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HEARING CHARTER
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2318 RAYBURN HOUSE OFFICE BUILDING

Purpose

The Committee will hold a hearing on NASA policy regarding the agency’s man-
agement of the National Aviation Operations Monitoring Service (NAOMS). NAOMS
has been in the press due to NASA’s refusal to release the data to an Associated
Press (AP) reporter, offering the rationale that release of the information might un-
dermine the flying public’s confidence in the aviation system because it relates to
safety. NASA’s refusal to release this data has been widely condemned in the Na-
tion’s press with editorials in many papers. NASA’s Administrator Michael Griffin
has formally distanced himself from that rationale, but he has not yet made it clear
when or even whether NASA will publicly release this data.

Witnesses
Panel 1

Dr. Michael Griffin, Administrator, National Aeronautics and Space Administra-
tion (NASA)

Mr. Jim Hall, Managing Partner, Hall and Associates, LLC, and Former Chairman,
National Transportation Safety Board (NTSB)

Panel 2
Dr. Robert S. Dodd, Safety Consultant and President, Dodd & Associates, LLC

Dr. Jon A. Krosnick, Frederic O. Glover Professor in Humanities and Social
Sciences, Stanford University

Captain Terry McVenes, Executive Air Safety Chairman, Air Line Pilots Associa-
tion

Background

On October 29, Administrator Griffin sent a letter to the Committee indicating
that the data was being provided to the Committee, but noting that “NASA believes
that the data contains both confidential commercial data and information that could
compromise anonymity that should be redacted prior to public release.” Staff have
been unable to find a NASA or Battelle staffer [the contractor on the project] who
can articulate what commercially sensitive information resides in these data bases.
As to anonymity, Battelle indicated that all personal identifying information was
stripped away from the data within 24 hours of conducting a survey. It is unclear
gl:étA data should be removed prior to public release and this may be a question for

The concern NASA has expressed in its initial FOIA rejection letter was that pub-
lic release of the data may undermine confidence in flying among the public. How-
ever, other data safety systems are already open to the public and include plenty
of details that could have far more impact on public confidence than data contained
in a spreadsheet. The best known is the Aviation Safety Reporting System (ASRS)
which includes numerous stories about near misses in the air and on the ground.
The bottom line is that when planes have actually crashed, people keep going right
to the airport. The Committee asked NASA to provide all records of the aviation
industry expressing concerns that their commercial interests could be damaged or
objecting to the impact on the flying public’s attitudes if NAOMS data were made
publicly available, and NASA could find no responsive records.

In addition to the FOIA issue, the hearing will provide an opportunity for the
Committee to learn about aviation safety data sources and the rationale behind
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launching NAOMS in the first place. All other data systems involve voluntary self-
reporting tied to either incidents that have happened or else data that has been fil-
tered by private parties to strip information out of the report prior to being turned
over to the government. FAA collects most of these data sources; NASA manages
the Aviation Safety Reporting System (ASRS) for FAA. If it had been rolled out
operationally, NAOMS would have integrated continuous survey data from pilots,
ground controllers, ground crews, and cabin crews to create a complete picture of
what is happening in the air safety system nationally. This information would not
be driven by adverse events and would have a statistical rigor that the self-report-
ing anecdotal systems lack. As a result, safety experts could mine the NAOMS data
for insights into new safety threats as they emerge.

The aviation system is changing due to new information and communications
technologies that are being introduced into the system. It is also anticipated that
the national airspace system will have to handle up to three times as much demand
by 2025 compared to 2000. The voluntary reporting systems of the past may not be
good enough, and certainly do not represent what could be achieved with improved
data systems, to keep the skies over the United States safe. NAOMS was to be that
pro-active, forward looking tool to identify problems tied to increasing demands on
capacity and unexpected problems with the introduction of new technologies.

NASA spent three years developing and field testing the NAOMS survey with
support by Battelle and several distinguished subcontractors who were experts in
survey methodology or aviation safety. Then NASA ran a survey of commercial pi-
lots for almost four years. Over 24,000 pilots responded to the survey. Another 4000
general aviation pilots were surveyed during a span of several months over 2002—
2003. The contractor also began work to roll out a survey of air traffic controllers,
but it was never implemented in the field. After spending more than $8 million to
develop this tool and begin to put it in place, NASA shut it down before it became
operational. The project enjoyed unusual success in gathering responses from pilots,
but the project also ran up against competing priorities within the agency, as well
as a lack of interest at the FAA.

In shutting the project down, NASA has done absolutely nothing to either adver-
tise the methodology and the goal they hoped to achieve or release any analytical
products that give insights into air safety trends. This was true until the AP re-
porter pushed to get the materials out. Only then did the top managers for this
project at NASA begin to try to put some sort of report together. NASA says a tech-
nical report will be released by the end of the year, but prior to a week ago, the
report was described by both NASA counsel and NASA researchers to Committee
staff as something that would represent analytical insights drawn from the data
with recommendations for improving air safety. It appears that NASA has moved
the goal posts even on this belated work product.

The reasons that NAOMS was needed have not changed. The national air trans-
portation system appears safe at the moment, but new technologies and stresses
will produce exactly the situation that NAOMS was designed to help address.

To help the Committee sort through some of this, we will receive testimony from
Dr. Michael Griffin, the NASA Administrator. The Committee will also take testi-
mony from Mr. Jim Hall (former head of the National Transportation Safety Board
and member of the 1997 Aviation Safety and Security Commission—the Gore Com-
mission), Dr. Robert Dodd (aviation safety expert who managed the NAOMS
project under contract to Battelle), Dr. Jon Krosnik (Stanford statistics professor
who helped design the survey), and a representative of the Airline Pilots Association
(ALPA), Captain Terry McVenes. ALPA actually opposes release of the raw data,
but they do favor analysis of that information. NASA has also “handed-off” the
NAOMS methodology to ALPA (though it has been redesigned as a web-based, not
phone-based survey) so that they can administer the survey to their members. How-
ever, ALPA has told Committee staff that they have not decided what questions
they would ask, who they would ask them of, or even when to run a survey. They
have done nothing with NAOMS to date.
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Chairman GORDON. I want to welcome all of you, and I especially
want to welcome our witnesses to today’s hearing. You have made
yourself available to testify on relatively short notice, and I appre-
ciate your willingness to assist the Committee in carrying out our
oversight responsibilities on this important issue.

It was important that we met as soon as possible to get to the
bottom of what has been going on and what NASA intends to do
from this point forward. America’s air transportation system is crit-
ical both to our nation’s economic vitality and to our quality of life.

However, it is no secret that the system faces increasing stresses
as air traffic demand continues to grow, demand that is expected
to increase by a factor of two or three by the year 2025. And those
stresses make it even more important that all necessary steps are
taken to maintain air safety. It is the right thing to do, and the
American public expects it.

Our citizens want to be sure that the government and the avia-
tion industry are doing all that can be done to keep the air trans-
portation system safe. That is why both the public and Members
of Congress alike have such a strong reaction to reports that NASA
has been withholding an aviation safety survey database compiled
by taxpayer dollars. NASA’s explanation for its refusal to release
the data was both troubling and unconvincing.

Specifically, NASA has stated the data can’t be released because,
and I quote, “It could materially affect the public confidence in, and
the commercial welfare of air carriers.”

Well, as I have said before, NASA needs to focus on maintaining
and increasing the safety of the flying public, not protecting the
commercial air carriers. And if NASA accomplishes that and if we
have a safe traveling environment, then the commercial air car-
riers, their situation will certainly be enhanced. Dr. Griffin has in-
dicated that he agrees, and he will testify today that NASA will
publicly release the NAOMS data.

While we need to clarify just exactly what will be released and
when, and I hope it will be soon, I am pleased that he is taking
that action, as his usual candor dictates. If scheduling this hearing
helped bring about the change of direction at NASA, I think that
it has been a constructive exercise by our oversight responsibilities.

However, the issue we have to consider today goes beyond simply
the release of the data NASA is withholding. We also have a ques-
tion of priorities. As former NTSB Chairman Jim Hall will testify,
and again, I quote, “A true safety culture requires transparency
and consistent vigilance.”

Numerous individuals familiar with this report have told us that
it has envisioned, was envisioned as a long-term, continuing data
collection and analysis effort to identify aviation accident precur-
sors and safety trends. And several of our witnesses today will tes-
tify that it has potential to provide information and insights
unobtainable from existing data sources.

Therefore, by most accounts, the report appeared to be a prom-
ising avenue for ensuring that our nation’s air transportation sys-
tem would retain its impressive safety record in the coming years.
Yet whether it was due to shifting priorities, budgetary constraints,
cultural differences between agencies, or something else, the report
has largely been cast adrift by NASA and the FAA.
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I hope that one outcome of today’s hearing will be the reconstruc-
tion of the report and project by NASA and the FAA. However, I
think we in Congress also need to take a close look at NASA’s over-
all aviation safety program to make sure that it still addresses the
most relevant safety questions facing the Nation’s air transpor-
tation system.

That is going to be one of the focuses of today’s hearings and in
the coming months. Maintaining and improving aviation safety is
an important task for the Federal Government to accomplish,
working in partnership with the aviation industry. The stakes are
high, and we need to get it right.

We have a lot to do and to cover today, so I again welcome our
witness at today’s hearing, and I now yield to my good friend and
colleague, Ranking Member Ralph Hall.

[The prepared statement of Chairman Gordon follows:]

PREPARED STATEMENT OF CHAIRMAN BART GORDON

Good afternoon. I'd like to welcome all of our witnesses to today’s hearing. You
have made yourselves available to testify on relatively short notice, and I appreciate
your willingness to assist the Committee in carrying out our oversight on this im-
portant issue.

It was important that we meet as soon as possible to get to the bottom of what
has been going on, and what NASA intends to do from this point forward. America’s
air transportation system is critical both to our nation’s economic vitality and to our
quality of life.

However, it’s no secret that the system faces increasing stresses as air travel de-
mand continues to grow—demand that is expected to increase by a factor of two to
three by 2025. And those stresses make it even more important that all necessary
steps are taken to maintain air safety. It’s the right thing to do, and the American
public expects it.

Our citizens want to be sure that the government and the aviation industry are
doing all that can be done to keep the air transportation system safe. That’s why
both the public and Members of Congress alike had such a strong reaction to reports
that NASA has been withholding an aviation safety survey data base compiled with
taxpayer dollars. NASA’s explanation for its refusal to release the data was both
troubling and unconvincing.

Specifically, NASA was saying the data can’t be released because it “could materi-
ally affegt the public confidence in, and the commercial welfare of the air car-
riers. . .

Well, as I've said before, NASA needs to focus on maintaining and increasing the
safety of the flying public, not on protecting the commercial air carriers. Dr. Griffin
has indicated that he agrees, and he will testify today that NASA will publicly re-
lease the NAOMS data.

While we need to clarify just exactly what will be released and when—and I hope
it will be soon—I am pleased that he is taking that action. If scheduling this hear-
ing helped bring about this change of direction at NASA, I think that it has been
a constructive exercise of our oversight responsibilities.

However, the issues we have to consider today go beyond simply the release of
the data NASA is withholding. We also have a question of priorities. As former
NTSB Chairman Jim Hall will testify today: “A true safety culture requires trans-
parency and constant vigilance.”

Numerous individuals familiar with the NAOMS project have told us that it was
envisioned as a long-term, continuing data collection and analysis effort to identify
aviation accident precursors and safety trends. And several of our witnesses today
will testify that it has the potential to provide information and insights
unobtainable from existing data sources.

Thus, by most accounts, NAOMS appeared to be a promising avenue for ensuring
that our nation’s air transportation system would retain its impressive safety record
in the coming years. Yet whether it was due to shifting priorities, budgetary con-
straints, cultural differences between agencies, or something else—NAOMS has
largely been cast adrift by NASA and the FAA.

I hope that one outcome of today’s hearing will be a reconsideration of the
NAOMS project by NASA and the FAA. However, I think we in Congress also need
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to take a close look at NASA’s overall aviation safety program to make sure that
it is still addressing the most relevant safety questions facing the Nation’s air trans-
portation system.

Thzﬁt is going to be one of the focuses of this committee’s oversight in the coming
months.

Maintaining and improving aviation safety is an important task for the Federal
Government to accomplish—working in partnership with the aviation industry.

The stakes are high, and we need to get it right.

We have a lot to cover today, so I again want to welcome our witnesses to today’s
Iﬁeaﬁ'ing, and I now yield to my good friend and colleague, Ranking Member Ralph

all.

Mr. HALL oOF TExXAS. Mr. Chairman, I thank you and today’s
hearing on NASA’s National Aviation Operations Monitoring Serv-
ice, NAOMS, is a timely hearing, especially considering the amount
of scrutiny this program has received in the press. Several issues
have arisen that bring into question the manner in which NASA
closed out NAOMS, whether it achieved its original goals and the
agency’s refusal to provide raw survey data to the press in response
to a Freedom of Information Act request. I am optimistic that by
the hearing’s conclusion and we hear these very capable men and
women, if there are any on here, that we will have a clear under-
standing regarding these and other pressing issues.

And I do want to associate myself with NASA Administrator
Mike Griffin’s public statement that lays out the agency’s philos-
ophy on the treatment of research data. Like him, I believe NASA
ought to be in the business of putting information in front of the
public, not withholding it. That being said every care should be
taken to protect the identities of survey respondents. NAOMS has
promised pilots complete confidentiality to ensure their candid par-
ticipation, and most folks believe that ought not to be breached.

If information is disclosed that may allow respondents to be iden-
tified, there will be a serious chilling effect in future survey efforts
funded by the Federal Government, whether we are talking about
pilots or other citizen groups who provide our government mean-
ingful insight into a whole host of activities. In the case of NAOMS,
we should be cognizant of striking a balance between transparency
and confidentiality.

I have the greatest faith in the Administrator. I have been
through half a dozen or so administrators since I have been up
here, and I think there is none surpasses him in background, abil-
ity. He is a pilot, he is young, he is agile, and he is a lot of other
things that are good for NASA. And I am just really proud of him
and honored to have him come before this committee.

NASA should release the data, but, you know, to help us all gain
a better understanding of what it is telling us, they ought to pro-
vide information, whether in the form of analysis, methodology, or
reports, to give us a clear sense of context. But it is also important
that the data be scrubbed, I think, to ensure errors are omitted.
Get the errors out of there.

I want to thank our witnesses for taking time from their busy
schedules to appear before us this afternoon and acknowledge their
hard work and preparation. All of us appreciate your willingness
to be here, and Mr. Hall from Tennessee, we certainly well you and
thank you, sir.

I yield back my time.

[The prepared statement of Mr. Hall of Texas follows:]
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PREPARED STATEMENT OF REPRESENTATIVE RALPH M. HALL

Mr. Chairman, today’s hearing on NASA’s National Aviation Operations Moni-
toring Service (NAOMS) is timely, especially considering the amount of scrutiny this
program has received in the press. Several issues have arisen that bring into ques-
tion the manner in which NASA closed out NAOMS, whether it achieved its original
goals, and the agency’s refusal to provide raw survey data to the press in response
to a Freedom of Information Act request. I am optimistic that, by the hearing’s con-
clusion, we’ll all have a clear understanding regarding these and other pressing
issues.

I do want to associate myself with NASA Administrator Mike Griffin’s public
statement that lays out the agency’s philosophy on the treatment of research data.
Like him, I believe NASA ought to be in the business of putting information in front
of the public, not withholding it. That being said every care should be taken to pro-
tect the identities of survey respondents. NAOMS promised pilots complete confiden-
tiality to ensure their candid participation, and that ought not be breached. If infor-
mation is disclosed that may allow respondents to be identified, there will be a seri-
ous chilling effect in future survey efforts funded by the Federal Government,
whether we’re talking about pilots or other citizen groups who provide our govern-
ment meaningful insight into a whole host of activities. In the case of NAOMS, we
should be cognizant of striking a balance between transparency and confidentiality.

NASA should release the survey data, but to help all of us gain a better under-
standing of what it is telling us, they should also provide information, whether in
the form of analysis, methodology, or reports, to give us a clear sense of context.
It’s also important that the data be scrubbed to ensure errors are eliminated.

I want to thank our witnesses for taking time from their busy schedules to appear
before us this afternoon, and acknowledge their hard work and preparation. All of
us appreciate your willingness to be here.

Thank you, Mr. Chairman.

Chairman GORDON. Thank you, Mr. Hall from Texas.

If there additional Members who wish to submit additional open-
ing statements, your statements will be added to the record. With-
out objection, so ordered.

[The prepared statement of Mr. Udall follows:]

PREPARED STATEMENT OF CHAIRMAN MARK UDALL

Good afternoon. I am disappointed that we have had to convene today’s hearing.
But NASA’s stated rationale for refusing to release publicly information from the
taxpayer-funded National Aviation Operations Monitoring Service (NAOMS) avia-
tion safety survey is unsupportable and required congressional scrutiny. The safety
of the public has to be our first priority, especially with more and more Americans
flying every year.

Specifically, in its response to the Associated Press’s request for release of the
NAOMS aviation safety survey data, NASA stated that: “Release of the requested
data, which are sensitive and safety-related could materially affect the public con-
fidence in, and the commercial welfare of, the air carriers and general aviation com-
panies whose pilots participated in the survey.”

NASA’s response in effect seems to be saying that it sees its job as putting the
commercial interests of the aviation industry above the public’s right to aviation
safety information.

That response is unacceptable. It’s certainly not in accordance with the National
Aeronautics and Space Act of 1958, which created NASA and established objectives
for the agency—one of which is “the improvement of the usefulness performance,
speed, safety, and efficiency of aeronautical and space vehicles,” while directing
NASA to operate in a manner that will “provide for the widest practicable and ap-
prgpriate dissemination of information concerning its activities and the results there-

The NASA Administrator has since distanced himself from the language in
NASA’s response to the FOIA request, saying that he regrets “the impression that
NASA was in any way trying to put commercial interests ahead of public safety. That
was not and will never be the case.”

I'd like to hear the Administrator reiterate that stance at today’s hearing. And
although I am glad that he has now agreed to release at least some of the NAOMS
data publicly so that it can be used to help maintain and hopefully improve the safe-
ty of the Nation’s airways, I feel strongly that all the NAOMS data should be made
publicly available as soon as possible.
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I intend to be vigilant to ensure that this release actually occurs in a timely man-
ner.

Former National Traffic Safety Board Chairman Jim Hall, who is one of our wit-
nesses today, got it right in his prepared testimony when he wrote that “It is dif-
ficult to overemphasize the importance of transparency and accountability in avia-
tion. It is the single greatest reason why you are so safe when you get on an airplane
today.” I wholeheartedly agree. We need to work hard to expand that transparency
and accountability—not restrict it. And that is why all the information from the
study must be released—and soon.

Yet, the struggle over the fate of the NAOMS data is not the only issue that needs
attention at today’s hearing. We also need to decide where we should go from here.
We will hear from a number of witnesses here today about the value of a com-
prehensive, ongoing survey and analysis approach to aviation safety trend analysis
and accident precursor identification—the approach exemplified by the NAOMS
project.

As Chairman of the Space and Aeronautics Subcommittee, I have oversight re-
sponsibility for both NASA’s aeronautics and aviation R&D programs and FAA’s
aviation R&D programs.

I intend to make sure that the government is taking all necessary steps to have
the aviation safety data sources and analysis tools that will be needed to maintain
air safety in the coming years.

Based on testimony we will hear today, there appears to be a great deal of merit
to the NAOMS approach, and we need to assess whether NASA and FAA should
reinstitute the project. Given its potential value and the modest amounts of funding
required to make effective use of the NAOMS methodology relative to the more than
$30 billion spent on NASA and FAA annually, I think the burden of proof should
be on those who want to walk away from the investment made to date in the
NAOMS project.

I am aware that a number of FAA officials have indicated that the FAA is not
interested in NAOMS and would rather develop a new aviation safety information
system combining data from multiple existing safety and performance data bases.
Making as effective use as possible of existing data bases is a worthy objective, and
one that quite frankly FAA should have been doing all along. However, FAA’s own
documentation states that it doesn’t envision completing more than “the Phase I
pre-implementation activities, including concept definition” for the proposed new
combined Aviation Safety Information Analysis and Sharing (ASIAS) system until
2013 at the earliest.

That’s an unacceptably long time to wait, when it appears that NASA and FAA
could be generating useful safety trend and accident precursor information—which
will help keep the flying public safe—from a restarted NAOMS initiative almost im-
mediately.

It also doesn’t address the question of whether NAOMS could provide additional
valuable insights into the safety status and trends for the Nation’s air transpor-
tation system beyond those available from existing data bases.

These issues go beyond what we are likely to have time to consider today, so I
intenﬁ to have the Space and Aeronautics Subcommittee pursue them in the coming
months.

Mr. Chairman, we can take pride in the overall safety record of America’s air
transportation system. However, we dare not rest on our laurels. We need to be vigi-
lant to ensure that all is being done that should be done to maintain and improve
that safety record—and the information gained from the taxpayer-funded NAOMS
study is very important to our work. This hearing is an important step in meeting
our safety oversight responsibilities, and I am glad we are holding it.

[The prepared statement of Mr. Feeney follows:]

PREPARED STATEMENT OF REPRESENTATIVE TOM FEENEY

When this hearing was first scheduled, allegations of cover up and document de-
struction swirled in the air. So I initially thought—how did the Science and Tech-
nology Committee obtain jurisdiction over Sandy Berger’s escapades at the National
Archives? Alas, that topic remains untouched.

Originally, the Full Committee was to spend today examining the environmental
and safety aspects of nanotechnology—a timely and thoughtful topic given
nanotechnology’s current and future importance. Such a hearing would continue this
committee’s serious treatment of serious issues.

But like a cop on the beat, the powers-that-be have apparently given this com-
mittee a quota of “oversight” tickets to write. Infractions must be found and high-
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lighted with great drama. So the nanotechnology hearing was relegated to a sub-
committee and replaced with today’s festivities. But to paraphrase Gertrude Stein,
tﬁe trouble with today’s hearing is that “when you get there, there isn’t any there
there.”

Here’s today’s kerfuffle in a nutshell. Starting in fiscal year 1998, NASA funded
a research project—the National Aviation Operations Monitoring Service
(NAOMS)—that attempted to use telephone survey data to provide a representative
picture of aviation system safety. Over eight years, $11.3 million (0.00867582 per-
cent of NASA’s budget over this period) was spent on this non-peer reviewed re-
search.

Unfortunately, NAOMS failed to yield worthwhile information. Instead, it painted
a picture of the aviation system with anomaly rates (such as engine failures) that
bore no relationship with reality. It’s as if the public were polled and the data sug-
gested a 75 percent approval rate for today’s Congress. Any politician would know
that something was terribly wrong with that survey’s methodology.

Four months ago, the Associated Press made a Freedom of Information Act (FOIA)
request for the raw and rather stale data collected in the NAOMS study. NASA de-
nied that request and used some inarticulate reasoning.

When this matter was brought to NASA Administrator Mike Griffin’s attention,
he promptly responded with his characteristic pattern of integrity, candor, and ac-
tion. Griffin has vowed to bring openness and transparency to NASA. In that type
of environment, participants feel empowered to acknowledge and address prob-
lems—a behavior that could have averted the Challenger and Columbia tragedies.
Thus, Griffin promptly acknowledged that NASA should have better handled this
FOIA request and vowed to correct the matter.

And so he has. Griffin has determined that this data should be released and will
do so once confidential information is redacted (survey participants were promised
confidentiality in return for their candor). Furthermore, he has cautioned about
properly interpreting the data since the survey methodology appears to be quite
flawed.

In the wake of the Columbia Accident Investigation Board’s finding of a NASA
culture discouraging openness and frankness, one would think Administrator Griffin
would be commended for his leadership. After all, leaders set examples. Here he has
promptly responded to a concern, acknowledged an error, and outlined corrective ac-
tions. Isn’t this the type of conduct to be encouraged?

But that would deviate from today’s script and ruin the planned drama. So like
the abusive spouse who enjoys publicly brow-beating his partner, the Majority will
undoubtedly pummel NASA’s finest Administrator in recent memory. No acknowl-
edgement of error or corrective action will satisfy the belittling and rampaging
spouse.

Undoubtedly at another forum, today’s inquisitors will bemoan how skilled, ac-
complished, and decent people eschew public service. Or how today’s Congress
avoids addressing issues of genuine concern to the governed.

[The prepared statement of Mr. Costello follows:]

PREPARED STATEMENT OF REPRESENTATIVE JERRY F. COSTELLO

Mr. Chairman, I am pleased that the Committee is pursuing this issue, as the
reports surrounding NASA’s NAOMS program and it’s refusal to release initial data
have been troubling.

As Chairman of the Aviation Subcommittee of the Committee on Transportation
and Infrastructure, I firmly believe that safety must be our top priority. As Ranking
Member of the Subcommittee last Congress, I called for a comprehensive hearing
on aviation safety and since becoming Chairman, I have held numerous subsequent
hearings that have highlighted the importance of this issue.

What concerns me regarding NASA’s handling of the NAOMS study is that re-
gardless of the initial findings of the study, this information has the ability to help
improve transportation safety, and that should be our priority, not the possible ad-
verse affects the information may or may not have on the industry. In addition, this
situation has been handled poorly by NASA, and it fits into a pattern of reluctance
to release information—particularly regarding safety—and concerns that NASA offi-
cials are too close to, and too quick to protect, the interests of industry.

Again, Mr. Chairman, I'd like to commend you for calling this hearing, I am very
interested in learning the findings of this study, and how we can use the informa-
tion to help ensure the safety of all air travelers.

[The prepared statement of Mr. Miller follows:]
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PREPARED STATEMENT OF REPRESENTATIVE BRAD MILLER

The purpose of today’s hearing is to look at the National Aeronautics and Space
Administration’s (NASA) management of the National Aviation Operations Moni-
toring Service (NAOMS), and to examine how, in the absence of a system such as
NAOMS, NASA plans on monitoring air safety in the future.

Every year more planes are in the air, and each year brings new challenges to
aviation safety. The purpose of NAOMS was to identify problems with both increas-
ing demand and the introduction of new technologies. Instead of reacting to aviation
disasters NAOMS would have been able to identify emerging safety problems. The
program appears to be a cost-effective and scientifically valid way of looking at air-
line safety. More important, I would like to know what NASA is going to do to en-
sure American’s safety in the absence of NAOMS.

I am glad that NASA and Administrator Griffin have voiced a willingness to re-
lease the data gathered under the NAOMS project. Analysis of this data could be
a key tool in understanding what is happening at US airports. I understand that
there is some concern over the release of proprietary commercial data and the ano-
nymity of survey participants. It is my strong hope that NASA will take realistic
precautions to ensure anonymity, but not let that become an excuse not to release
the data in a timely manner.

[The prepared statement of Mr. Lipinski follows:]

PREPARED STATEMENT OF REPRESENTATIVE DANIEL LIPINSKI

Thank you, Mr. Chairman.

This is a very timely subject and one that is extremely important to the residents
of the 3rd District of Illinois. Chicago is a key national and international aviation
hub and collaboration is key to ensuring the continued safety and vitality of the
aviation industry. At Midway International Airport in my District, working collabo-
ratively we brought new safety upgrades online which will greatly enhance the safe-
ty of the flying public and everyone who works at the airport. And through addi-
tional collaboration, such as the sharing of informative data findings from your re-
port, we can work to further improve the safety of our nation’s aviation industry.

This issue hits especially close to home for me. Many remember the tragic acci-
dent in 2005 when an aircraft skidded off the runway at Midway Airport into a
passing car, killing a young boy. That is why, as a Member of the T&I Committee’s
Subcommittee on Aviation, I worked hard to incorporate necessary funding into this
year’s FAA reauthorization bill that will make our runways safer and increase avia-
tion safety inspectors by more than one-third. I also sought to ensure the acceler-
ated implementation of the Next Generation Air Transportation system, which will
allow our air traffic control system to meet two to three times the amount of current
demand and keep pace with the ever-increasing number of flights.

[The prepared statement of Mr. Mitchell follows:]

PREPARED STATEMENT OF REPRESENTATIVE HARRY E. MITCHELL

Thank you, Mr. Chairman.

Like most Americans, I was stunned last week to hear that NASA had refused
to release the results of an $11 million survey of airline pilots on potential safety
lapses in our nation’s aviation network. . .because the information “could under-
mine public confidence in the airlines and could affect the airlines’ profits.”

The idea that the Federal Government would put private profits ahead of the fly-
ing public’s safety is as outrageous and inexcusable.

The only thing more shocking about this awful decision is where it came from.
We're talking about NASA—the agency that houses some of the best and brightest
minds on Earth.

But it shouldn’t take a rocket scientist to figure out that safety comes first.

Aviation is serious business in my district. One of the Nation’s largest airlines is
headquartered in Tempe, and Phoenix Sky Harbor is now the eighth busiest in the
country. We depend on aviation. . .and we depend on the Federal Government to
keep our skies safe.

NASA’s survey reportedly contains information. . .from pilots. . .about runway
incursions, wildlife strikes, and near collisions. These are real risks. If pilots have
concerns about them, we need to know.

And if NASA wants to tell us that its survey methodology was flawed. . .and,
therefore, the results of its survey are inconclusive. . .then we need to know how
they were able to waste $11 million taxpayer dollars creating and conducting it.
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Is it really asking too much for us to expect NASA to know a thing or two about
scientific methodology?

The flying public deserves an explanation.

They deserve to know how this happened. . .but more importantly, what is being
done to correct the situation, and what steps are being taken to ensure that some-
thing like this never happens again.

I look forward to hearing from our witnesses.

I yield back.

Chairman GORDON. At this time I would like to recognize our
first panel. First we have Dr. Michael Griffin, who is the Adminis-
trator of the National Aeronautics and Space Administration, and
I will concur with Mr. Hall’s accolades, even the youthfulness. And
we also have Mr. Jim Hall, who is a Managing Partner at Hall and
Associates and is also the Former Chairman of the National Trans-
portation and Safety Board. Welcome to you both.

And Chairman Griffin, we will begin with you or Director Griffin.

Panel 1:

STATEMENT OF DR. MICHAEL D. GRIFFIN, ADMINISTRATOR,
NATIONAL AERONAUTICS AND SPACE ADMINISTRATION
(NASA)

Dr. GrRIFFIN. Thank you, Mr. Gordon, Mr. Hall for your kind
statements. I only wish I were still young, but, oh, well. It is all
a matter of relativity here. Mr. Hall is my hero. He is still on the
right side of the dais.

So, thank you, Mr. Chairman, Members of the Committee for the
opportunity to appear here today to discuss aviation safety and the
NAOMS Project. When I was made aware last week that a NAOMS
pilot survey data had been withheld under Freedom of Information
Act request initiated by the AP, I asked Dr. Lisa Porter, our AA
for Aeronautics Research, to investigate the matter. And I hope to
provide you with the information that will address the questions
and the concerns that have been raised by you and others in the
past several days.

Let me start by making three points clear up front. First, the
survey results that we can legally release will be released. Period.
Two, the contractor and NASA maintain master copies of all
NAOMS survey results, and we have instructed the NAOMS
project management team and the contractor, Battelle, to retain all
records related to the project. Battelle provided the same direction
to its subcontractors. Also, sir, your staff has this data.

Three, the NAOMS Project had from its inception a planned and
finite duration. It was not terminated early. It was, in fact, ex-
tended, and it was not terminated early to provide funds for the
Moon Mars Program or anything else.

Quite simply, the NAOMS Project began in 1998, with the goal
of developing methods to facilitate a data-driven approach to avia-
tion systems safety analysis. To accomplish this goal required the
generation of data that are statistically meaningful and representa-
tive of the system. The NAOMS Project Team developed a survey
methodology to acquire that data. The survey methodology develop-
ment took about two years to complete.

The actual data collection using that methodology began in April
of 01, and ended in December of ’04. During that time the project
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team interviewed, surveyed approximately 24,000 commercial air-
line pilots and 5,000 general aviation pilots. In early 05, it was de-
termined that the number of survey results collected were suffi-
cient to evaluate whether the NAOMS survey methodology indeed
produced statistically meaningful and representative data.

NASA’s Aviation Safety and Security Program leadership then
directed the NAOMS Project to complete the assessment of its sur-
vey methodology and transfer it to industry and government deci-
sion-makers and provided the FY 2005 funding to do that.

It is worth noting that the 2004 review of NASA’s aerospace
technology enterprise by the National Academies concluded at that
time that there was not a compelling argument for continued inde-
pendent data collection in the NAOMS Project. In fact, quoting
from that report, the “NAOMS Project seems to be developing a
methodology to establish trends in aviation safety performance that
are already available through other sources within industry and
government.”

In 2006, the Aviation Safety Program of NASA’s Aeronautic Re-
search Mission Directorate provided additional funding to complete
the transition and to document the results. The transition of the
survey methodology has now been successfully completed, but the
documentation has taken longer to complete than anticipated. That
will be completed by the end of this year.

Now, it has been widely reported that NAOMS funding was cut
or prematurely ended. That is not the case. When the project origi-
nated in 1998, it was intended to continue until 2004, as indicated
in project briefings that were provided to various government and
industry audiences when it began. Copies of these briefings have
been provided to Committee staff for the record.

As 1 previously mentioned, funding was extended through ’06, to
allow for transition of the methodology and final documentation.
And the total amount that we have now spent on this effort has
been $11.3 million.

Now, with all that said, the arch, overarching goal of trying to
develop methodologies the enabled data-driven safety analyses is
one that we at NASA continue to embrace in the current Aviation
Safety Program, and we do so in close partnership with the FAA,
industry, and academia.

In order to significantly reduce the accident rate to meet the ex-
pected growth of the next generation air transportation system, it
is imperative to develop a robust safety information system that
discovers safety precursors before accidents occur. Accomplishing
this requires the ability to combine and analyze enormous amounts
of data from varied sources to detect and act on new safety threats.

To address this challenge, NASA and FAA are combining their
separate and unique skills and resources under clearly-defined
roles and responsibilities. NASA is focused on the development of
advanced analysis alga rhythms that can be implemented in a com-
prehensive system that the FAA can utilize to effectively analyze
a wide variety of safety data.

In order to ensure that the technology is effectively transitioned
between the organizations, a program plan has been developed and
is being executed. The initial response to this approach from the
stakeholder community has been very positive. The FAA’s Research



14

Engineering and Development Advisory Committee, the REDAC
Safety Subcommittee, recently reported and recent means in Octo-
ber of 07, that it, “Believes significant progress has been made
over the past year,” in defining the program and its execution. The
Safety Subcommittee credited the leadership of both FAA and
NASA for, “Driving a well-integrated plan that will form the basis
for proactive risk identification and assessment in the future.”

There has been a lot of speculation in the press regarding what
the NAOMS survey might reveal about the safety of the National
Aerospace System. Several briefings were given to other govern-
ment agencies and industry organizations by members of the
NAOMS Project Team, and some of those presentations included
some analyses that were based upon extrapolating the survey re-
sults to obtain, to estimate absolute numbers of events that would
occur within a given time period. When this was done, for many
of these events the numbers were significantly higher than re-
ported by other means such as the Aviation Safety Reporting Sys-
tem or ASRS that NASA manages by statute.

However, no attempt was made to validate the NAOMS extrapo-
lation methodology, and indeed, given the results for some cases
such as engine failure events that are highly public and carefully
documented affairs, there may be a reason to question the validity
of the methodology itself. It is interesting to note here that in
NASA’s own Safety Reporting System, the NSRS, 40 percent of the
events which are reported are either found —are found later to be
either overstated, unverifiable, or not significant enough to require
follow-up.

While some analysis of the survey results was presented to
NASA, other government agencies and other personnel, unfortu-
nately none of the research conducted in the NAOMS Project, in-
cluding the underlying survey methodology, was peer reviewed or
has been peer reviewed to date. Accordingly, any product of the
NAOMS Project, including the survey methodology, the resulting
data, and any analysis of that data should not be viewed or should
not be considered at this stage as having been validated.

So in plain speaking, when I said we can release whatever data
can, we will release whatever data we can be legally released, and
we will do that, we do not certify that data. There has been consid-
erable attention in the press to the supposed destruction of
NAOMS data. In fact, Battelle, the prime contractor, maintains
master copies of all survey data on CDs and other back-up media
in its Mountain View facility. NASA’s Ames Research Facility at
Moffett Field also has copies of this data.

We had directed Battelle to recover or to ensure the secure de-
struction of any copies of survey results that might be held at loca-
tions outside Mountain View. This includes copies held by present
or past Battelle NAOMS subcontractors. The purpose of that re-
quest was to ensure compliance with NASA’s data security require-
ments as part of the contract close-out process, because the con-
tract was scheduled to end in October of ’07. This request in no
way jeopardized the security of the master copies, which remain se-
cure at Battelle and at Ames.

To ensure that no instruction—no destruction of survey results
occurs, however, including those held by subcontractors, after the
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concerns about data destruction were raised by this committee,
NASA directed the NAOMS Project Management Team and
Battelle to retain all records related to the NAOMS Project, and
Battelle provided the same direction to its subcontractors. We have
provided all this information to the Committee.

Finally, let me focus on the Freedom of Information Act request.
Under federal law we at NASA are required to protect confidential
commercial information that is voluntarily provided to the agency
and would not customarily be released to the public. That is the
law. In preparing our response to the AP Freedom of Information
Act appeal, the characterization of the requested data by Ames re-
searchers raised concerns that the data likely contained confiden-
tial commercial information. This characterization was the basis for
withholding the data under Exemption 4.

Now, considerable attention has been focused on one sentence in
the final determination letter suggesting the data was being with-
held because, “It could affect public confidence in and the commer-
cial welfare of air carriers and general aviation companies.” Now,
I have already made it clear that I do not agree with the way this
was written, and I regret any impression that NASA was or would
in any way try to put commercial interests ahead of public safety.
That was not and will never be the case.

As for our plans for the data, I have directed that all NAOMS
data not containing confidential commercial information or infor-
mation that could compromise the anonymity of individual pilots be
released as soon as possible. But at present we are concerned that
it might be possible that a knowledgeable person could identify a
specific individual or reconstruct specific events back to a specific
individual, and we must protect against that, and no proprietary
commercial information could be compromised.

We will receive a written report by Battelle by the end of this
year that will include a description of the methodology, the ap-
proach, the field trials, et cetera. We will make this report avail-
able to any interested party. We intend to continue to emphasize
the importance of peer review of all research results, whether con-
ducted by NASA’s researchers or our contractors funded by NASA.
Peer review is critical to the achievement of technical excellence.

Let me conclude by thanking you for this opportunity to appear
before you to discuss the NAOMS issue and to answer your ques-
tions. Thank you.

[The prepared statement of Dr. Griffin follows:]

PREPARED STATEMENT OF MICHAEL D. GRIFFIN

Mr. Chairman and Members of the Committee, thank you for this opportunity to
appear before you today to discuss the National Aviation Operations Monitoring
Service (NAOMS) project, and the issue concerning the release of data obtained by
various researchers pursuant to that project. When I was made aware last week
that NAOMS pilot survey data had been withheld under a Freedom of Information
Act request initiated by the Associated Press, I asked Dr. Lisa Porter, Associate Ad-
ministrator for Aeronautics Research, to investigate the matter. I hope to provide
you with information that will address the questions and concerns that have been
raised by you and others during the past several days.

What is NAOMS?

There has been some confusion regarding what NAOMS actually is. The NAOMS
project began in 1998 with an overarching goal of developing methods to facilitate
a data-driven approach to aviation system safety analysis. Accomplishing this goal
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requires the generation of data that are statistically meaningful and representative
of the system. The NAOMS project team decided to develop a survey methodology
to acquire such data. The survey methodology development took roughly two years
to complete. The actual data collection using the methodology began in April 2001
and ended in December 2004. During that time, the project team surveyed approxi-
mfltely 24,000 commercial airline pilots and approximately 5,000 general aviation
pilots.

In early 2005, it was determined that the amount of data collected was sufficient
to evaluate whether the NAOMS survey methodology indeed produced statistically
meaningful and representative data. NASA’s Aviation Safety and Security Program
leadership thus directed the NAOMS project to complete the assessment of its sur-
vey methodology and transfer it to industry-government decision-makers (Commer-
cial Aviation Safety Team [CAST] and Air Line Pilots Association [ALPA]), and pro-
vided FY 2005 funding to do so. It is worth noting that the 2004 Review of NASA’s
Aerospace Technology Enterprise by the National Academies concluded that there
was not a compelling argument for continued independent data collection in the
NAOMS project. In FY 2006, the Aviation Safety Program of the Aeronautics Re-
search Mission Directorate (ARMD) provided additional funding to complete the
transition and to document the results. The transition of the survey methodology
has been successfully completed, but the documentation has taken longer to com-
plete than anticipated. The documentation will be completed by the end of this year.

Why was funding for NAOMS cut?

It has been widely reported that NAOMS funding was cut or prematurely shut
down. That is not the case. When the project originated in 1998, it was intended
to continue until 2004, as indicated in project briefings that were provided to var-
ious government and industry audiences when the project began. (These briefings
have been provided to the Committee for the record. Later briefings indicated an
extension to 2005.) As I previously mentioned, funding was extended through 2006
to allow for transition of the methodology and final documentation. The total
amount we spent on this effort was $11.3M.

That said, the overarching goal of trying to develop methodologies that enable
data-driven system safety analyses is one that NASA continues to embrace in its
current Aviation Safety Program, in close partnership with the FAA, industry, and
academia. In order to continually and significantly reduce the accident rate to meet
the expected growth of the Next Generation Air Transportation System (NextGen),
it is imperative to develop a robust safety information system that discovers safety
precursors before accidents occur. Accomplishing this requires the ability to combine
and analyze vast amounts of data from many varied sources to detect and act on
new safety threats.

NASA and the FAA are combining their unique skills and resources under clearly
defined roles and responsibilities to address this challenge. NASA is focused on the
development of advanced analysis algorithms that can be implemented in a com-
prehensive system that the FAA can utilize to effectively analyze a wide variety of
safety data. In order to ensure that the technology is effectively transitioned be-
tween organizations, a program plan has been developed and is being executed. The
initial response to this approach from the stakeholder community has been very
positive. The FAA Research Engineering and Development Advisory Committee
(REDAC) Safety Subcommittee recently reported out to the REDAC in October 2007
that it “believes significant progress has been made over the past year” in defining
the program and its execution. The Subcommittee credited the leadership of both
the FAA and NASA for “driving a well integrated plan that will form the basis for
proactive risk identification and assessment in the future.”

What do the data show?

There has been much speculation in the press regarding what the data will reveal
about the safety of our national airspace system. Several briefings were given to
other government and industry organizations by members of the NAOMS project
team, and some of those presentations included some analyses that were based upon
extrapolation methods to estimate absolute numbers of events occurring within a
given time period. For many of these events, the numbers were significantly higher
than reported by other means, such as the Aviation Safety Reporting System
(ASRS). However, there was no attempt made to validate the extrapolation method-
ology. Indeed, given the results for some examples such as engine failure events,
there may be reason to question the validity of the methodology.

While some analysis of the data was presented to NASA and other government
personnel, unfortunately, none of the research conducted in the NAOMS project, in-
cluding the survey methodology, has been peer-reviewed to date. Accordingly, any
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product of the NAOMS project, including the survey methodology, the data, and any
analysis of that data, should not be viewed or considered at this stage as having
been validated.

Did NASA destroy any data?

There has been considerable attention in the press to the supposed destruction
of NAOMS data. Battelle Memorial Institute, the prime contractor, maintains mas-
ter copies of all NAOMS survey results on compact discs and other backup media
in its Mountain View, Calif., facility. NASA’s Ames Research Facility at Moffett
Field, Calif., also maintains copies of this data.

NASA had directed Battelle to recover, or ensure secure destruction of, any copies
of the NAOMS data that might be held at locations outside of Mountain View. This
includes copies held by present or past Battelle NAOMS subcontractors. The pur-
pose of this request was to ensure compliance with NASA data security require-
ments as part of the contract close-out process, because the contract is scheduled
to end in October 2007. This request in no way jeopardized the security of the mas-
ter copies, which remain secure at Battelle and the Ames Research Facility.

To ensure that no destruction of data, including data held by sub-contractors, oc-
curred after concerns about data destruction were raised by this committee, NASA
notified the NAOMS project management team and Battelle to retain all records re-
lated to the NAOMS project. Battelle provided the same direction to its subcontrac-
tors.

Dissemination of research results

One of the most important NASA principles is to ensure the dissemination of re-
search results to the widest practical and appropriate extent. This principle has re-
ceived particular focus during the restructuring of ARMD. The emphasis on open
dissemination is clearly stated in ARMD’s fully and openly competed NASA Re-
search Announcements as well as in the Space Act Agreements that it establishes
with commercial organizations for collaborative research. Furthermore, all of
ARMD’s project plans include documentation and publication of results as
deliverables. We firmly believe in the importance of the peer-review process, which
is essential for ensuring technical excellence.

Why did NASA reject the FOIA request?

Under federal law, NASA is required to protect confidential commercial informa-
tion that is voluntarily provided to the agency and would not customarily be re-
leased to the public. In preparing the response to the Associated Press’ Freedom of
Information Act appeal, the characterization of the requested data by Ames re-
searchers raised concerns that the data likely contained confidential commercial in-
formation. This characterization was the basis for withholding the data under Ex-
emption 4.

Considerable attention has been focused on one sentence in the final determina-
tion letter suggesting the data was being withheld because it could “affect the public
confidence in, and the commercial welfare of, the air carriers and general aviation
companies.” I have already made clear that I do not agree with the way it was writ-
ten. I regret any impression that NASA was in any way trying to put commercial
interests ahead of public safety. That was not and never will be the case.

NASA plans

I have directed that all NAOMS data that does not contain confidential commer-
cial information, or information that could compromise the anonymity of individual
pilots, be released as soon as possible. The release of this data will be accompanied
with the proviso that neither the methodology nor the results have received the
level of peer review required of a NASA research project. Therefore, the survey
methodology and the data should not be considered to have been verified.

NASA will receive a final report from Battelle by December 31, 2007 that will in-
clude a comprehensive description of the methodology, including approach, field
trials, etc. NASA will make this report available to any interested party.

We intend to continue to emphasize the importance of peer-review of all research
results, whether conducted by NASA researchers or contractors funded by NASA.
Peer-review is critical to the achievement of technical excellence.

Concluding remarks

Let me conclude by thanking you again for this opportunity to appear before you
to discuss NAOMS and to answer your questions.

Chairman GORDON. Thank you, Dr. Griffin, for your candor once
again, and Mr. Hall, you are recognized.
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TIONAL TRANSPORTATION SAFETY BOARD (NTSB)

Mr. HALL. Thank you, Mr. Chairman, Representative Hall, and
distinguished Members of this committee. I have provided extended
testimony that I would like to submit for the record if it pleases
the Chairman.

Chairman GORDON. No objection.

Mr. HALL. And it is I think significant that this meeting is being
held on the eighth anniversary of the Egypt air accident that oc-
curred during my watch at the NTSB. I appreciate the opportunity
to speak on aviation safety. Can NASA do more to protect the pub-
lic? This is one of the issues that was addressed 10 years ago by
the 1996, White House Commission on Aviation Safety and Secu-
rity, which I had the privilege to serve on. The commission was
prompted in large part by the tragic aviation accidents of that year,
Valudet and TWA 800.

Before I begin, however, I would like to share with this com-
mittee that the most important thing, the most important thing I
learned in my seven years at the NTSB, and that is the culture of
aviation safety has been built upon constant critical self-examina-
tion. Open and transparent information flow is the key to aviation
safety. With openness in mind, the members of the 1996 commis-
sion felt that we needed to get ahead of events in a rapidly chang-
ing environment to be able to improve the safety and security of
aviation before, not after, another tragic accident occurred.

Notable safety recommendations issued by the commission in-
cluded the establishment of standards for continuous safety im-
provement, a target rate of 80 percent was said for the reduction
of fatal accidents. And we continued, which has considerable exper-
tise in resources and the area of safety research, to expand its in-
volvement in the promotion of aviation safety.

In this last point the extremely important safety research func-
tion is what brings us here today. Since the commission met, we
have seen a 65 percent reduction in fatal accidents. While this is
certainly welcome news, there are dangerous trends in the aviation
industry that stand to jeopardize that progress. These include air
traffic controller and pilot staffing levels, the number of runway in-
cursions, the dramatic increase we will see in general aviation, the
development and implementation of NextGen, UAVs and the explo-
sion in passenger levels, which the Chairman referred to and which
is estimated to reach 2.3 billion by the year 2027.

More work indeed remains, which makes it all the more frus-
trating that NASA withheld results obtained from what I first be-
lieved was an $8.5 million taxpayer-funded National survey of al-
most 24,000 pilots. This survey reportedly states that runway in-
cursions, wildlife strikes, and near collisions occur at a rate at least
twice as much as is commonly thought.

As justification to its denial of a FOIA request the NASA spokes-
man cited the potentially harmful effects on the commercial welfare
of the air carriers and public confidence in aviation.

Such action, I believe, runs counter to the safety culture men-
tality that the government and industry have worked to create over
the past 10 years. As the Government Accounting Office has ob-
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served, transparency forms the fundamental basis for any safety
program. If we don’t know something is broken, we cannot fix it.

It is difficult to overemphasize the importance of transparency
and accountability in aviation. I know each one of you Members fly
probably weekly. I believe that that transparency and account-
ability that is the single greatest reason you are so safe when you
get on an airplane today. The history of transparency began with
the Wright Brothers, who assisted in the investigation of the first
fatal aviation accident in 1908, and used the results to incorporate
changes to their flying machine in order to save lives.

This open process has resulted in numerous important advances
in aviation. NTSB investigations and recommendations have led to
the advent of the Traffic Alert and Collision Avoidance System,
commonly known as TACAS, Low-Level Wind Sheer Alert System,
anti-collision Systems and Ground Proximity Warning Systems to
name but a few.

To repeat, information flow is the key to safety. In its investiga-
tion into the two Shuttle accidents in 1986, and 2003, NASA itself
noted that a decline in transparency and accountability among
management and not simply a lack of adequate funding for safety
was a root cause of both disasters.

Furthermore, because major aviation accidents are now such a
rarity, our ability to identify risks and maintain or increase safety
now depends primarily on our ability to fully analyze incidents and
trends. A true safety culture requires transparency and constant
diligence. The vigilance, excuse me, is required of all involved in
the aviation industry, but its absence is probably most glaring
Whel’i it is the fault of government, the servants of the American
people.

NASA needs to release this information and fulfill its responsibil-
ities as envisioned by the 1996, White House Commission. To do
otherwise, I believe, flies in the face of aviation history, responsible
government, and common sense.

Thank you, Mr. Chairman.

[The prepared statement of Mr. Hall follows:]

PREPARED STATEMENT OF JAMES E. HALL
Good afternoon Mr. Chairman and Members of the Committee:

Thank you for allowing me the opportunity today to speak on the subject of Avia-
tion Safety: Can NASA Do More to Protect the Public? My name is Jim Hall, and
for more than seven years I served as Chairman of the National Transportation
Safety Board (NTSB). I also had the honor to serve as a Commissioner on the 1996
White House Commission on Aviation Safety and Security.

As you know, the NTSB is an independent federal agency charged by Congress
with investigating every civil aviation accident in the United States as well as sig-
nificant accidents in the other modes of transportation—railroad, highway, marine,
and pipeline. Since its inception in 1967, the NTSB has investigated more than
124,000 aviation accidents and over 10,000 surface transportation accidents, and
has also assisted many foreign governments with their own investigations. In its
issuance of more than 12,000 recommendations in all transportation modes to more
than 2,200 recipients, the Board has established a solid reputation for diligence and
impartiality. From 1994 to 2001, I headed this organization that serves as the “eyes
and ears” of the American people at aviation and other transportation accidents
across the country and around the world. Now, as a transportation safety and secu-
rity consultant, I continue my commitment to promoting safety in our nation’s
transportation system.

Today I would like to put the current aviation safety environment in a historical
context. Ten years ago we were confronted with a special situation of change and
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risk in the aviation industry. In response, the Commission on Aviation Safety and
Security was formed, which I will discuss in a moment. I believe that today we face
a similar situation, what I like to call “the next generation of risks.”

The Gore Commission

In 1996, the Federal Government initiated a decade-long overhaul of aviation
safety that began with the establishment of the White House Commission on Avia-
tion Safety and Security, headed by Vice President Al Gore. The Gore Commission,
as it would come to be called, was formed for three major reasons.

On May 11, 1996, Valudet flight 592 crashed in the Everglades after an in-flight
fire caused by transported oxygen canisters, killing all 110 people on board. In the
resulting NTSB investigation, we found airline contractors and ValuJet—an airline
that had been formed just three years prior to the flight 592 crash—negligent in
several areas, including oversight and mishandling of hazardous materials. We also
determined if previous recommendations issued in 1988 regarding fire detection and
extinguishing systems had been adopted, flight 592 would likely not have crashed.
It was, therefore, a largely preventable and tragic loss of life.

The second major reason for the formation of the Gore Commission was an inci-
dent occurring only two months after the Valudet crash. On July 17, 1996, Trans
World Airlines Flight 800 experienced an in-flight break up following an explosion
of the center wing fuel tank (CWT) shortly after take off from John F. Kennedy Air-
port in New York City, killing all 230 people on-board. After an extensive 17-month
investigation, we determined the source of the explosion to be an ignition of the
flammable fuel/air mixture in the tank, an ignition most likely caused by a short
circuit outside of the fuel tank. The NTSB issued specific recommendations on wir-
ing and design as well as broader management of the aging aircraft fleet. In the
period immediately following the crash, concerns of possible security problems led
(Ii’resident Clinton to call for an immediate report on aviation security within 45

ays.

The third reason that led to the Gore Commission was the general feeling that
aviation—an industry that generated $300 billion annually and employed close to
one million Americans—was undergoing profound changes. In the ten years prior to
1996, the Federal Aviation Administration (FAA) had certified twenty new aircraft
models and the number of passengers flying in the United States exceeded more
than a half billion. New digital technology was being developed to improve commu-
nication and navigation. Sixty new airlines, such as Valudet, had started operations
since 1992. The commercial airline fleet was both quickly aging and in the midst
of rapid replacement of aircraft. The domestic market faced the possibility of in-
creased competition from foreign carriers. To add to this, the FAA predicted that
by 2007, more than 800 million passengers would fly in the United States.

In this setting, and in light of two very public and tragic accidents, the Gore Com-
mission was created with three specific mandates: to examine security threats and
ways to address them; to analyze overall changes in the industry and the appro-
priate adaptation of government regulation to these changes; and to look at techno-
logical changes in the air traffic control system. All of us involved at the time felt
that we needed to “get ahead” of events in a rapidly changing environment, to im-
prove t}&e safety and security of aviation before—not after—another tragic accident
occurred.

Over six months I and the fellow members of the commission—which included the
Secretary of Transportation, two retired Air Force generals, the director of FBI, and
several scientists—conducted dozens of site visits in the U.S. and abroad, held six
public meetings, and co-sponsored an International Conference on Aviation Safety
and Security attended by over 700 representatives from sixty-one countries. From
our findings we issued some fifty-one separate recommendations covering a variety
of ifisues from safety to security to the notification of family members following an
incident.

Notable safety recommendations issued by the Commission included: the estab-
lishment of standards for continuous safety improvement (a target rate of 80 per-
cent was set for the reduction of fatal accidents); extension of FAA oversight to avia-
tion contractors; the simplification of Federal Aviation Regulations; an emphasis on
human factor safety research and training; and an extension of whistleblower statu-
tory protection to the aviation industry. To be sure, not every recommendation made
was subsequently enacted, nor was every possible safety item individually ad-
dressed—no commission can claim perfection in this respect. Nevertheless, many
recommendations were in fact adopted and perhaps even more significantly, the
Presidential attention shown to the issue sent a message to both government and
industry leaders that the establishment of a safety culture was not an option. It is
therefore no coincidence that in the ten year period following the commission, the
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industry successfully reduced fatal accidents by 65 percent, 15 percent shy of the
national goal, but noteworthy nonetheless.

This reduction was due not only to the actions of the airlines but to government
efforts as well. The Commission charged the FAA, Department of Transportation
(DOT), and NTSB to be more vigorous in their certification, regulation, and inves-
tigative functions. It also urged the expansion of research, and specifically noted the
need for the National Aeronautics and Space Administration (NASA), “which has
considerable expertise and resources in the area of safety research, to expand its
involvement in the promotion of aviation safety.”

As a result of the Commission’s recommendation, NASA launched its $500 million
Aviation Safety Program (AvSP) a partnership with the Department of Defense
(DOD), FAA, and the aviation industry to focus on accident prevention, accident
mitigation, and aviation system monitoring and modeling. It is this last point, the
extremely important safety research function, which brings us here today. Given a
rapidly changing environment and a new set of risks, the attempt on the part of
NASA to suppress safety data is a grave and dangerous challenge to the safety cul-
ture that has developed over the last century of aviation history, due to lessons
learned from past accidents and incidents.

The Next Generation of Risks

The 65 percent reduction in fatal accidents over the past ten years is certainly
welcome news, but while many advances have been made, there are dangerous
trends in the aviation industry that stand to jeopardize this progress.

We are currently in the middle of an air traffic controller staffing crisis. Fueled
in part by the lack of a contract, this crisis has industry-wide consequences includ-
ing: more and longer flight delays, combined radar and tower control positions, and
an increased use of mandatory overtime resulting in an exhausted, stressed out, and
burned out workforce. According to the National Air Traffic Controller Association
(NATCA) there were 856 retirements in fiscal year 2007, (7.4 percent of the total
experienced controller workforce), leaving the country with a 15-year low in the
number of fully certified controllers and a surplus of new hires—many with no air
traffic control experience or education. Total controller attrition in FY07 was 1,558,
nearly wiping out any net gains in total staffing made by the FAA’s hiring efforts.
In fact, the agency estimates it will lose about 70 percent of the air traffic controller
workforce over the next 10 years.

Air Traffic Controllers are not the only ones retiring. Pilot staffing levels are dan-
gerously low as a result of retiring baby-boomers and an explosion of new airlines
and increased airline fleets in Asia and the Middle East, raising similar concerns
of an influx of inexperienced and insufficiently trained pilots. In 2009, airlines will
have to fill 20,000 openings due to retirements and other factors. Some airlines fac-
ing pilot shortages are lowering experience requirements to the FAA minimum.

Other operational and technological areas present potentially problematic trends
as well. Runway incursions, which have been on the NTSB’s Most Wanted Safety
Improvement list since 2001, totaled over 1,300 between fiscal years 2003 and 2006.
Among the aviation safety community, the Tenerife incursion accident that killed
583 people in the Canary Islands in 1977 stands as a sober reminder of the impor-
tance of getting this number down. The April 25, 2006 crash of an unmanned aerial
vehicle (UAV) in Nogales, Arizona, and the resulting NTSB investigation and 22
recommendations illustrate the potential problems with the growing expansion of
drone flights in the U.S. General aviation and the air ambulance fleet have also in-
creased in the last ten years; however the FAA does not collect actual flight activity
data for general aviation operators and air taxis, instead using an annual survey
to query a sample of registered aircraft owners.

Several new aircraft types will emerge in the years ahead, ranging from the
jumbo Airbus A380 that seats more than 500 passengers—a jet so large as to raise
safety concerns in its own right—to very light jets that might transport six or fewer
passengers. As many as four to five hundred new very light jets are scheduled to
be introduced into American airspace each year starting in 2008.

The Next Generation Air Transportation System (NextGen), a major and much-
needed technology upgrade for the air traffic control system scheduled for comple-
tion in 2025, will only add to the variables that need to be factored in aviation safe-
ty, especially if NextGen is not adequately funded, implemented, or regulated.

Overshadowing all these developments is a major growth in demand for air travel.
In fiscal year 2006, over 740 million passengers flew in American skies. That figure
is projected to reach one billion by 2015 and close to 2.3 billion by 2027. These num-
bers are absolutely staggering. On January 1, 2007 federal regulations on the quan-
tity of planes able to use J.F.K. airport ended, and traffic has increased by some
20 percent. Congestion and resulting delays may be inconvenient, but it also in-
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creases the potential for mishaps. As a Government Accounting Office (GAO) report
released in February of this year noted, “although the system remains extraor-
dinarily safe, if the current accident rate continues while air traffic potentially tri-
ples in the next 20 years, this country would see nine fatal commercial accidents
each year, on average.”

I am not suggesting that nothing is being done to address these issues. I think
individuals such as Marion Blakely, former administrator of the FAA, and Bobby
Sturgell, current Acting Administrator of the FAA, have taken strong steps to ad-
dress safety concerns. And yet, to again cite the GAO study, “FAA’s approaches to
safety require that the agency obtain accurate and complete data to monitor safety
trends, fully implement its safety programs, and assess their effectiveness to deter-
mine if they are focused on the greatest safety risk. FAA has made progress in this
area but more work remains [italics added].”

The Withholding of NASA’s Data

More work indeed remains, which makes it all the more frustrating that NASA
withheld results obtained from an $8.5 million tax payer funded national survey of
almost 24,000 pilots. This survey reportedly states that runway incursions, wildlife
strikes, and near collisions occur at a rate at least twice as much as is commonly
thought. As justification to its denial of a Freedom of Information Act request,
NASA cited the potentially harmful affects on the commercial welfare of the air car-
riers and general aviation companies.

Such an action runs exactly counter to the safety culture mentality the govern-
ment and industry have worked to create over the past ten years. As the GAO ob-
served, transparency forms the fundamental basis for any safety program. If we
don’t know something is broken, we cannot fix it. If we do not know that runway
incursions are actually occurring at a much higher level, then we cannot take steps
and assign the resources to deal with them.

It is difficult to overemphasize the importance of transparency and accountability
in aviation. It is the single greatest reason why you are so safe when you get on
an airplane today. The history of transparency began with the Wright Brothers, who
assisted in the investigation of the first fatal aviation accident and used the results
to incorporate changes to their flying machine in order to save lives. In September
1908, five years after the Wrights’ historic flight, Orville and Lt. Thomas Selfridge
were conducting an aerial demonstration for the Army in Fort Meyers, Virginia
when their airplane stopped responding to controls and crashed, injuring Orville
and killing Lt. Selfridge. The Wright Brothers’ commitment to objective scrutiny and
constant improvement set an historic precedent and has led to a safety culture in
aviation that is built on fact finding, analysis and open sharing of information to
advance aviation and save lives. This open process has resulted in numerous impor-
tant advances in aviation. In the modern era, NTSB investigations and rec-
ommendations have led to smoke detectors in airplane lavatories, floor level lighting
strips to lead passengers to emergency exits, anti-collision systems, and ground
proximity warning devices, to name but a few.

The industry often very clearly responds to the efforts of safety research even be-
fore investigations are completed. On September 8, 1994, USAir flight 427, a Boeing
737, crashed while on approach to Pittsburgh, Pennsylvania. After 80,000 hours of
investigation, the NTSB had not yet completed its final report but had issued sev-
eral recommendations. In response, Boeing and the FAA began developing and certi-
fying several modifications to the 737 main rudder power control unit (PCU) servo
valve. The FAA proposed an Airworthiness Directive to require the installation of
newly designed PCUs within two years. Most airlines began providing training to
pilots on the recognition, prevention, and recovery of aircraft attitudes normally not
associated with air carrier flight operations.

On October 31, 1994, an American Eagle ATR-72 crashed in Roselawn, Indiana.
Seven days after the crash of an ATR-72 in Roselawn, Indiana, we issued rec-
ommendations covering the operation of those aircraft in icing conditions. Thanks
to a then state-of-the-art flight recorder, we were able to learn within days that the
French-built ATRs upset was initiated by a rapid deflection of the right aileron. The
NTSB deduced that this deflection was caused by the accumulation of a substantial
amount of ice on the wings during the 30 minutes the plane was in a holding pat-
tern. Within a week of the accident, the NTSB issued urgent safety recommenda-
tions to the FAA to restrict the operation of ATRs in icing conditions until a fix
could be developed to counteract the phenomenon the accident aircraft encountered.
Within a month, following test flights in the United States and France, the FAA
effectively grounded the aircraft in icing conditions. A redesign of the wing anti-
icing boots was developed, and the modified airplanes returned to the skies.
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One of the keys to the Roselawn investigation was the fact that the flight data
recorder (FDR) was recovered and that it recorded some 98 parameters, giving in-
vestigators ample information with which they could quickly establish the cause of
the accident and the most appropriate fix. This contrasts with the FDR on-board
flight 427 the previous month, which recorded only 11 parameters and in so small
part delayed the release of the final investigation report by over four years. In a
sense, NASA’s refusal to release their safety data is tantamount to denying inves-
tigators access to black boxes. Both actions seriously impede the ability to determine
potentially critical safety concerns.

Information flow is the key to safety, whether to the investigator actually assem-
bling pieces on the ground or to the analyst compiling survey data back in the office.
In its investigations into the two Shuttle accidents in 1986 and 2003, NASA itself
noted that a decline in transparency and accountability among management—and
not simply a lack of adequate funding for safety—was a root cause of both incidents.

The investigation into the Challenger explosion specifically faulted management
isolation and a failure to provide full and timely information. The final report of the
Columbia Accident Investigation Board (CAIB) noted that for both the Columbia
and Challenger accidents, “there were moments when management definitions of
risk might have been reversed were it not for the many missing signals—an absence
of trend analysis, imagery data not obtained, concerns not voiced, information over-
looked or dropped from briefings.” The Chairman of the CAIB, Retired Navy Admi-
ral Harold Gehman pointed out that NASA tends to initially follow safety proce-
dures quite well, but then loses its diligence as time progresses. Columbia investiga-
tion board member Air Force Major General John Barry stated that “there is still
evidence of a silent safety program with echoes of Challenger.” Safety and silence
are simply incompatible.

The culture of aviation safety has been built on constant critical self examination,
in an open environment, with full sharing of all the facts and analysis. Because we
are safer today than yesterday does not mean that we cannot be safer tomorrow.
It also doesn’t mean that our gains are not perishable. For example, on July 2, 1994
USAir flight 1016 crashed in Charlotte, North Carolina. We determined that the
causal factor was something we hadn’t seen in the United States in almost a decade:
wind shear. Wind shear detection equipment and improved pilot training had all but
eliminated this hazard and yet more sophisticated weather detection equipment—
Terminal Doppler Radar—had fallen years behind schedule due to procurement and
design problems.

Furthermore, because we have made major accidents such a rarity, our ability to
identify risks, and maintain or increase safety now depends primarily on our ability
to fully analyze incidents and trends. In the absence of a major fatality accident or
without a complete picture of runway incursions, wildlife strikes, and near-misses,
we may be lulled into a false sense of security—only to have that eventually broken
by a catastrophic loss of life. A true safety culture requires transparency and con-
stant vigilance.

This vigilance is required of all involved in the aviation industry, but its absence
is perhaps most glaring when it is the fault of government, the servants of the
American people. As Chairman of the NTSB, I followed the dictum of Benjamin
Franklin, who said, “The man who does things makes many mistakes, but he never
makes the biggest mistake of all—doing nothing.” I never wanted the American peo-
ple to think that, when a need was identified—as it was in any number of safety-
sensitive issues—we did nothing. Let us then not shrink from action but rather call
on NASA to release its information, the denial of which flies in the face of aviation
history, responsible government, and common sense.

Conclusion

We are clearly facing a new generation of risks. New technology, new planes, per-
sonnel shortages, and a massive projected increase in air travel mean that new haz-
ards are approaching. Before we push the panic button, however, we should remem-
ber that we have been in this situation before. In 1996, we projected an increase
of 220 million passengers in the next ten years and identified a host of technological
and operational concerns that would compound this development. In response the
President formed a commission and its recommendations—though not perfect and
not all implemented—contributed to a substantial reduction in fatal accidents.
Today in 2007, we are forecasting an increase of 260 million passengers in the next
eight years and an increase of 1.5 billion in the next twenty. We have personnel
shortages looming or already underway and have committed ourselves to new tech-
nology. In fact the only major difference between 1996 and 2007 was 1996’s dra-
matic and tragic loss of 340 lives in two accidents.
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Congress, government agencies, and the aviation industry must once again come
together to address the rapidly changing aviation environment. We must stay ahead
of events instead of waiting for another crash. Steps must be taken to prevent a
deterioration of our nation’s aviation safety culture, a deterioration that NASA’s de-
nial of transparency plainly represents. In only such a manner can we adapt to a
growing and diversifying industry with a rigid adherence and commitment to the
safety of all who fly in our nation’s airspace.
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DiscussioN

Chairman GORDON. Thank you, Mr. Hall. At this point we will
open it for our first round of questions, and the Chair recognizes
himself.

Let me first state that I think by any measure you might take,
particularly if you want to say the number of miles flown that
United States has the safest air transportation system in the
world. I fly, as Mr. Hall says, almost every week, often with my
wife and my daughter. I don’t intend to change those flight plans
in any way, so our discussion today is not safety and non-safety.
I{ is safety and more safety. And so we should make that very
clear.

And let me also say that, you know, 24,000 commercial pilots and
5,000 private pilots, I mean, that to me sounds like an unprece-
dented amount for a survey, and so that is an enormous amount
of data that I think should be made available, and although I rec-
ognize NASA’s interest in a particular methodology, I think that of-
tentimes some of the most important discoveries in America have
been those offshoots of information.

RELEASE OF NASA REPORT

So I would ask you, Director Griffin, now that your lawyers have
for over a year had this request on the Freedom of Information,
when can we, why can’t this material be released today?

Dr. GRIFFIN. When we look at the material, despite the certifi-
cations that you—that I know you have heard from the contractor
involved, the data, in fact, today could not in its fullness be legally
released.

Chairman GORDON. And why is that?

Dr. GRIFFIN. Because it does contain specific comments that iden-
tify certain airlines. It contains—it notes accidents and incidents or
occurrences that sight specific timeframes, specific airports, specific
makes and models of airplanes. If I look at that data, I can recon-
struct for you——

Chairman GORDON. Dr. Griffin

Dr. GRIFFIN.—and so we are going to delete those fields. We are
asking our contractor to delete those fields and to render data back
:cio us which is not identifiable as they were originally required to

0.

Chairman GORDON. Director, I only have five minutes. I am
Sorry.

We have asked your lawyers to cite that you were nice enough
to provide the information to us. We couldn’t find it. We have
asked your lawyers to point us in that direction to that informa-
tion. They couldn’t do it. Have you seen the specific information?

REASONS FOR NOT RELEASING PARTS OF THE REPORT

Dr. GrIFFIN. I have seen examples of specific information which
would not be

Chairman GORDON. In this report?

Dr. GRIFFIN. In this report which would not be releasable.

Chairman GORDON. Okay. Well, it would have been helpful if
your lawyers had shown us, because we specifically asked that. But
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let me also—I want to put up a slide if I could, please, from your
contractor. Apparently there is a program that is supposed to scrub
it, and within NASA’s own information it says, participant con-
fidentiality is assured. So apparently you have already done this.

Dr. GRIFFIN. Well, no. That information is not as it stands cor-
rect.

Chairman GORDON. Even though it has a NASA logo on it?

Dr. GRIFFIN. I am sorry. It is not correct. Okay. It is possible to
look at this data, and if one knows anything about aviation, in
some cases to go back and identify the participants, and that can’t
be allowed.

Chairman GORDON. So NASA was premature in certifying its
confidentiality?

Dr. GrIFFIN. Correct.

Chairman GORDON. All right. Well, let me ask you this. You are
familiar with the Aviation Safety Reporting System.

Dr. GRIFFIN. Very much so.

Chairman GORDON. Okay. Let me just—I want to read to you one
section of that that is from March of 2004. And this is up on the
Internet. This is available for everybody. “After two previous,” and
I am quoting. “After two previous red-eyes, this being the third red-
eye in a row, the last 45 minutes of flight I fell asleep and so did
the first officer, missed all calls from the air traffic control.” That
was the quote. This is a report made by an aircraft crew member
who slept through their decent, clearance, 60 miles southeast of
Denver. Once they are awakened by the frantic calls from the air
traffic control, they executed a successful landing.

Now, this is just one of thousands of the reports that identify the
airport, sometimes the approximate time, aircraft, runway num-
bers. This material is public.

Dr. GrIFFIN. That is true.

Chairman GORDON. So why should your survey not be public? Is
it going to go into more, I mean, have you not, have they not done
what they said they were going to do and scrub it to at least this
extent?

Dr. GRIFFIN. When we look at the data, we do not at this point
believe the data has been scrubbed sufficiently to assure confiden-
tiality of the participants and to protect confidential commercial in-
formation according to the standard to which we are held. As soon
as we can do that, we will release the data. Now——

Chairman GORDON. Are you going to have a standard higher
than this ASRS?

Dr. GRIFFIN. I wouldn’t say so.

Chairman GORDON. Okay. So the information that I just read to
you that is already public, you would not say that has to be
scrubbed. They have to be greater, I don’t know how, you know, a
greater level of detail to be scrubbed?

Dr. GRIFFIN. I don’t know that I would characterize it as a great-
er or lesser level of detail, but we do need to remove specific ref-
erences to airlines, specific references to incidents and timeframes
such that pilot identity could be reconstructed. We think that that
would be a relatively straightforward process to delete certain of
the fields which convey that information, and we believe the initial
release of the data could occur by the end of this year.
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Chairman GORDON. And so you are going to do it by fields, so it
will be by a computer program?

Dr. GRIFFIN. Right. Certain of the fields will be——

Chairman GORDON. Okay. Well, it seems like that is what has
already been done here, and if it is going to computer program,
why can’t you do it today, tomorrow.

Dr. GrIFFIN. I think you——

Chairman GORDON. ——before the end of the year?

Dr. GRIFFIN.—maybe, when you look at that view graph, there
may be some confusion between anonymizing the data to satisfy
Privacy Act considerations and rendering the data such that no one
knowledgeable in the field of aviation could go back and recon-
struct it.

Chairman GORDON. Well, isn’t that the same thing?

Dr. GRIFFIN. I am not trying——

Chairman GORDON. If it was the Freedom of Information that the
AP asked for this from the Freedom of Information, then wouldn’t
you have assumed it would be made public record? And so it is the
same thing, the same level of caution?

And you folks had a year to do this already.

Dr. GRIFFIN. I don’t think we have had a year since the original
submission, since the submission of the FOIA request.

In any case, I am not defending, I stated for the record, and I
will state for the record again that I believe the FOIA determina-
tion that we should not release the data was incorrect, okay? We
will release the data. As we set out to look at the data, to verify
whether we could release it or not, we found that the data had not,
in fact, been correctly scrubbed to remove identifying data. And if
it had been, I would have released it on the spot, but it has not,
and so until and unless I can verify that it has been correctly
scrubbed, it will not be released.

INFORMATION ABOUT THE DATA THAT WAS RELEASED

Chairman GORDON. Okay. I don’t want to infringe on my time.
You have never given me a reason not to trust your statement in
any way. Let me just tell you that we have asked your lawyers spe-
cifically to provide us that information, to point some place. We
have not been, you know, you have given us data.

Dr. GRIFFIN. Yes, sir.

Chairman GORDON. So all you got to do is say, look here, look
there. And so it would give me a greater level of confidence if your
folks could tell us where and could give us one example. Then we
could feel more comfortable that you need this additional time.

Dr. GRIFFIN. Yes, sir. Let me then take that request for the
record, and we will provide you with a couple, at least a couple of
examples——

Chairman GORDON. Okay.

Dr. GRIFFIN.—where specific identifying information is included
that would allow pilot, participant identities to be compromised.
They do exist, and we will provide those for you.

Chairman GORDON. And I would hope there would be to a great-
er clarity than what is already of public record on the ASRS.

Dr. GRIFFIN. They are extraordinarily clear.

Chairman GORDON. Thank you
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Dr. GRIFFIN. I will provide that.
[The information follows:]

MATERIAL FOR THE RECORD

One way, but not the only way, by which the identification of a NAOMS survey
respondent can potentially be determined is by combining the free-text fields (pilots’
open-ended responses and clarifications) with data from other parts of the survey
and/or external (exogenous) data sources.

The availability of exogenous databases and sophisticated search technology
makes the likelihood of implicit identification greater, and it is correspondingly
more difficult to ensure that adequate protections have been implemented.

The following two examples cite free-text field responses to Question ER 1 of Sec-
tion B (Safety Related Events), which asked pilots how many times in the past 60
days an aircraft, on which they were a crew member, was diverted to an alternative
airport and provide the cause for the diversion.

Example I (Case ID 90P0001): the pilot responded, “Earthquake in Seattle.” A web
search reveals the only seismic event that diverted flights from the Seattle-Tacoma
Airport during the survey period: A magnitude 6.8 earthquake on February 28,
2001. During the period of closure and reduced operations that day, approximately
100 arriving flights were diverted; the exact number, together with airline and flight
identifiers, could be obtained from Federal Aviation Administration (FAA), airline,
and/or airport. databases.

¢ This single response has reduced the number of candidate responders from
over 60,000 (the number of air-carrier certificated pilots listed in the Airmen’s
Registry) to approximately 200.

¢ This profile can be further refined using non-redacted NAOMS data from
other questions.

— From Section A, we can determine the pilot’s flight profile for the past
60 days (e.g., number of hours and flight legs flown; the makes, models,
and series of aircraft flown; whether flights were passenger or cargo,
whether the pilot flew as captain or first officer, whether the pilot flies
for a small, medium, or large operator; and the pilot’s total commercial
flight hours).

— From Section B, if the pilot gave a positive response to any reportable
safety event, an individual could cross-reference the pilot profile to event
reports (FAA, airline) from the defined interview window (i.e., February
28th + 60 days) to match an individual’s name to the profile. If not, the
profile may still match a name on airline duty rosters or other exogenous
databases.

Example II (Case ID 90C2001): the pilot’s stated cause for diversion was, “Amer-
ican 587 crashed at JFK. R was en-route to JFK at the time and was diverted to
Philadelphia.” Again, this free-text field response provides a specific event (the
crash of an Airbus A300-600 into Belle Harbor at 9:17 AM local time on November
12, 2001) for which there are detailed records of diverted flights. The pilot has also
specified the alternate airport (Philadelphia), further limiting the field of possible
flights. As before, the respondent’s profile could be refined by the non-redacted
NAOMS data. When cross-correlated with exogenous databases, the refined profile
might again lead to the identification of a NAOMS survey respondent.

Chairman GORDON.—very much, sir. And I now recognize Mr.
Hall.

CONFIDENTIALITY OF INFORMATION ABOUT PILOTS AND
COMMERCIAL INFORMATION

Mr. HALL oF TEXAS. Dr. Griffin, I will get right down to the basis
of this, and we are talking about confidentiality at this time. When,
and you can give me a yes or no answer on this I think, when pi-
lots were surveyed, were they led to believe that their responses
would be confidential?

Dr. GRIFFIN. They were promised confidentiality. Yes.
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Mr. HALL oF TEXAS. So if their responses were released, do you
think it would have had a chilling affect on their future participa-
tion in FAA or NASA surveys, and would airline safety ultimately
be hurt by disclosing this data if fewer pilots contributed to other
surveys and reporting systems?

Or let me go on a little bit—be a little more personal with that.
As a pilot yourself with many years of flying experience, would this
data give you pause as to whether it is really anonymous, or would
it worry you that your input could be traced back to you? And
would that have a chilling affect on you?

Dr. GrRIFFIN. Well, in its present form some of the examples can
be traced back to pilots and some named individual airlines. That
can’t be allowed. If the data is properly rendered untraceable, then
I think it must be released and should be released and will be re-
leased as I have stated several times.

So if it were properly anonymized, I have no concern.

Mr. HALL OF TEXAS. And they do that by cross referencing flight
routes, times, and carriers?

Dr. GrIFFIN. We need to delete the fields that contain that infor-
mation. So that will be done. Now, the major concern I would have
over this data at this point is that somebody might put too much
credence in it. It is simply not credible to believe that the aviation
community is experiencing nearly four times the number of engine
failures that are being documented by the FAA. That is not cred-
ible to believe. If it is true, it is going to require some very strong
justification, and we will pursue that. The community will pursue
that, but it is not credible at this point.

So I would not want the flying public to believe the data in the
form that it appears today.

Mr. HALL OF TEXAS. Mr. Hall, wake up.

Mr. HALL. Yes, sir.

Mr. HALL oF TEXAS. NASA surveys but one source of data that
can be used to major safety transit and National Airspace System.
What other sources can be used to monitor system safety, and how
useful are they?

Mr. HALL. Well, the ASRS System, which NASA has used for
years, is, of course, I think very useful in terms of it is a voluntary
program. It is a program that—that is why I am a little confused
on—in regard to some of the comments from the Administrator.
NASA has run this program for the Federal Government for a
number of years. So they are familiar with how to put a program
together and maintain confidentiality.

There are other programs that run by FAA and, of course, NTSB
has gotten into trying to look at as many incidents as possible in
providing information. But aviation safety benefits from having, as
I mentioned in my statement, sir, a very open system and a system
where there is a whole lot of information and that information is
constantly in the public for analysis and review.

Mr. HALL OF TEXAS. Dr. Griffin, you state that NASA will release
this survey data so long as it doesn’t compromise the anonymity of
the pilots, keep them anonymous. Does that not contain confiden-
tial commercial information?

Dr. GRIFFIN. Well, by the time we release it, it will not contain
confidential commercial information. Some of the data that we
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have today does, and we are not legally allowed to do that by stat-
ute.

You know, there have been a number of comparisons made to the
Aviation System Reporting System, the ASRS, which NASA does
manage by statute, and this survey. One of the primary differences
between ASRS and this survey was that ASRS is managed by avia-
tion specialists. When reports are made, the aviation specialists
can contact the submitter of the report and ask follow-up questions.
They are knowledgeable about aviation safety.

This survey was conducted by telephone polling surveyors, who
have no knowledge or had no knowledge at all as to aviation or
aviation safety. They had no domain expertise, and it is precisely
that which has led to some of the problems that we are here dis-
cussing today.

Mr. HALL OF TEXAS. I think my time is up, Mr. Chairman. I
thank you. I yield back if I have any.

Chairman GORDON. Thank you, Mr. Hall. Let me once again
state that this is not a matter of a hearing between a safe system
and an unsafe system. It is a matter of a very safe system that we
Wanl‘E:1 to, you know, make, continuing the model for the entire
world.

Now we will recognize Mr. Costello, the Chairman of the Avia-
tion Subcommittee of the Transportation and Infrastructure Com-
mittee.

Mr. COSTELLO. Thank you, Mr. Chairman, and thank you for
calling this hearing today as well as the Chairman of the Sub-
committee, Chairman Miller. Welcome, Dr. Griffin, Mr. Hall. Mr.
Hall, it is good to see you in Science Committee room for a change
as opposed to the T and I room.

But let me—we can go through a whole long list of questions. Let
us cut to the chase and get down to why we are here.

GETTING THE INFORMATION TO THE PUBLIC

We talk about scrubbing the report in order for it to be released
without breaking anyone’s confidence or a commit . You are
saying that you can release the information possibly by the end of
the year. Is that correct?

Dr. GRIFFIN. Yes, sir.

Mr. CosTELLO. How long will it take, I mean, if it is a priority
in the agency, we all, and I would hope that you would acknowl-
edge that the agency made a huge mistake in how they responded
to the AP and to the media. Your spokesperson did, in fact, unless
you are refuting this, did, in fact, say to the news media that, if
we release the data it could be, could have an adverse affect on the
industry. Is that correct, Dr. Griffin?

Dr. GRIFFIN. We did say that, and as I have now said several
times, that was the wrong thing to have said. I apologize that any-
one in my agency did say that.

Mr. COSTELLO. So you know that it was a mistake to say that.
You know that it has created a lot of controversy. You know that
people in the aviation industry and the traveling public, because I
have heard from my constituents, and I have heard from complete
strangers to me at airports as I am flying, what is going on with
this report, and what won’t you release it to the public?
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If it is a priority to us, shouldn’t it be a priority to your agency
to scrub this and get it out to the public immediately?

Dr. GRIFFIN. It is a priority. I have spent, I have a Shuttle mis-
sion in the air right now, and I have spent little else this past week
except to work on this issue. I regret——

Mr. CoSTELLO. I would hope that there are other people in the
agency that you could assign this to as opposed to you handling
this personally.

Dr. GRIFFIN. Well, we have had quite a number of people work-
ing on it. We do consider it to be a priority, and we consider it to
be an important one. Now, the fact that people at NASA misspoke
concerning the reasons behind the denial of the FOIA request does
not mean that we can compromise our statutory requirements——

Mr. COSTELLO. And no one is asking you——

Dr. GRIFFIN.—on FOIA.

Mr. COSTELLO.—compromise a statutory requirement.

Dr. GRIFFIN. Right.

Mr. CosTELLO. What we are saying is get this done and get it
out to the public, and my question to you is do you have people
today and this evening and around the clock working on this
project to scrub it to get it out to the public?

Dr. GRIFFIN. The people who have to work on this project to
scrub the data and get it to the—out to the public are at Battelle
Institute. They have been directed to do that. I hope that they are
doing that with all deliberate speed, and we will be verifying that.
When Battelle has finished scrubbing it, the quality of the scrub
must be judged by government officials, who will then do that as
quickly as possible, and we will get it out to you.

Mr. COSTELLO. So have you directed Battelle to work on this
around the clock? Have you given them a deadline?

Dr. GRIFFIN. I have not directed them to work on it around the
clock. We have directed them to work on it.

Mr. COsTELLO. Isn’t it reasonable for us to expect for you to give
them a deadline? They are working for you.

Dr. GRIFFIN. They are, and we have asked them to complete it
by the end of the year. That is what we are asking. That is two
months away.

Mr. COSTELLO. And if you told them June of 08, they would com-
plete it in June of ’08. Isn’t that correct?

Dr. GrRIFFIN. You are asking for more detail than I have. It is a
significant amount of data processing. We will do it as soon as we
can, and we are trying for the end of the year.

Mr. CosTELLO. Dr. Griffin, you have acknowledged that the agen-
cy misspoke. They created this uproar with the American people
and with the Congress and with everyone in this room. It is your
responsibility to clean this up.

Dr. GRIFFIN. That is correct.

Mr. CostELLO. If I were in your shoes, I would be directing
Battelle to work 24 hours a day, seven days a week to get this
thing cleaned up so it can be released to the public.

DISCIPLINARY ACTION FOR RESPONSIBLE PARTY

Last and final question that I have, the person who misspoke
representing the agency, have you identified who that is?
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Dr. GRIFFIN. Yes, sir.

Mr. CosTELLO. Have you taken any disciplinary action against
that person?

Dr. GRIFFIN. It is not a matter of discipline. People make mis-
takes. This was a mistake.

Mr. COSTELLO. My question, we all understand it was a mistake.
Has there been any disciplinary action taken?

Dr. GRIFFIN. No.

Mr. CoSTELLO. Thank you, Mr. Chairman.

Chairman GORDON. The gentleman from Wisconsin, former
Chairman of the Aviation Subcommittee on this committee, as well
as the Full Committee, Mr. Sensenbrenner, is recognized.

Mr. SENSENBRENNER. Thank you very much.

NASA SURVEY AND CONFIDENTIALITY

Dr. Griffin, first of all, I think we all want to see what the re-
sults of the survey are. Secondly, I think we all agree that certain
things have to be kept confidential. That was what was rep-
resented to the people who were asked to respond to the survey,
and they responded candidly based upon the representation of con-
fidentiality.

I guess what I would like to know is the survey was finished in
2005, and we are almost at the end of 2007. That is two and one-
half years more or less between the time the survey was finished.
Why is there this gap in time? Who dropped the ball?

Dr. GRIFFIN. We at NASA did not manage this project to its con-
clusion well. We did not. Because of that I have instituted a look
at other projects that we are doing in various classes of research
athNASA to make sure that we are not doing the same thing else-
where.

Mr. SENSENBRENNER. Which NASA center of “excellence” super-
vised Battelle and this survey?

Dr. GRIFFIN. This particular project was supervised out of the
Ames Research Center.

[The information follows:]

MATERIAL FOR THE RECORD

NASA Ames Research Center agrees that a more timely report on NAOMS should
have been provided. The NAOMS contractor team consisted of a small group of indi-
viduals who supported a few related projects. The NASA NAOMS project manage-
ment officials decided to allow the contractor team to defer preparing a timely re-
port in order to conduct other activities in support of the NAOMS project, notably
the transition of the NAOMS survey methodology, as well as to address priorities
in other projects they were supporting. In the process, attention was diverted from
the final report, resulting in an inordinately lengthy delay.

The NAOMS contractor completed the survey collection in December 2004. In FY
2005, the NASA NAOMS project management officials prioritized project resources
to enable the transfer of the NAOMS methodology to a new host organization. This
transfer required adapting the NAOMS data collection methodology from a com-
puter-aided telephone interview to a web-based format. Throughout FY 2005 and FY
2006, the NAOMS contractor team was thus directed to develop the new method-
ology, in collaboration with NASA researchers, and to transfer the methodology to
the Air Line Pilots Association (ALPA), under the auspices of the Joint Implementa-
tion Measurement and Data Team (JIMDAT, the evaluation arm of the Commercial
Aviation Safety Team).

By early FY 2007, the NAOMS project team had not completed the transition of
the methodology to ALFA nor had the contractor completed its final report. By this
time, the contractor was needed to support the Aviation Safety Program priority to
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develop safety data mining tools. The NASA NAOMS project management officials,
therefore, directed the contractor to focus on this priority and provided an extension
to the contractor for producing a final report on NAOMS. Proper attention is now
being given to producing this report, and measures will be taken to ensure that this
kind of delay on contract deliverables does not happen in the future.

Mr. SENSENBRENNER. Okay. Have you found out why the Ames
Research Center didn’t follow up and have a timely report?

Dr. GrIFFIN. I have not.

Mr. SENSENBRENNER. Will you do it and let us know?

Dr. GrIFFIN. I will take that for the record. We will find out what
their rationale was for taking so long to allow this report to be gen-
erated, and we will answer back to you.

Mr. SENSENBRENNER. Okay. Well, let me say that this appears
to be a mess of NASA’s own causing, and you are the agency head,
and I would hope that we don’t hear from you again on another
mess of NASA’s own causing.

You know, I would point out that in about two and a half years
we are going to have a census in this country, and one of the things
the Census Bureau represents to every American or everybody who
is in this country, is that their responses will be confidential. And
that is in order to get a candid response on not only how many peo-
ple are here but the housing questions and the other things that
are asked on the census form.

Any government agency that gets itself caught in a pickle like
NASA is in is going to reduce the confidence of the American public
that responses that are supposed to be kept confidential will indeed
be kept confidential. Sir, you dug yourself into a hole. I can’t say
that you are not digging yourself deeper into the hole from what
I have heard at this hearing, but I think it is important more than
just for your agency but the government as a whole that you start
working yourself out of that hole.

Thank you, and I yield back the balance of my time.

Chairman GORDON. The gentleman from Colorado, the Chairman
of t}clle Space and Aeronautics Subcommittee, Mr. Udall is recog-
nized.

Mr. UDpALL. Thank you, Mr. Chairman. Welcome, Dr. Griffin.

RELEASING INFORMATION AND WHY WAS THE SURVEY
ENDED?

I would like to start by echoing what Chairman Gordon said
today. We are all disappointed we have had to convene the hearing,
but the fact that NASA refused to release the taxpayer-funded
aviation safety survey and the rationale that NASA gave for refus-
ing to release this information is unacceptable, and it obviously re-
quired Congressional scrutiny. I think we all agree the safety of the
public has to be our first priority, especially with more and more
Americans flying every year.

I am glad that you have now agreed to release at least some of
the survey data publicly so that it can be used to help maintain
and hopefully improve the safety of the Nation’s airways, but I feel
strongly that all of the data should be made publicly available as
soon as possible.

I also have some concerns about why the study was ended. Sev-
eral witnesses here today have affirmed the value of a comprehen-
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sive, ongoing survey and analysis approach to aviation safety trend
analysis and accident precursor identification, which is the ap-
proach exemplified by the NAOMS Project. I think there appears
that we would all agree to be a great deal of merit to the NAOMS
approach, and we need to assess whether NASA and the FAA
should reinstitute the project.

Doctor, if I could just leave aside for a moment the issue of peer
review, survey methodologies, which our second panel will be ad-
dressing, I have to say that I am troubled by your testimony on the
NAOMS project. At one point in the testimony you state that the
project was not shut down prematurely and that the transition of
the survey methodology to industry, government decision-makers
was successfully completed.

However, later in your testimony you say that any product of the
NAOMS Project including the survey methodology should not be
viewed or considered at this stage as having been validated. Basi-
cally, at least to this Member, you are saying that NASA didn’t
complete a critically-important R&D task, the validation of the sur-
vey methodology before it transitioned NAOMS out of NASA.

Later Captain McVenes will testify that the Aviation Committee
had plans to work with NASA to help determine if the survey data
were reliable, but funding for NAOMS ran out, and that is when
the A-L-P-A, ALPA, stepped in to help keep the project alive.

This doesn’t appear to be the normal way R&D programs should
be run, and I think that the Space and Aeronautics Subcommittee
will need to take a closer look at NASA’s aeronautics programs and
its aviation safety programs in particular in the coming months.
But in the spirit of openness and dialogue here, I would see if you
care to respond to those comments.

Dr. GRIFFIN. Well, we certainly agree—could not agree more that
the aviation safety information leading to trending analysis and ac-
cident factor identification before the fact is crucial. We are work-
ing on exactly those things in concert with the FAA, again, in a
program that has been reviewed by the FAA’s own safety sub-
committee, in which we have submitted for review to the National
Academy. So we agree with that.

NASA, however, is not the entity responsible or even allowed to
take on the job of operational aviation safety. We do research, and
we are doing that. And we expect to continue to do it, because we
do believe it is important.

Now, as I said in my testimony earlier, the National Academy in
its 2004, review specifically stated that they did not see a reason
for the NAOMS Project to continue. We agree. We have
transitioned our other projects of that type to a joint FAA, NASA
arrangement that I think is working well, and when NAOMS was,
as it was, scheduled to end in 2004, with follow-up reporting to be
done in 2005, we allowed that to occur as had been planned.

So I don’t think there are—I don’t think there is any evil intent
there. There was no intent to abrogate our responsibilities. In fact,
our intent was to execute them as best we could with our FAA
partner. What was not done here was to bring the project to a
timely conclusion, to assess the data, to issue a report, to publish
that report in peer review journals, and to release the data to the
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public in a timely way, properly anonymized. That was not done,
and we are going to have to do it.

Mr. UDALL. The spirit in which I offer my remarks are as follows.
I think this situation, of course, is one that we have great concern
about on the Committee, but I think we should take advantage of
the clear opportunity here to make our system safer and to take
this data, 24,000 responses, that is very, very significant, and apply
it and use it in a way that has some utility in the coming months
and the coming years.

I see my time has expired. Thank you for being here today again.

Chairman GORDON. Dr. Ehlers, thanks for your being prompt
today. I am sorry that I overlooked that earlier and Dr. Ehlers of
Michigan is recognized for five minutes.

Mr. EHLERS. That is quite all right. I am used to being over-
looked. I hope you all feel sorry for me.

AIRLINE SAFETY COMPARED TO OTHER SAFETY CONCERNS

Actually, I am going to take a somewhat different attack and
also do some criticism but not of you, Dr. Griffin.

Your situation reminds me very much of a quote from Harry Tru-
man when he left the Presidency. His comment was, “This job was
not so great. I spent all of my time trying to persuade people to
do things they should have had sense enough to do in the first
place.” Your situation reminds me a bit of that, and I agree with
the comment made that you have more important things to do than
to deal with this particular problem, and it is unfortunate that it
developed and entwined you in it.

But as the son of a preacher, I have to give a little sermon here,
and I have been warned never to insult the media, but I am going
to anyway. Because it has always puzzled me why the media are
so obsessed with aviation safety when it is the safest mode of
transportation in this country. I remember some years ago when I
was new in the Congress but there was a low-cost airline that had
an airplane crash in the Everglades because some attendant or
some mechanic had loaded some oxygen units on the plane which
shouldn’t have been there. Day after day, month after month this
was headlines in the newspapers, and I pointed out repeatedly that
the same day that airplane crashed, more people were killed in
automobile accidents in this country than were killed in that air-
plane. Every day after that more people were killed on the high-
azvays than were killed in that plane crash. Yet headlines day after

ay.

The safety is better than any other mode of transportation. We
should recognize that and participate in it. I don’t fault you what-
soever for things that may have gone wrong in this. You were
caught in an unfortunate situation in responding to a FOIA re-
quest, which is a no no. But nevertheless, I think your motives
here were very good.

I would also point out that if people are so concerned about safe-
ty, there is an immediate problem you can tackle with traffic acci-
dents, and that is drunk drivers. We have had a number of drunk
drivers kill individuals while we are sitting here in this session,
more than were killed by airplanes. And it goes on year after year.
In fact, so far—or—in any given year more individuals are killed
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by drunk drivers than were killed among our troops in the entire
Irag War up to this day. That is every year that happens, and yet
we spend all this time on aviation safety.

I don’t, I am not opposed to making airlines, airplanes as safe
as they should be. I am a would-be pilot myself, and I certainly
want a safe airplane and safe air traffic control system. But let us
get over this obsession and let us recognize that our goal is to im-
prove what is already very good and not get obsessed about little
incidents that occur when we have much bigger problems to try to
tackle in the aviation sector.

So I beg your apology for the sermon, Mr. Chairman, but I just
have to say these things once in awhile. Let us get stuff in perspec-
tive, and the world is not going to rise or fall, and the aviation in-
dustry is not going to rise or fall on the results of this survey. I
doubt if we will learn much different than we have learned from
the previous surveys. It is all good. Let us all do it, but let us not
overstate it.

Thank you very much. I yield back.

Chairman GORDON. Thank you, Dr. Ehlers. I hope you feel bet-
ter.

The gentleman from Louisiana, Mr. Melancon, is recognized for
five minutes. Melancon passes and let me see, Mr. Mitchell from
Arizona, also on the Transportation Committee, is recognized.

Mr. MiTcHELL. Thank you very much, Mr. Chairman. This is for
Dr. Griffin.

You know, airline business in my particular district is a very,
very serious business. One of the Nation’s largest airlines is located
in Tempe and Phoenix Sky Harbor is the eighth largest or busiest
airport in the country. We depend on aviation, and we depend upon
the Federal Government to keep our skies safe.

RESPONSIBILITY FOR PUBLIC STATEMENT

Now, I was stunned as most people were, and I think this is why
we are here, because of the statement that came out that you have
heard many times before—the affect of public—the reason the re-
port was not released is because of the affect that it might have
on the public confidence and so on.

Now you are telling us that you don’t agree with that statement
that was made last week. But, Dr. Griffin, you are the Adminis-
trator of NASA. How could this statement be released without first
being reviewed and agreed upon as NASA’s stance on this par-
ticular issue?

Dr. GrIFFIN. The delegated FOIA official released the response in
the form of a letter and included a statement that I believed to
have been mistaken. I try to review everything that I believe will
be significant before it goes out, but I don’t have enough hours in
the day to review every single thing that goes out of NASA, and
sometimes mistakes are made. This was one, and when that occurs,
as the agency had, I pay the price for it.

Mr. MITCHELL. But you have the time now to come and——

Dr. GRIFFIN. Obviously I have had to make the time, because we
did make a mistake, and the mistake rests on my shoulders, and
I apologize for it, and I have before, and I will again. The language
that was used was inappropriate. We will not repeat it. We will
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correct the error. We will de-identify the data, and we will release
it.

Mr. MiTcHELL. Well, besides this particular statement I would
hope that you would have a better review of what comes out of
your office, because you may be back here again the way things
seem, doing the same thing you are doing now.

WHY WASN'T NASA INFORMATION MADE PUBLIC AND WHY
DipN’T IT LIVE UP TO NASA’S STANDARDS?

You know, you said that NASA is interested in getting this safe-
ty information out, and my question is why has NASA refused to
produce it to the Associated Press for a year? Now, my under-
standing is the study started in April of 2001, ended in December,
2004. Why does it take a hearing in Congress and public pressure
for a hearing to get the public made—to get this information made
public?

Dr. GRIFFIN. As I said earlier, the only way that I can answer
that question is to admit, as I have, that we did not manage that
project well. We did not bring it to a timely conclusion. We did not
publish the data and the report’s conclusions in an appropriate
way, and we will fix it, and we will try not to do it again.

Mr. MiTcHELL. The next part of this question is you stated that
this was not conducted—this survey under proper standards of
NASA. So it seems like there has been a lot of mistakes here. And
this is one of them you say it wasn’t under NASA’s normal review.

Why would NASA invest over $11 million in a project like this
if it didn’t follow NASA standards?

Dr. GRIFFIN. We did not manage the project well. We did not su-
pervise our contractor appropriately. We made a mistake.

b er. MiTcHELL. You know, all of this reflects on NASA’s credi-
ility.

Dr. GRIFFIN. Yes, sir, I do.

Mr. MiTcHELL. I yield back.

Dr. GrIFFIN. I deeply regret the situation, and I will look, and
we are now looking to make sure that this does not occur again.

Chairman GORDON. Thank you. We are going to be having votes
in about 20 minutes, so I am going to, I want everybody to have
their say. I will be stricter than usual on the five minutes, and if
you want to be briefer than usual, then that would be good, too.

So, Mr. Bonner from Alabama is recognized.

STATE OF CURRENT SPACE SHUTTLE MISSION

Mr. BoNNER. Thank you, Mr. Chairman, and I could probably
spend the next five minutes trying to think of some creative way
to ask the same question that has been asked repeatedly to get a
different answer, but instead, if I might, I would like to ask, take
advantage of this opportunity that we don’t often have to ask Dr.
Griffin how the Shuttle mission is going. Because I think a lot of
people are interested. We have followed that with great interest
over the years, and I think it would be great to hear from you on
how it is going at this point.

Dr. GRIFFIN. It is going extremely well. We have an unfortunate
rip in one of the solar arrays, not a huge rip, but a rip, and that
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is important to repair before the crew returns. And so we are going
to extend the mission an extra couple of days to do that. But other
than that it is going extremely well.

Mr. BONNER. Do you feel personally responsible for that solar
rip?

Dr. GRIFFIN. You know, I am an ex-program manager, and my
belief is if lightening strikes your payload, it is your fault. So, yes,
I feel responsible for that rip, and we are, and for repairing it, and
we are going to fix it.

Mr. BONNER. Thank you very much. Thank you, Mr. Chairman.

Chairman GORDON. Thank you, Mr. Bonner, and the Chairman
of our Oversight Committee, Mr. Miller, is recognized.

QUALITY OF DATA

Mr. MILLER. Thank you, Mr. Chairman. Dr. Griffin, good after-
noon. The next panel includes Dr. Robert Dodd, who was a prin-
ciple investigator for the NAOMS Project. Have you discussed your
testimony with Dr. Dodd at all? Have you reviewed his testimony?

Dr. GrIFFIN. No, I have not——

Mr. MILLER. Okay.

Dr. GRIFFIN.—met your next two witnesses.

Mr. MILLER. His prepared testimony says that the NAOMS Team
made an extraordinary effort to clean and validate the data col-
lected through the survey. The resulting data is of good quality and
ready for meaningful analysis. You disagree with Dr. Dodd?

Dr. GRIFFIN. I do disagree with that statement.

Mr. MiLLER. Okay.

Dr. GRIFFIN. The self-assertion by the purveyors of the data that
the data is okay does not make it okay.

Mr. MILLER. Okay. Well, that was another, I mean, I understand
a concern for methodology, but there does need to be an extraor-
dinary concern for methodology. Dr. Dodd’s statement of the pur-
pose of NAOMS was help identify risks that could result in losses,
evaluate the impact of new technology, provide insights into how
well the safety enhancements are working out. In other words, pro-
vide results based upon which we could act.

And your testimony is that the overarching goal of developing,
was developing methods to facilitate a data-driven approach to
aviation system safety analysis, that in early 2005, you determined
that the amount of data collected was sufficient to evaluate, wheth-
er NAOMS survey methodology was statistically useful. There were
29,000 survey results. I would hope that that would be enough in
representative. And then you said—you have said in your testi-
mony that it was not prematurely ended. It sounds from your testi-
mony like the purpose of the project was to develop a methodology.

It seems like $11.3 million is a lot for methodology. That ought
to buy you a lot of methodology. Was it your purpose to do the
things that Dr. Dodd said, which is have information that you
could use?

Dr. GrIFFIN. Well, from NASA’s perspective the purpose was to
develop and validate methodologies and then to transition the work
to the agencies with operational responsibility.

Mr. MiLLER. Okay. And when did that transfer happen?
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Dr. GRIFFIN. The transfer of methodology and data to the Air
Line Pilots Association, which had expressed some interest in a
web-based version of the survey, occurred in 2004, 2005, and 2006.
NASA has briefed the results of the study to the FAA, among other
government agencies.

Mr. MILLER. So it has been analyzed to that extent?

Dr. GRIFFIN. It has been analyzed to that extent, and that anal-
ysis that you refer to that has been done to that extent revealed
substantial concerns. For example, if you were—if you extrapolate
the rate of certain things done, revealed by the survey, you get an
uncredible answer.

For example, pilots were asked how often they had to land an
airplane at an unscheduled airport in order to deal with an unruly
passenger. We accumulated those statistics. If those statistics are
extrapolated forward, it yields a result that four times a day a
transport aircraft is landing because the crew has to deal with an
unruly passenger.

Now, I recall since 9-11 that that has happened maybe two or
three times.

Mr. MILLER. Okay.

Dr. GRrRIFFIN. If we had people landing four times per day to deal
with an unruly passenger, it would be on the nightly news every
night. That is not happening. So it causes us to suspect the quality
of this data.

Mr. MiLLER. All right. Dr. Griffin, I understand that the Office
of Management Budget has an office of experts, of survey experts,
survey methodology is not unusual. It is widely used in the Federal
Government. It is widely used in social sciences. It is widely used.
Survey experts and statisticians who review the methodology of all
surveys used by the Federal Government. Was this survey re-
viewed by that office of OMB?

Dr. GrIFFIN. I don’t know. I was not at NASA when that work
was done, and so I don’t know if it was reviewed by the OMB at
that time or not.

Mr. MILLER. All right. You cite as still correct the refusal to pro-
vide the information under FOIA as revealing confidential commer-
cial information. My understanding of that exception is that that
is to protect the confidentiality of information provided by a busi-
ness entity that might be confidential for business reasons. Market
information, financial information, et cetera.

It is hard to see how this survey data provided by pilots would
meet that exception. What kinds of confidential commercial infor-
mation did this survey produce?

Dr. GRIFFIN. Well, the exemption that you refer to is, of course,
correct as you state, but it is not the only one. In the case where
information is voluntarily provided and when that information
would not be customarily provided to the public, then we also have
an obligation to protect that information.

Chairman GORDON. The gentleman’s time has expired.

Mr. Inglis is recognized.

Mr. INGLIS. I pass, Mr. Chairman.

Chairman GORDON. The gentleman, Mr.—thank you. And is
there—Mr. Lipinski. Excuse me. Mr. Chandler is next, then Mr. Li-
pinski and




40

THE RESPONSIBILITY FOR THE $11 MILLION

Mr. CHANDLER. Dr. Griffin, I have been listening to the testi-
mony, and I understand that, it sounds to me like you may believe
you all made a mistake.

Dr. GrIFFIN. I have admitted it several times.

Mr. CHANDLER. I think that has come out in this hearing. And
I understand that has to do with the handling of the FOIA request.

Dr. GRIFFIN. Yes, sir.

Mr. CHANDLER. But I also just—it just came across my mind that
maybe you believe that this entire process has been mishandled,
and you have made a mistake in the entire survey process and not
overseeing what is a pretty enormous project. Is that the case as
well?

Dr. GRIFFIN. I have—this is not an enormous project by NASA’s
standards.

Mr. CHANDLER. No, but in this particular instance it is a pretty
important project.

Dr. GRIFFIN. But when we spend $11 million of the taxpayers’
money it should be done well, and I have stated—I regret to state
it, but I have stated that by my standards we did not manage this
project well. We did not manage our contractor well.

Mr. CHANDLER. And you are also saying that at the end of all of
this and when this data is, in fact, released, there is going to be
reason to not have much confidence in the ultimate data. Is that
correct?

Dr. GrRIFFIN. I have been a pilot for decades. Anyone who knows
anything about aviation is going to look at this data and have a
lot of questions about it because it is on its face—on its face, when
you look at it, you can extract from it conclusions which are not
credible.

Mr. CHANDLER. Well, what I am hearing you say is we have just
thrown $11 million down a rat hole.

Dr. GRIFFIN. I hope that is not the case, and I believe that we
should be able to get much that is useful from this data, but there
will be cause to question it by knowledgeable aviation experts.

Chairman GORDON. Would my friend yield to Mr. Lipinski so we
can try to finish this panel?

Mr. CHANDLER. Sure. Thank you, Mr. Chairman.

Chairman GORDON. Thank you.

Mr. LipiNskI. I will try to make this quick, although this is very
important. Airline safety is critical. I have an airport in my dis-
trict, O’'Hara Airport very close proximity. I just want to zero in,
Dr. Griffin, I have a lot of respect for you. Today you are on the
hot seat, deservedly so with this project.

You talk about this project was not managed well. To me I look
and see the project started six years, $11 million, no results. It
could mean one of two things. Either complete incompetence, that
this project had so many problems with it, that you couldn’t get
anything good out of it, or, you know, I could use the word cover
up, I will say, but there, or there is some reason that this was
stopped. There was something that, for some reason someone did
not want to show up.
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When this stopped, were there plans for anyone else to be sur-
Vﬁye‘;i after you did the airline pilots? Was there anyone else after
that?

Dr. GRIFFIN. No. There was not. This project——

Mr. LipINSKI. Was that the end?

Dr. GRIFFIN.—in the original material, which has been submitted
to this committee, documenting this project, it was intended that
the project be ended in 2004. We have for purposes of transition
and simply because things have gone slower than they should have,
this project has continued onto the present day. But there has been
no cover up. There is no desire to conceal anything.

Mr. LipINsKI. Okay. I am very
MChairman GORDON. Mr. Lipinski, would you mind yielding to

S.

Mr. LipINSKI. Yes, I will yield.

Chgirman GORDON.—Richardson to, for her concluding state-
ment?

Ms. RICHARDSON. Thank you, Mr. Chairman. I will just be very
brief or as quick as I possibly can.

Dr. Griffin, I represent the California area, and we have had sev-
eral reported incidences within the LAX Airport, and I also rep-
resent the Long Beach Airport. I have the following questions, and
if you can’t answer them within the time we have provided, you
can provide them to this committee.

Data RECOVERY, PEER REVIEW, AND AVOIDANCE OF
REQUESTS

Number one, who and when decided that there would be a de-
struction of data requested? In your statement you say that that
didn’t happen, and so my question to you would be if it didn’t hap-
pen, then why was it requested that the subcontractor—why were
they directed to recover data? It just doesn’t make sense. If they
weren’t required to destruct it, then they should now be required
to recover it.

Chairman GORDON. If the gentle lady, would you go ahead and
read your questions and then Dr. Griffin can respond for the record
if that is okay.

Dr. GRIFFIN. We will take them for the record. Yeah.

Ms. RICHARDSON. The second thing is if the project was initiated
in 1998, started collection in April of 2001, and started that in
2004, I find it really hard to understand, number one, why in
seven, eight years you failed to complete a peer review, why we
now suddenly question the methodology. I come from the private
sector. I don’t know of anyone who manages a project that you
don’t look at the data, how the data is being collected, how is it
being presented, how are you going to use it, what should be in-
cluded, what should not be included. That we finally wake up eight
years later? I have never—I don’t know of a system of how we do
this and we operate it.

And then finally, I would say really the continued avoidance of
requests is just unprofessional. I am a new Member here, but I will
tell you what I call it. I don’t call it a mistake. I call it negligence,
and I really think that NASA is liable, and if something happens,
this is a very serious issue, and I really resent that we are here
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today even having this discussion. This is something that could
have been dealt with, I believe, if you really wanted it to. And for
me to say two months is completely unacceptable. These are com-
puter programs, you either make it a priority or you don’t, and it
seems to me today it is not a priority to you.

Thank you.

[The information follows:]

MATERIAL FOR THE RECORD

NASA Ames Contracting Officer issued the phase-out instruction to Battelle Inc.
on September 10, 2007, via a new task request; this task instruction was made in
preparation for task phase-out scheduled for October 31, 2007. Per this task instruc-
tion, written in order to properly disposition sensitive government information, the
Ames Contracting Officer instructed Battelle Inc. to collect, inventory, archive, and
transfer the complete set of data to the government. Once Battelle Inc. completed
this transfer, and the NASA project management officials verified the completeness
of the data set, Battelle Inc. was instructed to securely dispose of all data. This in-
struction was to ensure that the data set was NASA-owned and to prevent the po-
tential for unauthorized use of the data.

NASA received a letter, dated October 22, 2007, jointly signed by Chairman Gor-
don, House Science and Technology Committee, Chairman Udall, House Space and
Aeronautics Subcommittee, and Chairman Miller, House Investigations and Over-
sight Subcommittee, directing that NASA halt any destruction of records related to
the NAOMS project. To comply with the direction, the Ames Contracting Officer di-
rected the contractor to halt the phase-out process until further notice. This action
was done via a task modification dated November 5, 2007.

NASA Ames Research Center agrees that the methodology should have been peer-
reviewed much earlier in its development. While the survey was approved by the
OMB in accordance with the Paperwork Reduction Act, and briefed to stakeholders
in two workshops, the work was not peer-reviewed.

From 1998 to 2004, the NAOMS project team gave approximately 17 Power Point
briefings to various audiences, mainly government and industry personnel. How-
ever, none of the research conducted in the NAOMS project has been peer-reviewed
to date. Power Point briefings to stakeholders, while having some value, do not con-
stitute peer review. Accordingly, no product of the NAOMS project, including the
survey methodology, the survey data, and any analysis of those data, should be
viewed or considered at this stage as having been validated.

It should be noted that NASA’s assertion that none of results from the NAOMS
project can be considered validated does not mean that NASA is drawing conclu-
sions about the validity of the survey data; we are simply stating that no such con-
clusions can be credibly drawn.

In order to rectify this situation as best as possible, NASA has asked the National
Academies to conduct an independent assessment of the contractor’s final report as
well as of the survey results that are to be publicly released. The National Acad-
emies’ assessment will be made available to the public as soon as it is completed.

Mr. HALL OoF TEXAS. Mr. Chairman.

Chairman GORDON. Yes, Mr. Hall.

Mr. HALL oF TEXAS. Could I make an inquiry of-

Chairman GORDON. Certainly.

Mr. HALL oF TEXAS. Mike, would you mind staying around dur-
ing the second panel where we might respond to anything else that
might happen? You know, something may come up as to whether
or not we have handled immigration well, you know, the whole
Congress might get indicted on that. We may have some questions
on why we don’t have an appropriations bill for the first time in
history. A lot of us haven’t handled things well, and you have said
that you haven’t, you acknowledged it. Please stay around, if you
would, for this next—to where we can inquire of you for some an-
swers if we need them. Would you?

Dr. GRIFFIN. Of course. Yes, sir.

Mr. HALL OF TEXAS. Thank you.
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Chairman GORDON. Mr. Hall of Tennessee, thank you for being
here. Dr. Griffin, you are a good Administrator of NASA, the buck
stops with you. It is unfortunate you have to spend this time. I
hope the message goes out to those folks that work for you that
they should not put you in this position in the future.

We will take a recess to go vote and then come back for our sec-
ond panel shortly.

[Recess.]

Chairman GORDON. As a courtesy to our witnesses if everyone
would come back and be ready to go we will get started when Mr.
Hall arrives.

I have been informed that Mr. Hall is on his way, and we are
going to assume that it is his pleasure that we do not hold you up
any more than necessary, so we will go ahead and proceed.

We don’t have control over when votes occur. Sorry to hold you
up. This is an important hearing, and we do want to proceed.

So at this time I will introduce our second panel of witnesses. Dr.
Robert S. Dodd is the Safety Consultant and President of Dodd and
Associates, LLC. Next, Dr. Jon Krosnick is the Frederic O. Glover
Professor in Humanities and Social Science at Stanford University,
and our last witness on this second panel is Dr. or rather, excuse
me, Captain Terry McVenes, who is the Executive Air Safety
Chairman of the Air Line Pilots Association.

Welcome to all of you. As you know, we hope that you will sub-
mit your full testimony and summarize it in five minutes if that
is possible. If not, we do not want to interfere with a good hearing
today.

And so, Dr. Dodd, the microphone is yours.

Panel 2:

STATEMENT OF DR. ROBERT S. DODD, SAFETY CONSULTANT
AND PRESIDENT, DODD & ASSOCIATES, LLC

Dr. DobpD. Thank you. Good afternoon, Mr. Chairman and Mem-
bers of the Committee. My name is Dr. Robert Dodd, and I appre-
ciate the opportunity to address the Committee on the NAOMS
Project.

For seven years I served as the principal investigator for
NAOMS. I consider myself extremely fortunate to have been in-
volved with NAOMS. This was a unique project based on thorough
preparation and outstanding science.

NASA managers provided the research team with the support
and leadership needed to design and conduct an exceptional
project. The research team itself was composed of an extremely
well-qualified and knowledgeable group of scientists whose commit-
ment to the project was unparalleled.

Finally and most importantly, I must acknowledge the commit-
ment and effort of the hundreds of professional and general avia-
tion pilots who helped design the survey and the 29,000 pilots who
donated over 14,000 hours of their time to tell us about their safety
experiences in an effort to improve the safety of the Nation’s air
transportation system.
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When I learned that NASA had decided the data collected by
NAOMS would not be released to the public, I was disappointed
and perplexed. I have seen many reasons cited for why NASA de-
cided these data should not be released. The press reported that
NASA was concerned that the data might frighten airline pas-
sengers, and this would have a negative affect on the well being
of the airlines.

Other aviation organizations claim that the NAOMS data were
soft data and voluntarily submitted. The implication was that the
NAOMS data were somehow of limited or no value because they
originated with pilots who were voluntarily responding to a survey.

Finally, there are press reports that stated NAOMS data were
not needed because current FAA oversight systems provided an
adequate picture of the safety performance of the aviation system.
I don’t agree with these perspectives.

I believe the American public understands and accepts that trav-
el by commercial airlines in the United States is the safest mode
of travel in the world. Major air carrier crashes are thankfully rare
events. I don’t believe based on my experience that the NAOMS
data contained any information that would increase the passengers’
fear of flying.

NAOMS data, which were collected to help insure that the U. S.
airline safety remains best in the world, should be released so it
can be used for its intended purpose.

I would like to encourage the Committee to consider why a pro-
gram like NAOMS is currently not operating. In most other aspects
of public health and safety, U.S. Government and industry organi-
zations routinely use surveys to identify and understand risks.
Many of these programs have been in existence for years and are
essential to effective oversight and evaluations of the Nation’s safe-
ty and health programs.

A program like NAOMS can help identify risks by obtaining in-
formation from those who should know, the people operating the
system. It can also help evaluate the safety impact of new tech-
nologies as they are introduced. This is an important consideration
in light of all the changes occurring in the aviation system on a
daily basis and especially when we consider the new technologies
sEch 1as the air traffic control overhaul, which is going to be coming
shortly.

Finally, an NAOMS-like program can provide quick insight into
how well safety enhancements and improvements are working, a
capability difficult to duplicate with today’s aviation safety over-
sight systems.

In closing, I believe that NAOMS should be restarted and oper-
ated by an independent and unbiased organization. Such a pro-
gram should receive funding directly from Congress to insure its
budget remains adequate to fulfill its mission.

I appreciate the opportunity to comment on this important pro-
gram.

[The prepared statement of Dr. Dodd follows:]

PREPARED STATEMENT OF ROBERT S. DODD

Good afternoon Mr. Chairman, Members of the Committee. My name is Dr. Rob-
ert Dodd and I appreciate the opportunity to address the Committee on the National
Aeronautics Operations Monitoring System, also known as NAOMS.
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Between February 1998 and March 2005, a period of seven years, I served as the
principal investigator for the NAOMS project. I participated in all aspects of the
survey including its design, application, data analysis and project management,
often in collaboration with Mr. Loren Rosenthal, the Battelle Project Manager for
NAOMS. Battelle was the prime contractor for the project.

I consider myself extremely fortunate to have been involved with NAOMS. This
was a unique project based on thorough preparation and outstanding science. NASA
managers provided the research team with the support and leadership needed to de-
sign and conduct an absolutely outstanding project. The research team itself was
composed of an extremely well qualified and knowledgeable group of scientists
whose commitment to the project was unparalleled. Finally and most importantly,
I must acknowledge the commitment and effort of the hundreds of professional and
general aviation pilots who helped us design the survey and the 24,000 pilots who
donated over 12,000 hours of their time to tell us about their safety experiences in
an effort to improve the safety of the Nation’s air transportation system.

I was disappointed and perplexed when I learned that NASA decided the data col-
lected by the NAOMS survey would not be released to the public. While I know that
the most notable denial was that issued to the Associated Press, the Johns Hopkins
University Center for Injury Research and Policy, a reputable safety research orga-
nization in addition to be a leading scholarly institution, was also denied.

Many different reasons were cited for NASA’s refusal to release these data to the
public. The press reported that NASA was concerned that the data might “frighten
airline passengers” and this would have “a negative effect on the well being of the
airlines.” Press reports also indicted that other aviation organizations claimed that
the NAOMS data were “soft data” and voluntarily submitted. The implication was
that the NAOMS data were somehow of limited, or no value, because they origi-
nated with pilots voluntarily responding to a survey. Finally, there were press re-
ports that stated NAOMS data were not needed because current FAA oversight sys-
tems provided an adequate picture of the safety performance of the National Air-
space System.

I find these arguments without merit.

I believe the American public understands and accepts that travel by commercial
airlines in the United States is the safest mode of travel in the world. Major air
carrier crashes are thankfully rare events. When a major crash occurs, it receives
exceptional press coverage throughout the world, usually with images of destruction
and chaos. Yet passengers continue to fly. I don’t believe that the NAOMS data con-
tained any information that could compare with the image of a crashed air carrier
airplane or would increase passengers’ fear of flying.

I also don’t believe the argument that NAOMS data are somehow limited or of
no value because they are derived from a survey has merit. All data used for anal-
ysis, no matter its origin, have limitations and errors. Based on my experience, most
if not all the databases used by the FAA for safety oversight and analysis contain
errors and have limitations. This is why knowledgeable scientists and experts are
involved in turning these data into useful information for decision makers. NAOMS
data are no different in this regard. The NAOMS team made an extraordinary effort
to clean and validate the data collected through the survey. The resulting data is
of good quality and ready for meaningful analysis. Why would anyone decide that
additional information, especially when it deals with the safety of the traveling pub-
lic, should be hidden?

Finally, the belief that the NAOMS data are not needed because current safety
oversight systems are adequate is untrue. Not all airlines have Flight Operational
Quality Assessment (FOQA) programs or participate in the Aviation Safety Action
Program (ASAP), a pilot based voluntary reporting system. Further, current safety
oversight systems do not do a good job of measuring safety errors in the general
aviation fleet, among small commercial operators, or among maintenance techni-
cians, all of which have a direct influence on airline safety. A program like NAOMS
can provide a unique oversight capability for all of the aviation system.

In closing I would like to encourage the Committee to consider why a program
like NAOMS is not currently operating. In most other aspects of public health and
safety, U.S. Government and industry organizations routinely use surveys to iden-
tify and understand risks to public safety and health. Many of these programs have
been in existence for years and are central to the evaluation and oversight of the
Nation’s health and safety.

A program like NAOMS can:

1. Help identify risks before they result in losses by obtaining information from
those who are in the best position to know, the people operating the system.
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2. Help evaluate the impact of new technology, an important consideration in
light of all the changes occurring in the National Airspace System including
the overhaul of the air traffic control system.

3. Provide quick insight into how well safety enhancements and improvements
are working, a capability difficult to duplicate with today’s oversight systems.

I believe NAOMS should be reinstituted and operated by an independent and un-
biased organization. Such a program should receive funding directly from Congress
to ensure its budget remains adequate to fulfill its mission.

Thank you for the opportunity to comment on this important issue.

BIOGRAPHY FOR ROBERT S. DODD

WORK EXPERIENCE

Johns Hopkins University School of Public Health, Baltimore, MD; 1/2004-
Present

Adjunct Faculty

I teach a course at the Johns Hopkins University Bloomberg School of Public
Health titled Transportation Research, Public Policy and Politics. This is a graduate
level course. This course is intended to provide an overview of the significant role
of national politics on transportation safety policy in the United States. Using case
studies of notable safety enhancement efforts in aviation, highway, rail and mari-
time transportation, the students are introduced to the significant roles and inter-
actions of lobbyists, industry associations, politicians, and federal agencies in trans-
portation safety research and subsequent safety improvement rule-making. Through
lectures, readings and a field trip, students learn that transportation safety and in-
jury prevention improvements often require significant efforts to successfully navi-
gate the path from research findings to interventions that improve the traveling
public’s safety and health.

Dodd & Associates, LLC, Gambrills, MD; 6/1998-Present
Owner

Dodd & Associates, LLC is a consulting company that specializes in transpor-
tation safety research and analysis. As owner, I serve as the senior research sci-
entist and manager. Our business focus includes transportation safety research,
data analysis, research design, survey research, transportation injury control assess-
ments, safety program design, safety training, safety audits and analysis, and
OSHA compliance assessments.

I serve as a research scientist on research projects for the Federal Government
and private clients. In many of the projects, I have served as the principle investi-
gator. Consequently, I am usually responsible for developing project proposals and
the research protocol, project work plans and time lines, managing project partici-
pants, writing the final reports and presenting the findings to the client and other
organizations as required. I am knowledgeable about government contracting and
grant procedures as a result my extensive experience in managing such programs
both as a contract and grant recipient.

A sample of projects include:

Principal Investigator, National Aviation Operations Monitoring Service
(NAOMS): Multi-year, multi-million dollar survey study that collected information
on safety incidents from over 22,000 air line pilots and 4,000 small airplane pilots.
Study was conducted for NASA. I oversaw experimental development, testing and
application of the project research plan and survey. The surveys were conducted via
telephone and achieved an 80 percent response rate. The project is now complete
and papers are being written for peer review journals.

Principal Investigator, Wide Area Augmentation System (WAAS): This research
project was designed to quantify in dollars saved by the potential reduction in crash-
es associated with the planned introduction of the wide area augmentation system
(WAAS) navigation system. The WAAS is a satellite-based navigation system devel-
oped by the Federal Aviation Administration (FAA) to provide precision approach
capability to the majority of airports in the continental United States. The project
was conducted for the FAA and resulted in a report for FAA use.

Co-Principle Investigator, Evaluation of the Use of Common Denominators for
Cross Modal Transportation Safety Evaluation: I served as a co-principal investi-
gator with Professor Susan Baker on a Johns Hopkins University research project
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to evaluate the feasibility of using common exposure measures for cross-modal eval-
uations in transportation safety evaluations. This study was sponsored by the Bu-
reau of Transportation Statistics which is part of the Department of Transportation.

Audit Team Leader, Patient Transport System Operational Safety Audits: I lead
a team of experts who evaluate the safety of patient transport operations (both
ground and air) for medical transport services. We have completed over 65 audits
to date. Focus of audits included patient safety, occupational safety and transport
operations.

Records Management Systems, Incorporated, Fairfax, VA; 3/1996-6/1998
Senior Research Scientist

I served as a senior research scientist for RMA, a government contractor sup-
porting the Federal Aviation Administration’s (FAA) Office of Aviation Safety. I con-
ducted safety research, assisted in the design of database and safety analysis sys-
tems for the FAA’s National Aviation Safety Data Analysis System (NASDAC) and
helped develop safety programs. I participated in strategic planning, helped design
research protocols and project management plans, and participated in industry
meetings for the FAA.

A key component of NASDAC’s mission at that time was the evaluation and inte-
gration of aviation data safety systems into a common access point for analysis.
These data systems were owned and operated by the FAA, the National Transpor-
tation Safety Board (NTSB), the National Aeronautics and Space Administration
(NASA), the British Civil Aviation Authority (CAA), and private data sources such
as AirClaims. As the primary analyst supporting the NASDAC’s mission, I became
very familiar with these data sources. My familiarity originated with using these
data for analytical projects and evaluating the databases for accuracy, structure, rel-
evancy to current safety issues and much more. Through this experience, I became
expert in the strengths and limitations of these data sets.

Battelle Memorial Institute, Columbus, OH; 5/1990-3/1996
Principal Research Scientist

I supported Battelle’s transportation group conducting research and participating
as a Battelle representative in meetings and conferences held in Washington D.C.
I also supported the FAA’s Aviation Safety Reporting Program (ASRS), a voluntary
aviation incident reporting system, by conducting analysis of the data contained in
the ASRS database. I conducted analysis, generated reports, and presented findings
of interest to both government and industry organizations.

Johns Hopkins University School of Public Health, Baltimore, MD; 8/1988-
5/1990

Research Assistant

I was a teaching and research assistant while a full-time doctoral student. As
such, I assisted professors in the research activities conducing database design, de-
velopment and research. I also assisted in teaching courses.

National Transportation Safety Board, Washington, DC—7/1986-8/1988
Transportation Safety Specialist

I was a transportation safety specialist and worked in the safety studies division.
I was responsible for conducting targeted research investigations of specific trans-
portation safety issues, writing summary reports and generating corrective rec-
ommendations. I assisted in crash investigations and statistical evaluations. I also
participated in industry meetings, wrote speeches for individual Board members and
made public presentations. I left this position to return to school for my doctorate.

Air Line Pilots Association, Herndon, VA; 6/1980-7/1986
Staff Safety Engineer

As a staff member of the Engineering and Air Safety Department, I supported
pilot safety committees and worked on safety issues involving crash survival, airport
design and airport safety. Part of my duties involved responding to FAA Notices of
Proposed Rule-making (NPRM) for safety regulation rule changes. I also worked
closely with the FAA and NTSB on a broad variety of air carrier safety issues. I
also managed safety committees for the Association, participated in industry work-
ing groups sponsored by the Society of Automotive Engineers, National Fire Protec-
tion Association, American Association of Airport Executives and similar organiza-
tions.
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Freeway Airport Inc., Mitchellville, MD; 12/1978-6/1980
Flight Instructor

As a charter pilot and flight instructor I was responsible for conducting air taxi
flights for customers and training primary, advanced and instrument pilots.

EDUCATION

Johns Hopkins University School of Public Health, Baltimore, MD; Doctorate, 5/
1992; Major: Public Health; Minor: Behavioral Science

Relevant Course Work, Licensures and Certifications:

This course of study was research-oriented and predominantly quantitative and
lead to a Doctorate of Science (Sc.D). It included study of statistics, epidemiology,
experimental design, survey design and application, database design, transportation
safety and research methodology. The main focus was transportation injury preven-
tion and occupational safety, with secondary study in the behavioral sciences. This
focus included injury coding and outcome measurement, and observational study de-
sign. My thesis evaluated occupant crash survival and was titled “Factors Related
to Occupant Crash Survival in Emergency Medical Service Helicopters.”

University of Southern California, Los Angeles, CA; Master’s Degree, 12/1981;
Major: Safety

Relevant Course Work, Licensures and Certifications:

This degree program used an interdisciplinary systems approach to the theory
and application of modern transportation safety practice. The curriculum included
study in management, technology application, human factors, accident investigation,
risk management, system safety, environment and communications. Focus areas for
my specific course of study included: structural safety and failure analysis, accident
investigation, human factors, system safety engineering, statistical analysis, and ex-
perimental design in safety research.

University of Maryland, College Park, MD; Bachelor’s Degree, 12/1978; 128 Semes-
ter Hours; Major: General Studies

Relevant Course Work, Licensures and Certifications:

This course of study led to an independent studies degree with the main focus on
the life sciences, including courses in micro biology, zoology, physiology, chemistry,
and anatomy.

AFFILIATIONS

Association of Air Medical Services, Member, Board of Directors
American Society of Safety Engineers, Professional Member
American Public Health Association, Professional Member

PROFESSIONAL PUBLICATIONS

Scott A, Krosnick J, Dodd R, et al., Comparing Telephone Interviews with Self-Ad-
ministered Mailed Questionnaires: Results from a Field Experiment Assessing
Reporting Accuracy. Public Opinion Quarterly, submitted.

Baker S, Grabowski J, Dodd R, et al., EMS Helicopter Crashes: What Influences
Fatal Outcome? Annals of Emergency Medicine, April 2006 (Vol. 47, Issue 4,
Pages 351-356).

Enders J, Dodd R, Fickeisen F, Continuing Airworthiness Risk Evaluation, Flight
Safety Digest, Flight Safety Foundation, Sept—Oct 1999, Arlington, VA.

Enders J, Dodd R, et al., A Study of Airport Safety With Respect to Available Ap-
proach and Landing Aids, Flight Safety Digest, Flight Safety Foundation, Nov.
1995.

Baker SP, Lamb M, Dodd R, Crashes of Instructional Flights, Analysis of Cases and
Remedial Approaches, FAA Grant Report #93—G-045, Johns Hopkins Center for
Injury Research and Policy, Baltimore, MD, Oct. 1994.

Dodd R, The Cost-Effectiveness of Air Medical Helicopter Crash Survival Enhance-
ments, Air Medical Journal, 13:7, July 1994.

Baker SP, Lamb MW, Li G, Dodd R, Human Factors in Crashes of Commuter Air-
planes, Aviation Space and Environmental Medicine, 193, May; 64(5):417.
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Dodd R, Occupant Survival In Emergency Medical Service Helicopter Crashes,
Transportation Research Record of the National Research Council, 1992.

Dodd R, ASRS: An Under used Resource, The Journal of Air Medical Transport, Vol.
10, No. 10, Oct. 1991.

Eldredge D, Dodd R, Mangold S, Categorization and Classification of Flight Man-
agement System Incidents Reported to The Aviation Safety Reporting System,
Battelle Memorial Institute, Columbus, OH, Contract No. DRTS-57-89-—
D00086, June 1991.

Dodd R, Reporting Accident Rates per 100,000 Patient Transports Responsible Tech-
niqu% letter to the editor, The Journal of Air Medical Transport, Vol. 10, No.
2, Feb.

ADDITIONAL INFORMATION

e Adjunct Faculty, Johns Hopkins University Bloomberg School of Public Health,
Center for Injury Research and Evaluation

* John W. Hill Safety Scholarship, University of Georgia

¢ William Haddon Fellowship in Injury Control, Insurance Institute for Highway
Safety

* Graduate Research Award Program, Public-Sector Aviation Issues, Transportation
Research Board, National Academy of Sciences

* Outstanding Performance Award, National Transportation Safety Board
» At-Large Member, Board of Directors, Association of Air Medical Services
¢ Chair of the Safety Committee, Association of Air Medical Services

* Airline transport rated multi-engine pilot (ATP-ME)

Chairman GORDON. Thank you very much, Dr. Dodd.
Our next witness, please proceed.

STATEMENT OF DR. JON A. KROSNICK, FREDERIC O. GLOVER
PROFESSOR IN HUMANITIES AND SOCIAL SCIENCES, STAN-
FORD UNIVERSITY

Dr. KrOsNICK. Thank you. Mr. Chairman, thank you for the op-
portunity to testify today. I am a Professor at Stanford University
with expertise in psychology and political science, and I have de-
voted most of my career to the study and use of survey method-
ology. I have conducted more than 100 surveys and have conducted
research to identify best practices in the design of surveys. I have
written more than 350 research papers and received 65 grants and
contracts to support my research, mostly from the Federal Govern-
ment.

I have written a textbook in this area, and as an expert on sur-
vey methods, I have advised many federal agencies on how to con-
duct their surveys, including the GAO, the IRS, the CIA, the NIH,
NOAA, EPA, the Census Bureau, the Bureau of Labor Statistics,
CDC, and others.

I am here to thank and congratulate NASA and to offer my
praise to them for a job well done to the highest standards of excel-
lence so far in their work on NAOMS. There are many data collec-
tion systems in place to track air safety problems, and NAOMS is
a terrific addition to this array.

In my opinion NAOMS has been a great success, and NASA de-
serves to be very proud of this success and deserves the thanks of
this Congress and of all Americans.

As you know NAOMS was designed to measure the frequency of
the precursors of aviation accidents through statistically-reliable
scientific surveys of pilots. You might imagine that information on
these events can be collected reliably by machines, by black boxes
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on aircraft, by computers in the air traffic control system, and by
video cameras watching airport operations.

But imagine the gigantic volume of information that would be
collected by such systems in just one day and imagine trying to
wade through that mountain of information to try to identify safety
compromising events. And that mountain would not even include
the many experiences and events that occur during interactions be-
tween people without a machine record.

This is why NAOMS was conceived as it was; to use the eyes and
ears of the people actually operating the aviation system to track
what they experience and convey the resulting information to pol-
icy-makers. For decades the Federal Government has sponsored
many longstanding and recurring survey projects to collect infor-
mation used to promote public welfare. The unemployment rate is
measured through surveys, the inflation rate is measured through
surveys, and federal agencies regularly conduct surveys to measure
much, much more.

Surveys are a mainstay at the Federal Government and have
been shown to provide valuable scientific measurements of the ex-
periences of our nation’s huge population quickly, accurately, and
inexpensively as compared to other ways to learn the same infor-
mation.

Loren Rosenthal’s vision of NAOMS is shown on this slide, which
was presented by NASA in many public meetings. The NAOMS
Project was to involve the design and implementation of surveys
not only of pilots but also of air traffic controllers, flight attend-
ants, and mechanics every week of every year to measure how
many of various specific accident precursors they had witnessed
while working during the past 60 days.

As you can see from this diagram in the upper right, this was
to be a permanent monitoring system. I was privileged to be asked
to serve as a consultant to the team of superb professionals who
have carried out the work done on NAOMS to date. As I watched
the team do its work over a period of years, I saw a great deal
about how it was done.

I look forward to answering your questions, but in the remaining
opening moments I have I would like to set the record straight on
five important misunderstandings that have found their way into
the public discussion of NAOMS during the past week.

First, some people have claimed that the NAOMS methodology
was not peer reviewed. This is incorrect. The survey methods used
in NAOMS have been peer reviewed and widely accepted in the
field for more than 40 years. And the NAOMS Team used peer re-
viewed and well-established evaluation techniques to select the
best standard methods for use in the NAOMS surveys.

Furthermore, survey research experts at the White House Office
of Management and Budget must review every federal survey
project to assure that the methods to be used are optimal, and they
reviewed and approved the NAOMS methodology.

And prior to that approval process the NAOMS Team had held
dozens of meetings, workshops, and consultations around the coun-
try with aviation experts, interested parties, and social scientists to
describe the project’s methodology and get reviews, comments, and
suggestions.
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Second, some people have said that NAOMS was not shut down
prematurely. This is incorrect. The slide up on the screen shows
you that initial NAOMS funding was intended to pay for surveys
to be done not only of pilots but of air traffic controllers, flight at-
tendants, and mechanics. But the funding for NAOMS was ended
before that work was initiated.

Third, some people have said that the NAOMS Project was de-
signed simply to test the feasibility of a method, not to implement
that method in a long-term survey monitoring system. This is in-
correct. We determined that the method was viable and effective
after a field trial involving 635 pilots. You don’t do 24,000 inter-
views of pilots to test the feasibility of a method. You do that many
interviews after you know the method is feasible and ready for
prime time.

Fourth, some people have said that if the NAOMS data were re-
leased to the public, individual pilots or airlines would be identifi-
able. This is incorrect. The overwhelming majority of NAOMS data
cannot be linked to any pilot or airline because the system was set
up to assure that from the start. The very small number of in-
stances in which a pilot mentioned a specific airline or event date
spontaneously can easily be removed from the public data set and
made available to analysts only through Census Data Centers,
which the Federal Government created exactly for the purpose of
allowing researchers to use highly-confidential government data for
research purposes while protecting anonymity.

Lastly, some people have said NAOMS data cannot be used to
compute the rates at which events happened because multiple re-
spondents might have reported the same event, leading to overesti-
mates. This is incorrect. NAOMS was designed intentionally to col-
lect multiple reports of the same event, and NAOMS was also de-
signed to implement a statistical procedure to recognize this mul-
tiple reporting when translating the results of the surveys into
computation of event counts.

My best guess of why you heard earlier that events are—event
rates are too high in the survey is because that correction is not
being implemented properly.

Thus, these five criticisms of NAOMS are unfounded, and for
these many reasons I believe that NASA deserves terrific praise for
initiating NAOMS and for carrying out the work done so far so
well. The method offers a new way to complement existing streams
of data on aviation safety and it is relatively cheap and quick com-
pared to the other methods being implemented.

So in closing I want to thank NASA for the decision to make ex-
isting NAOMS data available to the public, along with complete
documentation on exactly how the data were collected, but most
importantly I want to urge NASA and this committee to restart
NAOMS data collection where they left off. There is much left on
the diagram on the screen to be done, and if NASA gets to work
doing it, there will almost certainly be terrific benefits for this na-
tion. And this committee can take some credit for those benefits if
it comes about.

NASA did a great job with NAOMS already, and they have a
unique position of trust, objectivity, and scientific expertise in the
aviation world that will allow them to carry out this work with effi-



52

ciency and credibility. I hope they will chose to continue this impor-
tant work in the future.

Thank you very much.

[The prepared statement of Dr. Krosnick follows:]

PREPARED STATEMENT OF JON A. KROSNICK

Thank you very much for the invitation to submit this statement and to testify
before the Committee as it explores the history of NASA’s National Aviation Oper-
ations Monitoring Service (NAOMS).

Currently at Stanford, I am the Frederic O. Glover Professor of Humanities and
Social Sciences, Professor of Communication, Professor of Political Science, Professor
of Psychology (by courtesy), and Associate Director of the Institute for Research in
the Social Sciences.

As a member of the team that developed NAOMS, my role was as an expert on
survey research methodology and questionnaire design.

My Qualifications and Experience

While I have been a Professor at the Ohio State University and now at Stanford
University, a great deal of my research has involved the collection and analysis of
survey data, and many of my publications have been designed to identify best prac-
tices 1n survey methodology.

As my curriculum vitae outlines (see Appendix A of this statement), I have pub-
lished five books and am currently completing the fifth, The Handbook of Question-
naire Design (Oxford University Press). I have published 107 journal articles and
book chapters in peer-reviewed publications. I have presented 252 papers reporting
my research findings at research conferences around the world, where presentations
were selected through a peer review process. I have received 65 grants and contracts
supporting my research and am currently overseeing active grants and contracts to-
taling more than $10 million.

I have served as a consultant to the following federal agencies on survey research
issues: The Government Accountability Office (GAO), the Internal Revenue Service
(IRS), the Central Intelligence Agency (CIA), the National Institutes of Health
(NIH), the National Oceanic and Atmospheric Administration (NOAA), the Environ-
mental Protection Agency (EPA), the Bureau of the Census, the Bureau of Labor
Statistics (BLS), the Centers for Disease Control and Prevention (CDC), and the Na-
tional Cancer Institute (NCI). I have advised these agencies on how to implement
best practices in the survey research they conduct.

I currently serve as co-principal investigator of the American National Election
Study (ANES), the academic world’s leading survey study of voting and elections,
which is supported by a $7.6 million grant from the National Science Foundation.
This project began in 1948 with a national survey of a representative sample of
American voters, and the same sort of survey has been conducted every two years
since then. The data from the ANES are made public at no charge to all interested
investigators around the world. As co-principal investigator, my responsibilities in-
clude all decisions about methodology for the collection of the survey data and all
decisions regarding the design of the questionnaires used.

I also serve on the Board of Overseers of the General Social Survey, which is the
Nation’s preeminent survey study of trends in Americans’ social and political atti-
tudes and behavioral experiences. Since the early 1970s, this study has involved an-
nual or biannual surveys of representative national samples of American adults
interviewed in their homes for hours and documenting a wide range of their opin-
ions and experiences. Like the ANES, the GSS has been funded by the National
Science Foundation, and the study’s data are made available for free to all inter-
ested researchers around the world and

The NAOMS Vision

The instigation of NAOMS was a commitment made in the 1990s by the Federal
Government to reduce the risk of commercial airplane crashes by a specific targeted
amount within ten years. Once that target was set, federal agencies looked for ways
to assess whether that goal would be achieved and realized they had none. Simply
tracking plane crashes would not be sufficient, because they happen extremely rare-
ly and therefore do not indicate the amount of underlying risk posed by the many
small events that, when cumulated, can increase the risk of an accident. Con-
sequently, some alternative monitoring system was needed.

The Federal Aviation Administration, other agencies, and private sector organiza-
tions (e.g., commercial airlines) have been collecting some information on the fre-
quency with which some risk-elevating events have been occurring. But the array
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of event types being tracked was more limited than is needed for thoroughly track-
ing the functioning of the entire air travel system. Some anecdotal information has
also been collected, but this information could not be used to calculate statistically
reliable risk levels. Therefore, a new system for collecting information on the fre-
quency of precursors to accidents was needed.

NAOMS was designed to serve this purpose and to collect the needed information
via high quality scientific and reliable surveys of people around the world who were
watching the operation of the aviation system first-hand and who knew what was
happening in the field. Indeed this use of the survey method was in keeping with
many other long-term federally funded survey projects that provide valuable infor-
mation to monitor public risk, identify sources of risk that could be minimized, iden-
tify upward or downward trends in specific risk areas, to call attention to successes,
identify areas needing improvement, and thereby save lives while promoting com-
merce in the Nation.

As originally conceived by Battelle Project Manager Loren Rosenthal, NAOMS
was to be a multifaceted survey project building on the Aviation Safety Reporting
System (ASRS). For many years, ASRS has been a successful system for collecting
anecdotal information from pilots about some of the risk-elevating events they wit-
nessed. Each time an event occurs, a pilot can choose to fill out a form describing
it briefly and mail the form to NASA’s ASRS office in Mountain View, California.
An aviation expert then telephones the reporter to conduct a telephone interview
to gather detailed information about the event. A subset of this information is then
entered anonymously into a database that NASA maintains. And when important
insights about risks have been obtained through this system, NASA has sent out
reports to the aviation community.

ASRS has successfully collected information that has had observable positive ef-
fects enhancing public safety. Pilots have come to trust it and NASA generally (be-
cause nothing undesirable has occurred to a pilot as the result of filing an ASRS
report), and ASRS has had the flexibility to collect data on whatever events pilots
deem worth reporting.

But this flexibility also constitutes a significant limitation of ASRS as well. Be-
cause pilots voluntarily choose to file reports on events, their choices about when
to report and what to report are uncontrolled. Consequently, many safety-related
events go unreported to ASRS. And as a result, it is impossible to use ASRS to track
trends in event rates over time. Therefore, NAOMS was envisioned to complement
ASRS by producing accurate measurements of rates and trends in rates of a wide
array of types of events.

Every week of every year, NAOMS was planned to collect information from a rep-
resentative sample of pilots flying commercial aircraft. The pilots would be asked
to report the number of each of a series of different specific events that they had
witnessed during a specific recent time period (e.g., the last 60 days). These counts
could then be used to calculate the rates at which the events had occurred during
that period throughout the entire air travel system.

NAOMS had the potential to succeed especially because ASRS had already been
successful. The trust that the community of commercial pilots had developed in
NASA through its running of ASRS meant that these pilots could most likely be
counted on to participate in NAOMS surveys at a high rate without concern about
retribution. That is, the pilots could be expected to provide accurate and honest re-
ports of event frequencies, because they already knew that NASA (through ASRS)
was capable of compiling and reporting such data in a trustworthy and safety-en-
hancing way.

But NAOMS was envisioned to go well beyond ASRS, by tapping the knowledge
and experiences of other professionals participating in the air travel system and ob-
serving risk-elevating events. Specifically, the original plan for NAOMS included
collecting survey data every week of every year from general aviation pilots, heli-
copter pilots, air traffic controllers, flight attendants, and mechanics, as shown in
the following timeline that was presented by NASA at various public meetings de-
scribing the project:
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Thus, the plan was to design and implement a “permanent survey” data collection
operation to generate ongoing data to track event rates into the future.

NAOMS Resembled Many Other Federal Surveys

This use of survey methodology in NAOMS was consistent with the conduct of
surveys by many organizations in the public and private sectors to track rates of
events over time and to inform decision-making and organizational practices. Survey
methodology is a highly developed science that can utilize reports of people’s experi-
ences to document events occurring around the Nation and around the world quickly
and cheaply. In fact, each year, billions of dollars are spent conducting surveys
around the world. The U.S. Federal Government is one of the largest producers of
such data. For decades, survey data have been routinely collected and used by many
federal agencies to track contemporary life in America in a wide array of domains
and to provide valuable information for policy-making and policy implementation.

A small subset of the survey research projects that have been funded by the U.S.
government continuously, beginning in the years shown and sponsored by the agen-
cies in parentheses, includes:

¢ Survey of Income and Program Participation (Census Bureau) 1984—
¢ Consumer Expenditure Surveys (Census Bureau) 1968—
¢ Annual Housing Surveys (Census Bureau) 1973—

¢ Survey of Consumer Attitudes and Behavior (National Science Foundation)
1953—

¢ Health and Nutrition Examination Surveys (National Center for Health Sta-
tistics) 1959—

¢ National Health Interview Surveys (National Center for Health Statistics)
1970—
American National Election Studies (National Science Foundation) 1948—

¢ Panel Study of Income Dynamics (National Science Foundation) 1968—
¢ General Social Survey (National Science Foundation) 1972—
¢ National Longitudinal Survey (Bureau of Labor Statistics) 1964—

¢ Behavioral Risk Factor Surveillance System (Centers for Disease Control and
Prevention) 1984—

¢ Monitoring the Future (National Institute of Drug Abuse) 1975—
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¢ Continuing Survey of Food Intake by Individuals (Department of Agriculture)
1985—

¢ National Aviation Operations Monitoring System (National Aeronautics and
Space Administration) 2002—

¢ National Survey of Drinking and Driving (National Highway Traffic Safety
Administration) 1991-

. 11\19a7té0na1 Survey of Family Growth (National Center for Health Statistics)

¢ National Survey of Fishing, Hunting, and Wildlife-Associated Recreation
(Census Bureau) 1991—

* National Survey of Child and Adolescent Well-Being (Department of Health
and Human Services) 1997—

¢ Survey of Earned Doctorates (Science Resources Statistics Program, National
Science Foundation) 1958—

¢ National Survey on Drug Use and Health (Department of Health and Human
Services) 1971—

¢ Youth Risk Behavior Surveillance System (Department of Health and Human
Services) 1990—

¢ National Crime Victimization Survey (Bureau of Justice Statistics) 1973—

¢ Schools and Staffing Survey (National Center for Educational Statistics)
1987-

¢ Educational Longitudinal Survey (National Center for Educational Statistics)
2002—

¢ Current Employment Statistics Survey (Bureau of Labor Statistics) 1939—

Just a few of the many other major surveys sponsored by federal agencies over
the years include:

¢ National Survey of Distracted and Drowsy Driving (National Highway Traffic
Safety Administration)

¢ National Survey of Veterans (Department of Veterans Affairs)

¢ National Survey of Children’s Health (Health Resources and Services Admin-
istration’s Maternal and Child Health Bureau)

¢ National Survey of Recent College Graduates (Science Resources Statistics
Program, National Science Foundation)

¢ National Survey of Speeding and Other Unsafe Driving Actions (National
Highway Traffic Safety Administration, Department of Transportation)

Survey data form the basis of many important government policy-making deci-
sions. For example, economists in the Federal Reserve and other agencies pay close
attention to the federal unemployment and inflation rates, both of which are cal-
culated using data from national surveys. The many other federal agencies listed
above collect survey data because those data are used in on-going decision-making.

Decades of research have shown that the reliability and validity of optimally-col-
lected survey data are generally quite high, and that respondents can be relied upon
to provide quite accurate descriptions of their past experiences, behaviors, and opin-
ions. Most visibly, surveys conducted just before U.S. presidential elections predict
the actual election vote results very closely (see, e.g., Visser, P.S., Krosnick, J.A.,
Marquette, J., & Curtin, M., 1996; Mail surveys for election forecasting? An evalua-
tion of the Columbus Dispatch poll. Public Opinion Quarterly, 60, 181-227, Visser,
P.S., Krosnick, J.A., Marquette, J., & Curtin, M., 2000; Improving election fore-
casting: Allocation of undecided respondents, identification of likely voters, and re-
sponse order effects. In P. Lavrakas & M. Traugott (Eds.), Election polls, the news
media, and democracy. New York, NY: Chatham House). Even when there is error
in such survey measurements (and there is), the error is not huge in percentage
point terms (bearing in mind that a small shift in percentages can change the win-
ner of a close election). For example, since 1936, the percent of votes won by the
winner has correlated with the Gallup Poll’s pre-election prediction of that percent-
age .85, a nearly perfect association.! Likewise, since 1948, the American National
Election Study surveys’ post-election measurements of the proportions of votes won

1Correlations can range from 1 (meaning a perfect match between the variables) to 0 (mean-
ing a relation between the variables no better than chance) to -1 (meaning a perfect inverse rela-
tion between the variables).
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by the winning presidential candidate have correlated with official government vote
counts .92, again nearly perfect.

Equally striking are the results of the Monthly Survey of Consumer Attitudes and
Behavior, conducted continuously by the University of Michigan’s Survey Research
Center since 1970. Each month, a representative national sample of American
adults has been asked what they expect to happen to the unemployment and infla-
tion rates in the future (as well as many other topics), and their aggregated answers
have predicted later changes in actual unemployment and inflation remarkably well
(correlations of .80 and .90, respectively, between 1970 and 1995). This is testimony
not only to the aggregated wisdom of the American public but also to the ability
of scientific surveys to measure that wisdom accurately.

A high level of accuracy can be achieved if optimal procedures are implemented
to conduct a survey, and departures from such procedures can significantly com-
promise the accuracy of a survey’s findings. Necessary features include drawing a
representative sample of the population, taking extensive steps to collect data from
as many sampled people as possible, optimizing the choice of survey mode to achieve
accurate measurements, asking questions that are easily comprehensible and do not
entail biased wording or format, weighting results to correct for unequal sampling
probabilities, and much more.

Survey Methods Development in NAOMS

When I was brought onto the research team, I was told that the project was com-
mitted not just to designing and conducting surveys, but to doing so with the best
possible practices to assure the most accurate data possible. Thus, rather than sim-
ply using intuition and budget limitations as guidelines for making methodological
decisions, the project set out to design practices that would optimize data accuracy.

To this end, we conducted a series of studies, including a large-scale field trial,
to answer a series of questions with regard to the first survey we developed for air
carrier pilots:

¢ What risk-elevating events should we ask the pilots to count?

¢« How shall we gather the information from pilots—written questionnaires,
telephone interviews, or face-to-face interviews?

¢ How far back in the past can we ask pilots to remember without reducing the
accuracy of their recollections?

¢ In what order should the events be asked about in the questionnaire?

What events? The goal of the NAOMS survey was to collect information on as
many different sorts of risk-elevating events as possible. To begin generating a com-
prehensive list of such events, we conducted a series of focus group discussions with
professionals who were active in the air traffic system, including air carrier pilots,
general aviation pilots, helicopter pilots, and air traffic controllers. In each of these
group discussions, we asked participants to generate as comprehensive a list of risk-
inducing events as they could during a two-hour period. These exercises revealed
a coherent and repeatedly-occurring list of events that seemed quite suitable for
tracking by NAOMS surveys.

In addition, we consulted with industry and government safety groups, including
members of CAST, the FAA, and the analysts who conducted telephone interviews
of pilots submitting reports to ASRS. We also reviewed the contents of aviation
event databases, such as the ASRS, NAIMS, and BTS databases. In the end, we
chose to track a set of events that was faithful to those pinpointed by these data-
gathering exercises.

What mode? At the time that NAOMS was launched, it was widely recognized in
the survey research community that face-to-face interviewing was the optimal way
to collect accurate and honest data from respondents. Although most surveys at that
time were being conducted by telephone, the Federal Government’s most important
and visible surveys continued to rely on face-to-face interviewing. When a com-
petent, committed, and professional interviewer meets face-to-face with a respond-
ent, the respondent develops a sense of trust in and rapport with the interviewer,
inspiring the respondent to devote the cognitive effort needed to generate accurate
responses and the confidence that his/her identity will be protected, so that honest
reports can be provided without fear of retribution.

We therefore decided to explore the viability of face-to-face interviewing of pilots
for NAOMS. However, we recognized that such interviewing would be costly and
logistically challenging, so we also explored the viability of two alternative modes:
telephone interviewing and paper-and-pencil questionnaires. At the time we initi-
ated NAOMS, the published survey methodology literature did not offer clear guid-
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ance about the quality of data to be expected from these two latter modes. We there-
fore designed a “field trial” to compare the three modes of data collection.

At the start of the field trial, a sample of licensed pilots was selected to be inter-
viewed face-to-face. But it quickly became clear that because of the ongoing mobility
of the pilots, it would be practically impossible to coordinate schedules with them
to allow interviewers to meet with them and conduct interviews at anything ap-
proaching a reasonable cost. Therefore, face-to-face interviewing was abandoned.
Consequently, the field trial focused on comparing telephone interviewing and paper
questionnaires mailed to respondents using a method developed by Professor Don
Dillman (a long-time consultant to the U.S. Census Bureau) to assure high response
rates.

Pilots were randomly assigned to be interviewed in one of these modes, and the
survey research group at Battelle’s Center for Public Health Research and Evalua-
tion conducted the data collection. The cost per interview was $60 for each mailed
questionnaire completed, as compared to $75 for each telephone interview com-
pleted. But according to all indicators of data quality, we got what we paid for: the
telephone interviews yielded superior data. For example, the response rate for the
mail questionnaires was 73 percent, and the response rate for the telephone inter-
views was 81 percent. Whereas pilots never failed to answer a question during a
telephone interview, respondents failed to answer 4.8 percent of the questions on
the paper questionnaires. Respondents reported significantly more confidence in the
accuracy of their answers during the telephone interviews than of their answers on
the paper questionnaires. And a built in accuracy check showed that the telephone
responses were 30 percent more accurate than the paper responses. We therefore
chose to conduct the survey via telephone interviews.

How far back in the past could pilots remember accurately? Our goal was to collect
information on as many events as possible without compromising the accuracy of
recollections. The longer the time period that pilots were asked to describe, the more
rare events could be detected, with no added cost. But if the recall period addressed
in the questionnaire was short, then we would have had to increase the number of
pilots interviewed considerably in order to detect rare events. A comprehensive re-
view of the existing scholarly literature did not provide clear guidance on what the
optimal recall period would be for NAOMS pilots, so we built into the field trial a
manipulation designed to identify this optimal recall period.

Specifically, we randomly assigned some pilots to report on the events they wit-
nessed during the last week and others to report on the last two weeks, the last
four weeks, the last two months, the last four months, or the last six months. We
found that the most accurate reports were provided for the two-month recall period,
so we selected that period for the final questionnaire. During the initial months of
NAOMS main study data collection, respondents were randomly assigned to be
asked about either the last 30 days, the last 60 days, or the last 90 days. But even-
tually, all pilots were asked about the last 60 days.

What order of questions? Once we had specified a list of events to be addressed,
we had to specific the order in which to ask about these events. If the order is opti-
mized, it can make respondents’ reporting process easier and their reports more ac-
curate. And if order is not optimized, it can increase the difficulty of the task for
the respondents, decrease their enjoyment of it, thereby decrease their motivation
to provide accurate reports, and in the end, reduce the accuracy of the reports they
do provide.

Optimizing question order begins with the recognition that more complete and ac-
curate recollection occurs when question order matches the way that information is
organized in people’s long-term memories. That is, psychologists believe that clus-
ters of related pieces of information are stored together in memory. Asking a person
to go to a specific location in memory and retrieve all the needed information there
before moving on to retrieving information from a different location is preferable to
asking people to jump around from place to place in memory, question by question
(e.g., Barsalou, 1988; DeNisi & Peters, 1996; Raaijmakers, & Shiffrin, 1981,
Sudman, Bradburn, & Schwarz, 1996; Tulving, 1972).

According to this logic, memories of similar safety-compromising events are likely
to be stored together in clusters in pilots’ memories. So once a pilot begins retrieving
memories from a particular cluster, it is easiest and most efficient to recall all other
memories in that cluster, rather than jumping to another cluster. Therefore, our
questionnaire grouped together questions asking about events that were stored near
one another in pilots’ memories.

Identifying each respondent’s memory organization scheme at the start of each
interview is not practical. However, it was possible to assess the most common type
or types of mental organizations used by pilots and tailor our questionnaire design
to those types. We conducted a series of studies using a series of methods drawn
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from cognitive psychology to identify pilots’ memory organizations, and the results
of these studies clearly pointed to a memory organization that applied well across
pilots and that we showed could be used to enhance the accuracy of recollections.
In fact, our testing indicated that using the memory organization we identified to
order questions enhanced recall accuracy by 25 percent or more over other orders
we tested.

Questionnaire pretesting. Once a survey questionnaire is designed, it is important
to pretest it in various ways to assure that respondents understand the questions
and can answer them. To test understandability and answerability, we conducted
a series of tests. One test was built into the field trial, whereby we asked respond-
ents to comment on and evaluate the understandability of the questions and to iden-
tify any questions that were not sufficiently clear and understandable. We also con-
ducted cognitive think-aloud pretest interviews using a technique pioneered by re-
searchers at the National Center for Health Statistics. This involved having pilots
listen to the questions, restate them in their own words, and think aloud while an-
swering the questions. These pretests were used to identify instances in which ques-
tion wording needed improvement.

Field trial results. The field trial involved collecting data from about 600 pilots,
and this allowed us to evaluate the performance of the methodology fully. The re-
sults produced by the field trial documented that the methodology worked well. We
achieved a very high response rate, and tests indicated high validity of the data.
Thus, at the conclusion of the field trial, we had evidence sufficient to conclude that
the method was well-designed and suitable for generating reliable data.

Peer reviewing. Questions have been raised recently about whether the NAOMS
methodology was subjected to a peer review process. In fact, peer review did occur.
The research plan for NAOMS was presented at many public meetings and private
meetings with stakeholder organizations and with experts involved in aviation and
social science researchers. In all of these meetings, details of the rational for
NAOMS and its methodology were described. The attendees asked questions, made
comments, and offered suggestions. In addition, multiple meetings were held with
large groups of NASA staff and FAA staff to provide details on the NAOMS plan
and accomplishments and to acquire feedback.

As far as I understand, NASA did not request or suggest to the NAOMS project
team that any additional peer review occur. If such a request had been made, we
would have been happy to implement additional review processes. However, that
lack of such a request was not surprising to me or unusual in the context of federal
survey design and data collection. I have been involved in many federal survey
projects, and I have advised federal agencies on many others. The vast majority of
these projects involved less peer review than NAOMS carried out. In fact, the only
federally funded survey studies I know of that have routinely involved elaborately
structure peer review processes are ones that were conducted by the government for
use in litigation. These peer review processes rarely yielded significant changes in
the survey process. I therefore do not believe that any additional peer review of the
NAOMS methodology would have been significantly beneficial or caused any signifi-
cant changes in procedure.

An important reason for this is that in my role as a professor, I am responsible
for keeping fully informed about the state of the survey methodology literature and
new developments in survey techniques. By reading printed and online publications
and attending conferences to hear presentations, I stay abreast of the field’s under-
standing of best practices. Consequently, I was called upon regularly to evaluate our
methodology vis-a-vis common practices in the field of survey research and the
views of my professional peers on design issues. Thus, the views of my peers were
regularly a focus during our planning process.

Summary. The methods we used to develop the NAOMS questionnaire were state
of the art. Indeed, the preliminary studies we conducted constitute valuable con-
tributions to the scholarly literature on optimal survey design, producing findings
pointing to best practices and identifying new methods for future tests intended to
optimize survey designs. Thus, NASA can be very proud of what it accomplished
during this phase of the project.

My View of NAOMS

It was a privilege and an honor for me to have been asked to serve as a method-
ology expert on the NAOMS project. And it was a pleasure to work with the re-
search team that carried out the project. Robert Dodd (now of the NTSB), Loren
Rosenthal and Joan Cwi (of Battelle Memorial Institute), and Mary Conners and
Linda Connell (of NASA) were consummate professionals who worked wonderfully
together, even through times of tough decision-making. And the work done by the
team was of superb quality.
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Because NAOMS was so well conceived, I looked forward to continuation of the
project and the development of a large publicly available database for the study of
air travel safety. In our public meetings with interested parties, we presented the
following slides to illustrate the widespread use of surveys by federal agencies and
the common practices for running these surveys over long time periods and distrib-
uting the data.

Survey Benefits @

® Surveys have been used te shape national palicy
for many decades

B This use is extensive in arecas such as public health
paolicy and economics

m Aviation safety Is a natural topic for survey data
collection

B Survey methods are mature and well understood

Examples of
Continuing Surveys

® Supvey af Income and Program Participation (Census Bureau)
1064 -

u Consurmar Expendifure Surveys (Census Bureau) 1968 -
Annual Housing Surveys (Census Bureau) 1973 -
Cansumsar Attitudes and Bzhavior (SRC) 1953 -

Haalth and Nulrition Examination Sureeys (NCHS) 1950 -
Mational Health Interview Surveys (NCHS) 1970 -
American Mational Election Studies (NSF) 1948 -

Panel Study of Incame Dynamics (NSF) 1968 —

Mational Lomgitudinal Surveys (BLS) 1964 -

Behavioral Risk Factor Surveillance System (CDC) 1984 =
Monitoring the Future (NIDA) 1575 -
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Features of
These Studies @

Federally-funded via contracts or grants
Long-term tracking studies

Large constituencies use the data

Important policy decisions are based on the data

Conducted by the most prestigious survey research
firms in the nation

Features of
These Studies (cont'd) @

& Design done by collaborative teams of
investigators

m Principal Investigaters remain stable over time

m Planning Boards make decisions — rotating
membership

m Advisory Owversight Boards oversee the entire
project and make suggestions about planning
board membership and project direction,

= Mathodological experts serve on advisory boards
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Features of
These Studies (cont'd) @

B Questiopnaires hawve core items that remain constant
from wave to wave

& Topical guestions are rotated inks and oot of the
quastionnaire to reflect current interests

§ Préis releases and press conferences mark the releass
of e data (8.9, once a year)

B Pubdications by the project siaff summarize 3 simple sat
of core trand Mndings

m Data are released to the public

B Numerous investigalors in government, at universities,
and in private industry analyse the data and publish
fimdings.

Thus, we intended to set up such a long-term data collection and dissemination
system for NAOMS.

When I heard that interviewing of air carrier pilots had been terminated and then
that all funding for NAOMS had been stopped, I was surprised. As far as I knew,
the project had been conducted according to best practices, and nothing that hap-
pened during that period suggested anything to the contrary.

In my view, NAOMS was intelligently conceived and excellently implemented.
Thus, for as far as it went, NAOMS deserves a great deal of praise from NASA and
from all Americans. Indeed, NASA and the Federal Government should be very
proud of what it accomplished with NAOMS, because its success is just what all
government agencies hope for when setting out to do good for this nation.

My belief in the value of NAOMS for this country led me to write an op-ed essay
published in the New York Times in 2006 just after I got the news of discontinued
funding. I wrote that essay with the goal of calling attention to the great success
of NAOMS and perhaps to lead to a reconsideration of its termination.

At the very least, I hoped that a way could be devised to allow researchers to have
access to the data that were collected via approximately 24,000 interviews with air
carrier pilots over a period of years.

These data can be useful in a number of ways. First, they can document the fre-
quency with which various types of events were occurring. According to our inter-
views with pilots early on in the project, they thought that NAOMS would be valu-
able partly because it would call attention to surprisingly high frequencies of some
low-risk events that could be easily reduced or eliminated.

Second, the NAOMS data can be compared to data on the frequency of similar
events collected by other data sources. For example, ASRS and the FAA collect data
that can be used to compute event rates and compared directly to some of the events
asked about in the NAOMS questionnaire. If the NAOMS questionnaires yield dif-
ferent rates than these other reporting systems, that would highlight potential op-
portunities to explore the sources of those discrepancies, which might yield improve-
ments in measurement methods and a clearer understanding of what measurement
procedures are most accurate.

Third, the NAOMS data can be used to compute trends over time in event rates.
This was of course the primary intended purpose of NAOMS when it was originally
envisioned. Thus, NAOMS could be used to gauge whether changes in the air travel
system during the years of data collection were successful in reducing risk. Because
NAOMS data were collected both before and after September 11, 2001, it would be
possible to see how the changes in practices that occurred at that time translated
into changes in event frequencies.

Fourth, the NAOMS questionnaires are designed in ways that allow analysts to
assess some of the conditions under which particular types of events are most likely
to occur. For example, it is possible to explore whether some types of events oc-
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curred more on aircraft flown by pilots with less total career flying experience or
by pilots with more than a certain amount of experience. It is possible to explore
whether some types of events occurred more on some types of aircraft than on oth-
ers. Such findings could be used to inspire further research to identify the reasons
forf the observed relations and then perhaps to change aviation practices to enhance
safety.

Fifth, the NAOMS data would allow researchers to conduct studies for optimizing
survey methods generally. Not only is this possible by publishing reports of the field
trial and preliminary studies done to prepare the NAOMS questionnaire and meth-
odology, but the main study data can be used for this purpose in multiple ways. For
example, it would be possible to compare the findings of data collected from pilots
asked about events they witnessed during the last 30, 60, or 90 days to see how
length of the recall period affected the accuracy of their recollections. This would
be useful information to inform survey designers generally interested in optimizing
recall questions. Also, it would be possible to explore how survey non-response is
related to survey results, addressing a particularly hot topic in the survey method-
ology literature at the moment.

For all of these reasons, I believe that the existing NAOMS data should
be made publicly available right away so that analysts can learn everything
that can be learned from the data, to make the most of the $8.4 million that NASA
spent on the project. I believe that the model for making these data public should
be the ASRS. NASA has been very successful in setting up a system for fully pub-
licly disseminating the terrifically valuable information provided by pilots through
the ASRS reporting system, and a comparable dissemination system can be created
for NAOMS data as well.

Documenting the NAOMS Data in Detail

In order to allow the dissemination of these data to yield the most positive bene-
fits, it is essential that NASA provide extensive and detailed documentation of the
procedures by which the study was designed and the procedures by which the main
data were collected. This includes descriptions of sampling, of respondent recruiting,
of locating potential respondents, of training interviewers, of releasing cases for
interviewing at particular times, and more. The full array of electronic files docu-
menting all phases of the data collection should be made public while protecting the
identities of the individuals who were interviewed.

In addition, NASA should help analysts use the data by providing written guide-
lines on how to properly analyze the data in light of the study design. No one knows
the design complexities better than the NAOMS research staff. So they should write
documentation to help analysts understand the origins of and potential uses of the
data set.

Just one illustration of how complex analysis of these data is involves the issue
of multiple reporting of the same event. One potential use of NAOMS data is to cal-
culate the rates at which particular risk-increasing events happened during par-
ticular time periods. NAOMS was designed to yield such estimates, but calculation
of them must be done carefully.

Consider, for example, bird strikes. An analyst might be tempted to simply count
up the number of times that pilots who were interviewed during a particular time
period (e.g., calendar year 2003) reported experiencing a bird strike. Then, the ana-
lyst might be tempted to multiply this total by the ratio of the total number of li-
censed pilots during that time period divided by the number of pilots who completed
interviews in the survey to yield a projected total number of bird strikes that oc-
curred to the entire population of pilots.

However, multiple pilots witnessed each bird strike, and each bird strike could
have been reported by each of those pilots. Specifically, a collision of a bird with
an airplane would have been witnessed by two pilots on aircraft with two cockpit
crew members and by three pilots on aircraft with three cockpit crew members.
Thus, each bird strike had twice the probability of being reported by two-crew air-
craft pilots and three times the probability of being reported by three-crew aircraft
pilots. So in order to calculate the number of events accurately, the observed total
number of events must be adjusted downward to account for this multiple reporting.

NAOMS was designed knowing that this sort of calculation must be carried out.
The questionnaire collected information necessary to implement corrections for this
multiple reporting. Providing information to analysts about how to do this computa-
tion would be a valuable public service. With substantial documentation accom-
panying the data, analysts can be sure to calculate statistics properly by taking into
account all such analytic considerations.

In addition to providing this documentation immediately, I would strongly rec-
ommend to NASA that they assemble and fund a “swat” team of suitable experts
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to conduct all possible analyses with the NAOMS data and issue an initial report
of their findings as quickly as possible. Subsequent reports can then be issued later
as additional analyses are conducted.

I assume that this “swat team’s” effort should build on the work that NASA has
done already in constructing a final report on the data, which they planned to re-
lease later this year. I have not seen a draft of that report and don’t know anything
about its contents. But if it is not completely comprehensive in addressing all issues
that the data can address and completely comprehensive in fully documenting all
procedural details of how the data were collected, I would recommend that its scope
be expanded accordingly, with proper government funding to permit it to be done
as well as all of the rest of NAOMS to date.

The Future of NAOMS

One might imagine that the book has been closed on NAOMS and that clean-up
activity is all that remains on this project. But I believe that to think of NAOMS
in these terms would forego a wonderful opportunity for NASA and for this govern-
ment and for this country.

NAOMS data are not being generated by any other source. And from all indica-
tions, the NAOMS data that were collected are reliable and valid. Furthermore, our
team’s public meetings with stakeholders indicated considerable enthusiasm for the
sorts of data that NAOMS was intended to provide.

Therefore, I believe, the vision of a multi-faceted NAOMS data collection moni-
toring service was and is terrifically positive for everyone who flies on planes, every-
one who works in the commercial aviation system, everyone who manufactures air-
planes, and everyone who monitors and helps to optimize aeronautics in American.

Consequently, I recommend restarting NAOMS data collection where it left off
and bring its potential fully into being. Doing so would be a great service of this
government to this country.

There has been some discussion recently of the notion that NASA has prepared
NAOMS to be handed off to another organization to continue the data collection in
the future. Two organizations that have been mentioned in this regard are the Air
Line Pilots Association (ALPA) and the Commercial Aviation Safety Team (CAST).

I believe that such a hand-off would be unwise, untenable, and unlikely to lead
to successful continuation of NAOMS data collection. The reason is that within the
aviation safety community, NASA is uniquely qualified to carry out this work in an
optimal form, for a series of reasons.

First, NASA has built up a unique credibility and trust in the aviation safety com-
munity by running ASRS successfully over the years. No other agency has the trust
of all interested parties inside and outside of government the way NASA does. This
trust will enhance the likelihood that pilots, air traffic controllers, flight attendants,
and mechanics will agree to participate in survey interviews. NASA’s reputation for
scientific excellence is especially important to allow NAOMS data to earn the trust
that they deserve.

Second, NASA has the scientific credibility and third-party objectivity to be able
to collect data at a distance from those who run airlines, manufacture aircraft, and
fly on those aircraft. If the data collection were to be run by any interested party,
their values might be perceived, rightly or wrongly, to have influenced the results
they obtain and/or distribute. This is a context in which government oversight and
management of an information collection system run by a private sector contractor
with considerable expertise is the best way to allow that system to be most effective
and most helpful to all who can benefit from it.

Most importantly, I have not heard of any commitment made by ALPA, CAST,
or any other private sector organization to commit funds to initiate and maintain
continued NAOMS data collection using the same high-quality methodology that
NASA developed. The benefits of ASRS data are obvious to all who use that growing
data set of anecdotes. Considerable added value can and should be created by mak-
ing long-term commitment through appropriate funding to allow NASA to restart
I\LAOMS data collection from pilots, air traffic controllers, flight attendants, and me-
chanics.

The Members of this committee fly on commercial airlines, as do huge numbers
of your constituents, including me. I believe that we all deserve to fly on the safest
possible system. NASA’s efforts in building and carrying out NAOMS offer the op-
portunity to significantly enhance our safety by watching carefully what happens in
real time and documenting risk-elevating events in ways that enable minimization
of them. As the aviation system grows and changes in the coming years, keeping
a close eye on its functioning can only increase public confidence in air travel. I
therefore urge this committee to please take this opportunity to do what I believe
your constituents would want: to reactive this valuable system under NASA’s roof.
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Conclusion

The U.S. Federal Government in general and NASA in particular have a great
deal to be proud of regarding NAOMS. NAOMS was intended to fill a hole by cre-
ating an ongoing pipeline of valuable information for the public and for the private
sector to enhance the welfare of all Americans. It has succeeded in doing so and
can continue to do so in the future. Thank you for taking this opportunity to con-
sider assuring that to happen.
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tive of the general public rather than convenience samples of college students?
Paper presented at the Society of Experimental Social Psychology Annual Meet-
ing, Columbus, Ohio.

Visser, P.S., Krosnick, J.A., Simmons, J. (2002). Distinguishing the cognitive and be-
havioral consequences of attitude importance and certainty. Paper presented at
the Society of Experimental Social Psychology Annual Meeting, Columbus,
Ohio.

Chang, L., & Krosnick, J.A. (2002). RDD telephone vs. Internet survey methodology
for studying American presidential elections: Comparing sample representative-
ness and response quality. Invited presentation at Westat, Rockville, Maryland.

Chang, L., & Krosnick, J.A. (2002). Comparing the quality of data obtained from
telephone and Internet surveys: Field and laboratory experiments. Invited
paper presented at the FCSM Statistical Policy Seminar “Challenges to the Fed-
eral Statistical System in Fostering Access to Statistics.” Bethesda, Maryland.

Lampron, S.F., Krosnick, J.A., Shaeffer, E., Petty, R.E., & See, M. (2003). Different
types of involvement moderate persuasion (somewhat) differently: Contrasting
outcome-based and value-based involvement. Paper presented at the Society for
Personality and Social Psychology Annual Meeting, Los Angeles, California.

Visser, P.S., & Krosnick, J.A. (2003). Attitude strength: New insights from a life-
course development perspective. Paper presented at the Society for Personality
and Social Psychology Annual Meeting, Los Angeles, California.

Krosnick, J.A. (2003). Basic methodological work for and in repeated cross-sectional
and longitudinal surveys: A few thoughts. Paper presented at the National
Science Foundation Workshop on Repeated Cross-sectional and Longitudinal
Surveys, Arlington, Virginia.

Pfent, A.M., & Krosnick, J.A. (2003). Rationalization of presidential candidate pref-
erences. Paper presented at the Midwestern Psychological Association Annual
Meeting, Chicago, Illinois.

Holbrook, A.L., & Krosnick,, J.A. (2003). Meta-psychological and operative measures
of psychological constructs: The same or different? Paper presented at the Mid-
western Psychological Association Annual Meeting, Chicago, Illinois.

Krosnick, J.A., Visser, P.S., & Holbrook, A.L. (2003). Social psychology under the
microscope: Do classic experiments replicate when participants are representa-
tive of the general public rather than convenience samples of college students?
Invited presentation at the Midwestern Psychological Association Annual Meet-
ing, Chicago, Illinois.

Saris, W.E., Krosnick, J.A., & Shaeffer, E.M. (2003). Comparing the quality of agree/
disagree and balanced forced choice questions via an MTMM experiment. Paper
presented at the Midwestern Psychological Association Annual Meeting, Chi-
cago, Illinois.

Anand, S., & Krosnick, J.A. (2003). Satisficing in attitude surveys: The impact of
cognitive skills and motivation on response effects. Paper presented at the Mid-
western Psychological Association Annual Meeting, Chicago, Illinois.

Bizer, G.Y., Krosnick, J.A., Holbrook, A.L., Petty, R.E., Rucker, D.D., & Wheeler,
S.C. (2003). The impact of personality on political beliefs, attitudes, and behav-
ior: Need for cognition and need to evaluate. Paper presented at the American
Psychological Society Annual Meeting, Atlanta, Georgia.

Holbrook, A.L., Pfent, A., & Krosnick J.A. (2003). Response rates in recent surveys
conducted by non-profits and commercial survey agencies and the news media.
Paper presented at the American Association for Public Opinion Research An-
nual Meeting, Nashville, Tennessee.

Shaeffer, E.M., Langer, G.E., Merkle, D.M., & Krosnick, J.A. (2003). A comparison
of minimal balanced and fully balanced forced choice items. Paper presented at
the American Association for Public Opinion Research Annual Meeting, Nash-
ville, Tennessee.

Pfent, A., Krosnick, J.A., & Courser, M. (2003). Rationalization and derivation proc-
esses in presidential elections: New evidence about the determinants of citizens’
vote choices. Paper presented at the American Association for Public Opinion
Research Annual Meeting, Nashville, Tennessee.

Krosnick, J.A., Visser, P.S., & Holbrook, A.L. (2003). How to conceptualize attitude
strength and how to measure it in surveys: Psychological perspectives. Paper
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presented at the American Association for Public Opinion Research Annual
Meeting, Nashville, Tennessee.

Chang, L., & Krosnick, J.A. (2003). Comparing data quality in telephone and inter-
net surveys: Results of lab and field experiments. Invited paper presented at
the American Statistical Association Annual Meetings, San Francisco, Cali-
fornia.

Pfent, A., & Krosnick, J.A. (2003). Post-decisional dissonance reduction by a new
method: Rationalization of political candidate choices illuminates the basic dy-
namics of decision-making. Paper presented at the Society of Experimental So-
cial Psychology Annual Meeting, Boston, Massachusetts.

Krosnick, J.A., & Fabrigar, L.R. (2003). “Don’t know” and “no opinion” responses:
What they mean, why they occur, and how to discourage them. Invited paper
presented at the Basel Workshop on Item Non-response and Data Quality in
Large Social Surveys, University of Basel, Basel, Switzerland.

Krosnick, J. A.(2003). Comments on theories of persuasion. Invited discussant at the
conference entitled “Integrating Message Effects and Behavior Change Theories
in Cancer Prevention, Treatment, and Care,” Annenberg Public Policy Center,
Annenberg School for Communication, University of Pennsylvania, Philadel-
phia, Pennsylvania.

Krosnick, J.A. (2003). Survey methodology—scientific basis. Presentation at the Na-
tional Aviation Operations Monitoring Service Working Group Meeting #1, Se-
attle, Washington.

Krosnick, J.A. (2003). Survey methodology—NAOMS design decisions. Presentation
at the National Aviation Operations Monitoring Service Working Group Meet-
ing #1, Seattle, Washington.

Krosnick, J.A. (2004). Survey methodology—scientific basis. Presentation at the Na-
tional Transportation Safety Board, Washington, DC.

Krosnick, J.A. (2004). Survey methodology—NAOMS design decisions. Presentation
at the National Transportation Safety Board, Washington, DC.

Krosnick, J.A. (2004). Public uses of the news media. Presentation as a part of the
symposium “Politics and the media,” Social Sciences Resource Center, Stanford
Libraries, Stanford University, Stanford, CA.

Krosnick, J.A. (2004). Peering into the minds of respondents: The cognitive and so-
cial processes underlying answers to survey questions. Invited keynote lecture
at the International Symposium in Honour of Paul Lazarsfeld, Katholieke
Universiteit Leuven (Belgium).

Krosnick, J.A., Shook, N., & Thomas, R.K. (2004). Public opinion change in the
aftermath of 9/11. Paper presented at the American Association for Public Opin-
ion Research Annual Meeting, Phoenix, Arizona.

Holbrook, A.L., & Krosnick, J.A. (2004). Vote over-reporting: A test of the social de-
sirability hypothesis. Paper presented at the American Association for Public
Opinion Research Annual Meeting, Phoenix, Arizona.

Chang, L., & Krosnick, J.A. (2004). Assessing the accuracy of event rate estimates
from national surveys. Paper presented at the American Association for Public
Opinion Research Annual Meeting, Phoenix, Arizona.

Shaeffer, E.M., Lampron, S.F., Krosnick, J.A., Tompson, T.N., Visser, P.S., &
Hanemann, W.M. (2004). A comparison of open vs. closed survey questions for
valuing environmental goods. Paper presented at the American Association for
Public Opinion Research Annual Meeting, Phoenix, Arizona.

Holbrook, A.L., Berent, M.K., Krosnick, J.A., Visser, P.S., & Boninger, D.S. (2004).
Attitude importance and the accumulation of attitude-relevant knowledge in
memory. Paper presented at the American Political Science Association Annual
Meeting, Chicago, Illinois.

Chang, L., & Krosnick, J.A. (2004). Measuring the frequency of regular behaviors:
Comparing the ‘typical week’ to the ‘past week.” Paper presented at the Amer-
ican Political Science Association Annual Meeting, Chicago, Illinois.

Krosnick, J.A. (2004). What do Americans want government to do about global
warming? Evidence from national surveys. Invited presentation at the “Work-
shop on Global Warming: The Psychology of Long Term Risk,” Cooperative In-
stitute for Climate Science, Woodrow Wilson School of Public and International
Affairs, Princeton University, Princeton, New Jersey.

Krosnick, J.A., & Malhotra, N. (2004). The causes of vote choice in the 2004 Amer-
ican Presidential Election: Insights from the 2004 YouGov surveys. Paper pre-
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sented at the conference “The 2004 American Presidential Election: Voter Deci-
sion-Making in a Complex World,” Stanford University, Stanford, California.

Krosnick, J.A., Visser, P.S., & Holbrook, A.L. (2004). The impact of social psycho-
logical manipulations embedded in surveys on special populations. Paper pre-
sented at the Pacific Chapter of the American Association for Public Opinion
Research Annual Meeting, San Francisco, California.

Krosnick, J.A. (2005). The future of the American National Election Studies. Round-
table: The political psychology of surveys. Paper presented at the Midwestern
Political Science Association Annual Meeting, Chicago, Illinois.

Malhotra, N., & Krosnick, J.A. (2005). What motivated Americans’ views of the can-
didates and vote preferences across the 2004 presidential campaign? Paper pre-
sented at the American Association for Public Opinion Research Annual Meet-
ing, Miami, Florida.

Garland, P., Krosnick, J.A., & Clark, H.H. (2005). Does question wording sometimes
send unintended signals about expected answers? Paper presented at the Amer-
ican Association for Public Opinion Research Annual Meeting, Miami, Florida.

Callegaro, M., De Keulenaer, F., Krosnick, J.A., & Daves, R. (2005). Interviewer ef-
fects in an RDD telephone pre-election poll in Minneapolis 2001: An analysis
of the effects of interviewer race and gender. Paper presented at the American
Association for Public Opinion Research Annual Meeting, Miami, Florida.

Krosnick, J.A., & Rivers, D. (2005). Web survey methodologies: A comparison of sur-
vey accuracy. Paper presented at the American Association for Public Opinion
Research Annual Meeting, Miami, Florida.

Holbrook, A.L., & Krosnick, J.A. (2005). Vote over-reporting: Testing the social de-
sirability hypothesis in telephone and Internet surveys. Paper presented at the
American Association for Public Opinion Research Annual Meeting, Miami,
Florida.

Anand, S., Krosnick, J.A., Mulligan, K., Smith, W., Green, M., & Bizer, G. (2005).
Effects of respondent motivation and task difficulty on nondifferentiation in rat-
ings: A test of satisficing theory predictions. Paper presented at the American
Association for Public Opinion Research Annual Meeting, Miami, Florida.

Rivers, D., & Krosnick, J.A. (2005). Comparing major survey firms in terms of sur-
vey satisficing: Telephone and internet data collection. Paper presented at the
American Association for Public Opinion Research Annual Meeting, Miami,
Florida.

Krosnick, J.A. (2005). Thought piece on survey participation. Paper presented at the
conference entitled “New Approaches to Understanding Participation in Sur-
veys,” Belmont Conference Center, Elkridge, Maryland.

Malhotra, N., & Krosnick, J.A. (2005). Pilot test of new procedures for identifying
new and emerging occupations and their places in the SOC: A study of bio-
technology. Paper presented at the U.S. Bureau of Labor Statistics, Washington,
DC.

Holbrook, A.L., & Krosnick, J.A. (2005). Do survey respondents intentionally lie and
claim that they voted when they did not? New evidence using he list and ran-
domized response techniques. Paper presented at the American Political Science
Association Annual Meeting, Washington, DC.

Malhotra, N., & Krosnick, J.A. (2005). The determinants of vote choice in the 2004
U.S. Presidential Election. Paper presented at the American Political Science
Association Annual Meeting, Washington, DC.

Krosnick, J.A. (2005). Effects of survey data collection mode on response quality: Im-
plications for mixing modes in cross-national studies. Paper presented at the
conference “Mixed Mode Data Collection in Comparative Social Surveys,” City
University, London, United Kingdom.

Krosnick, J.A., & Malhotra, N. (2006). The impact of presidential job performance
assessments on vote choices in 2004. Paper presented at the conference “The
Wartime Election of 2004,” Ohio State University, Columbus, Ohio.

Rabinowitz, J.L. & Krosnick, J.A. (2006). Investigating the discriminant validity of
symbolic racism. Paper presented at the annual meeting of the Society for Per-
sonality and Social Psychology, Palm Springs, California.

Krosnick, J.A. (2006). An evaluation framework: Total survey error in research prac-
tice. Paper presented at the Survey Methods Symposium sponsored by Central
Market Research and Insights, Microsoft, Redmond, Washington.
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Krosnick, J.A. (2006). Data quality from phone vs. internet surveys. Paper presented
at the Survey Methods Symposium sponsored by Central Market Research and
Insights, Microsoft, Redmond, Washington.

Krosnick, J.A. (2006). The distinguishing characteristics of frequent survey partici-
pants. Paper presented at the annual meeting of the Midwest Political Science
Association, Chicago, Illinois.

Krosnick, J.A. (2006). An overview of the mission of the American National Election
Studies. Presentation at the annual meeting of the Midwest Political Science
Association, Chicago, Illinois.

Krosnick, J.A. (2006). The use of the internet in valuation surveys. Presentation at
the workshop “Morbidity and Mortality: How Do We Value the Risk of Illness
and Death?”, sponsored by the U.S. Environmental Protection Agency, the Na-
tional Center for Environmental Research, and the National Council on Eco-
nomic Education, Washington, DC.

Krosnick, J.A. (2006). What the American public thinks about climate change: Find-
ings from a new Stanford/ABC/Time Magazine Survey. Presentation at the
“California Climate Change Policy Workshop,” sponsored by the Woods Institute
for the Environment, California State Capital Building, Sacramento, California.

Holbrook, A.L., & Krosnick, J.A. (2006). Vote over-reporting: A test of the social de-
sirability hypothesis. Paper presented at the American Psychological Associa-
tion Annual Meeting, New Orleans, Louisiana.

Bannon, B., Krosnick, J.A., & Brannon, L. (2006). News media priming: Derivation
or rationalization? Paper presented at the American Political Science Annual
Meeting, Philadelphia, Pennsylvania.

Malhotra, N., Krosnick, J.S., & Thomas, R. (2006). The effect of polls on political
behavior. Paper presented at the American Political Science Annual Meeting,
Philadelphia, Pennsylvania.

Krosnick J.A. (2006). Doing social psychology that’s relevant and valued and valu-
able. Paper presented at the Society of Experimental Social Psychology Annual
Meeting, Philadelphia, Pennsylvania.

Krosnick, J.A. (2006). Overview of the American National Election Studies: Lessons
learned about the causes of voter turnout and candidate choice. Paper presented
at the conference “The Psychology of Voting and Election Campaigns,” Social
Science Research Institute, Duke University, Durham, North Carolina.

Krosnick, J.A. (2006). What Americans really think about climate change. Presen-
tation to the Stanford Women’s Club of the East Bay, Contra Costa County Li-
brary, Orinda, California.

Krosnick, J.A. (2006). The impact of survey mode and the merging of face-to-face
recruitment with Internet data collection. Paper presented at the 2006 Federal
Committee on Statistical Methodology Statistical Policy Seminar, “Keeping Cur-
rent: What We Know—What We Need to Learn.” Washington, DC.

Krosnick, J.A. (2006). Comparisons of the accuracy of information obtained by face-
to-face, telephone, Internet, and paper and pencil data collection. Paper pre-
sented at the Pacific Chapter of the American Association for Public Opinion
Research Annual Meeting, San Francisco, California.

Bizer, G.Y., Krosnick, J.A., Holbrook, A.L., Wheeler, S.C., Rucker, D.D., & Petty,
R.E. (2007). The impact of personality on political beliefs, attitudes, and behav-
ior: Need for cognition and need to evaluate. Paper presented at the Society for
Personality and Social Psychology Annual Meeting, Memphis, Tennessee.

Sargent, M.J., Rabinowitz, J., Shull, A., & Krosnick, J.A. (2007). Support for govern-
ment efforts to promote racial equality: Effects of antigroup affect and percep-
tions of value violation. Paper presented at the Society for Personality and So-
cial Psychology Annual Meeting, Memphis, Tennessee.

Krosnick, J.A. (2007). Americans’ beliefs about global climate change: New national
survey findings. Paper presented at the American Association for the Advance-
ment of Science Annual Meeting, San Francisco, California.

Krosnick, J.A. (2007). Comparisons of survey modes and a new hybrid. Paper pre-
sented at the American Association for the Advancement of Science Annual
Meeting, San Francisco, California.

Garland, P., & Krosnick, J.A. (2007). The impact of race on evaluations of artistic
products: Evidence of ’ownership’ bias among prejudiced whites. Paper pre-
sented at the National Conference of Black Political Scientists, Burlingame,
California.
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Lupia, A., & Krosnick, J.A. (2007). Remaking the American National Election Stud-
ies. Paper presented at the National Conference of Black Political Scientists,
Burlingame, California.

Krosnick, J.A. (2007). What Americans really think about climate change: Attitude
formation and change in response to a raging scientific controversy. Presen-
tation sponsored by the California Research Bureau at the California State
House, Sacramento, California.

Harbridge, L., & Krosnick, J.A. (2007). Presidential approval and gas prices: The
Bush presidency in historical context. Paper presented at the American Associa-
tion for Public Opinion Research annual meeting, Garden Grove, California.

Krosnick, J.A., & Smith, T. (2007). Proposing questionnaire design experiments for
the General Social Survey. Paper presented at the American Association for
Public Opinion Research annual meeting, Garden Grove, California.

Cote, F., Tahk, A., & Krosnick, J.A. (2007). Comparing the validity of public pre-
dictions of changes in the economy: RDD telephone data vs. volunteer samples
completing paper and pencil questionnaires. Paper presented at the American
?ssociation for Public Opinion Research annual meeting, Garden Grove, Cali-
ornia.

Schneider, D., Krosnick, J.A., & Ophir, E. (2007). Ballot order effects in California
from 1976 to 2006. Paper presented at the American Association for Public
Opinion Research annual meeting, Garden Grove, California.

O’Muircheartaigh, C., Krosnick, J.A., & Dennis, J.M. (2007). Face-to-face recruit-
ment of an Internet survey panel: Lessons from an NSF-sponsored demonstra-
tion project. Paper presented at the American Association for Public Opinion
Research annual meeting, Garden Grove, California.

Malhotra, N., & Krosnick, J.A. (2007). The effect of survey mode and sampling on
inferences about political attitudes and behavior: Comparing the 2000 and 2004
ANES to Internet surveys with non-probability samples. Paper presented at the
American Association for Public Opinion Research annual meeting, Garden
Grove, California.

Krosnick, J.A., Malhotra, N., & Miller, L. (2007). Survey mode in the 21st Century:
Probability vs. non-probability samples of a nation’s population. Paper pre-
sented at the conference entitled “Cyberinfrastructure and National Election
Studies: The Wivenhoe House Conference.” University of Essex, Colchester, UK.

Pasek, J., & Krosnick, J.A. (2007). Trends over time in America: Probability/tele-
phone vs. non-probability/internet. Paper presented at the conference entitled
“Cyberinfrastructure and National Election Studies: The Wivenhoe House Con-
ference.” University of Essex, Colchester, UK.

Krosnick, J.A. (2007). Methods and results from the New Scientist Survey on Cli-
mate Change Policy. Presentation at the National Press Club, Washington, DC.

Krosnick, J.A. (2007). The ANES Recompetition and its Implications for the GSS re-
competition. Presentation at the American Sociological Association annual meet-
ing, New York, New York.

Harder, J., & Krosnick, J.A., (2007). Causes of voter turnout: A social psychological
perspective. Paper presented at the American Psychological Association annual
meeting, San Francisco, California.

Schneider, D., Berent, M.K., Thomas, R., & Krosnick, J.A. (2007). Measuring cus-
tomer satisfaction and loyalty: Improving the 'net promoter’ score. Paper pre-
sented at the World Association for Public Opinion Research annual meeting,
Berlin, Germany.

Cobb, C., & Krosnick, J.A. (2007). The impact of postdoc appointments on science
and engineering career outcomes and job satisfaction. Paper presented at the
conference “Using Human Resource Data,” Science Resources Statistics Work-
shop, Washington, DC.

Off-Campus Academic Colloquia

1985—State University of New York at Stony Brook, Department of Political
Science; Princeton University, Department of Sociology; Princeton University,
Department of Politics; University of California at Berkeley, Department of So-
ciology; Yale University, Department of Sociology; Yale University, Department
of Political Science; Ohio State University, Department of Psychology; Univer-
sity of Southern California, Annenberg School for Communication.

1986—University of Michigan, Department of Sociology.



90

1987—Yale University, Department of Psychology; Yale University, Department of
Political Science; University of Michigan, Department of Sociology.

1988—University of Minnesota, Department of Political Science.

1990—University of Florida, Department of Psychology; University of Florida, Bu-
reau of Economic and Business Research; Denison University, Department of
Psychology.

1991—University of Michigan, Summer Institute in Survey Research Techniques.

1992—University of Michigan, Summer Institute in Survey Research Techniques;
University of Michigan, Department of Communication.

1993—University of Wisconsin, Departments of Psychology, Sociology, and Political
Science; University of Michigan, Summer Institute in Survey Research Tech-
niques.

1994—Yale University, Department of Psychology; University of Michigan, Research
Center for Group Dynamics; Cornell University, Peace Studies Center.

1995—University of Michigan, Summer Institute in Survey Research Techniques;
University of Minnesota, Department of Political Science.

1996—University of Pennsylvania, Annenberg School for Communication; Univer-
sity of Chicago, Center for Decision Research; Purdue University, Department
of Psychology.

1997—Stanford University, Department of Psychology; University of California—
Berkeley, Institute of Governmental Studies; University of California—Berkeley,
Institute of Personality and Social Research; University of California—Irvine,
Department of Social Sciences; University of California—Los Angeles, Institute
for Social Science Research; University of California—Santa Barbara, Depart-
ment of Psychology; University of California—Santa Cruz, Board of Psychology;
Center for Advanced Study in the Behavioral Sciences; London School of Eco-
nomics and Political Science, Methodology Institute.

1998—Arizona State University, Department of Psychology; London School of Eco-
nomics and Political Science, Methodology Institute; University of Amsterdam,
Department of Psychology; Carnegie Mellon University, Center for the Inte-
grated Study of the Human Dimensions of Global Change, Department of Engi-
neering and Public Policy.

1999—University of Chicago, American Politics Workshop, Department of Political
Science; Indiana University, Departments of Political Science and Psychology;
University of Minnesota, Departments of Political Science and Psychology.

2000—University of California, Los Angeles, Department of Political Science; Uni-
versity of Southern California, Jesse M. Unruh Institute of Politics; University
of Michigan, Institute for Social Research, Survey Research Center.

2001—The William and Flora Hewlett Foundation, Menlo Park, California; London
School of Economics and Political Science, Methodology Institute; Resources for
the Future, Washington, DC.

2002—University of Colorado—Boulder, Department of Psychology; University of
Florida—Gainesville, Department of Psychology; Stanford University, Depart-
ment of Communication; University of Chicago, Harris School of Public Policy;
Uppsala University (Sweden), Department of Government; University of North
Carolina, Department of Political Science; University of Chicago, Political Psy-
chology Workshop, Departments of Psychology and Political Science; Pitzer Col-
lege, Department of Political Science.

2003—University of Illinois at Chicago, College of Urban Planning and Public Af-
fairs; University of Illinois at Chicago, Survey Research Laboratory; Stanford
University, Social Psychology Research Seminar (April); Stanford University,
Social Psychology Research Seminar (October); Stanford University, Depart-
ment of Psychology Colloquium Series.

2004—Harvard University, Research Workshop in American Politics, Department of
Government; Stanford University, Organizational Behavior Seminar, Graduate
School of Business; Stanford University, Marketing Seminar, Graduate School
of Business; Stanford University, American Empirical Seminar, Stanford Insti-
tute for the Quantitative Study of Society; University of California, Davis, Dis-
tinguished Lecture Series, Departments of Psychology and Political Science.

2005—The Rand Organization, Santa Monica, California.

2006—Harvard University, Department of Psychology; Duke University, Social
Science Research Institute; University of North Carolina, Chapel Hill, Depart-
ment of Political Science; University of Florida, Department of Psychology; Uni-
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versity of Florida, Department of Political Science; University of California,
Santa Barbara, Department of Psychology.

2007—The Rand Organization, Santa Monica, California.

Consulting and Court Testimony
Socio-Environmental Studies Laboratory, National Institutes of Health, Washington,

National Oceanic and Atmospheric Administration, Washington, D.C.
Environmental Protection Agency, Washington, D.C.

National Aeronautics and Space Administration (Robert Dodd and Associates/The
Battelle Memorial Institute), Mountain View, California.

Center for Survey Methods Research, U.S. Bureau of the Census, Washington, D.C.
Office of Survey Methods Research, U.S. Bureau of Labor Statistics, Washington,
D.C.

Leadership Analysis Group, U.S. Central Intelligence Agency, McLean, Virginia.
United States Government Accountability Office, Washington, DC.

Centers for Disease Control and Prevention, Atlanta, Georgia.

National Cancer Institute, Rockville, Maryland.

Center for Human Resource Research, Ohio State University, Columbus, Ohio.
Office of Lake County Prosecuting Attorney, Painesville, Ohio.

The Attorney General of the State of Ohio, Columbus, Ohio.

Centre for Comparative Social Surveys, City University, London, United Kingdom.
Rand Corporation, Santa Monica, California.

Stanford University Alumni Association, Stanford, California.

SRI International, Arlington, Virginia.

The Attorney General of Oklahoma.

Office of Social Research, CBS Inc., New York, New York.

ABC News, New York, New York.

Home Box Office, New York, New York.

Google, Mountain View, California.

Pfizer, Inc., New York, New York.

American Civil Liberties Union of Northern California/Brad Seligman/Howard, Rice,
Nemerovski, Canady, Falk, & Rabkin, San Francisco/Berkeley, California.

Beau Townsend Ford Dealership, Dayton, Ohio.

United States Trotting Association, Columbus, Ohio.

Berlex Laboratories, Inc., Wayne, New Jersey.

YouGov, London, United Kingdom.

MdJ Research, Waltham, Massachusetts.

Empire Blue Cross/Blue Shield, New York, New York.

Momentum Market Intelligence, Portland, Oregon.

Central Market Research and Insights, Microsoft, Redmond, Washington.
The Urban Institute, Washington, D.C.

Industrial Economics, Cambridge, Massachusetts.

Healthcare Research Systems, Columbus, Ohio.

Survey Research Center, University of Maryland, College Park, Maryland.
Center for Human Resource Research, Columbus, Ohio.

Washington State University, Pullman, Washington.

Turner Research, Jacksonville, Florida.

NuStats, Austin, Texas.

Kaiser Family Foundation, Menlo Park, California.

Achievement Associates, Darnestown, Maryland.

The Saguaro Seminar: Civic Engagement in America, Harvard University, Cam-
bridge, Massachusetts.

Donald McTigue, Esq., Columbus, Ohio.
Thompson Coburn LLP, St. Louis, Missouri.
Shook, Hardy, & Bacon LLP, Kansas City, Missouri.
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Arnold and Porter LLP, New York, New York.

Bradley W. Hertz, Esq., Los Angeles, California.

Larson King LLP, Minneapolis, Minnesota.

Paul, Hastings, Janofsky, and Walker, LLP, San Francisco, California.
Carr, Korein, Tillery, LLP, Chicago, Illinois.

Milberg, Weiss, Bershad, Hynes, and Lerach, LLP, New York, New York.
Bourgault & Harding, Las Vegas, Nevada.

Aikin Gump Strauss Hauer & Feld, LLP, Washington, DC.
McManemin and Smith, PC, Dallas, Texas.

Zimmerman Reed, PLLP, Minneapolis, Minnesota.

Spolin Silverman, Cohen, and Bertlett LLP, Santa Monica, California.
Righetti Wynne P.C., San Francisco, California.

Blackwell Sanders Peper Martin LLP, Kansas City, Missouri.

Davis Wright Tremaine LLP, Seattle, Washington.

Storch Amini & Munves, P.C., New York, New York.

Twomey Law Office, Epsom, New Hampshire.

Righetti Law Firm, P.C., San Francisco, California.

Dostart Clapp Gordon & Coveney LLP, San Diego, California.

Wynne Law Firm, Greenbrae, California.

Lorens and Associates, San Diego, California.

Arias, Ozzello & Gignac, LLP, Los Angeles, California.

Keller Grover, LLP, San Francisco, California.

Law Offices of Kevin T. Barnes, Los Angeles, California.

Cohelan & Khoury, San Diego, California.

Law Offices of Joseph Antonelli, West Covina, California.

Short Courses on Questionnaire Design

Internal Revenue Service, Washington, DC.

United States General Accounting Office, Washington, DC.

Office of Management and Budget, The White House, Washington, DC.

United States Government Accountability Office, Washington, DC.

Science Resources Statistics Program, National Science Foundation, Washington,

National Opinion Research Center, Chicago, Illinois.
Survey Research Laboratory, University of Illinois at Chicago, Chicago, Illinois.

Center for AIDS Prevention Studies, Department of Epidemiology and Biostatistics,
University of California, San Francisco, California.

Monitor Company, Cambridge, Massachusetts.

American Association for Public Opinion Research Annual Meeting, St. Louis, Mis-
souri.

American Association for Public Opinion Research Annual Meeting, Portland, Or-
egon.

American Association for Public Opinion Research Annual Meeting, Miami, Florida.

New York Chapter of the American Association for Public Opinion Research, New
York, New York.

Office for National Statistics, London, United Kingdom.

Market Strategies, Southfield, Michigan.

Total Research Corporation, Princeton, New Jersey.

Pfizer, Inc., New York, New York.

Worldwide Market Intelligence Conference, IBM, Rye, New York.

American Society of Trial Consultants Annual Meeting, Williamsburg, Virginia.
American Society of Trial Consultants Annual Meeting, Westminster, Colorado.
American Society of Trial Consultants Annual Meeting, Memphis, Tennessee.

American Marketing Association Advanced Research Techniques Forum, Vail, Colo-
rado.

Satisfaction Research Division, IBM, White Plains, New York.
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American Marketing Association Marketing Effectiveness Online Seminar Series.
Faculty of Education, University of Johannesburg, Johannesburg, South Africa.
Odom Institute, University of North Carolina, Chapel Hill, North Carolina.
Google, Mountain View, California.

Eric M. Mindich Encounters with Authors, Harvard University, Cambridge, Massa-
chusetts.

RTI International, Research Triangle Park, North Carolina.

BC Stats, Province of British Columbia Ministry of Labour and Citizens’ Services,
Victoria, British Columbia, Canada.

Alphadetail, San Mateo, California.

Chairman GORDON. Thank you, Doctor, and Captain McVenes,
you are recognized.

STATEMENT OF CAPTAIN TERRY L. MCVENES, EXECUTIVE AIR
SAFETY CHAIRMAN, AIR LINE PILOTS ASSOCIATION, INTER-
NATIONAL

Captain MCVENES. Mr. Chairman, Mr. Hall, Members of the
Committee, good afternoon, and thank you for the opportunity to
outline the Air Line Pilots Association’s views on aviation safety
and the role that we play in protecting the traveling public.

ALPA is the world’s largest pilot union. We represent more than
60,000 pilots at 42 airlines in the United States and Canada. ALPA
was founded in 1931, and for more than 76 years now ALPA has
had a tremendous impact on improving aviation safety. Today
ALPA continues to be the world’s leading aviation safety advocate,
protecting the safety interests of our passengers, our fellow crew
members, and cargo around the world.

Over the past 10 years the U.S. aviation industry has seen a 65
percent decrease in the accident rate, and as a result, the U.S.
safety record is the envy of the rest of the world. Much of our suc-
cess is due to the collaborative approach that has taken place
among airline managements, labor, and the FAA in voluntary col-
lection and analysis of de-identified safety-related data. By ana-
lyzing recorded data that is obtained during routine flight oper-
ations and receiving written reports from the front-line employees
in a confidential and non-punitive environment, we can not only
see what is happening out there but also why it is happening.

Today these stand-alone programs at individual airlines are
reaching their maturity, and that is a reflection of the dynamic na-
ture of any data collection effort. It has to adapt to changes in the
environment, and in this case, the changes in the aviation indus-
try.

As safety professionals continue to see value in these programs
and work with them in more detail, it has become clear that even
more can be learned by sharing safety information among various
stakeholders in the industry. The FAA and the airline industry, in-
cluding ALPA, continue to work together on developing a formal-
ized process in which safety information can be accessed through
secure networks under mutually-agreeable rules of engagement.

ALPA has been working closely with the FAA, NASA, and the
airlines to develop a process that will make the safety information
available to decision-makers to help them in their efforts to man-
age risks. This process is also invaluable in the sharing of accident
and incident prevention strategies across the entire industry.
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Again, though, I would point out that as time goes on, the indus-
try continues to refine our processes for maximizing the safety ben-
efits that the traveling public receives from collecting data while at
the same time protecting those employees and the airlines that
bring the data to the table in the first place.

NASA, especially through the Aviation Safety Reporting System
or ASRS, has always been an important player in aviation safety.
Its human factors research in particular has provided great value
to our industry. The NAOMS survey was part of the early effort to
provide more information to help all of us improve aviation safety.
And this first survey was a test of the process and methodology,
and we understand that the data extracted from this survey were
summarized, and those summaries were shared with government
and industry.

But as in any first test the data didn’t correlate very well with
data from other sources, possibly due to the mix of general aviation
and airline operations. The aviation community had plans to fur-
ther analyze those discrepancies and determine if the data was re-
liable, but the funding for NAOMS ran out, and that is when ALPA
stepped in to help keep that project alive as part of our involve-
ment with the Commercial Aviation Safety Team or CAST. And
while we have been working with CAST to modify that survey, we
did not receive any collected data from NASA.

So what should we do with the data now? Well, there are several
solutions that are available. We have heard some of them this
afternoon. The one that makes a lot of sense is to provide NASA
with the necessary resources so it can complete its peer review of
the data, then analyze that data, while at the same time maintain
the confidentiality and protective provisions that apply to volun-
tarily supplied safety information.

Other solutions may also exist, but regardless of the solution, it
is important to keep in mind that raw data distributed without ap-
propriate analysis and scrutiny to ensure its validity can lead to
unintended consequences. Incomplete or inaccurate conclusions can
be reached if the collection method is flawed or if people looking
at the data aren’t familiar with aviation or the context of how that
information was provided.

No one knows and understands the data better than the stake-
holders that provided the data in the first place. That is why it is
so important that those stakeholders work closely with the analysts
of the data, and this will ensure accurate and meaningful conclu-
sions can be reached. Just as importantly, if raw data is simply
dumped onto the general public without the quality controls I have
mentioned, it would undermine the confidence that pilots and the
airline community that had voluntarily and confidentially supplied
data and other sources. We have to make sure that that confiden-
tiality remains secure.

Now, as an airline captain, one who represents the safety inter-
ests of 60,000 other airline pilots, I am concerned that this could
very well erode the very programs that have driven the excellent
safety record of airline travel that the public has come to rely on.

Thank you, and again, for the opportunity to testify today, and
I will be pleased to address any questions you may have.

[The prepared statement of Captain McVenes follows:]
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PREPARED STATEMENT OF CAPTAIN TERRY L. MCVENES

Good afternoon and thank you for the opportunity to outline the Air Line Pilots
Association’s views on aviation safety and the role we play in protecting the trav-
eling public. ALPA is the world’s largest pilot union, representing more than 60,000
pilots who fly for 42 airlines in the U.S. and Canada. ALPA was founded in 1931,
and for more than 76 years, ALPA has had a tremendous impact on improving avia-
tion safety. Today, ALPA continues to be the world’s leading aviation safety advo-
cate, protecting the safety interests of our passengers, fellow crew members, and
cargo around the world.

Over the past 10 years, the U.S. aviation industry has seen a 65 percent decrease
in the accident rate, and as a result, the U.S. safety record is the envy of the rest
of the world. Much of our success is due to the collaborative approach that has
taken place among airline managements, labor, and the FAA in the voluntary collec-
tion and analysis of de-identified safety related data. By analyzing recorded data ob-
tained during routine flight operations and receiving written reports from the front
line employees in a confidential and non-punitive environment, we can not only see
what is happening, but also why it is happening. Today, these stand-alone safety
programs at individual airlines are reaching their maturity. That is a reflection of
the dynamic nature of any data collection effort—it must adapt to changes in the
environment; in this case, the changes in the aviation industry.

As safety professionals continue to see value in these programs and work with
them in more detail, it has become clear that even more can be learned by sharing
safety information among the various stakeholders in the industry. The FAA and
the airline industry, including ALPA, continue to work together on developing a for-
malized process in which safety information can be accessed through secure net-
works under mutually agreeable rules of engagement. ALPA has been working
closely with the FAA, NASA, and the airlines to develop a process that will make
this safety information available to decision-makers to help them in their efforts to
manage risk. This process is also invaluable in the sharing of accident- and incident-
prevention strategies across the industry. Again, though, I would point out that as
time goes on, the industry continues to refine our processes for maximizing the safe-
ty benefits that the traveling public receives from collecting data while at the same
time protecting those employees and airlines that bring the data to the table.

NASA, especially through the Aviation Safety Reporting System (ASRS) program,
has always been an important player in aviation safety. Its human factors research,
in particular, has provided great value to our industry. The National Aviation Oper-
ations Monitoring Service (NAOMS) survey was part of the early effort to provide
more information to help all of us improve aviation safety. This first survey was a
test of the process and methodology. We understand that the data extracted from
this survey were summarized and those summaries were shared with the govern-
ment and industry. As in any first test, the data didn’t correlate very well with data
from other sources, possibly due to the mix of general aviation and airline oper-
ations. The aviation community had plans to further analyze those discrepancies
and determine if the data were reliable, but funding for NAOMS ran out. That is
when ALPA stepped in to help keep the project alive as a part of our involvement
with the Commercial Aviation Safety Team (CAST). While we have been working
with CAST to modify the survey, we did not receive any of the collected data from
NASA.

What should happen to the data now? Several solutions are available. One that
makes a lot of sense is to provide NASA with the necessary resources so that it can
complete a peer review of the data and then analyze the data, while at the same
time maintain the confidentiality and protective provisions that apply to voluntarily
supplied safety information. Other solutions may also exist.

Regardless of the solution, it is important to keep in mind that raw data, distrib-
uted without appropriate analysis and scrutiny to ensure its validity, can lead to
unintended consequences. Incomplete or inaccurate conclusions can be reached if the
collection method is flawed or if people looking at the data aren’t familiar with avia-
tion or the context of how that information was provided. No one knows and under-
stands the data better than the stakeholders that provide the data in the first place.
That is why it is so important that those stakeholders work closely with the ana-
lystsh oé the data. This will ensure accurate and meaningful conclusions can be
reached.

Just as importantly, if raw data are simply distributed to the general public with-
out the quality controls I've mentioned, it would undermine the confidence that pi-
lots and the airline community have that voluntarily and confidentially supplied
safety data will remain secure. As an airline captain, and one who represents the
safety interests of 60,000 other airline pilots, 'm concerned that this could very well
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erode the very programs that have driven the excellent safety record of airline trav-
el that the public has come to rely on.

Thank you, again for the opportunity to testify today. I will be pleased to address
any questions that you may have.

BIOGRAPHY FOR TERRY L. MCVENES

Capt. Terry McVenes serves as the Executive Air Safety Chairman for the Air
Line Pilots Association, International, representing ALPA pilots in airline safety
and engineering matters arising within the industry. His responsibilities include
oversight of more than 600 safety representatives from 42 airlines in the United
States and Canada, as well as budgetary and management supervision of more than
200 projects within the ALPA safety structure.

Capt. McVenes chairs the Steering and Oversight Committee for the ALPA Inter-
national safety structure and is a former member of the Operations Committee and
MMEL Working Group. He represents ALPA pilots on the FAA’s Voluntary Aviation
Safety Information Sharing Aviation Rule-making Committee and serves as its co-
chairman. He has spoken at many international forums on a wide variety of avia-
tion safety topics. He has also authored numerous articles on aviation safety, which
have appeared in national and international publications.

Prior to his current appointment, Capt. McVenes served as Executive Air Safety
Vice Chairman, Chairman of the Central Air Safety Committee for U.S. Airways,
and Chairman of the Aircraft Evaluation Committee. He coordinated the establish-
ment of the Aviation Safety Action Program (ASAP) at U.S. Airways and served as
a member of the FOQA Monitoring Team. He has participated in numerous accident
and incident investigations and was a member of several line safety audit teams.
Capt. McVenes also served as a member of the Airbus Integration Team and the
Fuel Awareness and Conservation Team.

Capt. McVenes began his airline career in 1978 with Rocky Mountain Airways in
Denver, Colo., flying the DHC—6 (Twin Otter) and DHC-7 (Dash 7) aircraft. In
March 1985, he was hired by Pacific Southwest Airlines (PSA), which later merged
into US Airways. He is rated on the DHC-7, BAe-146, FK-28, DC-9, MD-80, A—
320, and B-737. He currently is a captain on the A320 for U.S. Airways and has
more than 17,000 hours of flying time.

Prior to his airline career, Capt. McVenes was employed as an engineer for the
Boeing Company in Seattle, Wash. He holds a Bachelor of Science degree in aero-
space engineering from the University of Colorado and the certificate of aviation
safety management from the University of Southern California.

DiscussIiON

NAOMS SURVEY AND METHODOLOGY

Chairman GORDON. Thank you, Captain McVenes.

Dr. Krosnick, is it fair to summarize a portion of your testimony
by saying that when the methodology and the program was set up,
the NAOMS Program, that it was set up in a way that the con-
fidentiality of the material would be protected?

And if that was the case, and I think that, again, NASA certified
that when they said that they set it up by saying, we have no
means for—anyway—they assured us in their report that that
would be the case. So how long should it take them to get that in-
formation to us?

Dr. KrROSNICK. I would think less than a week to assure that any
incidental open-ended responses in the file don’t happen to mention
an airport or an airline. And the Director mentioned the idea of
eliminating fields in the data set. I would think the normal federal
procedure would be to redact words rather than entire fields of
data.

Chairman GORDON. Well, I would hope that NASA would hear
your testimony and that the end of the year is a worst-case sce-
nario and next week is a best-case scenario.
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Also, Dr. Krosnick, the purpose of the NAOMS was to go beyond
the event driven or so-called action response syndrome to aviation
safety and develop a statistical, valid database for safety-related
events for decision-makers. It was specifically designed to overcome
the shortcomings of the voluntary anecdotal Aviation Safety Re-
porting System, which couldn’t be used to tell anyone how often
certain events occurred.

Is that accurate?

Dr. KrosSNICK. Yes. That is exactly right. That, the ASRS System
relies on pilots to voluntarily choose to fill out a form and mail it
in when they feel an event has occurred that merits that. And cer-
tainly plenty of forms are filled out and mailed in every year, but
because it is voluntary, there is every reason to believe that many
events that occur do not get reported through that system.

So the purpose of NAOMS was to assure that with a representa-
tive sample of pilots who were interviewed every week of every
year, that it would be possible to count up events in many cat-
egories that never get described in reports to ASRS.

Chairman GORDON. And was it successful in doing so?

Dr. KrosNICK. Well, we can’t quite answer that question, can
we? What we know is that we designed—I should say the team de-
signed with my help a superb methodology and implemented it
with the approval of OMB, which is a pretty tough critic of survey
methods in the Federal Government, and so we can believe in the
method, but when the data come back, the next step is to analyze
those data fully, write reports, have those reports peer reviewed,
and proceed ahead with assessments of validity, which we would
have loved to do if the funding hadn’t been shut down early.

Chairman GORDON. Well, it seems to me that this was an ex-
traordinary high percentage of return. And you mentioned, what
did you, was it 40,000 commercial pilots?

Dr. KroSNICK. Twenty-four thousand commercial pilots inter-
viewed.

Chairman GORDON. Right. I understand that, but how many are
there in total?

Dr. KrROSNICK. Oh, in the population?

Chairman GORDON. Yes, sir.

Dr. KrosNicK. I will defer to Bob Dodd on that.

Chairman GORDON. Or maybe Captain McVenes. Approximately
what number of commercial pilots are there?

Captain MCVENES. There is probably roughly 100,000 commer-
cial pilots.

Dr. KrosnNicK. That is the number that we worked with.

Chairman GORDON. So, you know, it is, to me a fourth that re-
sponded voluntarily is an incredible number and should be

hDr. KRrosNICK. Well, if you don’t mind, let us be careful about
that.

Chairman GORDON. Okay.

Dr. KrosNICK. It is actually not 24,000 pilots who were inter-
viewed. It is 24,000 interviews were conducted. So we drew statis-
ticalksamples of very small numbers of pilots to be interviewed each
week.

Chairman GORDON. How many would you say, how many dif-
ferent pilots would have been interviewed?
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Dr. KROSNICK. About 8,000 a year.
1Chairman GORDON. Which is still an exceptionally large sam-
pling.

Dr. KROSNICK. Yeah. Much bigger than most surveys. Absolutely.

Chairman GORDON. And was it intended to be a continuing per-
manent database or just a short-term experiment?

Dr. KrosNicK. Well, the slide that I showed earlier that NASA
displayed at all the public meetings that we did early on indicated
that it was planned to be a permanent monitoring system.

Chairman GORDON. Well, then I hope that we get it up and run-
ning. I think it—again, let me, once again state that the United
States of America has the safest air transportation system in the
world, and I think part of that reason as Mr. Hall said earlier, was
because of the transparency, of continuing to try to do things bet-
ter, better, better, better, and this is just one more effort to raise
that extraordinarily high bar or I won’t say raise it any higher but
keep it there.

I thank you, and Mr. Hall is recognized.

SURVEY METHODOLOGY AND CONFIDENTIALITY

Mr. HALL oOF TEXAS. Thank you, Mr. Chairman. Captain
McVenes, you said regardless of the solution it is important to keep
in mind that raw data distributed without appropriate analysis and
scrutiny to ensure its validity can lead to unintended consequences.
Actually, sir, we have heard from several researchers that commer-
cial and general aviation pilots were very receptive and even were
very eager to share their experiences and views with NASA re-
searchers in part because they were told that they would be anony-
mous and would be protected.

So how confident are you that releasing the data with confiden-
tial information removed as described by Administrator Griffin will
not hinder pilots from participating in future surveys?

Captain MCVENES. Well, the confidentiality piece is so very im-
portant.

Mr. HALL OF TEXAS. Very important.

Captain MCVENES. Because it is what makes that transparency
happen. It makes people want to report knowing that that informa-
tion is going to be used pro-actively in a safety-related type of ac-
tivity as opposed to some other activity of any sort of sensa-
tionalism or whatever it may be. So that is why it is very impor-
tant to keep that flow of information coming, and the reason that
we have been successful as an industry to get a lot of voluntary
participation in these programs, whether it is the NAOMS survey
or the individual programs that are going on at our airlines, is be-
cause that information is used pro-actively. It is not used in a puni-
tive type of environment. It is used for safety purposes. And that
is why that is so important.

Mr. HALL OoF TEXAS. And Dr. Dodd, you and Dr. Krosnick were
shaking your head indicating that you agree with his

Dr. Dopb. That is correct.

Dr. KrROSNICK. Yeah. I think it is very important that respondent
confidentiality——

Mr. HALL OF TEXAS. Yeah. It certainly makes sense.

Dr. KROSNICK.—never be compromised.
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Mr. HALL OF TEXAS. Sure.

Dr. KrROSNICK. And the good news is for everyone here that the
survey data were collected in a way so that no one could identify
the pilots. In other words, the data are in electronic files that do
not have the identities of the pilots in them. And so there are
24,000 rows of numbers indicating the answers that they gave to
statistical questions but not in any way indicating their name,
phone number, or identity in any other way.

So that is the good news.

Mr. HALL OF TEXAS. And I think the Chairman in his inquiry to
you asked you in your testimony you state that NAOMS was al-
ways envisioned to continue operating, and whether or not this was
planned to be continued at NASA or at another government agency
like the FAA. How was it? Who did finish it that last year?

Dr. KrosNICK. Well, in the—all of the work on NAOMS to date
has been done by NASA, and so my understanding is that there
was a planned attempt at a hand-off of the methodology to ALPA.
The plan as you have heard already from the Chairman was to
switch from telephone interviewing, which we had determined to be
the most reliable way to make these measurements, over to Inter-
net data collection, where respondents could go to a website and
answer questionnaires there.

Unfortunately, a test of that methodology was carried out by
NASA, and as I understand it was unfortunately quite a failure,
that hardly any pilots participated in the Internet version of the
survey. And I am not surprised by that, because our research
methods literature suggests that respondents of this sort are far
more likely to participate if the telephone call method is used.

So my personal concern at the moment is the only plans I have
heard for ALPA possibly to pick up this project are with this meth-
odology which has already shown to be not feasible. But more im-
portantly I guess I share perhaps the implication of what you are
suggesting, and that is that I don’t know that this is an operation
that can work effectively outside of government. And I think it is
particularly important to recognize, as I said in my comments, that
NASA is really trusted by pilots, as I am sure Capt. McVenes will
acknowledge, because the ASRS has been so successful in collecting
very detailed information that is made public and that reveals a lot
about the details of bad things that go on. We heard earlier a tran-
script of a pilot talking about falling asleep in the cockpit. That is
a pretty scary story, and that is on the Internet for anyone to read.

And so, you know, the possibility that that information being re-
vealed to the public and its benefits seems clearly to outweigh the
possibility that someone could get in trouble because NASA has
successfully protected people from that. And I believe NASA has
the trust and credibility with pilots to continue to do that.

WHY DIDN’T THE FAA CONTINUE THE PROJECT?

Mr. HaLL OF TEXAS. Doctor, thank you. I will ask any of the
three of you, do you all know why FAA didn’t pick up the project?
Why didn’t they pick the project up?

Dr. Dopp. Well, I don’t think we originally planned for FAA to
pick up the project, and what Dr. Krosnick was addressing is key
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to that issue, and that is NASA has a reputation among the pilot
community of protecting their identity.

The Aviation Safety Reporting System, which you have heard
referenced a number of times today, is a program that has been in
existence for 30 years. During that time not one pilot’s confiden-
tiality has been compromised. There has never been any reverse
engineering where somebody has gone into the report and been
able to identify who the reporter was, and because of that NASA
was chosen to be the primary and best government agency to do
this work because of that reputation.

The FAA’s mission is slightly different, and of course, the FAA
is responsible for enforcement and certification of pilots. And be-
cause of that, pilots may be unwilling to voluntarily report issues
that might result in them getting a slap on the hand, if you will,
or what we call a certificate of action.

So historically surveys run by the FAA among the pilot commu-
nity don’t have a very high response rate, which is one of the
metrics that we use to evaluate how well we are doing with the
survey.

As an aside, with this particular survey that NAOMS, that
NASA did with NAOMS, we had an 85 percent acceptance rate
among the pilots contacted who agreed to do the survey. That is
an exceptionally high response rate and gives us confidence that
the pilots were willing to meaningfully engage in the process.

Mr. HALL OF TEXAS. Thank you. My time really has expired. I
yield back any time I have or don’t have.

Chairman GORDON. Not much, Mr. Hall.

The Space and Aeronautics Subcommittee Chairman, Mr. Udall,
is represented or recognized.

BEST ORGANIZATION TO OPERATE NAOMS

Mr. UpALL. Thank you, Mr. Chairman. Again, I want to thank
the panel for your compelling and insightful testimony.

Dr. Dodd, if I could focus on part of your testimony to start with,
you stated, I want to get this right. I believe that NAOMS should
be reinstituted and operated by an independent and unbiased orga-
nization. Should NAOMS be operated by NASA, some other organi-
zation? What would you recommend?

Dr. DopbD. I think there is a number of suitable organizations,
and it would depend on a number of issues. I think Dr. Krosnick’s
observation that this is inherently a government type of activity is
absolutely correct. So I would not hazard to recommend what agen-
cies might be appropriate. I think NASA at the working staff level
did an outstanding job with this project, and they have the tech-
nical expertise to do that. So I certainly would have no objections
from NASA continuing to do this work.

So certainly that would be one agency that fits my definition.

M;‘ UDALL. Do the other panelists care to comment on that ques-
tion?

Dr. KrROSNICK. Yeah. I agree, of course, that NASA is suitable as
I have suggested already in my comments, and from the extensive
learning I have benefited from about the airline operation and in-
dustry, it is hard for me to identify another organization from my
many hours talking with pilots that the practitioners would have
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the same confidence in. To some degree there is specialization in
these federal agencies, and the FAA is particularly good at col-
lecting large electronic databases from machines.

NASA’s specialty in this area has been activities like ASRS
where humans are reporting their experiences. So to some degree
NAOMS fits very nicely under the NASA umbrella. And I agree
with Dr. Dodd that NASA has done a wonderful job with this
project and has earned the recognition that they deserve, I think,
by that quality of work, and why not let them continue.

Captain MCVENES. And certainly from our perspective, you
know, having NASA continue with the project is— we certainly
wouldn’t object to. Our role in the whole thing was to keep it alive
in whatever way we could. And to Mr. Hall’s point as, you know,
why FAA didn’t take it over directly, kind of indirectly they were
involved with it in the fact that their work with the commercial
aviation safety team, as well as the rest of the industry, we were
trying to utilize that group as a way to keep this thing going and
involve all the stakeholders including the FAA on this.

TERMINATION OF PROGRAM

Mr. UpALL. If T might return to you, Captain for a second, final
question, editorialize briefly, and my colleague, Congressman Li-
pinski asked a question in the earlier round, the first panel, what,
why did NASA stop? What was underway here, and it is curious,
but sitting that aside, I want to thank you, Captain, for your will-
ingness to testify on such short notice in front of the Committee.

Captain MCVENES. My pleasure.

Mr. UpALL. And I was struck by one of your statements which
read, NASA has always been an important player in aviation safe-
ty. It is human factors, research in particular, that provide a great
value to our industry. At some committee hearings that I have
chaired earlier this year we have heard numerous concerns raised
about the cutbacks and the NASA human factors R&D programs
in recent years, particularly in the applied areas.

Have you heard these same concerns raised, and do you share
them, and after the Captain is finished, if the other two panelists
would care to comment, I would sure appreciate it.

Captain MCVENES. Yeah. We were concerned. I know we wrote
several letters from our president to the various groups here in
Washington to try to change the mind of those that controlled the
purse strings over that, because we saw a great value in human
factors research that was going on, especially as it applied to some
of the automation, changes that were taking place in our aircraft,
and so that is why we were very interested in trying to keep that
alive as best we could.

This is an important part of aviation, especially the future of
aviation as we continue to evolve with new technologies, we under-
stand what that human element is in the role of how we fly our
airplanes. And NASA played a very big role in that in the past, and
unfortunately, they are not doing it as much anymore as they—we
feel they should be.

Dr. KrROSNICK. I agree, and if you look at the slide that is still
up on the screen, you will see that was an ambitious work plan for
a great deal of research to be carried out over a long period of time,
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and the budget that was established for that work in the beginning
was appropriately generous to cover the cost at an A-plus quality
level.

But that budget shrank regularly during the years and con-
tracted for reasons we were not informed about, such that in the
end there was not money available to pay for most of the work to
be done. And it was that sort of choking off of the project that ac-
counts for the incompletion of the work.

And I think, you know, you are perhaps pointing to a larger issue
at NASA about changing priorities and changing budgets in a way
that Bob is actually even more informed about than I am.

Dr. DopD. The only additional

Mr. UDpALL. Mr. Chairman, if I might use of Mr. Hall’s remaining
time for Dr. Dodd to comment.

Dr. DopD. Very quickly. The NASA human factors program, we
saw it while we were involved with the NAOMS Project of year by
year having funding removed from the program, and we saw it, and
at the local level and saw that pain that it caused among the staff
at NASA Ames.

The other thing I want to point out is that aviation is an incred-
ibly labor-intensive activity. I won’t go through all the activities
that are involved with it, but human factors is key. It is usually
human error that is associated with most of our major problems,
and we need to continue to fund that research and that focus on
that because it is not going to go away.

Mr. UpaLL. Thank you. Thank you, Mr. Chairman.

Chairman GORDON. Sir, your time has expired, and now the Vice
Chairman of the Science and Technology Committee, Mr. Lipinski,
is recognized for five minutes.

Mr. LipiNskI. Thank you, Chairman Gordon. I want to thank all
of our witnesses for their testimony today, especially Captain
McVenes. As Mr. Udall said, I know you did this on short notice.
We appreciate that.

Dr. Krosnick, I am not sure if you remember 14 years ago, I
think it was, I did the summer program, political psychology, at
Ohio State University.

Dr. KrosNICK. That is why you look familiar. There we go.

Mr. LipINSKI. And so I have known you for, going back many
yeali{s there, and I certainly have a great deal of respect for your
work.

I wanted to sort of keep going down the line of what I started
on earlier with the first panel. I asked them to put the timeline up
there. I ask you, Dr. Krosnick, because I think I—actually I heard
this earlier. I was in my office listening to the testimony, and when
I heard this, I decided I had to come and run back here to ask
some questions.

Where did the process stop in this timeline?

Dr. KrROSNICK. I think Dr. Dodd is the best person to describe it.

Mr. LipINSKI. Okay.

Dr. DopD. We basically—2003, is when we really had the plug
pulled on us. We—one of the things I should clarify is that NASA
had a five-year program from a budgeting point of view for this
project and many others, and so when you hear NASA saying that
there was an end point for this particular project, it was because
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of a five-year budgeting exercise and that the project was not con-
tinued outside of that budget for the next cycle.

It stopped in 2003, essentially, as far as continuing development.
In 2002, we were getting ready for air traffic controllers. We did
three focus groups with 15 air traffic controllers each, and we had
about a year and a half development cycle planned for the develop-
ment of the air traffic controller questionnaire. We briefed NASA.
They were very receptive to the idea, and at that point is when we
stopped ADC development, and it was because of the funding
issues clearly were going to be cut back at that point. And so we
dropped that out of the plan at that point. We didn’t have the
money for the development. We focused on continuing the pilot sur-
vey.

Mr. LipiNski. That is even more information than I was aware
of, but it fits perfectly into my question, and none of you, I believe,
can answer this but I have questions that I asked Dr. Griffin, and
I think he was mistaken about there not being—the program not
being interrupted at a certain point, that it had, you know, gone
its full course.

Certainly there have been issues involving air traffic controllers
and the FAA. That is a major issue, something that we have been
dealing with, trying to get dealt with in the Transportation Com-
mittee. It is a big labor issue, and it seems to me that what Dr.
Dodd just said seems to fit with possibly when it was time to actu-
ally go and do the survey of the air traffic controllers, that is where
this stopped.

And so I really would like to, Mr. Chairman, I think that is an
important point to look at because what it comes down to is safety
is the most important thing, and the whole purpose of this was for
safety. It is $11 million, it is six years that was spent on it, but
what can we do to improve safety.

I am not going to say the sky is falling literally, but as you said,
Mr. Chairman, it is just trying to make a safe system even safer,
and I just want to leave out there the, you know, I don’t know if
anyone—if Dr. Dodd or anyone else has any other comments on
that, but the possibility of there got to be a place where the FAA
perhaps did not want to go with the survey of the air traffic con-
trollers at that time, and that is where this stopped.

Now, if anyone wants to add anything to that or we would just
leave it there. So any witnesses want to add anything to that?

Dr. KrROSNICK. I really can’t comment because I didn’t know what
the FAA decision-making was on that or senior NASA management
as far as funding decisions. I am sure that there were probably
other issues as part of that process, and other than that I can’t
comment.

Mr. LipINSKI. Thank you. I will leave it at that, Mr. Chairman.

Chairman GORDON. Thank you, Mr. Lipinski, and my thanks to
our witnesses today for their time and expertise and Dr. Krosnick,
I hope you will make yourself available and your expertise to
NASA if they need you to help do this final, you know, cleaning if
there is any need to be of this list.

And if there is no objection, the record will remain open for addi-
tional statements from the Members and for answers to any follow-
up questions the Committee may ask of the witnesses.
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Without objection, so ordered.
[Whereupon, at 4:05 p.m., the Committee was adjourned.]
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ANSWERS TO POST-HEARING QUESTIONS

Responses by Michael D. Griffin, Administrator, National Aeronautics and Space Ad-
ministration (NASA)

Questions submitted by Chairman Bart Gordon

Q1. Please provide a full discussion of the transfer of the NAOMS methodology to
the Air Line Pilots Association (ALPA), including revisions in the questionnaire,
ALPA’s contribution to the cost of the transfer and revisions, and whether any
peer review was conducted on either the original survey methodology or the re-
vised methodology as transferred to ALPA. If the NAOMS methodology was not
peer-reviewed, please describe what process was used to validate the method-
ology prior to transfer to ALPA.

Al. Transfer of the NAOMS Methodology to ALPA

The NAOMS team adapted the computer-assisted, telephone interview process
(original survey methodology) to a web-based, data collection mode (revised survey
methodology) using commercial, off-the-shelf (COTS) software (ILLUME by DatStat
Inc.). NASA conducted testing during the months of February and March 2006 to
compare the web-based survey process with the original computer-assisted tele-
phone survey process.

The NAOMS team purchased a one-year license starting in December 2006 from
DatStat to apply ILLUME technology to a web-based survey that replicated the
functionality of the original computer-assisted telephone survey. NASA transferred
this license to ALPA in January 2007.

The NAOMS team provided training sessions for the ALPA team on the NAOMS
web-based survey methodology.

NASA has asked the National Academy of Sciences to assess the NAOMS survey
methodology, and to the extent possible, to assess the potential utility of the survey
responses.

Revisions in the Questionnaire

There were revisions to the content of the questionnaire associated with adapta-
tion for web-based surveys. Modifications were made to the computer-assisted tele-
phone interface model to adapt the questions so they would capture the same data
via the web-based interface model. In addition, some questions were modified to
simplify the telephone survey questions for the web-based survey application.

ALPA’s Contribution to the Cost of the Transfer

ALPA is estimated to have contributed approximately one work-year equivalent
to support the transfer of the web-based survey methodology.

Peer-Review of the NAOMS Methodology

From 1998 to 2004, the NAOMS project team gave approximately 17 PowerPoint
briefings to various audiences, mainly government and industry personnel. (These
briefings have been provided to the House Committee on Science and Technology
at their request.) However, none of the research conducted in the NAOMS project
has been peer-reviewed to date. PowerPoint briefings to stakeholders, while having
some value, do not constitute peer review. Accordingly, no product of the NAOMS
project, including the survey methodology, the survey data, and any analysis of
those data, should be viewed or considered at this stage as having been validated.

It should be noted that NASA’s assertion that none of results from the NAOMS
project can be considered validated does not mean that NASA is drawing conclu-
sions about the validity of the survey data; we are simply stating that no such con-
clusions can be credibly drawn. That said, comparisons of some of the results re-
ported in the briefings prepared by the NAOMS project team to event rates that
are known with reasonable certainty, such as engine failures, have led NASA to con-
clude that there is reason to question the results presented by the NAOMS project
team in their various briefings.

In order to rectify this situation as best as possible, NASA has asked the National
Academy of Sciences to assess the NAOMS survey methodology, and to the extent
possible, to assess the potential utility of the survey responses.

Q2. Please provide a breakout by fiscal year by recipient of the $11.3 million you
stated in your testimony was spent on the NAOMS project.

A2. Battelle was the prime contractor for the NAOMS project; $11.23 million is the
total full cost of the project. The costs break out by fiscal year as follows:
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NAOMS FUNDING
HISTORY

(in thousands)

FY TOTAL
FYo8 $1,482
FY99 $1,563
FY00 § 968
FYO01 $1,207
FY02 $1,800
FY03 $1,828
FY04 $1,557
FY05 $ 511
FY06 $ 314
FY07 -
TOTAL $11,230

Question submitted by Representative Daniel Lipinski

Q1. I have major concerns that it is going to be difficult to make improvements in
the aviation industry if the agencies cannot work collaboratively and trust each

other’s work. Dr. Griffin, could you comment on your working relationship with
the FAA?

Al. A solid collaborative working relationship between NASA and the Federal Avia-
tion Administration (FAA) is critical to the successful outcome of the Nation’s vision
for the Next Generation Air Transportation System (NextGen). The working rela-
tionship between NASA and the FAA has traditionally been solid and continues to
strengthen at all levels. As part of the Joint Planning and Development Office
(JPDO), a multi-agency organization focused on developing the NextGen, the FAA
and NASA have formed a strong partnership with a common goal of a greatly im-
proved future air transportation system for the Nation. Both the NASA and FAA
Administrators are members of a Senior Policy Committee (SPC) that oversees the
work of the JPDO. Among its key activities, the Committee works to provide policy
guidance, resolve major policy issues, and identify and align resource needs. The
partnership to bring about NextGen encompasses not only safety research but also
air traffic management and environmental research. Participation of both Adminis-
trators on the SPC demonstrates at the highest level within each agency a relation-
ship that is committed to a future aviation system that is responsive to the mobility
needs of the public.

To further ensure that a strong working relationship between NASA and FAA is
promoted at all levels, Dr. Lisa Porter, the NASA Associate Administrator for Aero-
nautics, meets regularly with senior management of the FAA to have open and
frank discussions on matters the two agencies are jointly working. For example,
during FY 2007, Dr. Porter and Mr. Nicholas Sabatini, the FAA Associate Adminis-
trator for Aviation Safety, held joint meetings to monitor the progress of tech-
nologies that were being developed by NASA and implemented by the FAA into
what has become the Aviation Safety Information and Analysis Sharing (ASIAS)
system. At the beginning of FY 2008, the ASIAS system successfully transitioned
from NASA to the FAA and the aviation industry as a means to share a wide vari-
ety of safety data pertaining to the national air transportation system. Going for-
ward, NASA continues to develop advanced methods and algorithms for analyzing
multiple and varied sources of safety data in order to enable the ability to discover
safety precursors before accidents occur. In addition, NASA will continue to work
collaboratively with the FAA and industry to transition these new methods into the
evolving NextGen.

With regard to air traffic management research, NASA Aeronautics, the FAA Air
Traffic Organization (ATO), and the JPDO are working collaboratively to establish



108

a process to transfer technologies from fundamental research and development
(R&D) into implementation for the NextGen. This process, which ensures research
is sufficient and appropriate to enable NextGen, has top-level commitment from Dr.
Porter and Ms. Victoria Cox, Vice President for Operations Planning Services, ATO.
A coordinating committee that includes both FAA and NASA representatives over-
sees four research transition teams that are organized around the NextGen Concept
of Operations framework. This framework connects the FAA’s Operational Evolution
Partnership elements with the NASA research. Teams are collaboratively working
to plan near-term R&D transition in areas such as surface management and long-
term transition in areas such as dynamic airspace allocation.

As NextGen evolves to handle the projected growth in the national air transpor-
tation system, environmental concerns, including the expected increase in noise and
air pollution from a variety of emissions, pose a significant hurdle that must be
overcome. The future aircraft fleet will need to include technology advancements
that enable the growth in the air transportation system without additional impact
on the environment. NASA and the FAA have a long history of collaborative work
in this area. A variety of predictive tools developed at NASA have been incorporated
into the FAA Environmental Management System and used to inform regulatory de-
cisions. In addition, over the last year, the FAA and NASA have worked together
on the development of the Goals and Objectives for the Energy & Environment por-
tion of the National Plan for Aeronautics R&D. Both agencies continue to work
closely to ensure that fundamental technology developed at NASA can be
transitioned to the future fleet.

Finally, NASA and the FAA actively participate in each other’s advisory/review
committees with representatives of each agency engaging, in an advisory role, in de-
termining the strategic directions of the research of the other. For example, Dr. Por-
ter serves on the FAA’s Research and Development Advisory Committee (REDAC)
which reviews and then advises the FAA senior management on the relevance and
progress of their research and development activities. Further strengthening this
collaboration across multiple technical areas and management levels, representa-
tives from each of the three NASA Research Programs in Aeronautics serve as mem-
bers on subcommittees to the FAA REDAC. In a similar fashion, and at the request
of NASA, the FAA has provided representatives to participate on NASA review pan-
els to assess the technical quality, performance, and relevance of NASA research
programs. For two of the NASA programs, the designated leads of the review panels
were FAA representatives. In addition, NASA researchers serve on various technical
committees, such as the Radio Technical Commission for Aeronautics (RTCA) spe-
cial committees that provide advice to the FAA on technical matters. NASA also
makes use of FAA subject matter experts to help evaluate proposals received from
universities and industry via the NASA Research Announcement process. These ex-
amples of interagency participation on advisory committees, and other joint activi-
ties across all levels, demonstrate a working relationship based on trust and respect
for the talent and integrity between NASA and the FAA, particularly at the senior
leadership level. Continued commitment to such a partnership is critical to the fu-
ture success of NextGen.

Questions submitted by Representative Russ Carnahan

Q1. Dr. Griffin, news reports have indicated that NASA Associate Administrator,
Thomas S. Luedtke, said that revealing the findings could damage the public’s
confidence in airlines and affect airline profits. Do you believe that it is more
important to keep the American people in the dark about the basic reality of
where we are in terms of airline safety than to paint an honest portrait for our
constituents?

Al. The Associated Press (AP) requested the survey results from this project
through the Freedom of Information Act (FOIA). NASA made a determination not
to release the survey results, using an exemption available under the FOIA. I stated
earlier, both to the public and in Congressional testimony, that I do not agree with
the way the FOIA exemption was explained and regret any impression that NASA
was in any way putting commercial interests ahead of public safety. That was not,
and never will be, the case.

Q2. In Mr. Luedtke’s final denial letter to the AP regarding its request for the survey
results, he wrote that “release of the requested data, which are sensitive and
safety-related, could materially affect the public confidence in, and the commer-
cial welfare of, the air carriers and general aviation companies whose pilots par-
ticipated in the survey . . .” This seems to indicate that the results portrayed
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a fairly dire assessment of air safety travel—was Mr. Luedtke going to worst
case scenario or is this a legitimate doomsday scenario?

A2. Mr. Luedtke’s determination to not release the survey results was neither. The
determination had nothing to do with survey results, as no final report or conclu-
sions had been made. Rather, Mr. Luedtke’s letter articulated NASA’s determina-
tion that the raw survey responses contained information protected by the Freedom
of Information Act (FOIA) Exemption 4, which incorporates Trade Secrets Act pro-
tection for confidential commercial information. This exemption requires the protec-
tion of confidential commercial information that is voluntarily provided to the Agen-
cy and would not customarily be released to the public. Confidential commercial in-
formation is defined very broadly and includes company information: 1) relating to
its business, including processes, operations and statistical data; 2) which is ob-
tained from someone outside the government; and, 3) which is not generally re-
leased to the public.

In response to the FOIA request from the AP, NASA cited concerns for “public
confidence” and for the “commercial welfare” of air carriers as the supporting basis
for the exemption cited in denying the request for the data. This sentence, though
taken from case law, was a mistake, as NASA Administrator Griffin has made clear.
The intent was better explained in the following sentences in the NASA response,
which noted that the airlines and aviation industry may have a commercial interest
in this data. It does not reflect any conclusions drawn from the data. NASA regrets
any impression that the Agency was in any way trying to put commercial interests
ahead of public safety. That was not, and never will be, the case.
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ANSWERS TO POST-HEARING QUESTIONS

Responses by James E. Hall, Managing Partner, Hall and Associates, LLC; Former
Chairman, National Transportation Safety Board (NTSB)

Question submitted by Representative Daniel Lipinski

Q1. The FAA has responded to the stories on NAOMS by pointing out how safe the
skies have been in recent years. At the same time, congestion at airports has been
growing, we have had several near-miss collisions at airports just this year, and
the projections are that aviation traffic will keep growing. Are the safety systems
in place today adequate to meet the emerging challenges in aviation?

Al. 1 am pleased that the question asked for comments on the adequacy of our na-
tion’s current safety structure to address rising challenges, particularly when many
falsely believe that our past safety successes are sufficient to guarantee continued
success in the future. In short, Rep. Lipinski, the answer to your question is no.

The FAA is correct in pointing out that the skies have been safer in recent years.
In the ten year period following the 1996 Gore Commission, the airline industry suc-
cessfully reduced fatal accidents by 65 percent. It is certainly safer to fly today than
it was ten years ago. However, there are two major reasons why this success, while
laudable, should not lead us to conclude that all is well in the aviation industry.

1. Safety Requires Constant Vigilance

The ten-year reduction in fatal accidents was the product of substantial changes—
most of which were recommended by the Gore Commission—on the way the FAA,
NTSB, DOT, airlines, and others handled safety and regulation. These changes oc-
curred largely in response to two high-profile accidents and the general trends of
rapid expansion in the industry, technological and aircraft design development, and
large projected increases in passenger volume.

In other words, while prior to 1996 we had an aviation safety framework—and
though overall aviation safety had increased in the preceding 40 years—that frame-
work was deemed no longer adequate to meet future challenges. The current safety
of the skies that the FAA cites is therefore due to the historical commitment in our
nation’s safety culture to resist complacency and satisfaction with existing safety
frameworks. This commitment to constant vigilance and improvement should con-
tinue to be reaffirmed.

2. Nine Fatal Accidents Per Year: The Next Generation of Risks

Today there are dangerous trends in the aviation industry that could pose serious
safety risks if we do in fact regress to complacency. As you note in your question,
near-miss incidents are still a major concern and congestion and volume are soaring.
Near-misses are illustrative of the new challenges facing aviation safety. Because
we have reduced the number of major mishaps and fatalities we must analyze such
close-calls and nonfatal incidents in order to see if hidden dangers lurk beneath the
surface of seemingly positive statistics. This is why the denial of the NAOMS data
was so particularly distressing.

Airport congestion and volume, for their part, are but some examples of what I
call the “Next Generation of Risks,” which also includes a dramatic shortage of air
traffic controllers, pilots, and technology upgrades. Perhaps the most significant sta-
tistic I can find in response to your question is that cited in the February 2007 GAO
study (Federal Aviation Administration: Challenges Facing the Agency in Fiscal
Year 2008 and Beyond, GAO-07—490T), which stated that:

“although the system remains extraordinarily safe, if the current acci-
dent rate continues while air traffic potentially triples in the next 20
years, this country would see nine fatal commercial accidents each
year, on average.”

Nine fatal accidents and hundreds or thousands of deaths per year would not only
represent an annual tragedy and dramatic reversal of historical safety trends, but
would also severely affect the confidence of the flying public—ironically, the very
reason NASA initially provided for withholding the NAOMS data.

Clearly, we do not currently have the safety system necessary for the next genera-
tion of risks. The FAA estimates it will lose about 70 percent of the air traffic con-
troller workforce over the next 10 years. In 2009, airlines will have to fill 20,000
pilot openings due to retirements and other factors. Passenger volume is projected
to reach one billion by 2015 and close to 2.3 billion by 2027. Numerous other poten-
tial dangers to aviation safety also exist, but perhaps the greatest threat is the idea
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that because we are safe now, there is no cause to worry or even think about future
hazards. Nothing, in fact, could be more dangerous to the aviation traveling public.

I applaud the Committee’s past and recent attention to aviation safety and I urge
the Members to continue to exercise their vital oversight role as a driving force be-
hind safety improvement and reform. Chairman Gordon, thank you again for the
opportunity to be of service to yourself, the Committee, and the Congress. Please
do not hesitate to contact me if I may be of any further assistance.
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ANSWERS TO POST-HEARING QUESTIONS
Responses by Robert S. Dodd, Safety Consultant and President, Dodd & Associates,
LLC

Questions submitted by Chairman Mark Udall

Q1. In his testimony at the hearing, NASA Administrator Griffin compared the
NAOMS project with the existing Aviation Safety Reporting System (ASRS),
stating that “One of the primary differences between ASRS and this survey was
that ASRS is managed by aviation specialists. When a report is made, the avia-
tion specialists can contact the submitter of the report and ask follow-up ques-
tions. They are knowledgeable about aviation safety. This (NAOMS) survey was
conducted by telephone polling surveyors who have no knowledge or had no
knowledge at all as to aviation or aviation safety. They had no domain expertise
and it is precisely that which has led to some of the problems that we are dis-
cussing today.”

QIa. Do you agree or disagree with Administrator Griffin’s characterization? Why?

Ala. 1 do not agree with the Administrator’s characterization. There are two im-
plicit assumptions in his statement that are in error. One relates to interviewer ex-
pertise and the other implies that NAOMS and ASRS are similar.

First, the Administrator implied that having knowledgeable aviation interviewers
is preferred because it allows the interviewer to conduct follow-up questions with
the interview subject to capture additional information, or perhaps answer questions
if the interview subject was confused about a particular question. While on the sur-
face t}}llis may appear to be the preferred approach, it is in reality the wrong ap-
proach.

It is vitally important in survey research that the questions be applied in the
same way for each interview subject. This is a basic and fundamental characteristic
of any quality survey. The way questions are asked matter and can influence how
an interview subject responds. Consequently, questionnaires must be carefully de-
signed AND interviewers trained to conduct the interview in the same way each and
every time.

NAOMS interviewers were not allowed to deviate in any way from the prepared
questionnaire. The questions were designed to be clear. For the vast majority of
questions, pilots were not confused and did not ask for clarification. For those few
questions where pilots did ask for clarification, the NAOMS team prepared scripted
responses in advance for the interviewers to use for the most common clarification
questions. That was the only acceptable response if a pilot asked a question.

NAOMS interviewers were professional interviewers who had extensive experi-
ence in conducting interviews. They were trained to conduct the NAOMS interview
over three separate sessions lasting a total of 12 hours. Each interviewer was then
certified to conduct the interviews through simulated interviews with NAOMS avia-
tion experts posing as pilots. As mentioned, their performance was also randomly
monitored by their managers.

NAOMS interviewers were not aviation experts and this was preferred. The
NAOMS team did not want the interviewers to offer impromptu responses to pilots
if they asked questions about the survey or a particular question. The goal was for
each question to be asked the same way each time it was applied. Aviation knowl-
edge was not required for this to occur. What was required was professional and
disciplined interviewers experienced in conducting telephone interviews. NAOMS
interviews were also randomly monitored so managers could ensure this basic tenet
was being followed.

The second assumption that appeared in the Administrator’s statement is that
NAOMS and ASRS are in some way compatible. The programs are similar in that
they both collect data on aviation incidents from pilots but they are very different
in their design and goals.

The ASRS is a voluntary reporting system where the PILOT INITIATES the con-
tact with NASA to report an incident they experienced. NAOMS is voluntary report-
ing system where the PILOT IS ASKED to voluntarily provide information on inci-
dents he or she may have experienced. ASRS is designed to collect information on
a SPECIFIC INCIDENT while NAOMS is designed to collect information on the fre-
quency of occurrence of a BROAD RANGE OF INCIDENTS.

ASRS data cannot be used to estimate the frequency of safety events in the Na-
tional Airspace System (NAS) but ASRS reports are very useful in understanding
why a particular event occurred. NAOMS on the other hand was designed to provide
accurate estimates on how often events occurred and to measure changes in event
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rates over time but NAOMS was not designed to collect data on why events oc-
curred. NAOMS was designed to provide a method for the ongoing systematic collec-
tion, analysis and interpretation of the frequency of incidents in the NAS for use
in assisting the planning, implementation and evaluation of the Nation’s air safety
system.

Q1b. If the NAOMS project ere to be restarted would there be any changes that you
think ghould be made either to the methodology or implementation of the
project?

A1b. The biggest issue that would need to be addressed would be the establishment
of an advisory board and working group. The advisory board would address strategic
issues such as funding, operating agreements among organizations and oversight of
the program. The working group would provide guidance on survey methodology and
application, data analysis, publications and recommendations to the aviation indus-
try. Both of these organizations would need to support the program and believe in
its value. NAOMS NASA staff tried to engage the aviation community and encour-
aged the development of a working group. This was not successful. That lack of suc-
cess may have been related to fear of the results, lack of confidence in survey meth-
ods, and lack of certainly on how the data might be used. In any event, this in my
opinion was the key factor that doomed NAOMS to failure.

The second largest issue that would have to be addressed would be establishment
of a reliable funding stream for NAOMS not subject to the variations in agency
budget cycles. (It is assumed that NAOMS would be operated by a government enti-
ty.) Ideally, NAOMS should receive funding directly from Congress until it was fully
accepted and integrated into the Nation’s aviation safety oversight system. Reduced
funding once the system was operating would cause a compromise in data quality
and usefulness. This would likely happen if NAOMS was part of an Agency’s budg-
et.

The last issue that would need to be addressed would be revisions to the NAOMS
survey process. The questionnaire for the Air Carrier pilots is mature and well vet-
ted but it should be reviewed for acceptance by the working group and modified ac-
cordingly (without compromising technical accuracy). The General Aviation pilot
survey would require more work to ensure it was measuring safety incidents as in-
tended. Finally, development work would have to be initiated to include other avia-
tion safety stakeholders like maintenance technicians, air traffic controllers and oth-
ers.

Questions submitted by Representative Daniel Lipinski

Q1. Peggy Gilligan, the Deputy Associate Administrator for Aviation Safety at the
FAA recently cast doubt on the survey by questioning NASA’s methodology. For
example, she is quoted as stating that the answers in the study were not suffi-
ciently detailed. Further, Dr. Griffin’s testimony highlights inconsistencies in the
study as compared to surveys conducted in other ways and also calls into ques-
tion the validity of the methodology. Dr. Dodd, your testimony explains that the
process was meticulously designed and very thorough. Could you elaborate on
your? work on the survey and explain why others may call the study into ques-
tion?

Al. Tt is difficult for me to respond to Question One since the criticism of the
NAOMS questions and study methodology are offered in the abstract without spe-
cific citations or examples. It should be noted that both FAA and NASA manage-
ment had numerous opportunities to review and comment on the NAOMS questions,
the program design and the associated methodology. These opportunities were af-
forded the FAA and NASA through two industry workshops, numerous industry
briefings, and program reviews. Critical comments and questions were offered by
NASA and FAA and the NAOMS team was responsive.

I think FAA and NASA criticisms however highlight two failings of the NAOMS
team and the aviation industry at large. Ideally, detailed criticisms should have
been vetted and discussed within the context of a vibrant and engaged industry
working group so that such concerns could have been addressed while the program
was operating. This type of procedure would have resulted in a stronger product.
This didn’t happen because no ongoing working group was ever successfully estab-
lished and functional. The failure was NASA’s inability to establish an engaged
working group that was supportive of the project. NASA staff tried but the aviation
industry was not supportive.

The second failure was not having the NAOMS questionnaire and underlying
methodology reviewed and critiqued by survey methodology experts not affiliated



114

with the NAOMS team or the aviation community. This demonstrated a certain
naiveté on part of the NAOMS team. Such a review should have been accomplished
by experts who could comment knowledgeably on survey program development and
design, questionnaire development, data security and respondent anonymity and
other issues. This wasn’t done and consequently, the NAOMS team continues to re-
spond to criticisms of the survey design and methodology by organizations not well
versed in such issues.

While NASA and FAA are certainly entitled to their opinion, their organizational
expertise does not lie in survey research. Criticisms of the NAOMS methodology
should be considered within the context of the background and knowledge of those
offering the criticism.

Q2. How would NAOMS data be used by an aviation safety expert to improve safety
in the skies?

A2. NAOMS was modeled after a public health epidemiologic surveillance system.
The Centers for Disease Control and Prevention (CDC) states a surveillance system
is “the ongoing systematic collection, analysis and interpretation of . . . data for use
in the planning, implementation and evaluation of public health practice.”! In the
case of NAOMS, “public health practice” could be replaced with the term “aviation
system safety.”

NAOMS was designed to accomplish two different tasks. First, it was designed to
reliably track aviation safety incident trends. This was accomplished by asking a
routine set of questions that remained constant over time. If a “statistically valid”
increase in a particular response (trend) was noted then the appropriate safety ex-
perts in government and industry would determine if the trend was of concern. If
so, then an appropriate supplemental investigation would be initiated to determine
why the trend was changing.

Tracking trends would allow safety experts to recognize changes in the aviation
system before losses occurred. Additionally, NAOMS event trending would allow
aviation safety experts the ability to measure the positive effects of safety enhance-
ments. If a particular safety enhancement was working, reported events (trends) as-
sociated with that issue should decrease.

In addition to the ability to accurately measure and track safety incident trends,
NAOMS was also designed to collect information on targeted or special topics. These
would have been small focused data collection efforts on particular topics of interest.
The NAOMS questionnaire was designed to be flexible so questions could be added
to evaluate a particular topic such as the introduction of a new technology or new
procedure. Data would be collected for a specific period of time (determined by the
need) and evaluated. Once the data collection and associated evaluation was com-
pleted, the data collection for that topic would stop and questions for a new topic
added if needed. The ability to trend data over time, and to evaluate specific issues
relatively quickly,? is a very powerful combination for safety oversight.

The NAOMS team envisioned NAOMS trend analysis to be an automated and on-
going process. Evaluation of the trends would be done regularly with exceedance
limits set so notification of meaningful changes would be automatic. Manual review
of the results would occur monthly. The industry working group and other inter-
ested parties would receive regular updates and immediate notice if worrisome
trends emerged. Regular meetings of the working group were envisioned for review
of the data. Publication of annual reports summarizing the data collected over the
previous year was also planned.

NAOMS was designed to be an early warning system and a method by which to
collect targeted safety information quickly, reliably and cheaply. NAOMS was never
designed to replace current safety initiatives but to supplement current information
systems and provide capabilities currently not available.

1Thacker SB, Berkelman RL, Public Health Surveillance in the United States, Epidemiolog-
ical Review, 1988; 10:164-90.

2The NAOMS team estimated that a special topic section could be added to the questionnaire
in about three months.
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ANSWERS TO POST-HEARING QUESTIONS

Responses by Jon A. Krosnick, Frederic O. Glover Professor in Humanities and So-
cial Sciences, Stanford University

Questions submitted by Chairman Mark Udall

Q1. In his testimony at the hearing, NASA Administrator Griffin noted that a “2004
Review of NASA’s Aerospace Technology Enterprise by the National Academies
concluded that there was not a compelling argument for continued independent
data collection in the NAOMS project.” He went on to quote the Review as stat-
ing that the “NAOMS Project seems to be developing a methodology to establish
trends in aviation safety performance that are already available through other
sources within industry and government.” Do you agree with the National Acad-
emies assessment? If not, why not?

Al. The National Academies Panel spent about one hour with the NAOMS team

amidst a long visit they paid to Mountain View, California, to collect information

on an array of projects in addition to NAOMS. The Panel did not receive a detailed

briefing on the NAOMS methodology, its development, or the data that had been

collected. Thus, the panel was limited in its ability to fully understand the project.
In its written report, the Panel stated the following:

“NAOMS consists of a longitudinal survey of aircraft operators, gather informa-
tion about safety-related experiences of pilots, cabin crews, and maintenance op-
erators for both general aviation and air carriers. . . . It provides statistically
reliable results about the frequency of occurrence of safety-related incidents.”
(An Assessment of NASA’s Aeronautics Technology Programs, 2004, p. 100).

“The NAOMS approach is built on research and implementation of national sur-
veys such as those of the Bureau of Labor Statistics. The NAOMS sampling
methods have been grounded in sound interview polling science.”

Thus, the Panel believed that the NAOMS project was intended to include data
collection not only from pilots but also from flight attendants and mechanics. And
tll)lle panel recognized that the NAOMS methodology was well established and cred-
ible.

The Panel did not conclude that NAOMS should be terminated. Instead, they rec-
ommended that “NASA should combine the National Aviation Operations Moni-
toring Service methodology and resources with the Aviation Safety Reporting Sys-
tem program data to identify aviation safety trends.”

The Panel did express concern about the issue of potential redundancy with other
data sources but mentioned only one instance of such overlap: engine shutdowns,
which are tracked by the FAA. The Panel did not provide a thorough analysis of
the extent of such redundancy.

In fact, there was a very small degree of such overlap, and it was intentionally
designed into the NAOMS data collection system. The purpose of this overlap was
to allow for cross-validation of the NAOMS measurements. That is, we expected to
find similar rates and trends in the NAOMS data as would be seen in the FAA data
on engine shutdowns, as long as the NAOMS survey question wording exactly
matched the specifications of the records being kept by the FAA. If we were to see
such correspondence across data sources, that would be reassuring about the valid-
ity of the NAOMS data. Building questionnaires with such a plan for validation is
a normal part of designing a new questionnaire-based measurement system.

If NAOMS were to reveal levels of and trends in event rates that corresponded
closely with rates and trends of the same events as measured in other ways, ques-
tions addressing these events could then have been removed from the NAOMS ques-
tionnaires. But if NAOMS rates and trends turned out to be very different from
those produced by different data sources, this would merit further investigation. The
discrepancy could be attributable to inadequacy in either or both measurement
methods, and it would be worthwhile to investigate both possibilities.

For example, NAOMS event rates may be considerably higher than those yielded
by voluntary or mandatory airline or government reporting systems because people
must take the initiative to report events via the latter systems, and if some people
accidentally or intentionally fail to report some events, the registered rates in the
administrative records will be misleadingly low. Much as we might hope that em-
ployees will fully and properly participate in all voluntary and mandatory reporting
systems, it is possible that they do not. This possibility should not be disregarded
when comparing NAOMS event rates to rates of the same events monitored in other
ways.
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In sum, the NAS Panel did note redundancy between NAOMS and other record-
keeping systems, but only a very small proportion of events measured by the
NAOMS questionnaires were being tracked with other methods. Indeed the purpose
of NAOMS was to track reliable trends in types of events not being measured in
any other ways.

Q2. In his testimony at the hearing, NASA Administrator Griffin compared the
NAOMS Project with the existing Aviation Safety Reporting System (ASRS),
stating that “One of the primary differences between ASRS and this survey was
that ASRS is managed by aviation specialists. When reports are made, the avia-
tion specialists can contact the submitter of the report and ask follow-up ques-
tions. They are knowledgeable about aviation safety. This [NAOMS] survey was
conducted by telephone polling surveyors, who have no knowledge or had no
knowledge at all as to aviation or aviation safety. They had no domain expertise,
and it is precisely that which has led to some of the problems that we are here
discussing today.”

Q2a. Do you agree or disagree with Administrator Griffin’s characterization? Why?

A2a. Dr. Griffin was correct when he said that the ASRS is “managed” by aviation
specialists. This was true for NAOMS as well.

Dr. Griffin was not quite correct in saying that “the aviation specialists can con-
tact the submitter of the report and ask follow-up questions.” The managers of the
ASRS program do not contact event reporters.

Instead, retired pilots and other air travel professionals are employed by ASRS
as interviewers. These individuals routinely telephone pilots who submit reports to
ASRS to debrief them and acquire details about the event not provided by the writ-
ten report. This is a key feature of the ASRS data gathering system: its focus is
not on quantitative trends but rather is on gathering rich qualitative information
about the events that pilots choose to report.

In contrast, NAOMS is not designed to collect such rich contextual information.
Rather, NAOMS is designed simply to count events and track trends. It is therefore
not necessary for telephone interviewers to have expertise in aviation, because their
task is simply to read aloud well designed and technically correct questions to pilots
and record the counts of events that the pilots report. NAOMS’ question wordings
were crafted through an extensive process of pretesting to assure that they would
be clear and understandable as administered in this fashion and would not require
aviation expertise from the interviewers.

In fact, it would be undesirable for the interviewers to engage in any conversation
with the survey respondents about the events they report—doing so would violate
one of the central premises of high quality, objective survey data collection: inter-
viewers must read the exact same question in exactly the same way to all respond-
ents and provide no feedback on the answers provided, so as to minimize any poten-
tial for interviewer-induced bias.

Nonetheless, the NAOMS interviewers did receive some training in aviation mat-
ters from an experienced pilot before they began conducting the NAOMS interviews.
The purpose of this training was to clarify the meanings of the questions and termi-
nology in the questionnaire, so that the interviewers could competently handle any
unexpected interchanges with respondents on technical issues.

Furthermore, there is no factual basis for Dr. Griffin’s claim that lack of domain
expertise among the interviewers “has led to some of the problems that we are here
discussing today.” Because the job of the interviewers was to read the questions and
record the answers accurately, lack of domain expertise could not have accounted
for any of Dr. Griffin’s concerns about the data.

Q2b. If the NAOMS Project were to be restarted, would there be any changes that
you think should be made to either the methodology or implementation of the
Project?

A2b. If the NAOMS data collection were to be restarted, I would recommend the
following:

1) Conduct thorough analysis of the data collected already by NAOMS, in com-
parison with other databases tracking some of the same events, to assess
the quality of the NAOMS data.

2) Restart telephone interviewing of air carrier pilots using the same inter-
viewing methodology as was being used when data collection was sus-
pended.

3) Draw samples of air carrier pilots to be interviewed from the full population
of licensed pilots. The FAA maintains an updated list of this population, so



117

the samples should be drawn from this list. A subset of this list has been
made available to the public, but because that public subset is only partial,
the NAOMS sample should be drawn from the full FAA list.

4) An external advisory committee should be formed to oversee and advise on
all data collection activities, following the example set by most major sur-
vey data collection projects funded by the Federal Government. This com-
mittee should be composed of a mixture of aviation and survey research ex-
perts. Ultimately, all design decisions regarding implementation of NAOMS
data collection should be made by the project’s Principal Investigator(s),
based upon the advice of the advisory committee.

The data that are collected each month should be released in electronic files
accompanied by full written documentation of the data collection procedures
as soon as possible after each month’s interviewing is completed.

6) All releases of data should be accompanied by written documentation tell-
ing analysts how to properly compute event rates and over-time trends. Be-
cause the design of the survey is complex, such documentation will be use-
fl}lll t&) help assure that the public does not draw unfounded inferences from
the data.

7) The Principal Investigator of NAOMS should issue monthly reports docu-
menting rates and trends in the recently collected data, modeled after the
press releases put out by the Conference Board and the University of Michi-
gan’s Survey Research Center documenting their monthly surveys meas-
uring consumer confidence.

Data collection from general aviation pilots should be restarted using the
procedures that NAOMS employed prior to data collection suspension.

Data collection from air traffic controllers, flight attendants, and mechanics
should be initiated after preparatory design work is initiated and com-
pleted. This preparatory work should include focus groups and other data
collections to build a list of events to ask about, experimental studies to
document optimal recall period lengths for these professionals, and studies
to document the predominant organization of events in these professionals’
memories. Data should be collected from these individuals via telephone
interviewing.

10) In keeping with the National Academy of Sciences recommendation, it
would be desirable to coordinate NAOMS data analysis with ASRS data
analysis. Whenever possible, trends in ASRS reports for an event should be
compared with NAOMS trends of the same event to explore comparability.
Likewise, NAOMS rates should be compared with rated generated using
any other data sources tracking a small number of events measured by both
NAOMS and other record-keeping systems.
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Questions submitted by Representative Daniel Lipinski

Q1. Peggy Gilligan, the Deputy Associate Administrator for Aviation Safety at the
FAA, recently cast doubt on the survey by questioning NASA’s methodology. For
example, she is quoted as stating that the answers in the study were not suffi-
ciently detailed. Further, Dr. Griffin’s testimony highlights inconsistencies in the
study as compared to surveys conducted in other ways and also calls into ques-
tion the validity of the methodology. Dr. Krosnick, your testimony explains that
the process was meticulously designed and very thorough. Could you elaborate
on your work on the survey and explain why others might call the study into
question?

Al. 1T was invited to help with the development of NAOMS because the project
sought to design surveys of the highest quality to produce the most accurate meas-
urement possible according to best practices of survey research used throughout the
Federal Government.

I served as an advisor to the team that carried out the work. Specifically, I at-
tended numerous project planning meetings and public dissemination meetings (at
which I made presentations on the science behind the survey component of the
project and the findings of our pretest studies). I designed a series of pretesting
studies to ascertain (1) the optimal length of time to include in the period that re-
spondents would be asked to describe, (2) the order in which the questions should
be asked, and (3) whether the data should be collected by telephone interviewing,
face-to-face interviewing, or paper and pencil questionnaires. I oversaw the analysis
of data collected in those studies and oversaw the process of writing reports describ-
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ing their findings. I also participated in the design and implementation of focus
groups held with air carrier pilots, air traffic controllers, and general aviation pilots
to build lists of safety-related events that they witnessed while working. I oversaw
the process of conducting cognitive think-aloud pretesting interviews with air carrier
pilots to assure that the questionnaires were understandable. And I provided advise
on most other aspects of the study design.

My goal in providing this advice was to be sure that NAOMS design decisions
would yield the most accurate possible measurements.

Many observers have raised concerns about the reliability of the NAOMS data.
These include administrators at the FAA and administrators at NASA.

Some expressions of concern have addressed the procedures used to collect the
NAOMS data. These concerns were articulated prior to the public release of a full
report by Battelle describing the procedures used to collect the data and the ration-
ales for those procedures (as far as I know, that report has not yet been publicly
released). It therefore strikes me as premature for anyone to offer opinions about
inadequacies in the NAOMS procedures.

For example, Dr. Griffin expressed concern that the NAOMS interviewers were
not aviation experts and were not tasked with collecting detailed information about
safety-related events through conversational interviewing. As I explained above, this
approach to interviewing is appropriate for ASRS but not for NAOMS. Standard
practice in high quality survey interviewing involves reading the same questions
identically to all respondents and not offering any additional comments or impro-
vising conversation with the respondents, so as to minimize the potential for such
improvised conversation to bias respondents’ answers. Thus, concerns about lack of
aviation experience among the interviewers are misplaced.

Other expressions of concern have focused on the rates of events documented
using the NAOMS data. For example, during his testimony, Dr. Griffin mentioned
that NAOMS indicated that diversions to alternate airports occurred at implausibly
high rates. Some other NAOMS critics have similarly articulated concerns that
NAOMS rates vastly exceeded rates of the same events documented by other moni-
toring mechanisms.

I believe that there are at least two possible reasons for these expressions of con-
cern. First, the NAOMS surveys were designed to yield multiple measurements of
the same event, and any rate calculations must be made adjusting for this multiple
registering of single events. In Appendix A of this letter, I explain how statistical
caﬁ:ulations must be implemented to correct for this inherent aspect of NAOMS data
collection.

I am concerned that this sort of calculation correction was not implemented prop-
erly by people who have analyzed the NAOMS data to date. If so, this would lead
to the misleading impression of event rates much higher than really occurred and
much higher than other data sources might indicate.

A second possible reason for concern about NAOMS rates is inadequate attention
to the details of the wording of the NAOMS questions and the measurement being
made by other data sources. Consider, for example, Dr. Griffin’s testimony that
NAOMS data indicated that four times per day, a transport aircraft was landed at
an unscheduled airport in order to deal with an unruly passenger. Dr. Griffin said
that to his knowledge, that has happened a total of two or three times since Sep-
tember 11, 2001.

If such a discrepancy were really present between the NAOMS data and adminis-
trative records of such events, it would be a basis for concern about the accuracy
of one or both of those streams of data. But in fact, the discrepancy Dr. Griffin
pointed to is an illusion.

In fact, the NAOMS survey did not ask the pilots to report how many times they
had to land an airplane at an unscheduled airport in order to deal with an unruly
passenger. Instead, the NAOMS question asked: “During the last 60 days, how
many times did an in-flight aircraft on which you were a crew member expedite
landing or divert to an alternate airport due to a passenger disturbance?” Notice
that this question combines diversions with expedited landings. It is therefore not
appropriate to compare the total number of NAOMS reports of events in this cat-
egory with another measuring system’s assessment of the number of times that un-
ruly passengers caused diversions to alternate airports. Of course, the NAOMS
question will yield higher rates than the other monitoring system will.

These are two of the possible reasons for unfounded concerns about the accuracy
of NAOMS data: incorrect computation of statistics using the data, and insufficient
attention to the details of the survey question wordings and the types of events
tracked by other monitoring systems. Mistakes of the sort outlined above would
cause the illusory appearance of implausibly high event rates in the NAOMS sur-
vey.
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Assuming that such calculation and interpretation mistakes have been made and
have led to a misperception that NAOMS event rates are unusually high, it is un-
derstandable that people observing those rates might take them to be dangerous if
released publicly, for at least two reasons. First, as the NASA FOIA appeal reply
outlined, reports of event rates much higher than have been recognized might cause
public concern about the safety of flying and impact the economic viability of com-
mercial airlines. Based on my knowledge of the risk perception and decision-making
literatures generated by social and behavioral scientists, I believe that releasing
such numbers in the context of a public report about NAOMS is very unlikely to
increase public fear of flying or decrease airline passenger loads. But it is certainly
possible. So an observer within NASA or the FAA might fear negative consequences
of releasing high rates based on NAOMS data.

Second, staff within the FAA may perceive that event rates higher than those
yielded by their own monitoring systems could call those monitoring systems into
question. And in fact, that is just what higher rates from NAOMS should do, in my
opinion. Staff members who wish to protect the appearance of integrity of those sys-
tems might prefer that such concern not be raised in the public mind. But in my
opinion, every measurement system is potentially subject to error, so it is always
preferable to track important events using multiple measuring tools and to check
their correspondence. Rather than assuming that one measuring tool is necessarily
correct and the other is inaccurate, a discrepancy should inspire scrutiny of the im-
plementation of both methods. Such scrutiny may lead to the detection of flaws in
either or both measuring systems, which can in the end inspire repairs that enhance
accuracy of assessments in the future.

In sum, I believe that some observers may be motivated to criticize NAOMS be-
cause of perception that NAOMS yielded implausibly high event rates. After careful
and proper statistical calculations are implemented, accompanied by careful atten-
tion to the exact wordings of the NAOMS questions, these rates may turn out to
be considerably lower and may match rates of events tracked using other monitoring
systems.

Q2. Dr. Krosnick, you are a renowned expert on survey methodology and statistical
analysis brought in as a subcontractor on the NAOMS project. Did the process
used to develop the NAOMS survey instrument seem inadequate in any way?
Did you lack expert feedback—peer review—as the methodology of the project
went forward?

A2. T believe that the NAOMS development process was indeed consistent with best
practices in survey methodology. Indeed, in some ways, the preparatory design work
exceeded that done for many major, long-standing federally funded and adminis-
tered survey research projects. And the very high response rates that typified
NAOMS are evidence of little if any non-response bias in the resulting data. In sum,
I believe that NASA did an excellent job of funding top-level methodological work
and that Battelle and its subcontractors did their work to the highest standards of
excellence.

The NAOMS project implemented survey methods that have been extensively peer
reviewed and have been widely accepted as standard practice in the industry for
decades. The tailoring of implementation of those procedures to the NAOMS context
was also done using pretesting procedures that have well-established status in the
methods literature.

As T mentioned during my oral testimony, the project sought peer commentary
and suggestions by social scientists and aviation experts at many public and private
briefing meetings. These conversations yielded useful suggestions that influenced
the design of NAOMS. In addition, the White House Office of Management and
Budget reviewed the NAOMS procedure in order to approve its data collection. OMB
routinely evaluates federal survey project methodology and makes suggestions for
improvement, and we benefited from this process as well.

The only potentially valuable form of peer review that was not implemented but
might have been helpful would have entailed forming a committee of peer reviewers
who were paid to critique the methodology as harshly as possible and to suggest
alternative methods to implement the survey. I believe that such a procedure would
most likely have yielded few if any suggestions of changes to the methodology that
was employed. But it could have been done prior to NAOMS’ suspension and could
still be implemented today.



120

Appendix A:

Explanation of Inflated Probabilities
of Event Occurrences in NAOMS Data

This Appendix explains why each event that occurs during the course of air travel
has an inflated probability of occurrence in the NAOMS survey, by design, because
it is witnessed by multiple people. And this Appendix explains how correction for
this aspect of the survey design must be implemented in order to properly generate
estimates of rates of events.

Consider, for example, the NAOMS question asking pilots to report the number
of times a bird hit a plane on which he/she was working. Each such bird strike
would be witnessed by at least two pilots (the pilot and co-pilot) and could have
been witnessed by three pilots (on aircraft with a third working cockpit crew mem-
ber). Thus, the probability that each bird strike would be reported by some respond-
ent in the survey was twice or three times as high as would have occurred if only
one person had witnessed each event. And for events that involve two aircraft at
the same time (e.g., a near miss), between four and six cockpit crew members will
witness the event.

Some observers have asserted that such inflated probabilities can be ignored, be-
cause the relatively small number of pilots interviewed each month relative to the
total population of pilots means that the chances that the same event will be re-
ported in the survey by two different respondents is extremely small. That is true,
but it is irrelevant to the multiple-counting issue: each event nonetheless has twice
or three times the probability of being reported by someone.

To illustrate how the calculation of event rates must be done, imagine that there
are 10,000 total active air carrier pilots and that 1,000 of them were interviewed
and asked to describe events that occurred during some or all of January, 2001.1
Imagine further that during these interviews, the total number of January bird
strikes reported by all respondents was 50.

To calculate the total number of bird strikes that occurred in January, it might
be tempting to divide the number 50 by the sampling fraction (1,000/10,000), which
would equal 500. But this would be incorrect.

To calculate the total number of events properly, it would be necessary to use in-
formation from the NAOMS questionnaires about the type of aircraft flown by each
pilot who reported a bird strike to infer whether that bird strike was most likely
witnessed by only two pilots or three pilots (this can be determined by type of air-
craft). Then each bird strike report must be divided by the total number of pilots
who would most likely have witnessed it (two or three)—so some bird strikes would
contribute one-half to the total and others would contribute one-third to the total.
Then the resulting fractions could be added up across respondents, divided by 1,000
and multiplied by 10,000 to yield an estimate of the total number of bird strikes
that occurred during January.

Another calculation method would involve dividing the total number of bird
strikes reported to have happened during January, 2000, by the total number of
hours that the interviewed sample of pilots said they flew during that month or by
the total number of flight legs that the interviewed sample of pilots said they flew
during that month. These rates could then be multiplied by the total number of
flight hours flown by all pilots during the month or by the total number of legs
flown by all pilots during that month, respectively. But again, these numbers would
be inappropriately high, because they would be inflated due to the doubled or tripled
probability of reporting the same event by multiple witnesses. So again, each re-
spondent’s report of an event should be counted as either one-half or one-third (de-
pending on whether two or three cockpit crew were working on the aircraft); these
fractions should then be summed, and the total should be multiplied by the total
number of hours or legs flown by the entire population of pilots during the month
of interest.

1Remember that some NAOMS respondents were interviewed on almost every day of each
year, and they were asked to report the total number of events of each type that they witnessed
during the past 60 days. Therefore, some respondents will have made reports for periods includ-
ing all of January, 2001. And other respondents will have made reports for periods including
only part of that month. Therefore, the data from different respondents must be integrated care-
fully, to recognize the fact that some people’s reports included a mixture of days in January and
days in other months.
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ANSWERS TO POST-HEARING QUESTIONS

Responses by Captain Terry L. McVenes, Executive Air Safety Chairman, Air Line
Pilots Association, International

Question submitted by Representative Daniel Lipinski

Q1. When Battelle ran this project, the names of survey participants were removed
from their records within 24 hours of the conclusion of their survey. Is that the
kind of step that you would endorse in any other survey of this kind?

Al. Participation in the survey by pilots was done under the assumption that it
would be completely confidential. That premise was key to getting open and honest
reporting. As I understand it, follow-up questioning wasn’t part of the methodology
used in the survey and the names of the participants wasn’t germane to the type
of questions asked. Consequently, it is my belief that future surveys of this type
should also de-identify the participants as was done in the NAOMS survey. This
would further promote the confidence in that confidentiality as well as provide the
industry with quality safety information.
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Intar, ancthar raparbad taking off ower the 1ad ol & wide-body e discovenad
v-u. mlu M%WWMMHWMNMMHMMHM

g
L
a

ik Fawe Eiruc thal iha
e st Mo. 2 engin or blown 8 e during uﬂml.mrrﬂgh sirczat he plot

Thia MASA, files are umFM;mnpmmmnnﬁcm-mmmmh
the reports vodu and, in 50 mﬂmmmmmmqwm

v

Federal Aviation Administration

HHMMIWMHNFSAWMMMHBH International Alrport and
feursd numarous examples of hazardous situafions croated when mﬂ“ rurreays without

of migtakenly haned anto the wieng
In e Waﬂhddlﬂ't.lmmhﬂlhrltm divarted i an urd‘lrrﬂlrul‘ta!ﬂw airport to wail far a
pmﬁﬂu Mmhmhwnhl dmm
m Hw\‘m o unfil thry encouniened white Bghts: Thay wene

“Cresw immediately . . . axpedited taxi to first axit,” the plat wiote,

&w.mmmmmmhﬂhﬂ 1 abrupdly, missing e wayward arcraft by & scant

2007 Eactiva, Inc. All rights reserved.
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Exhibit #2

fTos Angeles Times

PART-A; Mational Dask

COLUMMN ONE FAA's Safety Response Record Hits Turbulonce Crver the past decade,
has bean slow 1o hud:%m*rﬂn s-sometimes acting only aftor fatal cras

Times study. Series: DA OUS DELAYS. FM'IRH

i
E
z
|

English
{Copyright, The Times Mirmor Company: Los Angeles Times 1994 A3l Rights Resarved)

As USAlr H1%WHMMMHWMWM¢HF‘&1 1851,
mﬁﬂ Richran, & Harvard-sducated cobege professor and proud now father, hwno'ﬂ'tlﬂq
mmmmmdmmmmdeMSSmmnumwhm
Friday svaning.

Bul the Federal Aviaticn Admintstration did know,

A5 far back as 1883, records shaw, ﬂmMmmFMmm&mmmmw
accidants, Even within the apency, affcats had prodded thelr SUpanars to axpadite ground-based mdar
Inpxpensive lighting &ystams.

wystams and relativaly traffic
The FAA did take those Bctions and mone-but afer Fight 1483 suddenly lﬁllt;mll
comemuter plane, killng 34 pecole. This was the mmhmmm% 13

"Hiw many crashes da nead T askad Bamy M. Sweadler, director of safety recommendations for the
Maticnal Transportation %m " you hive one, hane should never be ancther one with the same
problem. Why o wa noed twa, three, four or five?™

In dazens of inslances over the past cecade, the FAA has taken two yoars of mote o rapond 1o repeated
mmdw%ﬂmmmwnﬂmmmmﬂhﬂﬁﬂt acconding o 8
four-month study by

The F. responsible lnﬁormrmn-*mmmnmﬂ tha NTSEas a
%ﬁhtmm vie :15:.' 1mmm.u,mwh?nwm
m-mmﬁ

#ind recceds also show that wmwm diad in crashes caused by problems bo which the
FAA had been alerted but falled to

In addifion to runway colisions, thesa problems included tubulence cawsed by the of Basing T57
jaﬁ"m procedures for de-icing wings befors takeoff, mamhmmmtdaﬂg'h PRESSENQET DOCHSS

Although he said satety = the 8 1 job,” David Hinson, the administrator of the FAA, said of the
list of lapses: ‘lmhtymwmmrmm thal we're really trying to deal with.”

Fi officials say the apumdw—lb-dlr oparation addresses most issues “rather eflectively,” often
detecting and remadying U,  say,
mmamuwnmmmwwnMMmm

HH

2007 Factiva, Inc. All rights resered,
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“This is & formidable task.” Hinson said.

The FAA “acknowledges that it can be ractive in some cases, but that can ba a proper response in mamy
cases,” according i 8 statemant by the agency in responss to The Trmes.

Wmmmmmm past accadents, At other Bmes, reaction may mean that we
are property responding to public damansd or cancerm, which is proper in our demosratic form of
gevernment.”

Said Hinsam: " you ook at the way tha FAA deals with safety, about 35% of what we do . . . of what you of
I'would call proemptve safety efforts, those are effons yeu arobably never read Bbaut or wiits about

"About 5% of what we do is after there is an incidant or an accident.”

mmﬂammaﬂm camas first with both the FAA and them, and that they
nevar compromise the Bves of the public, "Wa always want fo try io make a good system batber.”
Jog Hoplkans, spokesman for U ines.

A scheduled commedcial sirptans irip in tha United States is as the safest forms of traved in
tha world. The odds of an air traveber dying in @ crash are rou mwumanﬁdiﬂfbﬂwﬂudw
lightring, according to the hational Council

4

The L5 airlina than two before the string of fatal
acoidants this year, As of October, an estimated 843 have died in plane crashes in 1984-ona of the
Worst necords 1988, according to prefiminany tha NTSE, the agancy that investigates
Nw NTEBmur, whather daficiencies in FAS ove

mmmhnm tha three major accidents this year e, M.C..
F‘Iﬂahurnh Pa., and

Aftar the mnmrnﬂmm diad rapons an turbulence problams associated with
Buelng?s?hlﬂrm Times reviewed hundreds of aidine crashes and mr?‘w
documents obinined mum?mﬂmﬂhﬂm.ﬂmjﬁ.&mdpmuﬁ FAA officials,
mambars of Congress, aifine Industry sources and safoty expadts ware ntendewed

mﬁﬁwmdmmmmmmﬁ:ﬂnwmm

ﬁmrbuwﬂ'lh the rules, the manufacturers scream,” said one FAA aircrafi-carification
uﬁ m anonymity, "Anything that cost money b3 the manufactuners, we have to
hhtmmewwﬂmmmmmm;mWﬂ.ﬂmem“

* Daacly delys have occurmad in part becausa a [ew requines the FAA o tha cost of implementing
mmdsﬁrmumhrﬂﬁmﬂm:mhw will b saved, Ay

“It's strangulation of regulatory process,” obsenved Rep. James L. Oberstar (D-Mann.), chairman of
thmHmwmmd nspmmhnﬂumﬂm'spmﬂ on aviation.

* The FAA failed to heed repasted admanitions from oversight agencies and from within it cwn ranks to
make safety a higher priority. And thens exists, both inside and cartside the FAS, a tacit acceptance that
sometimes anly accidents can spur the agency to take meaningful sction.

Charlas Q. Miller, formar head of tha NTS8's Bureau of Alr Safety, said he has kept a file called “known
pracedents.”

*1 hawve been keaping it for awhie because | was gatting disturbed about seeing accidents happen from
causas | had seen before,” he said.

Considar the case of runway safety.

2007 Factiva, Inc. All rights reservad.



128

mwmmmWWMnnMMMMMUHNMHMMM
according o the General Accounting Offoe.

~Somathing stmemars on the back bumer, and | doesn't get done,” said Hugh E. Waterman, a formar Fis,
FRARBHEr wmrmmhﬂmmmnﬂﬁﬁ.mmmlmwﬂ
regular human beings des, than i poes oo the front burmes.”

Craated in 1958, the FAA has p double-barreiad task that critics balave is 8 conflicting one: to promote the
aviation indusiry and 1o ensue safety,

The NTSB & charged with nvu?gura of ransporiation accidents and making safety
i Craated in 19 ammmmwmmmmurm ack

rscommandations.
Historically, the NTSE hes s influence most successiully by publicly drawing attention 1o the FAA's
hmmhmwm-

The FAA points out that the years it has identified numercus. hazards and scied before
accidents ever occurred. In a simtament to The Times, FAL Mﬂwmﬂﬂr
mmmmmm o efed because thera 5 no way o tell how many accidants have

is armong recognized success stories in wmwpﬂwyhﬁnwud
mﬂml?mmtm1wmmhmnh aircrafl design, avionics, coskpit
‘Bids and air traffic control have made serous Bocdents rans svents.”

MnuthMhMMldﬂwd 10 recommendafons madae by the NTSE, the avemge
amaunt of ime i takes to implement the mm:hﬂﬁHfmﬂ'mhgmlnmm.
75 been much longer.

Whila he belipves that the NTSE funcions 82 & "gresl audior for the FAR, Hinson said the FAA sométimes
respectiully deagrees with the safety board, and with good reason.

1mnmm b e aammmuu 15% urlu.'l'lkm'ﬂd refesring to the number of
safety recommandations accapl Ife not just . . . "We don't like them' and put them
By, mmwdﬁuﬂwm

“Thane are ofien chses in aviation where knowledgeable pacple can disagrea,”

The NTSE's Sweadier said the safety board mmmmwﬂm b, he said,
“thare ane guils a few hnpmmmhhnﬁuﬂl’&

Records show & pattarn of delay in comecting 8 number of probloms:

* It tcok the FAA aight years to act ona with Cessna carburetors aftar John . James. manager of
the FAAS aircraft certification office in 3, had written a mema warning: "CALTION: there have bean
updhnfmlm.mmhmm

Tha prablam was mmmwmmmwumsmmmm
oocumed and half a ﬂmw

* A yoar before the top haif of a Bosing 737 ripped off over Hawaii in 1988 because of metal fatigue, FAA
researcher Thomas

Swifi wiote & 77-page report saying fatigue in Amerca's air floot was & safety rsi;
M is possible for @ number of cracks, each nof easdy i , o suddanty join togathar and form a long
eritcal crack. . . 1nmrdﬂmmm at doubls thair mmuum;

* It 1ok & decads of admonitions and i least four major crashes before the FAS peknowiedged that cansin
planos, such as earty model DC-98 and Fokker F-28s, were especially suscaptible to control problems with
minuta amounts of ke on their wings.

&mﬁaﬂﬂﬂ%hummmm ol du'hd?s n%ﬂﬂz
accident in Washington, & similar iraged Mpnﬁuﬂ
accident, invalving USAK Flight 408, idled 27. '

2007 Fastiva, Inc. AR rights reserved,
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In 1878, two resaarchess, sintistcs compliod by the National Asrcnautics and Space Administration's
Ayintion Salety Reporting hﬂudlnmﬂhutsuﬂﬂrmﬂm;hﬁrlkﬂ:ﬂm'ﬂnwd
condrolled aipons represent a significant safisty haza

Between 1075 and 1983, at least three near-collisions involving major jetlinars occumed on LLS. rumways.

In 1885, after two Northwest Axlings DC-10s ware invobed in mnmm;m
disastrous” incident in Minneapalia, the safety boand urged tha FAA to expedita projects pravant

Faor anﬂ-nFMhd:um in the works, including the developmant
ﬁ&mhmm T MMMMMWNMWMMM

siray onio active rufmways, especially
Ewen within the FAA, officials recognized that progress had beon boo siow.
An infemal FAS memorandum sant io air raffic managers in memw
mmﬁdmlMHMMmFﬁ.&mmh with the problam were

Incomplate and, even [T finished, would havs questionable efficacy.

That mmwmmmmmmmm
Fas mﬂm Mm&-mmdmnwﬂdrhﬂﬂnhudﬁ
years aaslier, but was naver acted

During the next four years, to imtemnal FAR documents, the agency received dispatchaes from
many comars of the mdustry, urging i 1o lake preventhve massures,

Ud.mJM?:JnMD‘Blhn.ﬁmafmm# for the Ak Line Pilots Assn., said ina
lettor io FAS, Associste Administrator Antharry accidants and incidents cvar the last few
years have documantod the seriousnoss of rumay incUMsons.”

Baug. 11, 1MMMFMmmmM'ThFime has staled an
wmmm-mm Bys2Em. ., . We agree that the potential for & rurway accident is
a national concern.

But that consarn fumed to catasirophe.
Thnfnlnlﬂlnfml on Jan, 18, 1290, followed by one in Detroit on

rumway Incursions ocourred in Adanta
Dec. 3, 1990, and then the Los crish in Febneary, 1581, The ‘toll for the thres creshes: 47
. including David Richman, the college professor,

ﬁ

mm&mumm*uummm psychuatrist mlhmrh‘lNM
"On that wnmww:mmmu:ﬂmhuldﬂu tha govarmement,
‘Wi thought uarnmt'l'hlt."

Afer the Atlants crash, which kiled ona man, the FAA mustered action teams lo sunmry nﬂm' dontify
poiential problom areas. | also refeased & repor in 1890, amphasizing thal plats
mmwwmmmﬁmw‘g'm

A the ime, the agency alsa scknowiedpad: TAA has not slways coordinated itz efions o meduce
Incursions.”

S8, it was not unsl after the Los Angedes crash that the agancy placed more emphasis and monay info its
long-axtant rumvay-incurgion project,

%Hn tnhFM‘:muﬁnﬂo,ﬁ accidents had eocurred In the United States since
deaths and injuries, not including the casualties from the Atlanta, Los Angales and

'rmnota fan of how fast we mhlhh ," said the FAA's Michasl J. Harison,
b spoarheaded the mﬁﬁgoﬂwprwm tha crash af LISAlr Flight 1453, “Should the
n-my—hmﬂunml‘l mwm-mmmtmm.'

Since that time, the agency's plan io develop & scphisticated ground-based redar system and place il at the

2007 Facthva, Inc. All rights resorved.
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R osearched by JEFF BRAZIL and SHELBY GRAD / Los Angeles Times

Heww the Study Was Conducted
Tnmﬂmmummﬁmum Wﬂﬁmlﬂuﬁlmanﬂnﬁlh‘uﬂkﬂmﬂ
ederal Aviatian Adminsiraton ﬂ'l' rmation Act The mma

Tmmmaﬂmmmeﬁnmdmdmw
and interviewed scones of presant and past FAA officials, sirfine industry sounces,
mambers of Congress, erash survivors and tha families of crash victims,
COLOR, Edition, Al mhMJnMumﬂmnWhiﬁim
(Orange County ) it

PHOTO:
34 ihe, bafore rurwey safaty upgraded.; PHOTC:  Investigators suray

o ing aftar the Feb, 1“;'9’9 mumm:mmﬁm ﬁmsm
Alex Ricnman, fathar

73T th

TREAGER :mm‘i’m Dwarvid Richman. a victim of

thee crashof a mmmmiwi “Wia thought mfﬂL‘FMEFRmGISf

For Tha Timos, [Drummeﬁm Wracikage of U jat at LA, Hnﬁ-m:ﬁmm‘
FAM wis atvised of emongency-axt nccess problema. 1 JIM

smizkg mhalation, § years
DENDENHM_LJ'LuMg_Ih“Thm PHOTO: David Hinson, FAA adminisiretor, CHART: Rurway
Incursions f Los Angeles

Documant latmd0002001 1029dgcbi2hig
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Tha Alr Ling Pillots Assn. said in a latier to the FAA af the time: "The lack of an adequate response 1o (the

NTSESs recommendation wings). which was made approximately 9 i
wmm%»aﬁﬂmm#uw ags5." s

“The FAA" sasd veteran air invesigator Rudoll Kapustin, “makes i sound like: "Hay, we've got a
brudﬁpnbhmm."ﬂﬂ.l uf&mﬁnﬂlmyuﬂlnmaﬁnlﬁmw o

whi hais worked for the FAS, and the NTSE, was the lead irvesti in the 1882 Air Florida
mm.hmﬂhmﬂm'ﬂﬁuﬂFm {at La Guardia Airpeet in

erash,
1292}, tha FAA comvanad this confarance on do-icing, They said: “Now you've gol to put & [adder
wﬂmmmmunmmmm.'w.mnmmmm.' w

The FAA eell concluded last July that its fo Bct safaty concems in & manner was lacking,
m%mmmm m‘?f:‘rhmuwmum mishandiad the
Bosing T5T hubulence issue.

But the acknowledgmant cama &8 no swprise o air safety sxpars,

In 1888, then-FAA Adminisirator ARan Mchstor, in an intamal memorandum, that the agency
iacked an inlemad clearinghouse for safaty data, and that management of safaty data the agency was

b3

July, 1888, Office of Technology Assessment concluded: "More stringent safety standards usually
Wliyaw?wmmﬂ mmmwggzwm congressional concarn than from FAR

?

And last year, Roben E. MHM.MFMHMMW%W.WMM
agency's shoricomings, In @ March, 1993, mamao, he detailed how the TET wake-turbulence problem
was handled. Bafare two crashes that clasmed 13 “ﬁw had pradicied that tuibulence created by the

symptomatic of a b which is that we react very slowly to things where maybe we
lﬂmmﬁw.'mmmdmhﬂmmwm g

“This is
ought i
Hext: Why delays in response coour.

Times ressarcher Shaila A Kem and comespondant Shelty Grad contributed to this report,

The FAA Facior in Crashes

T ey S R or e e o531
* 578 dead

* 151 serously injured

* 270 moderately njured

An sdditional 10 crashes wera attributed to ormors by speclic FAS employees, resulling in:

* Saven dead

* Eight maderately injured

Saures: National Transportation Safaty Soard

Researched by JEFF BRAZIL and SHELBY GRAD | Los Angeles Times

Ru mway Incursions

From 1590 1o 1953, the numbes of ascralt runway collisions has deciined by one-ihird desplie an increase
im air trafic: 93 168 Source: Federal Aviation Administration

2G0T Faetiva, Inc, All rights resorvad.
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Exhibit #3
2003-01-2975

NASA's Aviation System Monitoring and Modeling Project

Irving C. Statler and David A. Maluf
NASA Amas Resoarch Canter, Moffet Field, CA

TopymgT B I00] RAL intemasorel

ABSTRACT Incroasingly, the accumwilstion of thass dala oulpaces.
mmumu:ds-uwnwm.mm '

addressos the noed 1o previds decsion malkas with the thal the data camgodized, |t is dficull to combing
inals o idenafy and datn redafed io tha same subject whan they come fram
thatt oould beed to accidents, This Projc it cavaloping civerse, helerogonecus sources, The ability o monitor
o sat of suipmaied iools o Encilitele conSnuoully, comven the coliecied data inlo refiable
and Beoutate analyiss of data colaciod infoemnaticn, and share thad information for collsbamnive
in lage, databases cacinlon making i the basis ke @ proscive approach io
Hational Aviation Systam. This repart b & brief pwniew ideritfying aation
of the ASMM Projoct as an introduction o the nest of the COreiEnG and dnvanie.
preaaniations in this seaskon on ond of s key slemants—
alhe Per Data Analy ] THE AVIATION SYSTEM MONITORING AND
MODELING PROJECT
INTRODUCTION The Aviation 5 Maniloring and Moduling (ASMM)
project of MASA's Avaation Safety
Al irensporation B essendial o confnuesd e risid 10 provide decision makees wih lools (o axsist
development of the word,  Althcugh @t i cre of tha them in identifying and
salest modes of fravel, the pubilc demands that conditions thad could Bad 1o sccidenta. [Ral, 4)
evels improve and thal e abachis
numbar of Bvistion Recidents continue in decling, gven ASMM doos nol mim to repleos human experisg with
s air traffic evels ma inided nid aAomation. Rather, i ool 1o
thicughond e inlamational ] minsmize demands on haman oxperts and & focus thek
Ibocome evan mone proacliae in managing salely fsk s attenlion o B mosl slgnifican] evens, and halp Shem
avidancad by B folowing siatement made by the FAA idendify the factors that dist oparali
Biakaly at the Morth Amacan Eom routing flighls. 11 has develospsd 1ol o do insks
Conferance saied it yoar "For one, we noed o thal presently can anly be performed with much e and
change ane af the biggest historical effort by aviation expens. The ASMM iocis conver B

misdion salely Improvemants
W must gof b front of sccidents_.anticipate them...and data
1rae hard dats 1o oeted prodiers eid dESrhing (o " malanancs logs, weathar records, miaton saluty

A proactve appeoach to idenSfying and alieviating Be- daplayed.  Thao focus of the ASMM project is on
Ihresloning condlions involves monionng o sysiom ideniitying condions  thal akrals  The
park B in o mon-plni learming arors tal may, in
Ireen nommal cpeeational gxparence, idenifying the turm, contribute to aviation safiety incidents of Bocidents.
precursors (Rl foreshadow mosl aotidents.  and

appropriate Inlenentons o minimize the risk Each of the several ASMM tools contributes 1o @ unique
of thel cocumence.  Decision-makers musl ba able o insight into the complate picture of & salety v, and
focus guickly on Bose avenls with Ta highes! polential N b used 1o support & hary
severity and likelhood of reoccusmence. process of causal analyeis and saloty fsk ssassenent

foen 8 sysiom-wido Cualtative datn

The gowernments and B workd mviation sources  yield information  Sal helps  the



analyst i wndaerstand tho objective aspects of “whal®
happenad.

MONITOR TO IDENTIFY SAFETY-RELATED EVENTS:

axiracted and manged to gain a complete picture of a
shuation. The musst be displayed in a8 way
that makes & eagy for the domain expart 10 inderpmt and
o with or  performance

Thi intramursl Manitoring elerment 8 imandisd o provide
iy Br-service opmlans wih T ocls nooded o
monitor thadr cwm pesf and L |

Systam (APMS) for
dats and the Parlormancs
Datn Analysis and Roporing (PDARS]) for

participating in the st and evaluston of PDARS, This
congtiules about thirty facilies concecled o the
POARS notwork and receiving reports aach maming
about the previous diny's operalions thal afe customized
o tha neads of each facdily. By agreemen! among the
Taciities, (hade reports A shared,

HASA |s responsitie for the Impk 1

resions servos i no mom than 4 how,



EVALUATE THE OPERATIONAL SIGNIFICAMCE

The second ) in the cycle of propctie managsemanl
of risk is o evaluate e operational signiicance of the

134

Eviramural Monitoring. The resuls of the searches of
Antnt s d in diaplays of

prodcivi FAnBgamant
an infervention, It is up ko the experts in industry and thi
FAA 1 F " 1o Imipd Ay bt




and Simufations uses models of the NAS &l &

135

any ¥, Propagated or side
affecis?” and Toss the solufion prowice for grecedul
wnanticipaned anomakes ™ and

The assessment of safely risk s currently a pos! koo
anilysis by (e human axpodt of the statistical msults of
o fasttma Monte Care simulasions.  However,

an Aviadion Peychalogy, Daylon, Ohio,
CONTACT

iring C, Statlor, NASA Ames Research Centér Mail
Siep 2627, Moffett  Field, CA 940351000
I

Darvid A Malst, NASA Ames Rissarch Cartar Mall Stop
26594, Mudteti Fiaid ca B4035-1000
Cavid A MahliRnasn.goy
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Exhibit #4

Technokagy

Human Systems

137

e

integration division

National Aviation Operational
Monitoring Service (NAOMS)

MAOMS is an alement of e

ASMM Projet whose purposs
(L] =M

2 the use of this
rechiinism 10 assess tronds in
HAS salety ond 10 idanily tha
facions ditving Eose rends.

Fime thoe Aviasiow Sy Theaugph toe Epw af i Partiapenn.

=

(s macem )

=3

3 ldeniily salety and affciercy effects of new fight and Alr Trattc Management (ATW)

Mg
added o tha srvey cach year as | AMps up 1o represantations from &l ol Me sakehoiden.

HACKMS provides an abdity 10 mappon e piation communty in it assessmant ol

MADME P dervolind 8 great deal of enargy 10 developing &
survoy process. Trade offs hove bean considensd among

ons. The

sound

pracision,
Tha man variable thit can hmﬂmmmhmm
ammmmdmm mmbmmm ]

gh sevesal cihar f

ol the mmeth

alsa helped o

Gy 10 Erdune BEbiity and

Intorpretatity of e SINCHECA] e, AchRNCi SUNLTICE mathods are uikrod o
proceas thae daia and exirect the information aulomaioally,

POC: Mary Connans, PRUD,

URL hpteentdy eme e Pkl goned
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Exhibit #10




R&D ACTIVITIES

Information Analysis and Sharing

Darvnlop an information managament system bo serm:
& the founsdation for the Analysis of data trends and
the |dentification of potential safely hazards before
Bcldems acur,

200, Fraluste curmami procection and assesce modes psd
pateniial conflicts with ared LOnIUTES
rove. LD 01 POV f P00, st ey Pk
jpm

Safety Management System

Produce g for & ping p and
es 1o lmp u safety management
system

1L Develep proct of soncepe Sor Nerslen indoding s

305

Safety evaluation

Devetop i ardd matrics to progross in
reducing the rate of Tatalities and significant injuries
by twothirgs. 3
Uviatinn Safey Risk Aalpeis)
S —

£ Fatali-

?ﬂﬂ: Dwrncnstzate capacity incwae to 300% curnent levils.
Environmental evaluation

wmmummmhmmmw
thima limos curmant lnels, ™

aristetype b =plement an o trial bk wish selected
pmupmmum.un- crimsaeetion of 4l serviin
mﬁdu muuutm.?:.m.rmms.m

rnnd'ratrd.vh-dbn management for
-airplane continued spentionsl mdery. PDO OO
L] Alroradt)
W:Mﬂp MASEPMENS Concepes, modetn, and toole
wircralt wpvoeme. CFPDO OF #6H] (Un-
massed Alrcraft Syvters Lessarch)

2013 Devwlop risk massgement conceptn, modals, and iools
Eor tranapert categony abrplanes. (IFDD O #68) (Avis-

tion Safty Risk Azahyvis]
?ﬂ-!l-llmamu-n- N-n—-lL--Hpan-l-bM-:-

ey
U\'nﬂ.bﬁ-ﬂ mmmmﬂ:.'ﬂ v
LIPDM, Anviation Safery Bish Analpsia)™=

e e eopr ey s s b e K s o by 9

iFe and Bnangy ! P00, CAASD, Cprrasiozs Con-
crps Validenon)

2008 D ra ar 130%
llﬂll:k;'ll.‘“h;'L na I it 166%
!ﬂl!:"w no | restrictions as 0%

‘2015 Demesarmaze no envireemental resirictions g 308
Lapacits.

Tl ol i 310 - -

ol ey 201 i i A i
of e 2013

T mpperty
™ Thas o

e bl e ] 2 P e e 29 b S et T, i e v icscm sl

41
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Exhibit #11

Mational Asiation Cp MianRoring Serdice—Air Camriar Pilod Sunvy (Ve AC-July 15, 2003, v.002-004)  Page 1
TIE BEGUN (LA I
LR

b R — |
WO (RECORD DATE OF INTERAEW) .0

ETANTDATE ._I—I—I I‘I—I—.Il’LI—I
WONTH DAY VEAR
START DATE = 3679 DAYS BEFORE END DATE

eoore— L LWL LLLL]
RS

WOMTH  0AY  YEAA
END DATE = DAY BEFORE DAY OF INTERYVIEW

SECTION A: BACKGROUND QUESTIONS

INTRODUCTION:

For this surwy mosl of the questions will reder b (20000} o . Thersdone, wharsver | the “last
mm.immuummmmmm:amm o

T now poing b sk you B few questions about the commarcial Rying that you did during the last (TIME PERSOD),

Al During the last E PERICE]), how hours dd
rwlrulwn;wmmwmm‘? BHOUSI B TR PERIOD Lil]

i
§
i
H
i
H
§
2355
58

?
£

you iy &8 B crewmembar on commarncial akcraf? SLEGEN TRE FERCD

A1 During the Last (TIWE PERIOD), Bow many of tha
(A2} logs you e invobved taking o or lancing e iessouiseeus L1 1|
&N airpoet outside the Unied States? _ulﬂuuﬁimmumn
WOTE: THE UMITED STATES MEAMS THE 80 BTATES AND
WASMMNGTOM DO, BUT DOES HOT
TERSETORES.
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Mational Aviation Operatiors Moritoring Service—AF Carier Plot Survey (Ver AC-July 15, 2003, v 002-004)  Page 2

Al Pionse el me the makes, mocels and s for 8l of the pirce® you Rew commercially a8 a crewmember during

he last (TIME PERIOD) Y RECORD VERBATIM B COLUMN A, THEN ASK PROMPT,

PROMPT A2 A1; Did you By any othor makes, - J— _.mmm ;
modals or sarvs of sircral commarcially doring the ¥ ————— s e
lgat (TIME PERYOD)T o — A
PROMPT AT_AZ Plaase Isfl me the noxf sicralf
make, modal and sanes you few commercialy as
cremmember charing the hasd [TIWE PERIOE)? m
LI COLLIN 4
B.
A MAKEMODEL/SERIES g 3 ek (TR PETIIC,
what parcent of fa (HRS N A1)
{NOTE; MAKEMODELSERIES DROP DOWH SCREEN INCREASEDWITH | id you fiy fhe (MAKE!
THES MODELSERIES]?
1" L1 s
. Ll Is
¥ L1 I«
4"' |
& Ll I«
& Ll )«
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Hational Aviation Operations Monitoring Service—Alr Carmier Pilot Survey (Ver AC-July 15, 2003 v.002.004)  Paged

INTRODUCTION:

During the las! (TIME PERIOD), you may hanee transparted passengens of cange, or conducied other operatiors.
W would o io undantand what types of oparations you flew, o

A4, Duning the last (TIME PERICD), what parcent of the I
(MRS AT) dicd you Tty @5 B crowamamber on fights b MRS, L1l
With fevenie passsngers’?

A5, Duting the last (TINE PERIOE), what percent of the
OIS IAATY 00 yocs work 38 & Oremmannivet oo lghts nowmoormesTworsssoms | || |
that carried cniy cangs o freight and did not camy
Tevenue passengers’

AR During the last (TIME PERIOO), what percent of the
wmﬂl]ﬂﬂ?ﬂ"*ﬂ"iﬂlmmm whomsmncerorcamno_ | 1] |
CarTied 1G FEVINUE PEISANGET of Cargo. such
s maintsnance fights, Sy Nights, or reposiioning T TOTAL ST L AR A

A What thype of Sights wane thessT
SPECIFY:

AT, During the last (TIME PERICD), did you fiy @ commarncial
wircralt (AEAD QUESTIONS)Y YEB
A& &8 cophsin_ .
s o first officer 1
o i flight enginner or second officed. ... . 1
&5 i redef plot 1

In By ol capacity (SPECIFYY oo i g
1. Whatwas that capachty? ATa THAGUGH AT EANNGT ALL BE ANSWERED O, |

-

o o oo o |f

[+
L L]
L}
L]
B
L]

s an

EPECIFY:
IHTERVIEWER: CAN IMCLUDE CHECH PILOT,
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Mational Aviation Oparstions Monfioring Service—aAlr Carrier Pilot Survey (Ver AC-July 15, 2003 v.002-004)  Page &

AT
1 Which of tha following thres categories best um«m__....

MOTE: WE ARE OHLY INTERESTED I ASPLANES
CURRENTLY NEING USED, ROT THOSE M STORAGE.
FROBE IF PLOT FLEW FOR MORE THAN ONE AIRLIKE IN
THSE PERIOD; Fipmpy fnd me the rumides ol BEplanss Tty
Eﬁl hmi?ﬂmﬂ-ﬁ-ﬂmmhh
A8, Apgpreimataly how mary hours in total have you 111 |
. a TOTAL HOURS DURING CAREER ..
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Ll Aviation Op G Senvice—Air Carrier Pilet Gureey (Var AC-July 15, 2000, v.002-004)  Page §

SECTION B: SAFETY RELATED EVENTS

INTRODGCTION:

My nand questions ane about safiety related events. In answonng Mose questcns, plaasa reporn only events thal you
on n comemedcial aircralt on which you wor o crowmember The first of these questions ane about

ER1.  How mary imes during the last (TAIE PERIOD) secueuewTeaceens |1 1]
hidl an aincraft on which you wers &
ertETbe dover 1 &9 alemate sirport or
rotum §o land because of an Rircralt pquipmant
peoblam?

A What sysiems caused the diarsion or relum
e land?

SPECIFY:

ERZ  Howmany limes during e last (TIME PERICD] did @ HAZWAT L1l

an aircrafl on which you wane @ crewmembor ¥, 8P TO ERL

wxparience & spil, fire, fumes, o aircraft damage

duss b0 transporting Razardous material?

A (How many of thesa [ in ERZ] times wans e
e bk - LWAEINE i CARGO COMPARTMENT ... I
apill, fre, fumes o aircrafl damaga) in the [ THE AMOUWT ¥ ER2A CANNGT BF SREATER THAN THE
S compantmant? AMOUNT IV ERZ.

B, {!!w of haia (8 in ERZ] timas wivs

o 3 sinpassencem conenmaeny | 11|

ﬂhmumwhm THE ARCLNT (W ERIA AND ERIS COMBNED CANNOT B2
pastenger compastment? GREATER THAN THE AMOUNT i ER

G ﬂh.nm:#rﬂﬁ:-!wﬁﬂillﬁ_!mﬁl.u # ouT oF couPLace i reauamons L L | |
spil, fire, fumnas or pircrefl damage) caused
mwmmmm l THE AMDUNT [N ERTC CANNDT BE GREATER |
wers out of compliance with mgulaions? THAN THE AMOLNT I ER2.

ERI  How many Emes during the kst (TIME PERIOD) did OGS rTa Litd
BN aifcralt on which you wers & crewmambes ’
wprience & carge shift

ER4, mmmummmm PERIOD) i an in-Might pircraf on which you were B crmTmermibar
aniied anis of ey of the follkrwing devices (READ QUESTIONS)?

o Uncommanded movements of the slevabors? PELEVATORS L1l
b Unoommanded movements of the rudder? ... #RUDCER ||
e W dod ol the P ... SALERONS LL1]
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Natonal Aviation Operations Manitoring Service—aAlr Carrler Pict Survey (Ver AC-July 15, 2003, v.002-004)  Page &

d. Uncommarded movemants of the spollers? . sseoaEns L1l
@, Uncommanded movernents of the speedbrakes? e N I
f  Uncommanded movernonts of the trim tabs? ... sTRMTABS L1
g Uncommanded movomants of the Reps? ... PP - TSRO I [ (3K
h.  Uncommanded movements of the siats? . #ELATS. LIl
L Did mny cthor devices have uncommanded E = 1
movements during the last (TIME PERIOD)? s mmg 2
[~ - {BHIF TO ERS) ]
1. ‘Which denvices?
SPECIFY,
2. FOR EACH DEVICE LISTED M ER4I1:
i s rprnish #UNCOUMLANOED UCWERMENTS B EH (BN B |
IN ER4it) parform uncommanded
mavaments during tha last (TIME
PERICD)?
Heww maaay timess during the last (TIME PERIOD)
W IN ENGNE OFt MACELLE | I |
IF &, SXIF TO BRI
1. (Ofthe [# in ERSA] times there was ERSCHEFIREFUNES
mhwfﬁuhnmu z e
nacelle, how many involvedTid the THE AMOUNT I ERSAT CANNOT BE GREATER THAN THE l
smuoka, fire, or fumes in the engina or AMOUNT W ERSA
niacelle invobve] electrical compononts
o wiring 7
B thaBightdeck?..... .. i EMPUGHTDECR. | |
IF 8, SIP T0 ERSC.
1. (Of the [#in ER5B] Emes tharm was SMOKEFIREFUMES . |—|—|—J
smaokn, fire, or fumes in the flight deck, '
SR
o n THE ABOUNT N ERSIY CANNOT B GAEATER THAN THI
elecirical compenents of wirng? AMOUNT 1N ERSE. |
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National Avistion Opertions MonBoring Service—Ak Carrer Pilol Survey (Vier AC-July 18, 2003, v.002-004) Page 7

C. the cargo hold? ...

il IN CARGO HOLD LL11
IF &, BIOP T ERSD,
1. {Of the [¥ in ER5C] times thars was. A —— I |
imo ot e bk, | TOMEFRERMER. .
oo e o rt e | TN W ot camr e SrereR i i
siscirical companants. of wiring T by
[ T T L e TR TR i e AROALEY L1l
B, SXIP TO ERSE.
1. (04 the J8 in ERSD) times there was [ — |
smoioa, fire, or urnes in the gallay, how i =1
many invohvedDid the smoio, e, o
HH‘IMI Hmpmnm:r&mmmm
E elsewhars in the passanges comparment? ... o ELECTRICAL couroseneTs orwase_ L1 | |
F g, S5UF TO ERSF.
1. (Of the [# in ERSE] times thers was AP U L1111
mnumm::-hh
PREBANGET CoMPAMEnt, how my
Tﬂ!dﬁﬂ“mhﬂm THE AMSUNT W ERSEY CANNDT I GREATER THAN THE
slsswhens in the passenger o I
cormpartmant inveie) electrical
companants of witing?

F.  During the last (TIME PERIGD), how marry
MMHMMMMMM -mmmm_.—u_u

& crevmember exparencs smoke, firs of
fumes that originased other than in the angina
of nacele, fight deck, cargo hold, palley, or
PEEBANGE compartmant?

1. Where did the sk, fire of furmes
originain? SPECIFY,

SPECIFY;

ERS.  During the last [TIME PERIOD), how many fmesdid # PRECAUTCaasy angei siuroovess..... L L ||
an inflight sércraft on which you wene &
CPTWTAMDGT BXDarancs &
- precautionary engine

ER7.  During tha bast [TIME PERICG) hore mary times # TOTAL ENCHHE FARURE oo Letl
did an inflight aivcraft on which you were &
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INTRODUCTION:
Tha foliowing quastions relste 1o lurbulence,

[During the kst (TIME FERIOD), hon many timas. did
an aircraft on which you were a crewmemiber

(READ QUESTION]T
TUM.  Encounter sevens turbubence that caused langs SALIBED ABRLIFT & ) LLLJ
sibnapt changss in alitude, airspeed, of attifuds ... . P 0, Sa0P T TR
A {Of e [Bin TUT) sevens lurbulence COMDITIONS |
encounbon, how may occurnad/Did this i
severe burbulanos encounier occur) in LML, l THE AMOUNT I TUTA CANNOT BE GREATER THAN
condians? |M.C. = INSTRUMENT THI AMOUNT W TUH,
METEOROLOGICAL
B (Of the [# in TU1] severns turbulence CLEAR Ll
encounbees, how many occurredDid this ™ -
svers babulance encoumier ecur) in chear | THE AMOUNT iN TUSA AND TUTE CANNGT BE GREATER |
iy THAN TME ABRGUNT IV TUH,
TUZ.  Encourder wake lurbulencs that resulied in 10 or
e Chigraseey of aircraf ol lmm-mm_____l_l_l_l

Theer naxt few quastions are about weather-related events while airborme,

During the kst {TIME FERIOD], how many timees did
an gircralt on which you wers & crewmember
[READ QUESTION]?

WE1.  Lack sccunate weather information wisan
Crewmamor nesdad i whils BirEOME ... — suscrxweanersromwnon. |1 1 |
IF 6, SEIP TOWEL

A (Of the [# WE1] times when crewmembaers
lmwmmmm_l_l_l_J
abrbormsy, how many involved non-ULS. arpodts
o conirollers Did this tima when I
ergwmamben lacked scounts h
irdprmation whiks airbormes imolve & non-ULS.

mbport of conirolied )

THE ABTUNT W WETA CANNOT BE GREATER THAN
THIE ABBDLNT IV T,
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B (Of the [ WE1] timas whan craswmamiang
S INVOLVEATIS. i |
b, hiny many invobasd ATIS VDN this THE AMOUNT IN WETA AND WEAS COMBINED
time when crewmembans BoCurgdn CANNOT BF GREA’
wilhthar irdarmation while aifbome b - .Tﬁfw
ATIST)
WEZ Fﬂbm&Tcmﬂhlmu
avoid severewaathar ... ... BFAL RECENEATCAPPROVAL
¥ 0, BHIF TOWEL,
#EMERGENCY ALTHORITY BAVOKED |
THE AROUNT I¥ WETA CANNOT I GREATER THAN THE
AMOUNT TN WEZ,
WE3.
#DIVERT TO ALTERNATE AIRFIELD Y o I
WE4. Experience airframe icing that reduced ihe
aireraft’s sbiity to maintain altitude, speed, stablity,
or divctional contrel # EXPERIENCE ARTRAME 1CING ~LLL]
WES. Encountss windshaar of a microbursd condBion 1had
nasLitad in BN srepeed Sivistion of 15 knots or
P R L L LT s EncousTER WnDeHEsncansunar | | | |
WES windshesr of & micraburst condiion that
resulled in a windshar ANGU ... PRESULT IN WIKDEMEAR AVDIDANCE. . |
INTRODUCTION:;

The i few questions ane about passenger-related events.

3

3

During Eha last (TIME PERSOD), how mdery imes did
an in-filght aircradt on which you wen a
crewmesmber (READ QUESTIONS)

Expadite lpnding or divart 10 8n alamale aipor
duse 10 & passenger medical Emangency..........

mmwmwmmm
dus io & disturbance

Duzring thrad kst {TIME PERIOD), how many times. did
@ crevwmaenber kv tha cockpl 1o handie &
wwmmmhﬁuﬂuﬂm
wihich you wan o

#0uE TO PassENGER MDAl emencency.. L L_L_|

sove TorassEncer iaTuraace | | | |

rmmm__u_LJ
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INTRODUCTION:
Their nient erw qunstions ane about airborne conflicts.

During the last (TIME FERIOD), how many times did
[=L e

ACT, ik

ACZ,  Pariorm an evasia action 16 avoid & imminent in-
Tlight collision with ancliar alreral that was: rever
claser than 800 fes! including evasive action in
response bo a TCAS advisory? — ... orrireannes REVASIVE ACTIONS LLl]
ACY  Expenience less than 500 fest of saparation
mmmmmuw:um
siessansoreeTseramamon | | I |
Thi ratcet ferw questions are ebou! ground operations.
Dharing tha last (TME PERICD), how many times did
BN Bircraft an which you W 8 crewmember
{READ QUESTION)?
GE1.  Gooff the edge of @ runwary or tmxhwary whils
Raxiing sooorFEncEmummraony___ L1 1 |
GE2.  Collide or nearty collide with & ground vehicle?...... peo cE WITHGROUNDVERSCLE Lt
1F 0, SKIP T GEL
A (0 ha [¥ in GE2] near colisions with & FON RAMPAPRONGATE AREA oo I

ground vehicle, how many oocurredDid this
mmm-mmm
while your aircraff was on the remp, apron or
in the gais arsa?

B. (Of the | in GEZ) naar collisions with a
ground vehicle, how many cocumedDid this
naar collskon with lw.nd vabschy occur)
while your pircraft was on the taxway 7

C. [(Of the [ in GE2) near collisions with a
ground vehicle, how many occumedDid this
naar colision with & ground vehicls cceur)
while pour mircraft was on the rurway?

GE3.  Skid, shids, «wmhawm
incranse in slopping distance duting landing

FHE AMOUNT W GETA CANNOT BE GREATER THAN
THE AMCUNT W OEL

e A B B

THE AMOUNT /W GEZA AND GEZD COMBUNED CANNDT 81
GREATER THAN THE AMOUNT IN GEZ

THE AMOUNT IV GIEZA, GEIE, AND GETC COMTWED
CANNGT BE GREATER THAN THE AMOUNT I¥ GET.
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GES.  Gooff the edge of a rurmray while taking off or

ardeyg FOOCPFEDCECFRUSIAGRY Lt
GES.  Go olf the end of the nuemy ... ... T L
GET.  Innddvartontly entes S0 octive Mamasy —............... & EHTER ACTIVE LLL1
QES. mmmmmmwu

wns Croasing the same nurway. #TaECFF RO wi occueen Aoy L L | |
GES.  Land whia anclher sircrafl ccoupiad of was

B T FLAND D CCCUPED L1il
GE10. Meary experience & ground collision with ancther DRCUND GO |

nireraft wihila both sircrafl were on the ground....._. il P 6, SRIP TO AR,

A (Ofthe |8 in GEN0] nesar colisions with 0N RAMPIAPFIOHIGATE AREA . |
mwmmm
rear collision with another sircraft cocur) while
your gircralt was on the ramg, soro or i the | T TP T TME |
Eale area?

B. (Cfihe [# in GE10] near collsions with s (I |
aewithad pircralt, how mary oocumed/Did this = = =
mm‘:-mm-::mmmm mﬂmm“mmﬂmﬂmm J

. [Of the [#in GE1D] near collsions with p— 1 1]
angthes aircralt, how mary occumadid this. i —

e collision with another aircrait ocour) whils [memmu.m BEDE COMBINED
your pircraft was oo the rurwey? CANNOT BE GREATER THAN THE AMOUNT I GENS.
INTRODUCTION:

Thiy retnd T questions are about alrcraft handling-related evenis.

[Dhuring the kas? {TIME PERIDD), how mary Smas. did
an aincraft on which you wene o creamember
(READ QUESTION)?

Ui sormed of its resenon fusl Bs defined by the
FARs

Accepl an A.T.C. clearanca that the alrcraft
oould not comply with becouse of its

mmdmmmmm
aircrew was trying to maintain
sspanation

A (O the [# in AH] times an aircraft lost

WACCEFT CLEARAHCE NOT SOMPLY WITH |_I_|_I

#LOSE SGHT OF ARCRAFT ey
IF B, 590 TO MM,

IHMMMTM—L-U_I

THE AMOUNT N ANIA CANNOT BE GREATER THAN THE
ABRCUNT I AN
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8

§ 35 3

i

0.

2

AHTL

AHTL

AH15

wwmmumm
WIEh Y BCERA COPTTD! 1OWON ........ ¥ LAND V00 CLEARANCE L1t

Inndveriently begin iakeolf roll without A T.C.

claarancs af an arpod with an actha control

fower . # TAKECFF ROLL W0 CLEARANGE Lii11

Mmﬁmmmmﬁmw

AT.C. vetior $r o menute of more ... .. OBAATIONS LL1d
LLl]
Lii]
i

Take off with an out-of-limit conter of granity....... § TAKE-DFF OUT-OF-LINIT CENTER ©F GRAVITY

T & TAHE.OFF CVERWENIHT |

Cammance take-off rall with an improper aincraft

configuralion #VATTH BAPTOOPER CONPIGLIRATION G

Exparionce an unusunl afitude for pry LU

o e L — - # URLISUAL ATTITUDE

sty collide with leTain of & ground obsbruction

whie aiborna? #HEAR COLLBSONSOROUND . P
IF 0, SKIP TO AH.
INTERVIEWER: INCLUDES BUILINNGS
A, {Of the |8 in AH15] rar collssions with berain & ot Tovoumatmesmon L 1|
or @ ground obstruction, how many wereWas o
this naar colision with bemain or a ground THE AMOUNT IN AHTSA CANNDT BE GREATER THAN THE
ohstnction-brougi to your attentian by AMOUNT IN ANTS.
ATCY
8. {Of the |2 in AH15] noar colsions with terain #DETECTED THAOUSH prper s L L |
o prerd chetruction, e i wivelies THE ANUNT i AN1SA AND ANTSN COMBNED CANNT
Whis mar colislon with kerrain or & grourd BE GREATER THAN THE AMOUNT N AMTS.
obsénaction] detected through dinect sighting of
e ground or i

C.  {Of ihe |8 in AH15) near eollisiors with tarain
of & ground abatruction, how many warsY\as
tnin mear colision with barmain or a ground
obstnacion -debectad through actvation of
GPWE of EGPWE.T i - sDETECTED THRoucHameecens | | |

THIE AMOUNT [N ANTZA, ANTSE, AND ANYEC COMBINED
CANNOT D GREATER THAN THE ANOUNT I GE10.




318

Hational Avistion Oparatiors Monboring Service—air Carrier Plot Sureey (Ver AC-July 15, 2003 v.002-004)  Page 13

1. (How masy of theas (8 in AH15c] near
colisions wara/\Vas this near colision)
detected through acthvation of
EGPWSEY

s bermcTED mcusH Aot or gl ||

THE ARDUNT W AHTICT CANMDT BE QREATER THAN
THE AMOLNT 1N ARTSC.

INTRODUCTION:
Theer ntodt few questions ame about altitude deviations,

Heew matry timeas during thes last [TIME PERICD) did
an srcrnfl on which you waens 8 crewmambar
(READ QLUESTIONE}?

ADM. Inodverienty deviate from an assigned alifude by
Moo thaen 300 FeeET...omin i
A {04 the [# in AD1] deviations from an assigned
how many wene/Vikes this
fram an assigned altituda) in response oo
TCAS Resolution Advisory?
Descond balow Minimum Sale Alihude whan you
ware mot Tollowing A.T.C. rodar vectons ...

ADZ

IF @, 590 TO ADE.

#M RESPONSE TO TCAS (.

PALTITUDE DEVIATIONS

THE AMOUNT IN ADTA CANNOT D GREATER TMAN THE
AROUNT ¥ ADH,

WROT POULCANING ATC mm_u_u

INTRODUCTIONS:

Thea nest v guastions are aboul interactions with air traffic control

AT1.  Durirg the kst [TIME PERIOD], how mary fimes

roube. 'm poing 1o ask you about esch.

A {Of hese [¥ in AT1] fimes yoo wees unable o

of frequency
congestion oocur) while on the ground? ...

WURARLE TO COMMLMICATE WTHATC
0, 5HP TOATZ

WWHLE DN GROLUIND .

THE AMOUNT W ATTA CAMNOT BE GREATER THAN Th
AMOUNT i AT,
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B[O these [# in ATI1] times you were unabls io ARG L1l
eommuncate with A T.C. a8 tme-criical - @TIRES

frequency
congestion ootur) while airbarne in the THI COMBINED TOTALS IN ATTA AND ATHE CANNOT DE
? ; GREATER THAN 108,

C. (O these |# in ATH] times you were unabie 19 gyaiee EN REUTE Ll
communicabe with A T.C. in o time-critical @ TIMES
situsticn b of drequency congest
how many cccurmadDid the Time you were
unabie o communicate with A, T.C in & time
crifical skuation becauss of frequancy THE COMIINED TOTALS W ATEA, ATHE, AND ATIC
congastion cocur while on route? ... CANNOT BE GREATER THAN 100

an on which you were a crewmarmbar iy at
0 Uity high ltibade o wirwsed on
EppIoach dus o an AT.C. clesmncs ... SHIGHALTITUCE ORAMSPEED (|

MOTE T INTERVEEWERS: THIS INCLUDES BUT BAY
NOT BE LIMITED TO “BLAN DUNK® APPROACHES.



320

Mationsl Aistion Op Monitoring Senvice—al Camier Pilot Survey (Ver AC-July 15, 2003, v.002-004)  Page 1

SECTION C: IN-CLOSE APPROACH CHANGES

Wy nexd jons ane About &l ch tvid on approach within 10 miles of the rurvwey theashcid
tht the Might crew did not request.

IC1.  During the last (TIME PERIOD), how many Bmes did g B0UESTED CLEARANCE CHANGES | S
an aircraf on which you wers B crawmember IF 03, DK Ot A, SKIP TO SECTION O.
fecahe A unequasied cearance change ta IF 21, CONTIHUE WATH RIOUTE A
sy Bssignment, aitituda resirictions o IF 02 DR ORE, S0P TO ROUTE B,

mbrmpeed within 10 miles of the amamy threshold?

ROUTE A—OMLY ONE CHANGE
A Wiss this unrequested deanance change
daclingd?

B,  Did this unrequested clearance changs resull

in (READ QUESTIONE]? YER 1] RE oK
i L] T [
2 1 Ll ? B
3 1 o T ®
4, A wake turbulsnos eCOUNDeT. ... 1 o T L]
-3
1 0 t ]

B 1 [} T ]
T ] ] T [ ]
8  Landing without cleasings ....... b i 1 a ¥ 3
. A confict on the ground with another

aircralt or ground vehicle?..... ... 1 ] T [ ]
100 Ary other undesimble event afier the

CIearance change™...... ..o i 1 L T ]

ASH R
o What events poourmed T SKIP TOICE
SPECIFY:
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ROUTE B—TWO OR MORE CHANGES

A Ofthe (2 I ICT) urrequestsd Camnce ,Wﬂmm.___u_u
changes, how many, if sy, were declined?  NUMBER N ICTAMUNBER I IC1. 0K o RF,

IF OMLY DHE CHANGE RERAINS, GO TOROUTE A, 108,

NUMBER OF UNREQUESTED CLEARANCE CHANGES WAS (NUMBER IC1) 50 THI NUMBER OF
mmmmmrmmmmﬂmﬂrﬂ Of FEWER.

-

B. How mary of tha sccagied cloarance changss canwar | D (histany of these) (EVENT)
reaulted in (READ QUESTIONS)Y IF 01 OR ﬂmm Penppeien in tha most recent
GREATER. ASKC,

- -
L= o= = [
- -
= -

o
-+
L

R I - R

3
i
i
i
i
2

ChBarance ChangeT ... Lt 1 o T 5
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INTRODUCTION:

{Mty N questions ans about this sccepted clearance changs Tal wa have beon tling aboul. My neuxt guestions
e about the most recent clearance change thit ke Might cmw scoepled.)

K2 Atwhich sirport did this event occur? RAME OF AERCHLT.

A Plaass fell me the location idantfier for AFRPORT LOCATION I
{ARPORT).

Ky ASE DMLY F TWO OR MORE MODELS REPORTED
IN A2 IF ONLY ONE MODEL, SKIP TO 104,

Wehich mosdel mircraft wera you Bying whes this Ot
event cecurmed, the (LIST MODELS 1N A3A)7 CODE
MODEL FROM AJA

1G4 Ween you @ crewmember on an F LS. of FALC, TES .. 1
equipped aircrafl af the time of this svert? ?-- -g
o B
A Was tho FM.E or FALC. thal was being usad YES 1
capabla of storing mulliple roubes? Ho_— &
= 3 ]
B Ars the navigation and commmunication YES 1
fracancy in this ircrat macde thiough MO -0
tha FM S, or FM.C.Y [ — L
IC5. A respods o this cleaancs change, dd the WES it —
fightcres reprogram o athemnpt i reprogram the E——%EE |
FME or F.MC. o BT T — =y
(=8 When programming changes wase masde of
attermpled, (READ QGUESTIONS)? —EE L) .. J L3
A 1 o b ]
B.
1 o 7 ]
1+
1 o T a
D. 1 o T u
Azx 1 ———f
BEP TOICT.
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ICT.  Oresenl, i e F M5, oo FM.C. nssist you in YEB.
complying with the clearance change?

mqmlmnmmﬂmmﬂﬂ about iFhe most fecanl UhTegusiied dearance
changa within 10 mies of the rursvay threshald,

ICE. Was ihe aincraft on an instrument approach prior EI-_.__
o the clearance change? e
=3
A, Did thés chango imwabee @ change from an YEB
instrument approach o o visual approach? .

ICH. D i changs irvolve @ changs from o visual
ppecach o an i { approach’?

G0, e the aircrafl programmed for an sulo-coupled
approach ot the time of the clearance change?

111, Did this clearance changs changs thi srcrafs.
Uy Essignmant?

A Did the runway reassignment invelve &
chnge from and rumwary 10 ancthar panalel
rumwy

IC12.  Did this clearance change change the aircnafs
afitude assignmant?

IC13.  Did this clearance changs chasgo tha sircrafi's EB
Bipoad ssignmant?
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Onca again, before we conlinoe, | want i remind you that these quastions are still sbout the most recent
Urqutssted cltdrancs

change within 10 mides of the rumwny threshekd

114,

IC15.

Ini resporss o this cloarance change, did the
Mightcrew

A

mene

(READ QUESTIONS)?
Charge & navigaiional ad frequency ... =

1. Confiem the identity of the new navaid ..

1. Wakn burbulonce voldance..........cw
2 Maintairing traffic fiow and separation.___.

§
i
g
E

|
;
i

P
|

— e

-] . o

1
IASK 1)

[ 7 L]
EEPTON  (ROPTOM P TOm

o T L}
L] T L}
-] T L]
] T L}
] 7 L}

MO BE L, S
1 -] 7 [
¥ -] ¥ [
T -] T [
1 ] T L]
1 ] 7 L3
1 Q 7 L]
1 a T L]
1 L] ¥ []
Atua
SHIP TONICHE
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In the nuset gection, | well be asking you soma quastiona aboul your fiying experience and iraining as i
relates 10 leeminal operations and instrument approaches. As wo o fonwand, please lmit you snswers jo

JO1. e the sircrat you Sew (most) during the last 50
days aquippad with 3.F.W.57

GPYE = ground prodmity waming sysiem
A I8t equippd with & berrain display, such

& you find in an enhanced G.P.W.8, or
Termain Avoldance Warning Sysiem, also

o Fulr‘:lﬂm-hm;hﬂ
requined, do you wsually use it during
takecff?

E.  For times that termsin display is not
meguined, g you use it
g uaualy during

F.  Has lha lerrain display esperisnced a
nap shift on any sircral on which you
WO B ST T

J02.  During the kast 80 days, how many times did #TMES i

You 80 the appropching larmain on
‘torrain display befone you heand the sural
waming?
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403

During the last 50 days. how many times did o TRAES PPV o Ll BT
an aircraf on which you wene o crmwmenmbar

racaive & Minimum Safe Altitude Waming Al

mlso known as an MEAW (am-saw) or an

aftude awaneness call from an AT.C
corntrolier?

A (During the mest recent of (hese svents. | WWhat did your sircraft do in response o the
wamning?

B.  (Dhwring Ehis most mecen A T.C. waming
wvant,} Did the aincraf have an enhanced
GPWE or TAW.S, (lows) instaled?

GPWVE = GROUND PROVIMITY WARNING 5YSTEM
TAWS = TERRAIN AVOIDARCE WARNING 5YSTEM

1. Did your aicraflt piso ecele @
ground praximity waming from this
systam?

L]

Hew many times in the last 80 days, did an
alrcraft on which you were a crewmambar By &
non-precision approach?

A (Was this nen-precision spprosch fiown STMES. il
in LMLC7 | Hew mesny of these noe-
precisisn appraaches wern Nown in

G = INSTRUMENT METEQRDLOGICAL CONDITIONS

How many times in the last 50 days did an TEs . Ll
mireraft on which you wane & crowmmambar fiy

an un-siabdized non-precision approach whono

the aircraft was not in landing configuration, on

e
or 500 feet V. M.CT

MG = METEQRCLOGICAL CONDITIONS

WG = VISUAL METEQROLCGICAL CONDITIONS

A (During the most recent un-stabiized non precialon spproach,) YWhat factors contributed o
the inaisity 1o conducl & stabikzed appeoach?

L
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J06.  During the kst 60 darys, did an aircraft on ik — (5P T JOT) 8
which YOU WS B Crewmmamitsr have he g:_ e —1
chaice between fiying a constant angle T — N — '
Bpproach of Slep-down Ron-preciion
mpproach?

A Which did you chooss most ofen, the CONSTANT St — o1
constant segfle approsch o the sep- CHOSE BOTH THE SAME . 3

JOT.  During the test B0 days, how many times. did T Liild
N pircralt on which you wone B crewmaber Ty
@ non-peacisicn approach o @ ey when
gidda-slope information was svailable b you?

& During [this/the most recent) non- N, -]
precision approach, 6d you use the TP A o)
Information? o=, ]
JOE (i the pircralt you ByiAre sny of the sircraft [ L L R -8
you fy) LNAV/ VAV (LnawiVonan) capable? (08— e 3
- B el
LMAV = LATERAL MAVIGATION
VHAY = VERTICAL RAVIGATION
A Doss your pirfine aver requing pilots to % {HOP TO JOR --‘1’
T

uB LNAY T VHAY (Lanaviv-nan) to By
constant angle approaches?

1, Inithe lnst B0 days, how mary Frap— LLid
times did an aircrafl on which you
WS 3 EREWTIBMEr U LNAV |
WHAY (L-nanv-nav) ta fiy constant
angle appeoaches?

B. Dufing the las 60 days, how many Imes g rmes ] LIl
did an pircrafl on which you wens 8
crewmamber not By an LMAY 7 VEAY (L
navaV=naw) approach whan thal option

1. Pleass explain why the LHAY / vNAY (L-nawd-nav) spproach wasn' ficwn (Suring the
mast necant Bme that it was avadshle).

LR
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J04.

400,

During the last &0 days, was an airoraft on
which you wena o crewmamber equipped 1o
meel Raquired Navigation Performance
standands, somatimes calied FLN.P7

A Does your airlne chocse 1o use RLN.P?

B, How many Simes in the last 80 days did
an aircraft on which you were a
crewmamber fty an NP approach?

C.  [During the kast B0 days, how many tres
did @y aircraft on which you wen a
cramemiar not fiy an NP appoach
whan that option was mvallable?

[ - Dre— {EMIP TO O .
AF AGHIP T JOr
[ T {EHIP T JONR

ETIREES . SRS

LRy -]

1. Please axplain why the ALN.P. approach was not fiown (most recant time that it was

available),

IF JDs = 0, SKIP TO JOi1. During the last &0
days, how many times did an aircraft on which
you were a crewmember iy & non-precision
approach into an airon without DME ?

DME = ISTANCE MEASURING ECUIFMENT

A During (this eveniihe most mcent of
thass evants), would D.MLE have

improwved your abilzy 1o land sataly?

Dhuring the last B0 days, herw many times &

A During (this spproschvthe most recent of
Eese approaches), wis DM E vsed o
caleulnte b rate of deacent for landing?

ETRIEE e cicianaa
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J0MZ.  During the last B0 days, how many Smes did # TRiES il
lﬂmmmmmnm

Ianvd on @ rumway without WVASI (vasd) or PARPI
(papi? | rzmsenxs |

WAS] = VERTICAL APPROACH SLOPE IRDECATOR
PAF = PRECISHON APPROACH PATH INDICATOR

A During ihe most recant of thess events) ) L]
would VASH {vessi) of PAPI (papi) have iy &
improved [he arcraf’s abiliy 1o kend DK H
| weould now like o ask you some questions about your airfine’s writhen jard operating prc
or5.0.Ps
JO0M3. Do your airing’s writien 5.0.Ps include e i
Cortrollod Flight il Termain preverition, by 4
somnetimes calied C-FIT (C-)7? B -
JO4. Do your sirine's writhen S.00.Ps talk aboul how Ld L]
o avoid circumatances that could leed to an in- TES - -3
Right loss of control? [ ]
JO8, Do your airine’s written 5.0.P.s talk sbout how WD o
to perform recowvery from unusual atiitudes E‘ ;-
and departure from controlied fight? |
JO8. mmmumm.mumm % ...................... T $
o avead approach and kanding acidents? L 1
o= ]
J017. Do your airine’s writlen 5.0.7s talk about how o o
ta Ty nor-pracision approaches? ? }
= - e L]
HA ]
J018, Do your airfing’s writlen 5.0.Ps requina the uss o, a
of constant angle #m ..................... '
whien thad option s avalable? D= A n
JO8. Do your airine's written 5.0.Ps talk about ) a
how to respond to E.G.P W5 wamings? = i
EGFWS = ENHANCED GROUND PROXIMITY o T R T RS [ ]
WARNING SYSTEM o
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Nwlmﬂmummqmmwmmmmmlmw
conducted paricoically thal is designed (o maintain your skils and krowledge.

CLARIFICATION: This doss net include iransition or infial training. Recurment braining can inchude ground
school, simulator training sessions, and any training conducted in the aircraft. | pm going 1o read a list of
Issues. For each issue, please indicate i thal topic of isswe was covered during your lasg recurment

JOZ0. I what manth snd yesr did you receie MONTH |
YouUr most recent recurrent training 7 AR FT1L1 ]

J0E1. Did your most recent recurrent training talk MO &
about baskc alrmanship? e 7

o ']

A. Did your most recent recurnent training sl L

talk about narmal Hor i
Procedures? % ']

| Mmrlwﬂmmm MO L

talk about approach briefings? i 1

(473 ]

C. Did your most recant recunmont ) L

talk about criteria Tor intiating go- H- s =5l

arcund and missed approaches 7 [~ — s

D. Did your most recent recurrent trakning L) e

talk abaut go-around and missed Loy i s

approach axacution? O, 7

E. Déd your most recent recurment tradning KO a

falk abaut pmargency or abrormal Hoge L
conditions procedures? o -}

N | wauld ke to ask you some questicns concaming training you may hawve received addressing
cantrodied Thght into terrain, or C-FIT [C-t), and other issues

JDZ2. Have you recelved C-FIT (C-Ait] prevention
trabning from your airline?

A In what month and year did you receive
your most recent C-FIT |C-fit)
preventicn training?

B. Déd your most recent C-FIT (C-fit)
tradning
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0. Did your most recent C-FIT

prevention training talk about grid
MORAS (mo ras)?

MORA = MINIMUM CPERATING RADAR ALTITUDE

meE

E Mwmmmﬂ-ﬁwa 1;'-"5
pravention talk al P,
or E.G.PW.S7 ~

GPWS = GROUND PROXIMITY WARKING STSTEM
EQPWE = ENHANCED GROUND PROUIMITY WARMING SYSTEM
F. Did your most recent C-FIT (-4t} 2

R
provention training talk about escape B T 7
maneuvers in response 1o GP.W.5 or o — B

£.G.PW.5 warnings?

GPWE = GROUND PROXIMITY WARKING SYSTEM
EGPYWE = ENHANCED GROUND PROXIATY WARMING SYSTEM

OO i e £

G. Did your most recent C-FIT (C-iit) -
preventicn training talk about drift down
procedures after engine failun?

PR

L  Did your most recent C-FIT [C-fit)
provention training talk about cockpit
rescurce management, or C.RM as it
relates to C-FIT (G-t} recovery?
HOTE: CAM CAN ALEQ = CREW RESOURCE MANAGEMENT

J. Hew would you rate the quality of the
mast fecent C-FIT (C-At) prevention
training you recelved from youwr alriine?
‘Would you say it was [READ
CATEQDRIES)?

D WA

JO23.  Did you recelve trakning specifically in
upsed recovery from your airiine?

A. Inwhat month and year did you recole
your most recont training in upset
recovery?

B. Was this training recelved ina
simulator, in a ground school, or bath?
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D25,

JO28.

C. How would you rate the quality of the

Would you say it was [READ
CATEGORIES)?
Do your sirling provide irmining in
Cockpit or Crew Resource
somatimes called C.RANT
M, Have you recelred this C.R.M training ? % {BEIF T JOIE) ...-?
RF____ [EOPTOJO_ T
DK [BKIPTO O ]
B. Did this C.RM. training change how you s o
manage the Mght deck? g -
o ]
€. Do you have suggestions for how tho Ea {BHIP TO JOE) :!
CUR.M training might be improved? T T T
K [OPTOMRS 8
D. What suggestions do you have?
Does your alding have a no-<fault missed % e g
approach or go-around policy? N_—W_Wm%__._r
CLARIFICATION: Mo faull means that the SESETES i t
airfing does not apply disciplinary action or
criticize pllats who exercise their authority
to exirciss a missed approach or go
araund,
A wmmn-m"mm“m FivoR ;
a policy, oppose B, or noither favor nor OPPOSE
oppose 7 -t e e }
oK PSR

During the lest 60 days did you perform a
missed approsch or ge around?

A Did you recelve any feedback from your
airiine regarding this mizsed approach
o g0 anound 7

B. Was that feedback positive, negative, or
both positive and negative?

[ O | ) |+} - :  (EOS— 0
YES ]
FF. [EHIP TO JOT) T
o [BMIPTO JOIT) a
FOSTIVE s— )
HEGATIVE. 2
BOTH POSITIVE AND HEQATIVE a
[ T

(]
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JOET.

Does your alrfine participate in the safety

ram called A-SAP [A-sap)

reparting prog
also known as the Aviation Safety Action
Program?

A. Have you beon brisfod on this A-BAP

{A-sap) program?

B. Were you told about the general

punposs of the A-SAP [A-sap) pr I

. Where you told how to submit an A-SAP

{A-sap) report?

. Hthe situstion arises In the future,

would you submit an A-SAP (A-sap)
report?

1. Why not?

. Dé you ballave that the confidentiality of

A-SAF (A-sap] data is adequatoly
protected?

CLARFFICATION: Confidentiality refers 1o
bath the reporter and to the use of the
data.

1. Why not?

. Are you sware of any posithre

changes
that have resulted from the A-SAP (A-
sap) program?

JOZE.  Does your sirling have & procedurs or

program other than A-SAP (A-sap) for
recadving safety reports from pilots?
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A, Ar you aware of any positive changes [, D— ?
that have resulted from this pllot o g
reporting program? iy M
B. Would you favor the establishment of Fiovor, ;
an A-SAP (A-sap) program, opposs it, o aesrms
Eithr Eavor HoF oppose 17 b Pl H
o= — ]
JO28.  Does your airfine have a Flight Operations WO ?
Quanlity Assurance Program, sometimes TR :
called FOQA (FO Qua)? o= ]

CLARIFICATION: This is a program at some

airfines that analyzes operaticnal data

routinely collacted from the flight dets

recordors with concurrence and ovirsight

Eﬂﬁnm'wbnwmdﬂhnllﬂ_
na.,

A&, Would you favor the establishment of &
FOQA (FO Qua) program ot your alrine,
apposs It, or neither favor nor oppose?

L TR TR

B, Have you been brisfed on the program? %— 'Jl
L —1

o ]

€. Do you beliove that the confidentiality of MO 0
FOQA [FO Qua) data Is adequately e 3
protected? L R LT S THAT ]

CLARIFICATION: Confidontiality relers to
both tho idertity of the pilot Fying the
sireraft and 1o the uso of the dats,

D. Are you wware of amy safety
improvemants that have resulied from
the FOQA (FO Qua) program?
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Mnm-mhmmmmmmt airfrd, 08 axpressed by éau
managamant. By senie managemaent, wa mean the C.E.0., Direcior of Safety, V.F. far Safety, Direclor of
Fight Operations, and other senicr management.
GCEQ = CHIEF EXECUTIVE OFFICER

PRESIDENT

VP = VICE
J030.  Does your alriing have a C.E.O. mission . H
stalement on safety? - 1
CEQ = CHIEF EXECUTIVE OFFICER L R A —— - ]
JO031,  Does your airing have a Director of Safaty? EB 'I:Ii
FF. 7
K 5
JO3Z.  Does your alriing have a VP, of Safety? E‘ ‘1‘
VP = VICE PRESIDENT FF. T
K 5
JO33. Have you observed a strong commitmant to et [RHIP T 04} o
safoty among serlor management? (This T ¥
p on ] [ S N ]
A Ia this senkor managoement et u
Ko salety reflecied R 7
theoughout the organtzation? D ']

JO34, I you have a safoty concern, do you have a
mechanism for bringlng that cancern 1o the
atlantion of senéor management?

A, How effective is this mechanism in
reaching senlor management? Would
you say (READ CATEGORIES)?
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SECTION D: QUESTIONNAIRE FEEDBACK

INTRODUCTION:
1 oty harve | coupile more quastions and thess are aboul your rescbions 1o the survay we hive just done,

o1, Hicwy corifiien| Bne Y042 Ehal you Booumbedy
counted all of the salety-related events that | =
Bslaed you about? Wik you By you wers (READ ¥
Wary confcent
CUESTIONS)? e

0 O S L D

[ Were mny of the questions | asked confusing,
poorly worded, of embiguous?

A Could you pleass descrios thass question peoblems? RECORD VERBATIM. AT COMPLETION OF
INTERWIEWY,

|, ENTER QUESTION HUMBER.
GQUESTION HUMBER RECORD VERBATIM
=3 Ara thore sy safoty problems within YEB
the rafioral arvintion systern that | did not ask 3
becnst Bul that yos Think mury be werth asking D

(=8 D you usa the inbermet at home?
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D&,

Do you have any othar COmments of suggestons Sboul Ms surveny? RECOAD VERBATIM.

PAKEL PASSWORD HINT

NEEDPASS: Wa would Bos bo be abla 1o Bnk the
Information you ghve us sach tima we call
Becaiuse we do not fink your informaticn with your
narn, wil woukd Bke b nesord &0 indnidual
password wa can usa 1o ink your data. May we
please have a password that you will repoat bo us
whin we call you again?

MCKPASS. RECORD PASEWORD

ASKFORHINT: Piass ghos Us & Goastion thal we
‘can use as a hint in case you an unable 1o

your passwond, your hint question could be “What
s vy Eneite color T

PASTPATH: At the end of your last inbendw you
gave us a password 50 we could link your

inflormation scross quarters. Your hint questions
hﬂﬂlma’ﬂmmmmmﬂ?

REFEATPASS: RECORD PASSWORD

IF PASSWORD HOT IN PASSWORD LIST: Tha word
you gave me does not malich our st of

can link youst future inlerviews we pleass
v Brothar pasaword and Rt that you will
repeat o us whaen wae call again?

TAMES INTRFAMAER TO HEEDPAS (PANEL 1% TR OR
umqmmmmmmw
PATH (PAMEL 2™ QTR OR LATER WHO o GAVE
PAEEAORD).

TAMES INTEINAEWER TO EMDINT,

REMEMBERS PASSWORD . (REPREATPASS, 1
REFUSED
CANTT MEMEVBER L ]

IF SUCCERSFUL, TAKES INTERYIEWER T ERDENT,

P SUPPRESEED, TAKES INTEFWEWER T0 SUBSPass
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EMDINT  Agan, Hriink youw very much for your B and your halp with this suney. Your ingut will heip the mvaticn
@ great deal to measune the level of safety in the aviation system and will be held in confidence.
IF PANEL MEMEEER: We'll ba calling again in threa months for your (2773 st} intarvew.

CUESTIORMARRE LERGTH MNUTES) oo
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51 Have you flown 88 a comméancial piol during the last L [EXIF TO 20 o
50 days? Ploase do not includa non-commertial Y. {CONTMNUEY i
Bight trna such as military or ecreational Bying.
S1A  'Was any of this commancaal fiying conducted as an HO (A 51 o
ak camor pllot or copilot Bying under FAR Part 1217 VES - TN
B1B  Was any of this commarncial fiying conducted as o KO e ABNED D
piict or copllat fying a fiyed wing aircraft for air aod or YES {CDOE S4a, SEP TO &) 1
other oparations under FAR Parl 13567
82  Duwing the last 60 doys, did you fiy 8 fad-wing KO [COMTINLE) ]
akplans a3 @ chillan, non-commancial, genenal YES D008 S4=2 GOTOEN e 1
:\lﬁnpﬂﬂﬂwmmwrdvﬁkm
1
HOTE TO INTERVIEWER: COPILOT LOGRING HOURE
MEANS THAT SHE FLEW AS A COPILOT AND LOGGED
HOURS IN HISHER CFFICIAL FAA LOGBOOK
53  During the last B0 days, have you fown as 8 plot o L] (CONTIHUE) ]
copilat lagging hours on & civilan helcopler? |- DO, . . 1 . IN—— 1
84  FLIGHT MODE CHECKPOINTS AR CARRIER 1
AFLAME 2
HELICOFTER ]
85  EELECT ROUTING: FOLLOW FIRST INSTRUCTION NOT ELESELE: HOTHMNG CODED M 54—
THAT APPLEES {00 O TERMIKATION SCRIFT. o
ELMIELITY 1N ONE FODUTE OHLY: OHLY 1
FLIGHT MODE CHECKED, FOLLOW CHECKED
ROUTE.... ]

S8  ROUTE ASSIGHNMENT:
IF 55=3, ROUTE RANDOMLY ASSIGNED
ELECTRONICALLY

TERMINATION SCRIFT:  ['m serry, but your recent figh! exparience doas not mesd cur sunay
requiremeants. Thank you fof your assistance.
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T DG . PTT T —

Ly
DATE OF INTERVIEW £5 BENG RECORDED AS
(TART BATE],
15 Thes THE CORBMCT DATE:
W3 RECORD DATE OF INTEFIEW) (-]
STARTOATE . L]

MONTH DAY YEAR
ETART DATE = 60 DAYS BEFORT END DATE

T N i o |
T MONTH DAY YEAR
EMD CATE © DAY BEFORE DAY OF INTERVEW

SECTION A: BACKGROUND QUESTIONS

INTRODUGTION: F'm ging 1o bagin th intarvew with & Sew questions about your general fiying exparience.

GAT.  Doyou hokd an A.T.P carificats or insirument rating? MO, e 102 o
ATP=AIRLINE TRANESCRT PILOT ! ool .
Mo 0
A Ameyou LF R, cumant? T - =
1P = INSTRLUMENT FLIGHT RULES -, —=t

GAZ  During appeoadmatedy how many hours In poursourscse L L |
total have you fiown as a pict? Include al types of  fr - s W
including FAR Part 121 air carmier oK e

eneral mviation ying under FAR Part 81, as wel as
milflary sarvce and ubaight fying.
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INTRODUCTION: The rest of the questions will reder 1o
your fiying exparience during ihe kast 50 days prior o
today, Whenever | say the “last 50 days,” | am refering
to the pericd from (START DATE) theeugh [END DATE)
Also, for all thess questions, | will be asking you about
evonts whan you few as & piiot in command or copilot
logging hours in your official FAA logbook undar FAR
Part 121, Part 135 or Part 81, Firs! | would e (o ask a
Brw questions about the type of Tying you have dona in
the last 60 days.

[During tha last 80 days, how marry hours did you
fiy @8 @ pliot o copllol under FAR Part 121, Part
135, or Part 917

D0 NOT INCLUDE MILITARY OR ULTRALIGHT
FLYING HERE.

A I'd just lioa fo verify, You said you flew
(8 A3} hours during the last 60 days. Is this
= -

B.  During the last B0 days, how many hours
did you By?

A5 A PILOT OR COPILOT UNDER FAR PART
121, PART 135 OR PART 1.

IF B4 DOES ROT = 1, BHIP TO GAS,

How many of thess {8 A3 OR A38) hours did you Ty
83 &n airpiand pilol of copiol under FAR Part 121
nir carrior oparations?

FAR PART 121 REGULA

\TIOHE GOVERN THE SCHEDULED
AND AR CARRIERE. PART 121 COVERS LARGE JET OR PROPELLER
PASSENGERS ANDOR OVER 12500 LBS GROSS WEIGHT

How many of thess (8 A3 OR A38) hours did you fiy
&5 & pilot o copiiol for alr taxi of other
operations under FAR Part 1357

FUGHT OPERATIONS
-ORIVEN

TOTAL HORMRE FLOWM LAST B0 DAYE .
INTERVAERN, CO0E

O HOURS: TERMINATE HaT
ELMGRE "

IF HOURS M A3 ARE ABDVE 308, ASH &

CTHER REBFORSES SXIF T0 A4

NO (ASHE....
{1, TS e [
| —— Y — AT
[ [EHIP T Ak
# Houns
R
o

OF COMMERCIAL AIRLINES
AIRCRAFT WITH A SEATING

L1

#HOURS URDIR FAR 135
| et e
[~ - st

CANMOT EXCEED HOURS M L1 ATE MINUE A4,
F >, ABH A OTHERS, INCLUDMG #5T AND 98,
EXIP TO A4,

FAR PART 135 REQULATIONS GOVERM THE FLIGHT OPERATIONS OF THE SMALL (LESS THAN 12500 LBS
COMMUTER

GROSS WEIGHT)
CARGO OPERATIONS ARE COVERED UNDER PART 135,

A, Of the (# AS) Fours Nown under Pan 135, how
mary occumed in fived-wing aiplanes?

MFLINES AND AIR TAX] SERVICES. ALL UNSCHEDULED PASSENGER OR

 HOURE FAR 1ﬁm___—_,IJ—I_
RF L
DK, L
HOWRS 1N AL
IF AR&s AR BHIF TD A4,
F AR, ST OR B0, ASH ASBL
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B Of tha {# AS) hours fiown nder Part 138, how srouRs P sssreLcoprer. L1 |
maryy oooured in halicoplers? g_._____—____ S _=

HOURS CANROT EXCEED HOURE [N A3 MU ASA
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L

GAG.  How many of these (8 A3 OR ASE) hours did yoU 5 joins LNDER FAR B Ll
iy a5 a general aviation pilol of copilal Ender .

FAR Part 817 e

HOURS CANNGT EXCEED HOURS I AJAJS MINUS SUM

A4 PLUS A8
IF =0, ASK & OTHERS, IRCLUDIMG #T AND 9,
SHEP TO AT,

FAR PART &1 REGULATIONS COVER BASIC AND GEMERAL RULES FOR ALL AIRCRAFT OPERATIONS, PART
1 GOVERNS THE OPERATION OF BUSINESS AIRCRAFT AND AIRCRAFT USED BY GEMERAL AMIATION
MLOTS W0 FLY FOR FLEASURE.

A Of the (8 AB) hours flown undes Pat 99, how 5 youips FAR 51 AFIPLANE oo L1l
iy gccurned in fixed-wing aiplanes? [ — i PRSP PTTIF wr
DK T T wa
HOURS CANNOT EXCEED HOURS N AL

¥ ABAm A5, SHIF TO AT,

IF <AS, #HT OF 98, ASK ASDL
B Ofthe (8 AS) hours flown under Pan B, how  guoumsraamieicoeren . L1 1|
many occurred in halicopten? g wr

HOURS CANNOT EXCEED HOURS IN AR BINUS ALL.

INTRODUCTION: Now I'd ke to ask & few questions aboiut the numbaer of takecdts or flights you made during
the last 80 doys. We use the bems “Right” 1his Inlenvirw 1o mean the period of time between sach
takeoff and landing, evan if thal tima s short 85 for instructors beaching students to land and “touch and
gosa.” READ AT-AT1 WHEN APPLICABLE.

TOUCH AMD GOES = VERY SHORT FLIGHTS WHEN PRACTICING TAKEQFFS AND LANDINGS

QAT FAd=Q, 7, OR B SKIPT TO A% IF Ad >0, READ: ’mmmmqm"_"___l I
During the (# A4) hours you flew as an alrplane Al P TR ST )
pllat or copiloat under FAR Part 121, how many = -
distinet flight begs did you exporience?
GAL IF ASA=0,7,0R B, SKIP TO AR IF ABA > O READ: gpay as s Taveecers. L | | |
During the (8 ASA} hours you few 88 an airplane RF B
jpilot o copilol under FAR Pan 135, how many o i
takeofis dd you expenence’ 1P A% BLANK, &, B5T O 888, BKIP TO A3,
A (For ko many of these (2 AS) Bights/For msmmTNmm__.l_u_l
thig flight) wene you the piiof in command? :qr ..... * pesninil s A R TR
T B M TR e et R |

WUST E EQCAL TO Of LESS THAH AL
B [How many of thess (W A} fights o rar s rrane pucrs ey L1 ||
occusediCid this Might occur) ether all or in L S B T AR YT, — T
et during raghttime condBions? - S — .

MUET BE EOUAL TO OR LERS THAN AL



345

Genaral Aviation Sunvey Page &
c {Hﬂlﬂl’mﬂﬂ!w wpaar 138 asteLanE e pueanmrean. L L 1 |
oecumediDid this fight cecur) under an RF. T
1ER. fight plan? o —-1
1FR = ISTRUMENT FLIGHT RULES R LA, T L L TROAN A
o of et (W AB) Nigha ARPLAME FLIGHT LLL]
il i TP Lol ___“M“."” —1
mare in length? R e —
'WIFST BE EOQUAL TO OF LESS THAN AL
E  (How of ihbee [# AB) Nights
W-ﬂ!'“mhwm :Fm 138 AIRFLAME INTERMATIOMAL _Ll_l#
1 destinations ot than [ T —— -
Carada?

GAS.  IF ASE =0, 7, OR B, SKIP TO A10. IF ASD >0,

READ: During tha (# ASH) howrs you lew as
helicopter pllot or copilot undes FAR Part R
135, hew many takeofls did you separionce? iF A5 BLANK, B, B9T OR 8986, BKIP TO A10.
A [Fammﬂmtl.lﬁlumﬁw
wm”mhwh &PMT!IH.GTNM_.._.I—I—I—E

B.  (How many of these (B Af) fights
pecurred/Tid this Mighl coeus) ether ol or
In part during righftime condBions?

G, (How mary of thess (# A8) fights
occurnedThd this Right oocut) under dn
LF.R. fight plan?

IFR = STHLMENT FLGHT RULES

D, (How may ol thassn (# AS) fights
mﬂwﬂﬂqhﬁmmﬂnﬂw

GATL IR ABA =0, T, OR & SKIP TO A11. IF ARA =0,
*mplu"mmm.:‘m‘:r
ar f
hecr sy takecfts did pou experionce?

MUST BE EQUAL TD OR LESS THAN AR

;Mmmwram_l_l_;ﬁl
£x =4
MRUST BE EGLAL TD OR LESS THAN A5

#PRRT mWMImm__l_L I

[ - T

=3 L]
WUST BE EQUAL TO OR LESS THAN A3,

lm1ummtﬂﬂ—u_l_lm

e e WO
WUST DE COUAL TO Of LESS THAN AR

st a8 vELcorTER nTERsTona L L | |

W ol

o wa

WUET BE EGQUAL TO O LEES THAN AR
#PART 13 HELICOI® Hm-ﬂsm_l_l_l_l
RF_. e
o L
IF &40 BLAMK, 0, #§T OR F0, BIOP TD AR,
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A ([For how many of these (8 A10) lighésFor AP comwo__ L1

BUST BE EQUAL TO O LESS THAN A10.

B.  {How many of these (# A10) flights AFEPUAME FLIGHTS MIGHT Ll
oecumed/Did this Might occur) either & or L-an‘m —_— =l
i pan duning nighttima condilions? o= L]

MEJST BE DOUAL TO OR LESS THAM A10.

C.  (Howmanyof these (RATDIMghts 4 pasy gn ASPLANE FLGHTPLAN. _ it
oooumed Tid this flight oecur] under an R T “wr
LFR. flight plan? 5] ]
B e P MUST BE BOUAL TO Off LESS THAM A10.

D.  (How many of these [# A1) fights AR T L Ll
ware/\Waa this. Right) 50 nautical miles or s LT w7
o in lengiv? = 2]

WIEST B EQAIAL TO OR LESS THAM A10.
E. (How mary of thase (F AT0) Mights AFELANE MTERMATIONAL Ll
ware/\as thés fight) bo or from ":wrm ................. 1 wr
oithar than (LT TR =
BILEST [ DOUAL TO OF LESS THAN A10,
GAT. FAIB=0,7, OR & SKIP TO AL IF AL >0, ! ! I

READ: During the (8 ABE) hours you few s s e 0 sz

halicoptar ar copilot under FAR Pas 01, [ . LML L

hw many takeofts did you I 11 HLANK, 0, 997 Ot 98, SKIP TO A1Z

A {memﬂmtimum COMMARD___

e Sigh) wor you the plctin :Emnumu L_L.l_lm
[ o
MUST BE BOUAL TO O LESS THAM A11L
B i_'l-h-rr-q-dmtllﬁllln-‘u
this fight e r‘:mmmmsm._u_l_lm
i pan during nighatime conditions? [ e
MUST BE EGUAL TO O LESS THAM A1
C.  (How mary of these (8 A11) fights
thie S o ;mmmmmm___.u_l#
LF.R. flight plan? oK ]
IR = INSTRUMENT FLIGHT RULES MERST: I MGLAL T TN LR TR
o {NwmdM{lMﬂm
por e ;anmmum_u_l#
mmm? [ )

MIIET BE EQUAL TO OR LESS THAN A11.
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E  (How mary of thess (# A11) lights PAJET 511 HELIGOPTER INTERNATIONAL 1 |
weraWas this ighth fo r from i ettt e o
intemational destinations other than (T L R R T N LI e

WLST BE EOUAL TO R LESS THAM A11.

INTRODUCTION:

Earfiar you indicated that during the kst 50 days you flew [ASA+ASA OR ASB+AER) hours as (an ainplana
& helicapber) pild o copilot fying under FAR [Part 1358/Pat 91/Part 135 and Part 51}, For the rest of the
irteview, | wil be asking you sbet your sxparences fying |airplanss/helicopler) during Eiis pericd of fme.

GA1L | em now going o road & list of different types of

coL
Approaimatily how many
— Ihowurs would you say was
K devoind o (BOLD WORDS
coLf) AF  oH | INASeg)?
' T 8 L1
' T 8 i
' T 8 L1
0. 8 pan of your own business activities? ... o ] 7 [ I |
E for govemmant or public purposss in sircraft
owned o cparated by gevemmant entities,
caliad public e Mghts? . ... o 1 T 8 Ll
F.  wilh paying passengers, aisc known s revenue
= RPN T i i i+ s i s o ] T [} I
6. for cargo or frelght ransporation without any
Iy | pars? -] 1 T a LLLI
H.  for transporting patients or critical medical
Products such &5 organs for Ianspiant or biood? . o ' T 8 Lil]
I
8 1 7T 8 e i
J. for amy othor purpose’ ... @ " T 8 Lilld

1. What was the purposa? SPECIFY VERBATIM:
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GA13  Forthe (@ ASA+AEA DR ASB+ASE) hours you flew as (on aiplansa helicopien)
ar copilot under FAR (Part 138Part 81/Part 135 and Part 81) in the last 80 days,
pleass el me all of the (srplanahelicopter) makes and modsls you few. RECORD
VERSATIM, LEST ALL MODELS THEN ASK COLLUMNS A AND B FOR EACH.
A COLUAS £ QMUY IF
P MAREAMCORL BATCS
M BAGP DWW BERETN
A B. <.
MAKEMODEL {IDENTIFY FROM DROF- s Banat 520 Herat Is this an
VERBATIMG hours did you iy the | have? akplana?
{MAKE/ MODEL)?
5 SHOULD
ECUAL SUM OF ASA
= ARA OR AED &
MO YES RF DK
1. LLL Ll R B
F | | | ! | o 1 T8
3 LLl L1 B, t T &
4, L1 L1 0 L S |
Ll Ll I T R
L1 l L o 1 T 4
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SECTION B: SAFETY RELATED EVENTS

INTRODUCTION:

My necet set of guestions anm about sately redated events. Just as a reminder, Nd ike you o report only svents thal you
exparienced flying under FAR (Part 135Part 61/Part 135 mmm]m[mmmmmrm
‘ware 8 piot or copdol. The fiest quesbiors ar about equipment-related events.

GERY.  How many times during the last 50 days did epourmnremomens. | 1| |
o rulum 1o land because of an sirrd

equipmaent protlem
A ASK OMLY IF MORE THAN ONE MAKEMODEL RECORD MAKEAMIDEL # FROM ALY

m.mmu{
mﬁn?hlmnmmm

B. Wl systems caused the (most recant) EPECFY!
demrsion of retum 1o laed?

GERI-A.  AIRPLANE OHLY

| e going hm:ﬁ:mmn:mwm Fﬂru:hm ks bell me how
ey Gl churing an in-fight sirplane on which you wene a plot or coplict epenenced
any of thase maifunctions or failures. If & plece of squipmant doss nol spply, please answer *not
Bpplicable” rather than “pern.” How many times did you expesience (READ QUESTIONS)

»

wmﬂﬂﬂ

uwmunmm‘?
Uncommandad movemants of the Napa?.....
. Faitare of the Irim system 1o cp 1]

. Failere of the landing gear io edend or retract? .
Fadre of the Naps o axtend or retract 7,

TmE o @

G Did you sxperisnce & maliunction or taluse of
any other aircrafl device or gysiem during e
ot B0 days?

55383
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1. ASK CHLY IF MORE THAM ONE RECORD MAREAMDDEL @ FROM A1Y:
MAKEMODEL IM A1 Which

r'tquhvﬂm mw
‘Was B (READ A13 MAKEMODEL LISTY?

2. Which denice or sysiem malfunctionsd SPECIFY.
o fadad (mosi recanty)?

GERZH  HELICOPTER OMLY.
| am going to read @ lisd of possible Relicopter maltunctions or fallures. For sach one, pleass tell me how
many limes during the kst 50 days an in-Night helicapler on which you wene & pllol of copilol experianced
any of thess maifunctions or failures. If a piece of equipment does not apply, please answer 'nol
applicabin” rather than “Tera”™. How many times did you experience (READ OUESTIONS]?

A
B. Fadurn of the trim sysbeen io cparsie?...
C. Failurs of the landing gear to extand of rotract? .. L)
D. Tl rotor fadure?

G, Did you sxpariencs & mallunclion of iadure of
ey other pircradl devvice of Fystem during tha
st 80 doys?

1. ASKONLY IF MORE THAN ONE
MLNMEM s
mpmbhn{mm}?
‘Waa i (READ A13 MAXEMODEL LIST)?Y

2 Which davice or system maifnctioned EPECIFY.
or failed (most recently?




351

Ganarnl Aviabon Surney Pags 3
GERY.  How maery timas during the last 60 days oid an inflight (sirplanaheiicoplter) on which you wers & plot of
‘copilod axperience smoke, fire, or fumes that originated in (READ QUESTIONS)T
1.
ﬁﬁémﬁ
MODEL ngkn, firs, or
Which (airplanad fumes in the (ER3 A-
heiicopter) (mast | £ how many
rcantly) inrveivdiDid the
¥mcke, | smoin, fire, or
firw, o fumes in (ERY | fimes imvohe)
AE)? Wan it (READ | giacarieat
A3 MAKET MOCEL | comnnngnts or
M LIST)? RECORD wiing?
5, 508 T 3
 FROM A13.
A Iluurl.mmnr L1l
B Bweockp®? . |
€. tha cango o baggoge ara? Ll
0.t passengor companment amea?....... L
E scma place cther than in the engine or
Fiscele (Huh-SELL), cockpd, cango
AT, O PREANGA Lt
1. SPECIFY WHERE
GERA.  During the last 50 days, how many Bmes did an sPREcamonssryEnaEssurpovss L | 1 |
inflight on which you were a 1P 0, BKIP TO GERS.
pillot o expariancs a precautionary angine
A ASK ONLY IF MORE THAM OME MANEIMODEL RECORTD MAKEMODEL # FROM A11
N ATL Which
sapariancad A precauionary engine shuldown
{most recently)? Was it (READ A13
MAXEMODEL LEST]?
GERS.  During the last B0 days, how many Emes did an TOITAL ENCENE FALLRE Lt
(aFplanaheScopter) on which you wee 8
piiot or copilol exporignce @ total ongire failure? IF 0, SHIF TO GERS,
AL ASK ONLY IF MORE THAN OME MAKEMODEL RECORD MAMESSODEL # FROM A3
IN AT Which (airplanal haloopber)
parianced o total angine failure (most
recentfy)? Was [t (READ A13 MAKEMODEL
LIST)?
GERS.  During tha last 50 days, how many Bmes did an S TOTAL ELECTRICAL FALURE L1l
infight (airplana/hedicopter) on which you were a
piiot of copilol expanancs iotal loss of elsctrical IF 0, BHIP TO GERT.
power?
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GERT1.

GER1L

A, ABK OMLY IF MORE THAN ONE MAKENOOEL

saparienced
(mosl recentiy)? Was il (READ A13
MAKEMODEL LISTI?

[Duiring th last B0 days whan you wems plol or

A AGK ONLY IF MORE THAN ONE MAKEMCDEL
M A13. Which [airplane’ helicopter) had
ncornect oF pbrts instaliod {most
wﬁmumm:m
Lk

[Hicew marvy times did you discower thal] Cabin
mwm;;rﬂmm

A ASK ONLY IF MORE THAM ONE MAKEMODEL
I A33, Which (airplaned helicopter) had doors
or cowlings open inadverienly during Sighl
(et recantly) 7 Wae & (READ A13

[Mora miamy times did you discover that] A door or
wiriow cama off Sha srcraf while in flight?

A ASHONLY IF MORE THAN ONE MAKEMODEL
IN 413, Which (sirplanal helcopter) had doors
or windows coma off whils in Tight (most
wmmwwm R [READ AT MAKEMODEL

[How many tres did you] enperience a carga shifi
Of cango coming locsa?

A ASK ONLY F MORE THAN ONE MAKEMWMODEL
B AT, Which (aimpiaral
mpanenced a cargo shift or cargo coming
m{mmﬁmmnmms
MAKEASODEL LIST)

Dhuring the last 60 days, how mary tmes did (an

on which you were 8 pilol or
wzumuqmmm
-

A ASK DMLY IF MORE THAN ONE MAKEMODEL
IN A13. Which (sérplane' helicopdar) Fad water-
contaminaled fuel (most recenty) 7 Was i
(READ A13 MAKEMODEL LIST)?

nmm&_dellfwmnwm
this wrong type of

MECOHMD MAREMSODEL @ FROM AT

IF 0, BHIP 7O OERE.

RECCRDT MAKEMODTL #FROM AT

@ TOTAL DOORS OPEN

IF 3§, S0P TO (MERS,

RECOAD MAKERIDDEL @ FROM &%)

BTOTAL CARGO LOOSE

I |

¥ 3, B TO GER11.

RECORAD MAKENODEL # FROM A1)

ETOTALCONTAMBMATED FUEL

IF §, BHIP TO GERTL,

RECORD WMAFEMMCODEL 8 FROM AT
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A ASK OMLY IF MORE THAN ONE MAKEMODEL

GERTL

M A1, Which (sirplans halicopter] few or
afampied 1o My with the wrong type of fuel
{most recently)? YWaa it (READ A13
MAKEMODEL LISTY?

[How mary times: did you| experience a failure of
e atfitude indicator of anificial hoftzon?

A ASK ONLY IF MORE THAN ONE MAKISOOEL

IN At3, Which (splana)

(O the [# ER13] timess the attitude indicator
failed, how many cccurned/Did this talure of
e atfitude indicator aoour) in instrumant
metecrclogical conditions of LIM.C? LM.C.
mians the visbiity was less than (hies mies
andioe e caiing wis bess than 1,000 fesl
akove ground

RECCRD MAREMODEL # FROMATY

STOTALATTITUDE MDICATOR Lt
¥ 0, SHP T GTU,
RECORD MAXEMSCORL # FROM AT

lmﬂhﬂmmTﬂﬂ-ﬂ__._LLl_l

INTRODUCTION:
My mend quastions reiate 1o turbulence,

GTUM.  During the kasl 50 diys, how many Bmes did (an
arplane’a haficopber) on which you ware & picl or
copilot encounter sever turbulence that caused
large aibnupt changes in aktude, airpsed, of

A

(O the [# TU1] severe turbulence
tews, how many ¢ d'Did this
sevana harbulencs encountar acour) in LM.C.

conditicra?
LG, = INSTRUMENT METEOROLOGICAL
CONDITIONS

{Of the [# TU] sevane jurbulence:
an t T nany . AT this:
servane hurbulsncs encounter ocour) in clear
|air?

(OF Bhen [# TUA] srvere furbutence
encounbe, how many resultsd/Tid this
severs harbulsncs encounter resull) in ohe of
more secupants being injured?

thee last 60 , Pocry Times did
etiimsar ey

furbulonce that resuBed in 45 o

mone degrees of aircrafl iy

L)

IF 0, SHF TO TUL

Ll

THE ABIOUMT IN TLH A CARNOT BE GREATER THAN
THE AMOUNT IN TUHL

WIN INT COMDITIONS ..

L1l

# N CLEAR MR
THE AMOUNT IN TUH A AND TUHB CANNDT BE GREATER
THAN THE ARBJUNT B TUi.
BRI E'uElﬂE_...___..._.._l...L..l_.l
FRESLLTIMG IN AIRCRAFT ROLL ____L.L_..L_.l
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INTRODUCTION: i
P i Btou) woathor-rolxted evoris whito ol

GWET.  During the last 50 days, how many bmes did (an FLACK WEATHER INFORMATION o I |

helicopter) on which you wen a pilot or

copilat lack accurale weathes information when
you neaded | whils arbome?

A

{0 the [# WE1] times when you lacked
accurate weather infarmation, how mary
volved ron-U.S. airponts of controliens 7/
{Osct Ehis tima whan you lacked accuraie
waather information irmeobve 8 non-U 5.
airpart or controller?)

{Dll'lnllﬂﬂﬂ!l‘l‘lll-mmm

Thow marry
involved A-TIS (Atisj7/Did this time when
lacked accurale wealher infomation

méahvd A-TIS [A-liB)7)
ATiE=AUTOMATIC TERMINAL INFORMATION
EYSTER

{0 the [# WE1] tires when you
Inckid sccirals waalhar

(104 thas |9 WE1] timass whn you lacked
Bccurnbe wealhas informabion, how
rrany imvolved Flight Watch? Did this
timss when you lacked accurate
waather infarmalion invobae Fight
Waieh'?) FLIGHT WATCH = PART OF
F55 57! USED PRIMARILY FOR
PILOT REPORTS

E rﬂhphﬂ]__ﬁm-_m;wh:h::d

Obsarvation

AUTOMATIC WEATHER OBEERVATION
SERVICE ALSO REFERRED TO AS
AMW.OUS. AUTOMATIC SURFACE
CASERVATION SERVICE ALSO
REFERRED TOAEAS.05

1F 0, BHIP T} WEL

WRVOLVE MOR-US AIRFOAT I:'tm.l.ﬂt.-l—l—l—l

FRVDLVE ATIE L1l

THE ABDUNT INWE,
Ll ——— - LI—LI
THE AMCUNT I W EC CARNOT BE GREATER THAM
THE AMOUNT IN W1,

THE ABOUNT W WE1D CANNOT BE GREATER THAH
THE AMOUNT IH'WE1,

THE AMOUNT IH'WETE CANKRDT BE GREATER THAN
THE AMOUNT IN WEL
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TWEL-A

TWEL-H

AIEPLANE OMLY.
[Herw many bmea et #DVERT TOALTERMATE ARFELD... L ||
o e i you] M h.‘.‘.. AIFPLAME GO TO WES-A.
o (4
HELICOPTER ONLY.
[ iy timas did you] divert o an altnrmate FOVERT mummmﬁ______l_l_l_]
airfisld, heliport or land because of weathar? e Tt
ANEPLANE OMLY.
[Hitwr sy Simsee i you] b W EXPERENCE AIRFRAME GG oo |

HELICOPTER OMLY.
iy = -mmn;:nﬁmu._l_l

reor icing thal reducsd the sircrafls abillty ta
mainiain alitude, speed, stability, or directional

Drariteg et last B0 days, how many times did (a0 WINDSHEARARCROBURST
nirpianafa halicopiar) on which you wem o pilct 'mwmcﬂ.mmul—ulfu
o bar windshear o § microburst

canditions that resulied in an sirspesd deviation

of 15 knots or greater?

HELICOPTER ONLY,

[Hizws ey tirnas did you] apaniancs keas of a8 T TR
THow i # RTOR EFFECTIVINESS AT Ll

HELICOPTER ORLY.

[Hicews manry Emaa did you] experiance ioes of nd srotorerFEcTvEEsswens L | | ]
retor affectivanass dud 1o high windsT

[Hcwar mo:‘rﬂmwmdh I |
many RRCAWN CUT CONDHTIONS

visibie hortzon due to white out or brown oul ko e o
condRions on ekner takecl of landing?

Immmmm:
ih Bhoud avents.

P

Duiring the kst B0 days, how mary Gmas wine DETRET LLL]
you distrached by o passanger whils in flight, b
through corrvarsabon of physical contest?

INCLUDES TAPPING ON SHOULDER

INTRODUCTION: My nest quostions arne about airboma conflicts, Just as a reminder, we one ondy asking stoul

wvanis thil you mcparenced fying during e lasl 60 days under FAR, (Pan 125% e 11/Pan 135
and Par §1) e {on airpl heiicopier) plol or copliot

GACY.  How maimy Bimes did you expeniencs a bisd srike? . Lt
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GACL  [How many times did you] Perorm an evasbe sction WEVASIVE ACTIONS ... N i B I
foavold an imminant -fight colision with another
airernft tt wis narver closor than 500 feet?

GACL times did Exparonce less than 500 ST
H’-:nﬁn-y m;-uu] " oka Lo, WUERS THAN 800 FEET SERARATION Lt
miroral wene airborma’?

[ mrrooucnon:  The nest tew guestions am about ground operations. |

GEEL.  Dhzing the lnst 60 days. how many times did (an FWND MDICATOR .. i

nirpiana/a helicopter) on which you wers a pdot or
copiled land at @ locotion without @ wind sock, wind
vane, or other wind indicator deviceT

OOEL  [How mary times oid you] Take off, or atternpt totake 4 pearecTe cEAR 5
off, with control locks, pitol covers, of other probictive
et stil attached 1o ths ircrafr?

INCLUDES BUT MOT LIMITED TO: GEAR FLAGS.
ENGINE, INTAKE, DR EXHAUST PLUGE: THE-DOWWNS.

GOEL  [How many times did you] Experiance an unplanned sreecrenmaeorrs_L | bmicorter sar rocen
aborted or rejocted takeoff?

GGELA.  AIRFLANE ONLY. During the last 60 days, how sooorreoormumsrmoeny L1 1]
many limes did an airplane on which you were
8 ot or copliot go off the edgs of & nesy o
taxhwary while t8Eng

GOES-A.  AIRPLANE OMLY.
[Hicrr maarry bimas did you] Go off tha edge of &
rurmaay while baking off or landing?

OO OFFEDOE OFRUNWRY . Lt

GOES-A  AIRPLANE OWLY, # GOIOFF ERD OF -
[How many times did you] Go off the end of the
Furwiry?

QOET-A.  ARPLAME ONLY, During the kst 60 days, how many SENTER ACTIVERUMWRY L1l
Emes did an abrplane on which you wens a pilol o
copilol inadveriantly enisd 50 BCS rumeRyT

GGED-A. wm"m - s Tacorr roLwiHoccumenmmey L L | 1

brrad oooupkd or wis crossing the same namey?
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AIRPLANE OMLY.
[How rary timas did you] Land while another aincraf
wﬂﬂmh“w

AIRPLANE OMLY.
[Herw' lirmas i youi] Hit or collice with @ ruemary
or

During th last 60 days, how many times did (an
aiplara/a helicopter) on which you wers a pilal o
copdol hil @ deer of alher animal cirss than o bind?

AIRFLANE DMLY,
[How marry Bimess cid youl] Collida o nearty colide
¥eith & Qresired vahiche?

A [Of the [8 GE 1] collmions or naar collisions

B, [Of the [ GE12] collsions of raar colisions with
0 groend vahicle, how many cooumed/Tid i
oollision of near colision with & ground vehizla
occur) while your aircraft was on the tdeary?

€. [Of the [# GE12] colisions or nar colisions with
& ground vahiche, how many cooumsd/Did this
collision or near colision with a ground vehicle

HELICOPTER ONLY.
[Hcrwr many times did you] Collide of nearly collide
‘with & ground vehicle?

A [(Of the [ GE1Y] collslons or near colisions with
& ground vehicle, how maey occurmed/Did this
collsion o near colision with a ground vehicle
coour) while your aifcra® was opeealing &t an
mrpeol, MOk o hlpont?

B WHHEEMMUMMW
& ground vehicle, how many oocurmedDid this
collision of nasr coliion with & ground vehicls
oocur] whils your aircrafl was openting ata
halipen?

HOT AT AN ARPORT.

©. (Ol the [ GE13] colisions of neas colisians with

@ grownd vehicle, how many oocumed Tid this

cotlision or near colision with a ground wehicle
oocur] whils your sircrafl wis opansng at an
unprepared landing ske?

EHIT LGHTS.

MELICCPTER S0P T G013, AIRPLANT CONTIRLIE.

FOOLLIDE WITH

AMBIUMT 1M GE12.

BN LB I |

THE AMDUNT iKW GE1ZA, DE1ED, AND DEVIC COMRBINED

CAHWDT BE QREATER THAN THE ABCUNT N GE1Z.
BHIP TO GE14,

¥ CORLICE WWATH GROUND VEHCLE
0, SKIP TO ORI

PAT ARPORT_ LLL1]
THE AMCUNT [N G134 CANROT BE GREATER THAN
THE AMDUMTIM GETL

AT ELFORT, |

m‘f Hﬂ'llll AND GE138 COMBINED m"l‘u
THAN THE ARCUNT W OE1R.

FUNPREPARED BITE ... I_l_l_l
THE AMCAINT ll'ﬂlll.m ”m“_‘
GREATER THAN THE AMCUNT IH 3E131.
P TO GRS
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GGETE-A,

AIRPLANE OMLY.

During the last 80 days, how many times did an
ﬁ-mmmm-mumﬂm
SpETincs @ ground colision with another sirorft
while bolf aircraft wene on the ground 7

A (Of the (B GE 14] near colisions with ancthar
aircradl, honw My oocurmed D Shis neat
colision with anothes aircral oocur) whils your
nircrad was on th e of BpranT

B, Of the [# GE14] near coliskons with anolted
ireraft, R maery accurted/Did this near
coliion with anather akboraft oocur) while your
el was cn thie taey?

€. {Ofthe [# GE14] noar collsiony with anciher
mirgrRfl, Fow maey eccurmed/Did this near
coilision with ancther sincraft cocur) wihile your
il wiksh o thi Furmeny 7

the last 30 darys, how many limes did you
@ collsion o near collsion with anything
cihar han an animal, o ground vehicle, or anolksr
aircrah whils on ths growed?

BON TAKRNAY Ll
THE ABICUNT IN GE14A AND G G40 COMBIMED CAMNOT
BE OREATER THAM THE ANOUNT IN GE1L

Ll — L1l
THE AMCUNT I GE14A, GETAS, AND GE14C COMBSMED
CAMNOT BE GREATER THAN THE AMOUNT I GET4.

A What were the objects you collided with or nearly colided with? SPECIFY

SPECIFY.

Lllmm My red quastions ste aboot alrcraft kandling-related events,

Duaring the last &0 days, how maery Bmes did [an
mirplanada Pedcopter] on which you wers o pilat or co-
:ﬁ’?_mdhmm-mwh

[How many times did you] Accept an A T.C.
ciaaenncs thil the oould not

(airpianaeicoptor)
comply with because of s perfommuncs kmte?

[Hicow Py Bimaies i you] Lose sight of ancther
ircraft from which the plot or copdol wiks trying to
Mk visusl separation?

A {Of tha [@ AHT] timas aircraft iost of
another aircraft, s e

[Here ey timos did you] Inadvertently land without
claamnce ot an airpor with an petlve control tower?

#USE RESERIVE FUEL £l

vaccprtoussanscs ot conmvwrn L L 1 ]

ousemonroramcaner_ | L 1]
0, 3P T0 AL

N MARTEMAL WIBUAL COMDITIONS
THE ARSQUMT B AHDLA CANNGT BE OREATER THAN THE
ABCUNT HAHL

PLODWOCLEARMICE
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AT,

GAHIT-H,

GAHT1-A,

GAHIL.

Dhring the last B0 days, how many times did (e

on which you were a pilol or oo-
il inacvariangly bagin taioel without A T.C.
clearance at an airport with an active control
terwir?

ATC = AIR TRAFFIC CONTROL.

[How many times: did you] derviabe from
an sssigned routing of A.T.C. vector lof ord minube
or mane?

ATC = AIR TRAFFIC CONTROL

[Hesw many timos did you] Take off with an cot-of-ima
oanior of granity ¥

[How many times did you] Take-olf cverweight?

ARPLAME ONLY, [How mary Bimes did you]
Commanca take-off roll with an impeoper aincralk
canfigurabon?

As a remindar, these quastions: still refer to tha

NORRIAL
DESCENDING OR TURNING.

'HELICOPTER OMLY. [How many times did you]
Exparence & vaid low rotor FLP.M waming for any
reascn T RPM = REVOLLITIONS FER MINUTES

MIRPLANE OMLY, [How many times did you]
Exparience an unintentional siall or vabd stall
waming?

Dating the last ) days, hew many limes did [an

airplarela o whiich you were a pilod o¢ oo
naarly collds wilh terain of gourd obatruction

ﬁimmmﬂ =

INCAUDES BUILDINGS.

A (D4 the [8 AH12] nesr collisions wan terrain,

@ TAXECFF ROLL VWD CLEARAHCE

FORATIONS. I

B TACE-OFF OUT-OF-LIAIT CENTER
OF DRANITY.

O FEPL ARG, P trr—rra T Tl ¥rd
HELICOPTER SKIP TO AHIZ,

# STALL WARNINGISTICK SHAKER ACTTVATION L—Ll—l

@ATC BROUGHT TO YOUR ATTENTION .o
THE AMOUST IN AHTIA CANNOT NE SREATER THAN THE
ABCIUNT IN AL
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B, {Of the [# AH12] near colisions with temain, peTECTED HRouce owecT saemwa L L_L_|
MMMMMm 'mmmmummmm
wane/\hins this near colision with jground I GREATER THAN THIE AMOUNT IN AH1Z
obsinaction of wi'es) detected through
sighting of the grownd or

€, (O the [# AH12E] near colisions, how many BOLVING WARES T
Invvolved just wires/Did this near collision imake : mmummummm
st wirea 7) THIE AMBDUNT 1N AHTL

GAHIZ-A.  AIRPLANE OHLY, [How mary mas & yeu] EACSE i |

Inadvertently Gross the numway threshold during the " AR

landing approach with the landing gear up?

A (O the [ AH13] times you approachad with the LAND WATH GEAR P
Iancing gear up, how many SmesThe tima you " THE ABCUNT IN AHTI0 CANNOT DE GREATER THAN
approached with the landing gear up,) did you THE ABBOUNT W AMIL
sciually land with tha gear up?

GAH1L &_wmh-ummhnnrmmm{m B UNCLEARED ARBPASE 11
on which you wene a pilot or co-

pilol inadvertently anler airspace the aircrafl was nol
claaned for?

OAHIS.  How marny fimes did you lose track of the ratural WLOSE HORITON |
Visual Fiight Rulea?
VISLIAL FLIGHT RULES ALSO REFERRED TDAS VF Rs

[ INTRODUETION:  The nast few questions are about altitude deviations. |

arplana’s helcopier) on which you wan o padol o FALRTON
copilol Inadvertently deviats from an alttude
maigned by AT.C.7
GADZ ASK OMLY IF (ABC/ATOC OR ARCIATIC = . OTHERS: FOLLOWND RALVAR
SHIP TO ATY, Earlier, you indicaled you few '%mﬂm m::lmm

{# ASC+ADC OR ASC +A11) LER Mights. (For how

[ INTROGUETIGN:  The next few gusstions ave sbout interactions with air traffic contral. |

bl ]

GATL  During the last 80 days. how many times was (an # URARLE TO COMMLIRICATE WITH AT
meplanaTalicopinn on which you wene a pilsl o 18, BH0R TOATL
copiiol unabls 1o communicate with A.T.C, In a time-
crivcal shuaton ¢ of frequancy i ?
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A (OF thens [ AT1] times you were unable io VAL N RN R [ (5 I |
communicate with A T.C. in a tme-critical "

many octurmsdTid ths tme you wans unabls 1o
communicate with A.T.C in a time orttical

B, (OF e [# AT 1] timaa you vwan unable 1o
communicate with A T.C. in & time-critical
whsation because of frequency congestion, how
many pecumsaThid The me you waee unable 1o
communicata with A.T.C in a e oritical

bocauss of fre

v whill aleborne in the terminal area?
€. [Of these [# AT1] times you wene unabis to
cammunicaie with A.T.C. in & time-critical
sihsation becauss of frequency congession, how
many pecurmedDid Tha time you we unabi 1o
communicate with A.T.C in a tims oitical

SHLRT Bl Of DBGLInCY [ONQASTEN
coo) while en route?

GATL p-b;mlh-ﬁlmnp.lm

high
wmmwm ATC,

THIS INGLUIDES BUT MAY HROT BE LIMITED TO "SLAM
DURSC AFPROACHES.

tirmes dad you] e B communications.
with A T.C to get a weather briefing?

How many times duning the las] 5 days wens you
nkormed that (an alpianels hall 3 o which you
W Bl pilod or copiol missed B ransemisson from

ATC?
A :l)fnu ATH times you missed a Eanamisson
AT.C, how many occumsd/Dad the time yoo
nﬂuﬂlwm&Tc_mﬂ dun 15
being on the wrong

B (O thes [# AT4) G you missed a Fansmission
freem ALT.C, how prarry cecurmad/Did e tima you
missad a transmission from A T.C otcur) dus to
high cockpit nodse?

1. (Ofthe [# AT4E] trmes you missed &
ranteniasion dus 1o Rgh cockpd notes.
how many were you\Nens you) wearing a
communication headsst at the tims?
THIS INCLUDES HELMETS WITH TEQRAL
HEADSET SPEANERS.

THE ARCUNT I AT1A CANROT DE GETATER THAN THE
AMOUNT N AT,

FIRHILE AIRBORME I |

THE COMBINED TOTALS N ATIA AND ATID CANKOT DE
EREATER THAN THE AMOUNT W ATL

THE COMBINED TOTALS I ATLA, ATIE, AND ATHE
CARNOT BE OREATER THAN THE AMOUNT DY ATY,
WG AL TTTUON QR AIMSPRED . _I_l_L_I
¥ LEAVE FREG FORWEATHER Ll
HABES TRANBMSSION. Lt
0, SKIPTOATE,

#WRERG FRECUENCTY, L1t
THE AMCUNT (4 AT4A CANNOT BE GREATER THAN THE

AMOUNT N ATH,

# COCRPYT HOISE LLL]|
THE ABCUNT il ATAA SANNOT BE GREATER THAN THE
ABIOURT ) AT4.
1w 0, ST TO ATR.

e Ly

THE AMOUNT N ATaB1 CAMHOT BE OREATER THAH THE
ANCHUNT ™ ATA8,
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GATS  How many limes. did you recedve oul of dalo,
or no information about relevant MOTAMS
(NO-tams)?

MIOTAME = NOTICES TO AIRMEM.

WMOTARE
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for your fMights. Just a8 a renindor, wo ane stil
during the last 50 days Bying under FAR (Fart 1
helicoptar)

pilot or copllol. Again, we use the terms “light” throughout
pariad of tirs betwosn sach takecl! and lending, even if that Tight tims i shoet such as for
instruciors leaching 3 =

INTRODUCTION:  Thia section of the interdew foousss on weather-related ssuss, beginning with weather planning
BEOUT ervanls. I you epaneeced

91 Part 135 and Part 1) as {on aimplaneda

this interdew b maan Ba

1o land or undertaking “touch and goes.”

GC1.  Earfier in the inbanddew, you indicabed you mads

e g e e s et e
many
fights did you obtain pra-Might weathsr formation? mhl‘-‘n,?wmmmu

/0 this Right, cid you cbtain pro-Sight waather
information )

A How many times was peeflight information obtained by (READ QUESTIONS)?

1.

Commercial TV, radio, or cable weather

Warbal briefings with FAR fight services

E EE EEE

¥

5

:
2357

L
ddd
BEg

8. How did you obtain the westher infoemation? SPECIFY.

SPECIFY:

- -
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GC2. F OHLY OME QUESTION ARBWERED IN C1A1T, SH0F
TOCZA. You sakd you used the following pre gt
venalber infarmalion sources in the kst 60 days (LST
ITEMS CODED ONE ORt HBGHER I C1A1-T), Which did

A, How understandabie was the wesathar
infiarmstion you necsheed most recantly from
(SOURCE LISTED IN CRrSNGLE SOURCE IN
C1A1-T)7 Wowld you say it was (READ
OPTIONS)?

B -

B. Hew accurahs was that weather information you
recaived mosl recantly from (SOURCE LISTED N ;‘Wﬂ
Wery

CHSMOLE SOURCE M C141-T) in relaticn to the
weather conditions you encountened during = n
fight? Would you say the infarmation was (READ ¥
OPTIONS)Y

€. How much time slapsod butween your most
ecand weathor briefing and the tma of tkealf?

GG in'which state or states do you primarily fiy? STATE

RECORD UP TO 3 BTATES USING STATE CODE UST
BELCW, IF PLOT GVES OTHER TYPE OF ANSWER ETATED
(EG, ‘HORTHEAST), RECORD. OTHER. (SFECIFY] L]

1, RECORD OTHER AHSWER

GG Asa remindsr, wa are St cnly Bt averds LLLI
mmmﬁgmmr (Part 135/Part "m""’:m e ron
91/Pa 135 and ) 88 (an plpianada heScapter) CANNOT BE GREATER
it or copdot (OF the [BAS+A 10 airplanaiS+A11 AIRPLANE O AR = A11 FOR HELISOFTER.

koo you
mdnﬂ-mwmm I.II#VFR

WFR = VISUAL FLIGHT RIAES: VISIBILITY GREATER
THAN 3 MELES AND CEILING GREATER THAN 1,000
FEET ABOVE GROUND LEVEL

(SR TO 08

SR TO 08}
(SR TOCf

GCE. Do you, of your ceganization, apply pre-fight V.F.R
waather minimums that ane more conservatie than
thise mquired by the FAAT

IF FILOT MENTIONS IFR HERE, LET HIMHER ENOW
WILL BE GETTING TO IFR LATER IN THE INTERVIEW.

935%
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A Under thoss more conasnvathee weather - -k
i, What i i nemberof miles ETR
Bl St
B.  Under those more conservatie
minknume. what i e I Teat FEETVFRMNCEUNG e Ll—l—l—l
that you or your ceganization
Ilnm.lc‘rm: by neat questions ane about the weather relaled issues during Be flights. |
o8, Again, you indicated you made [BAB+ATD sirptanel AL L L e TR ) |
duiq“ tnst 0 days. mh;.m:u_ -m:xmmmmumu;tﬂm
o i may
MighaOn thad Might) did poce weathor nes in Yoo Myw

losing irack of your positicn?

A [For the most mcent fightFor thad Might), what
was the visklity in milea?
TYPE ENTIRE MUMSBER, INCLUCHNG DECIMAL

. {in how many of the [BAB+A10 airplanedAB+A11
halicopoed Mights gid you exparience
discriantation from mmmum
that flight did you experience spatal di
Tresm poor viskaity dus o westharT)

A [How many of these fights ccoumed ot night? |
Diel thast fighd cecur st night?

B. For (the most recentthat] lime you experienced
spatial dsorientation due o weather, whal was
mw wiaibilty in miles7
TYPE ENTIRE NUMBER, INCLUDSNG DECIMAL

Again, you indicaled you mads [BAB+ATD sirplane/
ABATT halizopbar] takeofs) o & pdot of copdol
during the past B0 days. (On how many of the Bese
on {afthat) V. R fight? o
MG = [NSTRUMENT METECROLOGICAL CONDITIONS:
WESIDILITY LESS TRAN 3 MILES ANDUOR CLOUD
CEILING LESS THAN 1,000 FEET ABDVE QROUNRD
WFR = VESLIAL FUIGHT RULES: VIBIBILITY GREATER
THAN 3 WELES AMD CEILING GREATER THAN 1,000
FEET ABOAE GRIOUND LEVEL

A (How many tires did thisDid this) cccur at
night?

Ih"bﬂ.l'l"fll-.El._—1_.|_.|_.|I._J..._.l

B TMES SPATIAL DRRORIENTATION. I—l—l—l
CANNOT BE GREATER THAN AS+A10 PO ARPLANE OF
A AL FOR HELICOPTER
¥, S0P TOGE

s spar escmenramonarmant L L | |
CANMOT BE GREATER THAN &7,

WVIGBILTY NMILES .. ..

FADVERTENT MG R

CANNOT BE GREATER THAM AB+A10 FOR ARPLANE OR
ARALT POR HELICOFTER.
F 0, BHOIP TO CRL

PRCATMIGENT . e e e
CANROT BE GREATER THAN CE
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B.  How did yoal neschm {the most mcentithat)
inadverient |M.C problem? Did you (FEAD

ANSWERS)T
COOE ALL THAT APPLY.

1.  How did you resohe that | MLC. problem?
SPECIFY:

Az for A.T.C help without declaring an smepency .. 01
m
o

Asi for A.T.C halp and decians an emamency

. {On mmdhwmwnxm”ﬂ-
hebcapter] Mighta/On lﬂ'l}m_.m

{On how vy of tha JEAR+A 10 alplarathBeAl 1
helcopter] flights/On that Sight) did worsaning
weather condiions result in you diverting 1o en
afamative landing ske?

A [Om the mos! recent’On that) fght whan you
divestesd 1o an allemative landing sha, bow did
you daterming that the weather was worsening?
Didl you {READ:

CODE ALL THAT APPLY.

1. How did you disbanming the weather was
wedBaning?

SPECIFY:

CANROT BE GREATIR THAM AB+ALE FOR AIRPFLANE OR
AFAT1 FOR HELICORTER
IF @, S5IP TO O,

L

00 ARCAMND VIS

O AFDLMD WMDS
CANNOT BE JREATER THAM CR.

ssometovwesmen. L |||
CANNOT BE GREATER THAM ABsATD FOR AFFLANE O
KA FOR
IF 8, SKIPTO 11,
wmwwﬂnmma ,
mn—ummum ———t
Dibtain pilct reports fnm ear pioly using Fight Waish _3
gfﬂlﬂmﬂ#.... - T :_
3 firstii i
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THE FOLLOWING QUESTIONS ARE FOR VFR RATED PILOTS ONLY
CETERMINGD FROM QUESTION A1=H0 [0 ALL OTHERS. 1P TO C18.

Gon

Lo

wm_:-u u“mmmm'm
"

1 an arplanes
haloogte s g s 00 e 100

CODE ALL THAT APPLY.

BPECIFY:

g for A.T.C. bl wihoul declaring an smasgency 1
s lor A T.C. i Bind declarsd an ememency.
Dottt Tdusgh T ehce welhinl CUFLESERG

Wy
L ————
3 someltry wha MRPECEY) ... ;

= ]
llaned?
Herw mary hours of instrument training hive you & HOL OF Lt

received since you began 1o iy T

Hepae ity hou of Imising Fdve you ecsived in

sctusl | M conditions Sncs you began 1o &7
METECRTHLOGICAL CONINTIONS:

WISELITY LESS THAN J MILES ANINOR CLOUD

CEILMNG LESS THAN 1,000 FEET ABOWVE GROUMD

LEVEL

How long ago was your kst instrument iraining

sesgion?

THIS MCLUDES BIERNAL FLIGHT REVIEWS

e oF acrual sTruse s L ||

YEANS
ONTHE
DAvE:

THE FOLLOWING QUESTIONS ARE FOR IFR RATED PILOTS ONLY
DETERMINED FROM QUESTION ALA=1, OTHERS, S50° TO M.

fiying you sy hare

INTROQUCTION: My rand questions ire about instrumend Thying. Mow | am going to sk & few quisstions abot
| instnament ducied as (an '

planaln Palcopier) piol of coplol I

GEs.

({0n howr may of the [WAB+A10 siplanaid@sA 11
Pasbooprie:| TightsOn that Nighl) you conducted in tha
-mﬂmhmlﬁ.&mm?

IFft= LBAEKT FLIGHT RULES.

R PLIGHT PLANS . L1l

CANNOT BE GREATER THAM ASeAST PO AIRPLAE OR
AF+AT1 PO HELICDRTER.
W 0, 850P T S
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GCTE

GeAT.

GC1L

A (OF these [ C15] Sights when you filed an LF.R
fight plan, how many had |M.C condiions s
leasd part of the time'When you filed this LF.R
fight plan, dad i Auve LM.C conditions o leas!
part af the time?
IMC: = IRSTAUMENT METEORDLCGICAL
CONDITIONS: VISIBILITY LESS THAN 3 MILES

ANDFOR CLOUD CEILING LESS THAN 1,000 FEET

ABOVE GROUND LEVEL

Do you, e your organization, apply pre-Sight LE.R
waathar minimumg that ane moee consarvative than

A, Under those mons consanvalive LF. R waather
minirmaums, what is the minimum numbss of
milles of visibility you or your crgantzation

B. Undar thoss corsenativa |F R weather
minimurrs, what ks tha minimum cedling in feet
You requine?

IF C15 15 8, 7,8 CiR , SKIP TO €18, Durig the last fight
you few where yeu fisd |LF R, did the abcra® have
[READ QUESTIONS)?

A Weather radar o thunderstorm detection
aguipmant

B. Autopiict, inchuding wing levelers .

C. AMRPLAMES DMLY, Anfi-iing equipment that is
apgewed for fight in icing conditions ...,

[On heww many of e |8 FLIGHTS BN 18] fights whan
you filed an LF.R fight you filed the LFR.
mgi.ddrwh an instrument approach o lnnd

NG = IMETAUMENT METEOROLOGICAL CONDITIONS:
WVISEBILITY LESS THAN 3 WLES ANDAOR CLOUD
CEILMG LESS THAM 1,000 FEET ABOVE GROUND
LEVEL

A During the (last) fight whene you flew an
instrument approach (o landing in LM.C
conditions, what bypa apgrcach was fiown?

DO NOT READ UNLESS RECUESTED.

1, ‘What cthor approach was fiown 7

Ll

CANMOT BE GREATER THAN C18

12

IF 0, SHIP TO D1, CAMROT I GREATER THAN C18.
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B Blnuh{-ﬂmmrwhm FELING MTRUMENT LAKDNG | i
instrurnant sporoach 1o landing in LMLC - e
Eﬂw&ﬂnhﬂu.hﬁ.m o=
€. During tha (last) Sight whsne you flew & BABILITY NETRUMENT MILES

Insirumant approach io landing in |LMLC., whai i
mgmmhwhma 4y
MWYWLHANGEMFEETL ki

GC1S. FAS=D, 7,8 0R 8. BX0F TO D1, '\"uuhﬂ_clm
v e 18} Mhils) on PIGTRUBENTPART . [ |
mwnhﬂthucwﬂ- iF 0, 5HIF TO O
st 60 days. (How many of thess approaches
mﬂ‘hﬂmﬂdﬂmﬂmm#mm

GG, As you may know, the F.AA cumently aliows plicts fiying under FAR Part 51 to conduct instrument
But Pt tandings, when the wedther conditions at the istrument appeoach landing facilty are below landing
minknums.

A Areyou oware of these regulations?

instrumant approachies] in LM.C and under FAR

B. You just indicated that you mads w C15] -mmn.-l_l.,l;&]
=

C. (D the most meent®0n 1hal) spproach did the
nirport hanve on-site weathar

RIE

0. (During how many of those approachesDuring INSTRUMENT BELOW [
ths approach) was the wesather st the . o

rinamians whan you landed?
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INTRODUCTION: | only hares @ couple more questions and thess ace aboed your reactions to the sufvey we have just
dang.

GO,  How confident ane you that you accurately counted all

ol thiy safely-reladed svonts that | asked you about?
‘Would you sary you weene (READ QUESTIONS)T
Wiors aevy of tha quastions | asked confsing, poordy
worded, or ambiguous?

A Could you ploase describe thase
7 RECORD VERBATIM, AT COMPLETION
LUMBER.

OF INTERVIEW, ENTER CUESTION N
QUESTION HUMBER RECORD VERBATIM
GO Arg theew ey safety peobioms. happening within the: YEB =1
national aviation system that | did not ssk about bt - A -
that you think may be worth asiing about in future [ (5K TO B ]

sunmys?
A What are these peoblama?
BPECIFY.

GO4. Do you use the intemet at home'?

GOS8, Do you Finve any sther commants of suggestions aboul this sunay? RECORD VERBATIM
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EMDINT  Agaidn, thank you very much for your time and your help with this survey. Your input will heip the
awlation industry a groat deal to measure the level of safety in the pviation system and will be held in
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BART AN, TRNNESSER
b WAL
U5, HOUSE OF REPRESENTATIVES
COMMITTEE ON SCIEMCE AND TECHNOLOGY
BLKTE 424 RAYBURN HOUSE DFFICE BUREDWG
VWASHIRGTON, DS 20818-8301
13412] 225-6378
TV (202 2384470
o e b g
October 15, 2007
. Michnel Griffin
Administraior

Mational Asronamiics and Space Adminisimtion
300 E 8¢, N.W.,
‘Washington, D.C. 20007

Dear Adsministrator Griffin:

AALPE M FaLL TGS
LR E S O LY

More than four years ago, the National Aercmattics and Space Administration (MASA}
costracted with Battelle Memerial Institate o conduct surveys of £,000 avistion pilats
mmmmmmm Thpnwuflhnmvmmh

(Undated “Introducsory Letter™ to participants from Mary M, Connors
oo~-managers),

axiation public™
and Linda J, Conzell, project

The survey tppears to have been part of the muech larger Avistion System Manitoring end

Mudeling Project, which was to anticipate threats i safety and manage risk in the

nvintion workd. The first step in the project was 1o moaitor the system continuosly and

collect, codify, and elassify safety incident datn ino repositaries that can then be

analyzed for insights indo avistion safety.
One of the manitoring tools was the Nationsl Avistion System

Operational Monitoring
Service (NAOMS), a comprehensive and cobenent survey of the operators of the aviation
system (3., its pilets, contrellens, mechanics, dispatebstes, fight attendants, &nd others)
on & regalar basie. Accosding to 8 description written by two employees of NASA's
Ames Research Center, “There is proven valee in viewing the aviation system theough
the eyes of its operators. NAOMS is a longitudinal servey that will track safety trends,

meandtor the impact of technological and procedural changes to the NAS [national

svistion system], and contribiste to the development of a data~driven basis for safesy.™

NASA spent millions of dollass over three years to contact 24,000 pilots seeking

respanses to the survey. Your resesrchers 1old Subcommities siaff that the response mte
was approximately 80 percent. NASA spperently cancelled the sarvay many years short

! Irving C. Statler and David A. Maluf, *Avistion Systern Monitoring and Modeling
Project,” 2003-01-2973. | appears that surveys of other airline employess wem not were

finded.
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of completion, however, without compiling or analyzing the results. NASA also
apparently cancelled plans to conduct similar surveys of ground crews, attendants,
controllers and others concerning their experience on safety issues. NASA's stated
reason for canceling the surveys end not analyzing the data already collected was that
NASA did not have the necessary funds. Aviation safety should not be a hocury for
NASA pursued coly when funds are sbundant; one of MASA’"s primary missions as
established by statate is to improve the “safety and efficiency of seronautical . . .
vehicles™ (Sec. 102(d)(2) of the National Aeronautics and Space Act). The data appears
to have great value to aviation safety, but not on a shelf st NASA, apparently unread
since December, 2004

When another party requested the survey material under the Freedom of Information Act
(FOIA), MASA denied the request, claiming that it was “commercial” information, and
that “release of the requested data, which are sensitive and safety-related, conld
materially affect the public confidence in, and the commercial welfare of, the air
carriers and general aviation companies whose pilots participated in the survey™
(Letter dated Sept. 5, 2007 from Thomas S, Luedike to Adam J. Rappaport; emphasis
added). That stated reason does not appear to fall within any of the exceptions under
FOIA to the requirement to release requested information.

Your attorneys told Subcommittes staff that there were & number of other reasons for not
releasing the raw data, including confidentiality promised to the surveyed pilots. That
stated reason is still less persuasive. All personal identifiers have been stripped from the
data, and, in their communication, Ms. Connors and Ms. Connell promised only that a
pilot's answers would “never be connected” to his or her name (Undated letter, supra)l.
Additionally, a smaller self-reported aviation incident database is described in NASA's
own web site as a “public repository.™

In addition to being outside of the recognized exception to FOLA, the reasons NASA has
given for not releasing the data appears contrary to WASA's mission, The “safety and
efficiency of acronautical. .. vehicles™ is part of NASA's mission; protecting airlines from
public concern about safety is not. If NASA has information about questionzble safety
practices of sirlines, airports, the Federal Aviation Administration, pilots or anyone else,
you should have analyzed it promptly and made appropriate recommendations, or you
should release the information so the public can make their own judgment about aviation
safely.

Mow, almost three years after the last survey was conducted, NASA researchers say they
want to analyze the data and release their findings in a report after all. The new source of
funds for the analysis is not NASA's and staff now voices 2 strong desire to prepare a
draft report by the end of December. MASA would then review the report, especially if
the report includes recommendations for improving flight safety in commercial aviation.
The process of review will undoubtedly add many more meonths to the process of
delivering a product to the public.

14 aviation Safety Reporting System (ASRS), hitpohuman-
factors.arc.nasa goviawards_pubs/factshest view.php?factsheet jd=37
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Moreover, MASA’s stated reasons for not releasing the information suggests NASA
places a higher priority on the commercial interests of the aviation industry than on
public safety, which gives rise to questions about how NASA will analyze and present
the data.

To help the Subcommittes understand more clearly what information NASA collected in
the three years that it surveyed pilots in the NAOMS project, [ hereby request that you
provide the Subcommittes with a copy of the questionnaire that was used for the pilots as
part of the Battelle survey. If there is more than one iteration of that survey, please
provide a sample of each. Please provide that document(s) to the Subcommittee offices
in B-374 Rayburn House Office Building by 5 p.m. un‘['?mday, October 23, 2007.

Please also provide any copies of briefings or presentation materials that the staff at
Ames gave to the Airline Pilots Association or other constituent members of the
Commercial Aviation Safety Team (CAST) since January 1, 2005. These materials
should be delivered to the Subcommittes offices in B-374 Raybum House Office
Building by 5 p.m. on Tuesday, November 6, 2007,

Finally, please provide a written cxplanation of the budget decision to terminate support
for the NAOMS project. All materials on this matter reviewed by the Subcommittee
suggest that NAOMS was & very worthwhile initiative that held the promise of & more
comprehensive approach to assessing emerging safety issues for the flying public than
anything else we have in place. Explein what factors led to cenceling the support of
HAOMS and where the funds that would have gone to NAOMS went-instead. Please
provide that written response to the Subcommities by Tuesday, November 6, 2007.

I expect that we will ask for more information once we have received those documents.

If vour staff has any questions or need additional information, please contact Dan
Pearson, Subcommittee staff director, at (202) 225-4494, or Edith Holleman,
Subcommittes counsel, at (202) 225-8459,

Y our prompt attention to this matter is greatly appreciated.
Sincerely,

Pvas” S

BRAD MILLER

Chairman,

Subcommittes on Investigations and
Orversight
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Exhibis 13

Mabonal Asronautcs and
Spaca Admirssiraton

Headquanens
Washingion, DG 20546- 0001
Dctober 22, 2007

OLLA
MRS OLAD0T-00882:K S :amb

‘The Honorahle Brad Miller
Chairman
Subcomminies on Investigation

and Orversight
Committes an Science and Technology
U.5. House of Representatives
Washington, DC 20515

Dear Mr. Chairman:

This is to acknowledge receipt of your letter of October 19, 2007, regarding NASA's
respanse to & FOLA request concerning the National Aviation Operations Monitoring
Servics (NAOMS). In the letter, you request & copy of the questionnaire used for pilots
as part of the MAOMS survey, copies of brisfings or presentation materials, and a written
explanation of the budget decision to terminate NASA's support for the NAOMS project.

As requested in your letter, we are transmitting herewith questionnaires in the NAOMS
air carrier pilot survey, There are two sets of questionnaires, one for commercial pilats,
consigting of four parts, and one for genera! avintion pilots, consisting of five parts.

We will endeavor to transmit the balance of the materizls requested in your Octaber 19
fetter by Qctober 29, 2007, as you have requested.

for Eegislative and Intergovernmental Affairs

1 Enclosures
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Oct. 22, 2007

SUBJECT: Naticnal Aviation Operational Monitoring Service (MAOMS)

+« What NAOMS Was

The National Aviation Operational Monitoring Service (MAOMS) was a NASA-
funded research effort to demonstrate reliable technology to provide safety
decision-makers with tools to make more informed decisions, The concept
development of what would become NAOMS began in 1898-2000. In April
2001 thraugh December 2004, data were collected of airline pilots to support
the MAOMS tool evaluation. In 2005, the documentation of NAOMS, as well
as the transition of the NADMS to decision-makers in the industry was begun,
with bath the Commercial Aviation Safety Team (CAST) and the Alr Line
Pilots' Association (ALPA). The NAOMS technical report took longer than
anticipated, and is expected to be complete by the end of this year.

+ Timeline and Budget

MASA's Asrospace Technology Enterprise funded the NOAMS project from
FY96 to FYOS (see below). The last two years funding was provided to
complate the project to transition the research methodologies to the Air Line
Pllats Association (ALPA) and the Commercial Aviation Safety Team (CAST).
MASA has completed the transition and s now writing the technical report
evaluating the merits of the methodalogy.

MAOMS FUNDING LEVELS
Fy"88 50.5M FY'03 $1.8M
FY'a9 $0.5M = FY'04 $1.2M
FY'00 $0.8M FY'05 $0.5M
FY 01 $1.1M FY'06 50.
Fy02 $1.5M

L .Appmﬂ:imli:. Actual pumbers unavailable.
» Reasons NASA ended the NAOMS program

NAOMS complated its research objectives and reached its planned
conclusion, The project’s research methodologies have been transitioned to
the Air Line Pilots Association (ALPA) and the Commercial Aviation Safaty
Team (CAST), and NASA i now writing the project's ending documentation.
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Mo data has been destroyed.

Master copies of survey results data retained by Battelle in Mountain View,
California, and copies at NASA Ames Research Center. Battelle has
provided the follewing statement:

Af-

The purpose of this email is to affirm, al NASA requesi, thaf NASA has
never directed Baltelle to destroy the master copies of NAOMS survey
resulls dala nor has Baltelle taken such action. Master copies of all
NAOMS survey results are maintained by Battelle in Mouniain View,
CA on CDs and other backup media, Copies of the CDs have also
bean conveyed fo NASA Ames.

NASA has direcled Baffella fo recover, or ensurs the secune
destruction, of any secondary copies of the NAOMS dafa that might be
held af locations outside of Mountain View, This includes any copies
held by present or past Baltelle NAOMS subconiractors. The purpose
of this latter aclion is o ensure that NAOMS conforms to NASA data
securiy requirements. The essential goal is fo bring all NAOMS data
fo a single, secure location managed by NASA. Battelle is in the
process of taking this action now as parf of the ASMM contracl phase-
out process. (NAOMS project work has been accomplished under the
ASMM coniract)

-Loren Rosenthal
Baltelle ASMM Program Manager

NASA's plans for the Survey Data

MNASA collected data to support and substantiate the demonstration of the
survey methodology. NASA never intended to disseminate the actual data. A
final technical report evaluating the merits of the methodology is currently
being written and is scheduled to be completed by year's end.

NASA has transitioned the NADMS research methodolegy to the Air Line
Pilots Association (ALPA) and the Commaercial Aviation Safety Team (CAST).
NASA is now writing the technical report evaluating the merits of the
methodology. The report will be made public when it is finalized.

This was a NASA-funded project and there was no funding from any
other agency or organization in addition to NASA.
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Exhibit #14

RART GORDON, TDMMESSEE
R
LS. HOUSE OF REFRESENTATIVES
COMMITTEE ON SCIENCE AND TECHNOLOGY
SLETE 7320 MAYBURMN HOLIEE 0FRCE BLELEMNG
WrASHERTTOMN, CoZ e NE-E01
[Fuilri e

TTY: [303] 23844080
e b g
Octaber 22, 2007

Dir, Michae] Griffin

Administmutor

National Aeronautics and Space Administration

IO E S, NW.

Washington, D.C. 20007

Diear Administrator Griffin,

AP ML HALL, TEXAS
presetyent

Recently, the Committes had laonched an investigation into avistion safety programs at

fhse Nathanal Asronautics and Space Administration (NASA). Early last week,

materials on this project, retum the archived material o NASA snd then purge it from
their computers end files ("MASA Sits an Alr Safety Survey,” Asrociated Press, Oct. 22,

2007).

By this letter, we are dirocting NASA to halt any destruction of records relating to the

HAOMS project, whether in the possession of the ageney or its contractors, and &5
defined in the atiached Appendix. Destroction of documents requested as part of 8

Congressional inquiry is s viclation of criminal feders] law. 18 UL5.C. 1505,

As [ am sure you know, this is not the frs: time this year that we have written reganding a
report thet MASA was involved in the destruction of materials. In that prior instance,
your own General Counsel destroved video records of your appearance before the staff of
the Inspecior General. The evidencs of misconduct was 50 clear that the Chairmans and
Ranking Member of the lavestigations and Oversight Subcommitice sent a bipartisan

refierral letier to the Department of Justice seeiring the prosecution of your General

Counsel,
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Dr. Griffin
Page 2
Ot 21,2007

We want to prevent any repeat performance with data and records generated as part of the
MNAOMS process. In a September 5 letter denying a press request under the Freedom of
Information Act for the data generated through NAOMS interviews with commercial
pilots, Associate Administrator Thomas Luedtke indicated that the data would not be
released because it is “sensitive and safety-related, [md] could materially affect the
public confidence in, and the commercial welfare of, the air camriers and general aviation
compenies whose pilots participated in the survey.” Given the inference from that
response that at NASA commercial interests appear to trump the public’s right to aviation
safety data, we are worried that the integrity of the data from NAOMS may be at rizk.

We expect to receive your immediate commitment that the relevant NASA contractors
and subcontractors will be given clear, unequivocal guidence not to purge their records.
Further, we expect your commitment that the records in NASA's possession will not be
destroyed or otherwise compromised.

The Committes intends to hold a hearing on this matter at the earliest possible date,
Therefore we ask that you accelesate the production of materials requested in the letter
sent an October 19, Please deliver records related to any briefings or presentations given
by Ames Research Center researchers and an answer to the question of why funding for
NAOMS was cut (both of these elements are described more fully in the October 19
letter) no later than 5 p.m. Monday, October 29, 2007,

Further, we ask that you provide all records related to the geidance to your prime
contractor, Battelle Memorial Institute, that it archive records, Tetum them to NASA and
then purge their own holdings on NAOMS. Please provide these materiels no later than 5
p.m. Mondey, October 28, 2007,

NASA has made repeated representations, to Committee staff in interviews as well as in
the FOLA denial letier signed by Mr. Luedtke, that the matesial interests of the
commercial airline industry may be harmed by release of data developed under NAOMS.
Please provide to the Committee any records in the possession of the agency from the
commercial airline industry (carriers or representative organizations) in which the
concemn that NAOMS data may affect their commercial interests was communicated to
NASA, Please provide those records to the Committee no later than 5 p.m. Tuesday,
November 6, 2007.

Finally, we ask that you make a copy of all NAOMS data resulting from the pilots survey
and in the possession of either NASA or Batellee and deliver it to the Committee in an
electronic format. As we wish to insure that an unadulterated record of that data be
retained, we request the raw data files that the researchers at Ames are supposed to be
working from to produce their analysis of the pilot survey. Pleass provide those records
to the Committes no later than 5 p.m. Tuesday, November 6, 2007.
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Dr. Griffin

Page 3

Oct. 21, 2007

All of the requested materials should be deliversd to the offices of the Commitiee in B-
374 Raybum House Office Building. Please provide two copies (one for the majority and
ane for the minority). If your staff has eny farther questions or need additional
information, please contact Dan Pearson, nvestigations and Oversight Subcommittes
staff director, at (202) 225-4454, or Edith Holleman, Investigative Counsel, st (202) 225-
E450,

Rep. Ralph Hall
Ranking Member

Rep. F Jemes Sensenbrenner
Suhcommittes on Investigations& Oversight
Rep. Tom Feeney

Member
Subcommittes on Space & Acronautics
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ATTACHMENT

The term “records™ is to be construed in the broadest sense and shall mean any
written or graphic material, however produced or reproduced, of any kind or
description, consisting of the original and any pon-identical copy (whether
different from the original becanse of notes made on or attached to such copy or
otherwise) and drafts and both sides thereof whether prnted or recorded
electronically or magnetically or stored in any type of deta bank, including, but
not limited to, the following: comrespondence, memoranda, records, summaries of
personal conversations or interviews, minutes or records of mestings or
conferences, opinions or reports of consultants, projections, statistical statements,
drafts, contracts, agreements, purchase orders, invoices, confirmations, telegraphs,
telexcs, agendss, books, notes, pamphlets, periodicals, reparts, studies,
evaluations, opinicns, logs, diaries, desk calendars, appointment books, tape
recordings, video recordings, e-mails, voice mails, compater tapes, or other

stored matter, magnetic tapes, microfilm, microfiche, punch cards, all
other records kept by electromic, photographie, or mechanical means, charts,
photographs, notebooks, drawings, plans, inter-office communications, intra-
office and intra-departmental communications, transcripts, checks and canceled
checks, bank statements, ledgers, books, records or statements of accounts, and
papers and things similar to any of the foregoing, however denominated.

The terms “relating” “relate,” or “regarding” 2s to any given subject means
anything that constitutes, contains, embodies, identifies, deals with, or is in any
manner whatsoever pertinent to that subject, including but not limited to records
concerning the preparation of other records.
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Exhibit #15

ational Asronautics and
Space Adminisiration

Oifice of the Administrator
Washingon, DC 20546-0001

October 20, 2007

The Honorable Bast Gordon

Chairman

Committee on Science and Technology
U.5. House of Representatives
Washington, DC 20515

Dear Mr. Chairman.

This is in further response to the letter of October 19, 2007, from Chainman
Miller, and your letter of Oetober 22, 2007, signed jointly with Chairman Udall and
Chairman Miller, regarding the Mational Aviation Operations Monitoring Service
(NAOMS) and requesting several ftems be provided to the Commitiee. We have
previously provided Chairmin Miller copies of the questionnaires used for pilots as part
of the NAOMS survey, &8 requested in the first letter. Enclosed herewith is the
remainder of the material requested in bath letters.

As requested in the letter of October 19, enclosed is & CD with copies of
“briefings or presentation materials that the staff at Ames gave to the Alrline Pilots
Association or other constituent members of the Commercial Aviation Safety Team
(CAST) since January 1, 2005." (Copies also previously given to Investigations and
COrversight Subcommittee staff),

The letter of Oclober 22 requested several additional pieces of information:

= “All records related to the guidance to your prime contractor, Battelle Memorisl
Institute, that it archive records, return them to NASA and then purge their own
holdings on WAOMS." Enclosed are;
# Documents relevant to the contract provisions that deal with records
archival and retention:
= contract signuture page (Enclosere 1);
= sections H. 5, H. 6 and H. 10 of the contract (Enclosure 2);
= section L1, which incorporates the Federal Acquisition Regulations
clanse regarding rights in data (Enclosure 3);
*  contract task order 2, modification 4 (Enclosurs 4); and
* contract task order 11 (Enclosure 5);
¥ A copy of the memorandum from Batelle to its subcontractoss regarding
the records retention poliey (Enclosure §);
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¥ A copy of instructions from the NASA General Counsel regarding
preservation of data (Enclosure 7);

¥ A copy of an e-mail from the Battelle Aviaticn Safety Monitoring and M
Modeling Program Maneger affirming that NASA has never directed
Battelle to destroy the master copiss of NAOMS survey results (Enclosure

8.

* Any records “from the commercial airline industry (carriers or representative
organizations) in which the concem that NAOMS data may affect their commercial
interests was communicated to NASA."

» We have not found any documents responsive to this request.

« A “copy of all NAOMS data resulting from the pilots survey and in the possession of
either MASA or Batielle. . in electronic format.”
¥ Enclosed are four CDs: Air Carrier Data April 2001 through December
2004; Air Carrier Data Joint Implementation Measurement Data Analysis
Team (JIMDAT) Section C Supplement, April 2001 through December
2004; General Aviation Date, August 2002 through April 2003; and
MNAOMS Raw Data Air Carrier including Field Trial,

This data is in the process of being reviewed by NASA. NASA believes that the
data contains both confidential commercial data and information that could compromise
anonymity that should be redacted prior to public release,

The raw data file is defined as the original capture of survey participants'
responses to & series of questions without any evaluation of the validity of the data points
to determine if there are input errors, duplicate responses, or if the participants” responses
are outside of operationally possible levels, ete. These types of errors are considered as
outliers and are typically omitted from final data analyses afler comprehensive statistical
evaluation and assessment. As such, if any data analysis is done without considering this
routine scientific step, the results could potentially be over or under representations of
actual valid data. Therefore, the processed data that have these “outliers™ removed have
&lso been provided for air carrier, general aviation and JIMDAT data sets,

To ensure that no destruction of data, including that held by sub-contractors,
occurred, NASA has since notified the NAOMS project management team and Battelle to
retain all records related to the NAOMS project. Battelle has provided the same direction
to its subcontractors,

The letter of October 19 also requested “a written explanation of the budget
decision to terminate support for the NAOMS project™ It has been widely reported that
NAOMS funding was cut or prematurely shut down. That is not the case. When the
project originated in 1998, it was intendad to continue until 2004, as indicated in project
beiefings that were provided to various Government and industry audiences when the
project began. (As mentioned above, copies of these briefings are enclosed, Later
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brisfings indicatsd an extension to 2005.) Funding was extended through 2006 to allow
for transition of the methodology and final documentation.

However, the everarching goal of trying to develop methodologies that enable
data-driven system safiety analyses is one that NMASA continues to embrace in its current
Avistion Safety Program, in close partnership with the FAA, industry, and academia, In
order to continually and significantly reduce the sccident rate to meet the expected
growth of the Next Generation Air Transportation System (MextGen), it is imperative to
develop a robust safety information system that discovers safety precursors before
accidents occur, Accomplishing this will require the ability to combine and analyze vast
amounts of date from many varied sources to detect and act on new safiety threats,

MNASA and the FAA are combining their unique skills and resources under clearly
defined roles and responsibilities to address this challenge, In ordes to ensure that the
technology is effectively transitioned between organizations, a program plan has besn
developed and is being executed. The initial response to this approach from the
stakeholder community has been very positive.

1 believe this material is fully responsive to your requests. [ would be happy to
discuss this matter firther as desired at your convenience.

LN

MlchulDGnﬁn

Enclosures

The Honorable Ralph Hall
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HNAMMGAOTTOR SECTIONH

H.5. MANAGEMENT AND PROTECTION OF DATA (ARG 52.227-83) (JUL 1988)

(&} In tha parformance of this contract it is anticipated that the Contractor may have
accass to, be fumnished, usa, or genarate the following types of data [recordad
Infoomalion):

(1) data submitted to tha Government with Brited rights or restricied rights notices;

(2) data of third parties which he Govemmarnt has agreed to handle under protecthe
arrengements; and

[3) dats generated by or on behalf of the Government, which the Government intends to
gontrol thy use and thareol.

Mlnmmmdtmmmm!wmmumhmmmm
Govammment and

other cwrners of such data, the Contracior agrees with respect 1o data
hmm[am}mamm respact fo any dada in categores (a)(2) and (2)(3)
w0 idenfified by the Contracting Officer, o

(1) use and disclose such data only to the exiant necessany to perform the work
required undar this contract, with pasficular emphasis on restricting disclosure of the
data to those persons who have a definite need for he data in order to perform undar
this contract;

ﬂjﬂmmmmmﬁmmumm
elsawhers in (e contract or by the Contracting Officar;

{3} refrain from disclesing the data to thied parties without the written consant of the
Contracting Officer; and

{4) return or delivar the data including all coples thereof to the Contracting Officer or his
designated recipient when requested by the Contracting Officer.

{END OF CLAUSE)
H.8, HANDLING OF DATA (ARG 52 227-08) (JUN 1888)

ra}Pmph (d)1) of the “Fights in Date—Genaral® ciauss of this contract parmits the

{o restrict tha Confractor's right o use, release to others, reproduce,
md‘publbh any data first produbed or specifically used by the Contractor in the
parformance of the contract provided such restriction is expressly set forth in the
contract, Pursuant to this avihorlty, the following restrictions shall apply 1o such data
and ghall be Included, in substance, in all subcontracts:

(&) Data spacifically used.

(1) In the parformence of this contract, it is anticipated the Contractor may have access,
of be furmished, data (including financial, adménistrative, eost or pricing, or managemant

Page 28
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MNADAOS0TTOR SECTION H

infarmation as well as technical data or computer software) of third parties which the
Governmeant has agreed to handle under profective armngements, as well as such
Sovernmen data for which the Government intends to control the use and
dizsaminafion.

(2) In order to protect the interests of the Government and the cwners-of such data, the
Confraclor agrees, with respect fo such thind party or Govemmant data that is either
marked with a restrictive legend or spacifically idenfifled in thls contract or in writing by
tha Contracting Officer a5 baing subject 1o this clause, o use and disclose such data
only to the-extent necessary to perfoerm the work required under this confract, preciude
disciosure of such data outside the: Gondractor's organization, and return or disposa of
such data as directed by the Contrasting Officer when the data is no longer needed for
cantract parformancs,

{3) Nowithstanding (2) above, the Confractor shall not be restricied in the use and
disclosure of any data that becomes genarally available without breach of this clause by
this Contractor, Is knawn to or is developed by the Confractor independently of any
disclosure of proprietary, resirictad, er confidential data hersunder, or s

recalvad by the Confractor from a third party without restriction.

{c) Data first produced.

Dala first produsced by the Contractor under this contract may include data for which the
Govamment wants to contrgl the use and dissemination. The Contracting Officer may
mquh.wﬂﬂamhdmypwrzmm,mﬂhwmwmﬁw
legends to such identified data priar b6 delivery fo fhe Gavernmant, or to third parties at
tha Govemment's direction, that restrict the use and disclosure of the data by any third
party reciplant. However, such restriclive Iagends shall in no way affect the Cantractor's
ar the Govemnment's rights to such date as provided In the "Rights In Data—CGeneral
clauvse of this contract

{END OF CLAUSE)

H.7. SEVERANCE PAY (ARC 52.231-90) (MAY 1083)

In conjunction with FAR 31.205-8{g), the saverance pay cos! shall not excead 40 hours
pay for each year of employment per employee up to a8 maximum of B0 hours per
oligible employes. Sevarance cost eligibfity computation for reimbursament shall also
be fimited to only the period of employment on the servce confract at Ames Research
Canter. In ne event shall the Gevarnmen! reimburse the Contrachor for severanca cost
for employess whao volurtarity accepd emplayment in place with the succeeding
confractor within ninaty (90} days after completion of the cument contract,

{END OF CLAUSE)

Page 29
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KMNAD40BOTTOR SECTION H

H.B. SUBCONTRACTING, DATA NOT FIRST PRODUCED UNDER THE
CONTRACT AND REPRESENTATION OF LIMITED RIGHTS DATA AND
RESTRICTED RIGHTS SOFTWARE (ARC 52_227-07) (OCT 2004)

It ks strongly racommended that the Contractor flow down the data rights provisions of
this contract to lowes tier subcontractors to ensure that it can fulfill its data rights
obligations 1o the Government. Sea Clause FAR 52.237-14(h), Righls in Dats—
General. The Contracior shall be held respansible to oblain rights for the Governmeant
wheve it fails to fulfill such obligations.

Offarors are reminded that as required by Clause FAR 52.227-14(c)(2), the Confractor
must abtain Contracting Officar approval before incorporating any data not first
produced under the Contract into data defverad under the contracl. Before defivering
such data, the Contractor must entify it and grant the Government, or acquire on Hs
behalf, the broad licenses required by subparagraph () of the Rights in Dele—General
clayuse,

The Contractor shall make the representation required by FAR 52.227-15 for sach
contract task order. On a case-by-case basis, the Govermment will insen the purposes,
rights or limitations under which the Government can use Limited Rights Data and
Restricted Rights Scftware Into the aliemats clauses || and Il of FAR 52.227-14,

{END OF CLAUSE)

HE. INFORMATION INCIDENTAL TO CONTRACT ADMINISTRATION
(ARC 52.227-98) (OCT 2004)

MASA shall have unlimited rights in information Incldental 1o contract administration
includiing administrative and management Information created by the Contractor and
s&h%bmhmwmmmwm
financial information. Specifically, NASA shall have the right to ralease such
administrative and managemant information to any thind party to safisfy MASA's
requirements.

(END OF CLAUSE)

H.10 DATA RIGHTS—HANDLING OF DATAMANAGEMENT & PROTECTION OF
DATA & SPECIAL WORKS

The Contractor is hersby instructed that the categories of data identified below are
subject to the non-disclosure, handling and other required obligations of ARC 52.227-
93 (Menagement and Proteclion of Dala)(Clause H.5) and ARC 52.227-36 (Handling of
Data)(Clause H.6) of the contracl

Fleaso review the requirements of these clauses which include the following obligations:
Page 30
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(1) use and disclose such data only to the extent necassary to parform the work
required under this contract, with particular emphasis on restricting disclosure of the
data to those persons who have a definite need for the data in order to perform under
this contract;

(2) the Contractor agrees, with respect to such third party or Govemnment dala that is
elthar marked with a restrictive legend or specifically identified in this contract or in
writing by the Contracting Officer as being subject to this clause, to use and disclose
such data only to the axtent necassary to perform the work required under this contract,
preclude disclosure outside the Contractor's organization, and return of such data as
directed by the Contracting Officar when the data is no longer needed for contract

performance,
Catagories of data identified under this confract:
Any flight recorded data from FOQA programs
Any radar data from PDARS programs
Any safety report data from Aviation Safety Action Programs
The Contractor is heraby directed 1o assert copyright, or authorize assertion thereod, In
special works data and to assign, or obtain the assignment of, such copyright to the
Govermment or Its designated assignee in accordanca with Clause 52.227-17 Rights in
Data-Special Works. The direcion applies fo software extensions of Moming Report to
alr fraffic contro! data and distributed national FOQWA archive softwara,

(END OF CLAUSE)

{END OF SECTION)

Page 3l
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NNAD40SOTTOR SECTION I

PART Il - CONTRACT CLAUSES

SECTION | - CONTRACT CLAUSES

1. LISTING OF CLAUSES INCORPORATED BY REFERENCE

WOTICE: This contract incarporates one or mone diawses by referance, with the same
force and effact as if they were ghven in full lext. Upon request, the Contracting Officer
will make their full bect avallable. Also, the full tad of a cause may be accessed
slecironically at this/thess address{es):

l. FEDERAL ACOUISITION REGULATION (48 CFR CHAPTER 1)

CLALISE
NUMBER DATE TITLE
522021 JUL2004 DEFINITIONS

522033 APR 1084 GRATUTIES

52203-5 APR 1884 COVENANT AGAINST CONTINGENT FEES

522036 JUL1995 RESTRICTIONS ON SUBCONTRACTOR
SALES TO THE GOVERNMENT

522037 JUL1995 ANTHKICKBACK PROCEDURES

522038 JAM1997 CANCELLATION, RESCISSION AND
RECOVERY OF FUMDS FOR ILLEGAL OR
IMPROPER ACTIVITY

5220310 JAN 1997 PRICE OR FEE ADJUSTMENT FOR ILLEGAL
DR IMPROPER ACTIVITY

5220312 JUN 2003 LIMITATION ON PAYMENTS TO INFLUENGE
CERTAIN FEDERAL TRANSACTIONS

522044 AUG2000 PRINTED OR COPIED DOUBLE-SIDED ON
RECYCLED PAFER

522047 OCT2003 CENTRAL CONTRACTOR REGISTRATION

522096 JUL1995 PROTECTING THE GOVERNMENT'S
INTEREST WHEN SUBCONTRACTING WITH
CONTRACTORS DEBARRED, SUSPENDED,
OR PROPOSED FOR DEBARMENT

522115 AUG 2000 MATERIAL REQUIREMENTS

5221115 SEP 1990 DEFENSE PRICRITY AND ALLOCATION

Page 32
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52.215-2
52.215-8

52.215-10
§2.215-11

5221512
82.215-13

5221515
52.215-18
52.215-19
52.216-7
52.216-8
52.217-8
522108
52.219-9
5221918
522221
§2.222.2
52.222.3
s2.z22-21

5222226
5222235

52.222-36
§2.222-37

§2.223-6
52.223-14
52.2251
5222513

JUN 1964
OCT 1887

OCT 1997
OCT 1997

OCT 1887
OCT 1867

JAN 2004
OCT 1897
OCT 1887
DEC 2002
MAR 1897
MOV 1889
OCT 2000
JAN 2002
JAN 1999
FEB 1887
JUL 1850
JUN 2003
FEB 1299

APR 2002
DEC 2001

JUN 1998
DEC 2001

MAY 2001
AUG 2003
JUN 2003
DEC 2003

391

SECTION |

REQUIREMENTS
AUDIT AND RECORDS ~ NEGOTIATION
ORDER OF PRECEDEMCE - UNIFORM
CONTRACT FORMAT

PRICE REDUCTIOM FOR DEFECTIVE COST
OR PRICING DATA

PRICE REDUCTION FOR DEFECTIVE COST
OR PRICING DATA — MODIFICATIONS
SUBCONTRACTOR COST OR PRICING DATA
SUBCONTRACTOR COST OR PRICING
DATA- MODIFICATIONS

PENSION ADJUSTMENTS AND ASSET
REVERSIONS

REVERSION OR ADJUSTMENT OF PLANS
FOR POSTRETIREMENT BENEFITS (PRB)
OTHER THAN PENSIONS

NOTIFICATION OF OWNERSHIP CHANGES
ALLOWABLE COST AND PAYMENT Insert *30
days” in Paragraph (a)(3)

FIXED FEE

OPTION TO EXTEND SERVICES
UTILIZATION OF SMALL BUSINESS
COMCERNS

SMALL BUSINESS SUBCONTRACTING PLAN
(ALT I)(OCT 2001)

LIQUIDATED DAMAGES -
SUBCONTRACTING PLAN

MOTICE TO THE GOVERNMEMT OF LABOR
DISPUTES

PAYMENT FOR OVERTIME PREMIUMS (INSERT:
"$0" IN PARAGRAPH (a))

CONVICT LABOR

PROHIBITION OF SEGREGATED FACILITIES
EQUAL OPPORTUNITY

EQUAL OPPORTUNITIES FOR SPECIAL
DISABLED VETERANS, VETERANS OF THE
VIETMAM ERA AND OTHER SPECIAL
VETERANS

AFFIRMATIVE ACTION FOR WORKERS WITH
DISABILITIES

EMPLOYMENT REPORTS ON SPECIAL
DISABLED VETERANS, VETERANS OF THE
VIETMAM ERA, AND OTHER ELIGIBLE
VETERANS

DRUG-FREE WORKPLACE

TOXIC CHEMICAL RELEASE REFPORTING
BUY AMERICAN ACT-SUPPLIES
RESTRICTIONS ON CERTAIN FOREIGN

Page 33
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52.2271
52.227-2
52.227-14

=52.227-16
52.22717

52.237-18
52.227-23

5§2.228-7
52.230-2
52.230-3

52.230-6
82.232-9

52.23217
52.232-18
52.232-20
52.232-22
52.232-23
52.232-25

52.232-34

52.2331
52.233-3

52.237-3
52.23041
52.242-1
52.242-3
52.2424
52.242-13
52,243-2

JUL 1885
AUG 1586
JUN 1987

JUN 1987
JUN 1987

JUN 1887
JUN 1987

MAR 1806
APR 1088
APR 1098

MOV 1998
APR 1984

JUN 1886
AFR 1984
APR 1084
APR 1884
JAN 1986
FEB 2002

MAY 1883

JUL 2002
ALIG 1995

JAN 1851
AUG 1906
APR 1984
MAY 2001
JAN 1997
JUL 1995
AUG 1987

392

SECTION |

PURCHASES

AUTHORIZATION AND CONSENT
[ALTERMATE 1) (APR 1584)

MOTICE AND ASSISTANCE REGARDING
PATENT AND COPYRIGHT INFRINGEMENT
RIGHT IN DATA = GENERAL (ALT I1) (JUN
1987) (ALT 1) (JUN 1987)/AS MODIFIED BY
WFS 1852.227-14, RIGHTS IN DATA —
GEMNERAL)

ADDITIONAL DATA REQUIREMENTS
RIGHTS IN DATA - SPECIAL WORKS (with
subparagraph () indemnity deletad from this
clause)

COMMERCIAL COMPUTER SOFTWARE -
RESTRICTED RIGHTS

RIGHTS TO PROPOSAL DATA, (TECHNICAL)
(INSERT: PAGES DATED ]
INSURANCE-LIABILITY TO THIRD PERSONS
COST ACCOUNTING STANDARDS
DISCLOSURE AND CONSISTENCY OF COST
ACCOUNTING PRACTICES
ADMINISTRATION OF COST ACCOUNTING
STANDARDS

LIMITATION ON WITHHOLDING OF
PAYMENTS

INTEREST

AVAILABILITY OF FUNDS

LIMITATION OF COST

LIMITATION OF FUNDS

ASSIGNMENT OF CLAIMS

PROMPT PAYMENT (ALTERNATE 1)

(FEB 2002)

PAYMENT BY ELECTRONIC FUNDS
TRANSFER- OTHER THAN CENTRAL
CONTRACTOR REGISTRATION (Insert “No
later than 15 days prior to submission of the first
request for payment” in paragraph (B}1))
DISPUTES (ALTERNATE ) (DEG 1991)
PROTEST AFTER AWARD (ALTERNATE 1)
{JUKN 1985)

CONTINUITY OF SERVICES

PRIVACY OR SECURITY SAFEGUARDS
MOTICE OF INTENT TO DISALLOW COSTS
PENALTIES FOR UNALLOWABLE COSTS
CERTIFICATION OF FINAL INDIRECT COSTS
BANKRUPTCY
CHANGES-COST-REIMBURSEMENT (ALT
IWVHAPR 1984)
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NNADAOBOTTOR SECTION |

52244-2 AUG 1888 SUBCONTRACTS (ALT )AUG 1'993]
52.244-5 DEC 1838 COMPETITION IN SUBCONTRACTI
522451 APR 1984 PROPERTY RECORDS
522455  MAY 2003 GOVERNMENT PROPERTY (COST-
REIMBURSEMENT, TIME-AND- MATERIAL,
) OR LABOR-HOUR CONTRACTS)
52.245-19 APR 1884 GOVERNMENT PROPERTY FURNISHED "AS
15"
52247-1 APR 1984 COMMERCIAL BILL OF LADING NOTATIONS
52.249-8 SEP 1096 TERMINATION [COST-REIMBURSEMENT)
52.249-14 APR 1984 EXCUSABLE DELAYS
52251-1 APR 1984 GOVERNMENT SUPPLY SOURCES
522531 JAN 1991 COMPUTER GENERATED FORM/S

Il. NASA FAR SUPPLEMENT (48 CFR CHAPTER 18) CLAUSES

CLAUSE
NUMBER DATE TITLE

185220370 JUN 2001 DISPLAY OF INSPECTOR GENERAL
HOTLINE POSTERS

1852.204-76 JUL 2002 SECURITY REQUIREMENTS FOR
UNCLASSIFIED INFORMATION
TECHNOLOGY RESOURCES (INSERT: "30
DAYS" IN PARAGRAPH (c))

185221675 DEC 1988 PAYMENT OF FIXED FEE

1852.219-74 SEP 1990 USE OF RURAL AREA SMALL BUSINESSES

1852.218-75 MAY 1999 SMALL BUSINESS SUBCONTRACTING
REPORTING

185221976 JUL 1997 MASA 8 PERCENT GOAL

1852.227-14 AUG 1997 RIGHTS IN DATA — GENERAL

1852.227-17  AUG 1907 RIGHTS IN DATA — SPECIAL WORKS

1852.23570 FEB 2003 CENTER FOR AEROSPAGCE INFORMATION

1852.24573 OGCT 2003 FINANCIAL REPORTING OF NASA
PROPERTY IN THE CUSTODY OF
CONTRACTORS (Insert: NASA Ames Ressarch
Center, M/S 255-2, Moffett Field, CA 84035-
1000)

{END OF CLAUSE)
1.2. OMBUDSMAN (NFS 1852.215-84) (OCT 2003) (ALTERNATE I)
{(JUN 2000}

{a) Anombudsman has been appointed lo hear and facliitate the resclution of concams
from offerors, potential offercrs, and contractors during the preaward and postaward

Page 35
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The Bnﬁ.‘ml;llar[mmﬁmm
M’.';';'é'.";a AXI0 1265
Sepramber 10, 2007 PARAY ET4-SATA Fan 41 4] 474526

Batielle Propaossl Wo. DP46359

Ms. Melissalynn Perking
Contracling Officer

M5 241-1

NASA ARC

MolTert Field, CA 54035-1000

Dear Ms. Perking:

Baitelle Memorial Instilute is pleaszed 1o submit (his proposal (o support Cuum.h‘mbu
HWNADSACOTC, CTOW! |, entitled “ASMM Phase Cut™ under the NASA ASMM program.

This proposal is submitied on & cost plus fixed fes basis for & total estimated cost of $19,632,
which includes a fixed foz of 51,136, Battelle will inveice incarred costs on & monthly basis.
This proposal is valid for 20 daye. Acceplance after (hat date will be by agreement with Baitelle,

Pleass direet questions of a business or contractual nature to Mr, William E. Jones at (614) 424-
7089, Technical questions shouold be directed to Mr, Loren Rogenthal at (6507 960-6010,

Sincerely,

W ithag & Pyoeas

William E. Jones
Conimecliog Olficer

WEusp
Enclogure
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NASA ARC TASK ORDER
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EBubject: Retention of WAOMS Records

Dtz Th, 25 Oct 2007 09:21 :04 0700

Thread Tople:-Retention of NAOMS Reconds

Priority: Urgent

From: "Loren Rosenthal”™ <joren rosenthal@battellemven.cog>

<acartenfimail arc. nass gov,
*Joan Cwi® <cwijs@BATTELLE.ORG>,
“Purcell, Jacintn M" <purcli@BATTELLE.ORG>
Ce: *Olson, Knthy” <olsonk@BATTELLE ORG=,
“istafler” <Irving C.Soatberfimass. pove,

To all:

Battelle i3 in recsipt of o letter from the US Houss of Representatives Commitiee on
Science and Technology perinining to the NAOMS project. 1 have already
communicated $o you the need to assure you do not delete amy projest reloted data. By
this e-mat] | arm abso forwarding the requirement we have received in the lefter. Please
nssure you fully comply with the raquirements set fosth below,

Thmnks for your cooperntion.
Loren

"By this letter, we are directing Baitelle Institaie, s employees and subcontracions to
retain all master copies, and secondary copies in the possession of Battelle ar any of its
employees or subcontraciors, Fusther, we are directing Battelle Institute, its eonployees
nnd subcontractors o retnin all recards (as defined in the Attacimvent) relating to the
NACHMS project and the survey of airline pilots eonducted under coatract with NASA
Destraction of documents requested as part of 2 Congressional inguiry is & viclation of
cximinal federal faw (18 U.S.C, 1505), and thess documents wers raquested yesterday in
& better 1o NASA fram Chalrmen Gordon, Miller and Udall, (Letier dated Oct, 22, 2007,
froem Chairmen Gordon, Miller and Udall 1o NASA Administrator Michse] Griffin.}

If amy records have already besn destroyed, pleass provide a list of the documents
destroyed and the date of destruction.”

ATTACHMENT
L. The term "records™ Is to be construed in the broadest sense and shall mean any
written or graphic material, however produced or reproduced, of any kind or description,

comsisting of the original and any non-identical copy (whether different from the original
becsuse of notes mads on ar attached to such copy or otherwise) and drafis and both sides

gncrosvie Lo
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thereof, whether printed or recorded electronically or magnetically or stored in any type
of data bank, including, but not limited 1o, the following: correspondence, memoranda,
records, summaries of persopal conversations or interviews. minutes or records of
meetings or conferences, opinions or reports of consultant, projections, statistical
statements, drafls, contracts, agreements, purchase orders, invoices, confirmations,
telegraphs, telexes, agendas, books, notes, pamphlets, periodicals, reports, studies,
video recordings, e-mails, voice mails, computer tapes, or other computer stored matier,
magnetic tapes, microfilm, microfiche, punch cards, all other records kept by electronie,
photographic, or mechanical means, charts, photographs, rotebooks, drawings, plans,
inter-office communications, intra-office and intra-departmental communications,
transcripts, checks and canceled checks, bank statements, ledgers, books, records or
statements of accounts, and papers and things similar to any of the foregoing, however
denominated.

zZ. The terms "relating,” "relate,” or "regarding” as to any given subject means
anything that constitutes, contains, embodies, identifies, deals with, or is in any mannsr
whatsoever pertinent to that subject, including but not limited to records concemning the
preparation of other records,

Kathy A. (son

Assistant General Counsel
GId-424-6580
614-458-6580 (fax)

FERRRR RN R ER R AR R R AR R R RER R R R AR R R R ERR R RN AR
EE L LR LR L L L L ST ]

CONFIDENTIALITY NOTICE

This information is from the Law Department of Battelle Memorial Institute, This
message is intended enly for the use of the individual or entity to which it is addressed,
and which may contain information that is privileged, confidential andfor otherwise
exempt from disclosure under applicable law, If the reader of this message is not the
intended recipient or the employes or agent responsible for delivering the message to the
intended recipient, any disclosure, dissemination, distribution, copying or other use of
this communication or its substance is prohibited. If you have received this
communication in error, please retum 1o the sender and delete from your computer
system. THANK YOU,
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| nesad your intervention io ensurs that this massage io preserve gets cul o all ucnngonm
Tom, regardiess of what the contract wish Battalle calls for them 1o do, please have the COTR got
Iniouch with tham ASAF and request fat they both presenve everything and that they gt in
touch with whatever subs they had and tall tham o hold on to af date wntl further direcied.

Sumara: can you go through the procuremant channels hete and see if Bhey have a play in this. |
just want to make sue that we cover all the bases!

Thanks.

ke

Michae C. Whallay
MASA Genaral Counsel

300 E Streat, SW
Wasningion, DG 20548
207,358, 2450; FAX: 202 356.2741
Michagl © Wholieyfinass ooy

Use,
distribation, or reproduction of iy information by eximended recipients is not ssthorized and may be

encosvee T
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Subject Secura Retention of MADMS Data
Date: Mon, 22 Oct 2007 10:23:13 -07T00
Priprity: Urgent
From: "Loran Rosenthal® <loren.rosenthali@battellemvea.ong>
Ta: “istatler” <lving.C.Statler@nasa_govs,
"Mary Connors™ <Mary M.Connors@inasa.gove
"Linda Connell” <Linda.J. Conneli@nasa. gov>
Ce: "Dave Willlams" <willkamd@batielle.org>,
"Dennis Nelsan™ <nelsondb@battelle org>,
"Allen Carter” =acarten@mail.arc.nasa. gove,
"Kimbeddy Salazar' <kimberly salazar@battellemvca.ong=,
"Haber, Daniel® <HaberD@batielle.org=

Adl-

The purposa of this email is to affirm, at NASA request, that NASA has never
directed Battelle to destroy the masier copies of NAOMS survey resulls data nor
has Battelie taken such action, Master copies of all MAOMS survey results are
maintalned by Battelle in Mountain View, CA on CDs and other backup media.
Caopies of the CDs have also been conveyed to NASA Ames.

NASA has directed Battelle to recover, or ensure the secure destruction, of any
secondary copies of the NADMS data that might be held at lncations outside of
Mountain View. This includes any copies held by presant or past Battefie
NADOMS subcontractors. The purpase of this latter action is to ensure that
NAOMS conforms to NASA data security requirements. The essential goal is to
bring all NAOMS data to a single, sacure location managed by NASA. Battelle is
in the process of taking this action now as part of the ASMM contract phase-out
process. (MAOMS project work has been accomplished under the ASMM
contract)

-Loren Rosenthal
Battalla ASMM Program Manager

ENMCLOSURE ¥
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