D operators have already begun to deactivate windshield circuit breakers on
the affected aircraft and are working with the manufacturer to address the problem over the
longer term. The FAA estimates that the work will take about one hour per airplane. The

windshields are identified as serial numbers UE-1 through UE239, with windshield assembly
part numbers 114-384020-1 or -2.

The AD also requires air carriers to install a placard in airplane cockpits indicating that
flight into known icing conditions is prohibited. The carriers may request approval to briefly
delay installation of the placard if other means, such as pilot briefings before flight, are

conducted. However, the carriers are still required by the AD to deactivate the windshield circuit
breakers immediately.

The affected aircraft are operated by Air Midwest, Wichita, Kan.; Commutair,
Plattsburgh, N.Y.; Continental Express, Houston, Texas: Florida Gulf Airlines, Jacksonville,
Fla.; Great Lakes Aviation, Spencer, lowa; Liberty Express Airlines, Falls Creek, Pa.; Mountain
West Airlines (Mesa Air Group), Farmington, N.M. (which includes America West Express,
Mesa Airlines, United Express and USAir Express), and Skyway Airlines, Milwaukee, Wis.

Air travelers are advised to check with the airlines to determine if their flights are affected
by the work required to be performed.
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FAA’'s Human Factors Team Report on “The Interfaces Between Flightcrews and
Modern Flight Deck Systems” contains the team’s evaluation of flightcrew/cockpit automation

interfaces of today’s transport aircraft. Specific improvements over the next five or more years
contained in the report focus on:

* Developing expertise in human performance for cockpit designers, users, evaluators
and researchers;

Improvements in cockpit design, training, operations, and certification standards that

recognize human performance problems;

Development of new tools and methods to support improvements in design, training,

operations and certification, as well as ways to measure and track human factors

safety advancements; and

» Updating regulatory standards to address the potential for cockpit designs that may
contribute to human error and reduce flightcrew situation awareness.

According to the study, FAA found flightcrews too frequently had limited understanding
of automation’s capabilities, limitations, functions, operating principles, and behavior. In
addition, there were often differing pilot decisions about appropriate automation levels to use, or
whether to turn equipment on or off in unusual situations. The report concluded that human
factors problems can exist because of interrelated deficiencies, including:

* Insufficient communication and coordination;
Processes used for cockpit design, training, and regulatory functions that inadequately
address human performance issues;
¢ Insufficient criteria, methods and tools for cockpit design, training, as well as
evaluation of human performance;
Insufficient knowledge and skills related to human performance; and
Insufficient understanding and consideration of cultural differences in cockpit design,
training, operations and evaluation within the aviation community,

Today’s highly automated transport aircraft have demonstrated an improved safety record
compared to previous airplanes. Yet, today’s report addresses concerns in the aviation
community over flightcrew understanding and use of increasingly sophisticated cockpit
automation systems. Up to two-thirds of all air accidents are associated with human factors.

Coordinated with input from various offices within FAA, international aviation
authorities, manufacturers, operators, pilot organizations, and academic researchers, today’s
report is the most comprehensive analysis of flight deck human factors issues to date.
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Specifically, the FAA determines whether a country has an adequate infrastructure for
international aviation safety oversight as defined by the ICAO standards. The basic elements

that the FAA considers necessary include: 1) laws enabling the appropriate government office to

adopt regulations necessary to meet the minimum requirements of ICAQ; 2) current regulations
that meet those requirements; 3) procedures to carry out the regulatory requirements; 4) air
carrier certification, routine inspection, and surveillance programs, and 5) organizational and
personnel resources to implement and enforce the above.

The FAA has established three ratings for the status of these countries at the time of the

assessment: (1) does comply with ICAO standards, (2) conditional and (3) does not comply with

ICAO standards.

Category 1, Does Comply with ICAO Standards: A country’s civil aviation authority has
been assessed by FAA inspectors and has been found to license and oversee air carriers in
accordance with ICAO aviation safety standards.

Category 11, Conditional: A country’s civil aviation authority in which FAA inspectors
found areas that did not meet ICAO aviation safety standards and the FAA is negotiating
actively with the authority to implement corrective measures. During these negotiations,
limited operations by this country’s air carriers to the U.S. are permitted under heightened
FAA operations inspections and surveillance.

Category 111, Does Not Comply with ICAO Standards: A country’s civil aviation
authority found not to meet ICAO standards for aviation oversight. Unacceptable ratings
apply if the civil aviation authority has not developed or implemented laws or regulations in
accordance with ICAO standards; if it lacks the technical expertise or resources to license or
oversee civil aviation; if it lacks the flight operations capability to certify, oversee and
enforce air carrier operations requirements; if it lacks the aircraft maintenance capability to
certify, oversee and enforce air carrier maintenance requirements; or if it lacks appropriately
trained inspector personnel required by ICAO standards. Operations to the U.S. by a carrier
from a country that has received a Category III rating are not permitted unless they arrange to
have their flights conducted by a duly authorized and properly supervised air carrier
appropriately certified from a country meeting international aviation safety standards.

The FAA has assisted countries with less than acceptable ratings by providing technical

expertise, assistance with inspections, and training courses. The FAA hopes to work with other
countries through ICAO to address non-compliance with international aviation safety oversight
standards

The FAA will continue to release the results of safety assessments to the public as they

are completed. First announced in September 1994, the ratings are part of an ongoing FAA
program to complete initial assessments, by the end of 1996, of all countries with air carriers that
operate to the United States.

An electronic version of this news release is available via the
World Wide Web ar- http://www faa.gov



Malaysia

The U.S. Federal Aviation Administration conducted an assessment of this government's civil
aviation authority in May 1996. The purpose of this assessment was to determine whether the
civil aviation authority was in compliance with the aviation safety oversight standards contained
within the International Civil Aviation Organization (ICAO) Annexes to the Convention on
International Civil Aviation (1944) (Chicago Convention). It is every government's obligation to
establish an infrastructure (i.e. a civil aviation authority) that implements oversight of
international aviation standards and ensures compliance by the air carriers which that state
licenses. .

The FAA found at the time of the assessment that this government's civil aviation authority was
in compliance with ICAQO aviation safety oversight standards regarding air carrier operations.
Further information can be obtained by calling FAA at 1-800-322-7873.
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Ghana

The U.S. Federal Aviation Administration conducted an assessment of this government's civil
aviation authority in June 1996. The purpose of this assessment was to determine whether the
civil aviation authority was in compliance with the aviation safety oversight standards contained
within the International Civil Aviation Organization (ICAO) Annexes to the Convention on
International Civil Aviation (1944) (Chicago Convention). It is every government's obligation to
establish an infrastructure (i.e. a civil aviation authority) that implements oversight of

international aviation standards and ensures compliance by the air carriers which that state
licenses.

The FAA found at the time of the assessment that this government's civil aviation authority was

in compliance with ICAQO aviation safety oversight standards regarding air carrier operations.
Further information can be obtained by calling FAA at 1-800-322-7873.
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The Research and Special Programs Administration (RSPA) is the cross-modal
agency overseen by the DOT. RSPA designates and designs federal policies in
transporting hazardous materials. The budget proposal will also provide $3.4 million to
RSPA to improve coordination of better data systems to identify transportation of
hazardous materials trends. The program will also provide an increased means of more

effectively responding to incidents and investigating as well as prosecuting those who
violate the law.

In addition to the funding realignment, the FAA has asked RSPA to ban the
transportation of “oxidizers™ and “oxidizing materials™ in specific compartments on
passenger and cargo aircraft. Oxidizers, such as hydrogen peroxide, are materials that
may, generally by yielding oxygen, cause or enhance the combustion of other materials.

This effort is in addition to RSPA’s temporary ban on the transportation of chemical
oxygen generators which went into effect in May.

The FAA is also preparing a Notice of Proposed Rule Making (NPRM) that will
be released in the Fall to label Class C and D cargo compartments so that they can be
identified by ground crews who load cargo. Class C compartments are storage areas on
aircraft that contain smoke and fire detectors to alert flight crews, who can then remotely

apply fire suppression agents into the compartment. Class D compartments are designed
to smother fires by a lack of available oxygen.

According to the FAA, there are 3,700 air carrier stations currently inspected by
FAA, and there are over 2,000 freight forwarders. 4,900 repair stations. and 75,000
commercial shippers that may transport hazardous materials.
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The FAA will continue to cooperate with the National Transportation Safety Board
(NTSB), the lead federal accident investigatory agency, by providing technical support and
expert assistance.

f#itH









Frank Weaver, associate administrator for Commercial Space
Transportation will also address the group and describe recent
meetings with Chinese space launch officials in Beijing, the
Notice of Proposed Rulemaking on launch operators’ financial

respeRgibility requirements, and the restructuring of the Office
of Commercial Space Transportation.

The committee is expected to vote to update the Mission
Model Report which projects the future demand for space launches
and the Commercial Requirements Report which outlines
technological improvements needed in order for the U.S.
commercial space launch industry to remain competitive.

The meeting is open to the public, however, space is

limited. Please contact Marcia Adams on (202) 267-3488 if you
plan to attend the meeting.
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This NPRM is the first of two under Phase 1 of AST’s rulemaking program.
The second regulation, making its way through the rulemaking process, updates the
original regulation regarding conducting commercial space launches from federal
launch facilities. In Phase 2, AST already is drafting proposed regulations regarding
licensing operators of commercial launch facilities, commonly known as spaceports.

Persons wishing to comment on the NPRM should mail their comments to the
FAA Rules Docket, Room 915G, Federal Aviation Administration, U.S. Department
of Transportation, 800 Independence Ave., S.W., Washington, D.C. 20591. The

comments should reference the docket number of the Federal Register notice and must
be recieved within 60 days of the date of publication.
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Larsen will be responsible for providing expert scientific and technical advice
and guidance in all research and development programs in propulsion control systems
and their application to the agency’s Aircraft Certification Service. He also will serve
as a technical liaison to industry and other government and international authorities
dealing with propulsion control systems. Propulsion control systems is a discipline
involving the study, design, analysis, test and verification of engine control systems
and their integration with other aircraft systems.

During the fiscal year (FY) 1996 budget hearings, Hinson identified the need
for world-class scientific experts. In testimony before the Department of
Transportation House Appropriations Subcommittee, Hinson said that it is important
for the FAA to possess the “intellectual capital™ required to deal with the growth in
aviation and to ensure that FAA representatives discharging oversight and regulatory
responsibilities possess the level of expertise needed to speak with recognized authority
in emerging and expanding areas of aviation science. The FAA is planning to select
additional National Resource Specialists in the near future.

Larsen will be stationed in the FAA's Aircraft Certification Office in Renton,
Wash., but will report directly to the Aircraft Engineering Division Manager in FAA’s
Washington, D.C. headquarters.

Larsen, who was hired by Boeing in 1966, most recently was responsible for all
aspects of the certification and installation of the GE90 engine on the 777 aircraft in his
role as integrated product team leader for the GE90 engine. Prior to his appointment
to this position in 1995, Larsen worked from 1993 to November 1995 as chief
engineer, 777 propulsion system integration, where he was responsible for coordinating
the integration of all propulsion related systems in the 777,

In his 29-year-career with Boeing, Larsen has received numerous awards and
recognition for his work, including four patents for his work in turbine engine controls,
and several “cost savings” awards. He was selected as “Employee of the Year” by
Boeing’s engineering division in 1981 and in 1985 was the recipient of the division’s
“Special Recognition” award.

Larsen received a bachelor of science degree in mechanical engineering from
Purdue University in 1965, and then received masters degree in mechanical engineering
from Purdue the following year.
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