Colgan Air 3407 Questions,
Answers, and Discussion

B

Much has been made of the Colgan Air / Contine@tainection 3407
crash. This crash has served as the pretextrf@ssive overhaul of the
FAA mandated Flight Time / Duty Time regulationslannational debate on
pilot fatigue, commuting, and the larger “regionaline” model. Much of
the debate has been based in unfounded “convehtiasdom,” such as the
crash being caused by pilot fatigue and commuting.

We dispute the overall theme of the ongoing natidelate angvish to
clarify the record with indisputable facts from the NTSB’s own report
on the incident.

Please take the time to explore the questions, enss\&nd discussions. For
a true solution to preventable airline crashesedaby regulatory bodies,
the discussion must be factually based, not agdnden by those who fund
political campaigns.
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Colgan Air 3407 Questions, Answers, and Discussion

Incorrect distractors are RED, correct answer is IBLUE/BOLD. Any
emphasis in the DISCUSSION section is that of The@itteé and not
that of the NTSB, unless otherwise noted.

All references are to thgational Transportation Safety Board, Aircraft
Accident Report: Loss of Control on Approach Colganinc.Operating as
Continental Connection Flight 3407 Bombardier DH&@0, N200WQ
Clarence Center, New York February 12, 2009. AARILQunless otherwise
noted.

The NTSB report can be found on the NTSB’s welastevell as at
OPERATIONORANGE.org.

Section 1 - General

1. Which of the following factors did the NTSB NQ@ie as a causal or
contributing factor in the Colgan Air/Continentabi@hection 3407 crash?

A. Inexperience of the flight crew.

B. Colgan Air’s inadequate procedures for airspssdction and
management during approaches in icing conditions.

C. Crewmember fatigue.

D. The flight crew’s failure to monitor airspeedrelation to the rising
position of the low speed cue.

E. BothAand C.

DISCUSSION: The NTSB issued the following statement in tixedtitive
Summary portion of National Transportation SafepaRl, Aircraft
Accident Report: Loss of Control on Approach Coldan Inc.Operating as
Continental Connection Flight 3407 Bombardier DH@&®H, N200WQ

! TheCommittee For The Fair Treatment of ExperiencedtBihaintains the OPERATIONORANGE.org
website and exists to implement its legislativeftddesigned to remedy the decaying areas of thielR2a
air transportation industry that have developed essult of airline deregulation and the unheadtiignce
between Part 121 airline management, politiciand,faderal regulators. The Committee seeks tause
nationwide shutdown of the air transportation indysinder the protection of the First Amendment a
outside the jurisdiction of the Railway Labor Aitt,bring about the necessary political pressureHer
implementation of the legislative draft.
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Clarence Center, New York February 12, 2009. AARD10

The National Transportation Safety Board determias the
probable cause of this accident was the captand@ppropriate
response to the activation of the stick shakerciwvked to an
aerodynamic stall from which the airplane did netover.
Contributing to the accident were (1) the flighewfs failure to
monitor airspeed in relation to the rising positiohthe low speed
cue, (2) the flight crews's failure to adhere torggecockpit
procedures, (3) the captain’s failure to effectivelanage the flight,
and (4) Colgan Air's inadequate procedures for pged selection
and management during approaches in icing condstfon

The NTSB cited the captain’s inappropriate resp@ssthe causal factor
and listed four additional items as contributolk§any more should have
been listed, but absent were crewmember fatiguereaxgerience of the
flight crew.

The NTSB could not justify adding fatigue as a cimiting factor, but
spend much time in its findings to imply fatiguesa@ntributory. This was
done for purposes of allowing the FAA to pounceccgwmember fatigue in
order to divert the discussion away from crewmennexperience, and a
reckless “regional airline” culture, which is a Inadrk of the entire
“regional airline” model. This allows the FAA taipthe onus on pilots for
fatigue, while shielding the industry from the ditax of their own making -
inexperienced pilots crashing airplanes at the $tebiegprofit. The problem
will simply never be fixed until we address thelgeans of pilot
outsourcing._We concur with the official NTSB finds that fatigue was
not a contributing factor.

2 NTSB, Executive Summary, pg X,
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Section 2 - Stall Event

2. At the onset of the initial “stick shaker” (distick pusher”), how many
knots above stall was the aircraft, in its preseamifiguration (before the
flap configuration was changed)?

A. 5-7
B. 10

C. 22

D. 25

E. Aircraft was already stalled. There was najtime crew could do to
recover.

DISCUSSION: Relevant text follows:

The CVR recorded the activation of the stick shakeut 2216:27,
and FDR data showed that the activation occurredraAOA of
about 8°, a load factor of 1 G, and an airspeed ®1f knots, which
was consistent with the AOA, airspeed, and low-&jgee during
normal operations when the ref speeds switch wiasteel to the
increase position. The airplane was not close adliag at the time.
However, because the ref speeds switch was selictid increase
(icing conditions) position, the stall warning oceed at an airspeed
that was 15 knots higher than would be expected @400 in a
clean (no ice accretion) configuration. Stick shakgenerally
provide pilots with a 5- to 7-knot warning of anpemding stall; thus,
as a result of the 15-knot increase from the rekesls switchthe
accidgent flight crew had a 20- to 22-knot warnind a potential
stall.

The stall warning was sufficiently high to make #rire evolution a non-
event. It was only by the added complicationshefitnproper recovery
techniques, borne by inexperience and lack ofitngirthat Colgan Air 3407
occupies its place in aviation history. This stedls completely survivable.

$NTSB, pg 82
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NTSB postaccident observations in a Q400 flightabor (with no
simulated ice) showed that Colgarecovery procedures after initial
stick shaker activation did not require exceptionailoting skills or
aggressive inputs on the flight contrglsven when full power was
applied during the recovery effott.

3. True or False? Neither crewmember made referemthe airspeed of
the aircraft during the entire stall event.

A. True
B. False

DISCUSSION: Any fixed-wing pilot should be familiar with thghrase,
“speed is life.” Itis drilled into the heads ajyng pilots, but sometimes
task saturation and transitory cognitive dissonaaeses aircraft
instrument cross-checks to drop airspeed (or amgrqiarameter) out of the
scan.

That is why transport category aircraft need twpegienced pilots to
operate safely. If one pilot’s cross-check breddwn, the other pilot can
prompt the flying pilot to correct the situatiom,takeover the flying. All
pilots, regardless of experience, have occasiaa@kbdowns in cross-cross
check, and for a variety of reasons. Two pilotgiinga rich background in
instrument flying keeps this phenomenon from resglin disaster.

It is when you knowingly put two pilots with veryrlited experience
together that disaster invites itself into reali§olgan Air 3407 exemplifies
this.

We are not advocating perfection, as that is unoélbde with the human
factor, but we are advocating common-sense whesnies to staffing of
the air transportation industry. The pilots of gam Air 3407 were neither
bad people, nor reckless. They were not cavaligr their responsibilities.
The CVRs show that they were largely compliant wiir training (some
non-sterile conversations not withstanding), antthwie exception of the

*NTSB, pg 87
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captain’‘s training and qualification history, védityle suggests they would
not have developed into highly qualified pilots.e dhly question the entire
paradigm of outsourcing pilot experience at thedsébf profit motive, as
these “code share” agreements present.

In addition, neither flight crewmember made refeeio the
airplane’s airspeed at any time after the activataf the stick shaker.
During the public hearing for this accident, the 8#&Ames Research
Center chief scientist for aerospace human facsteited that people
under stress might not respond appropriately tanéven their
environment. In this case, the airplane was inw-&peed, nose-high
attitude and was aerodynamically stalled, araither pilot

responded appropriately to the situation.

4. What actions by the crew could impair the &ptlo recover from a stall?

A. Increasing angle-of-attack by pulling back be tontrol column
B. G-loading the aircraft by suddenly increasifig |

C. Increasing stall speed by raising flaps.

D. Not increasing power to the maximum available.

E. All of the above.

DISCUSSION:

The NTSB is concerned thtae captain pulled against the stick
pusher three separate times during the stall evantl that his
control inputs fought the stall protection systeattempts to
decrease the AOA and reduce the severity of thatgin®

Howeverthe raising of the flaps, in addition to the veratloading
at the time, increased the stall speadd reduced the lift being
produced by the wings at a time when the airplaas already
stalled’

°*NTSB, pp 88-89
°®NTSB, pg 88
"NTSB, pg 88
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The NTSB also evaluated witne first officer had raised the flaps
without being so directed by the captaifihe stick shaker activated
within 1 second of the first officer moving thepflaandle from 5° to
10°. It is possible that, because of the closengnuf these events, the
first officer’s retraction of the flaps was an atipt to undo her last
action. However, after returning the handle to §igosition, the first
officer continued moving the handle to the 0° posit

In addition, the captain had not yet called for taeding gear to be
raised or for the flaps to be retracted. Howevéopat 7 seconds after
the stick shaker activated, the first officer raigbe flaps and then
told the captain about the action she had justmakd of Colgan’s
procedures pertaining to flap movement required @axtmand from
the flying pilot and acknowledgment from the monrtog pilot
before the flaps could be movéd

Even though the captain added power in responsiectatall
warning, he did not add full power as required

FDR data showed thdlhe captain advanced the power levers to
about 70°, but the rating detent was 80rhe rating detent was not a
physical stop and required tactile feedback to fpesly identify its
location as the power levers were advanced. lbissfble that the
captain missed this feedback as he advanced tbhélgs!*

An aerodynamic stall is a sudden loss of lift omwWings due to excessive
angle-of-attack. Lift is a function of airspeedlakOA, and as airspeed is
reduced, AOA must be increased to produce the samoeint of lift. As
weight increases, by either static loading, or dyicad'G-loading,” airspeed
must increase for a given AOA.

Because airspeed did not increase, increasing AQKir{g back on the
column) was going to exacerbate the stall, becausereased AOA and G-

8 NTSB, pg 90

®NTSB, pp 87-88

YNTSB, pg 87

' NTSB, pg 87, footnote 199
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loaded the aircraft. Raising flaps increases tlgpaed where a given AOA
will produce a stall, and not adding sufficient powrevents the aircraft
from maintaining altitude, as energy needs to lskeddo the aircraft for
airspeed to increase, so as to bring down AOA,enbding able to control
altitude loss.

The actions of the crew were a deadly cocktailaffasion, inexperience,
and missed training opportunities - not becausmofmuting, sleeping in a
crew room, or having a non-sterile conversatiomaunr prior.

o

During the stall event, what were the firsiadf’s actions?

Calling out airspeed and altitude for the capta
Lowering the nose/decreasing angle-of-attack.
Ensuring power was at maximum available.
Raising the flaps to 0 degrees (uncommanded).
Nothing.

moowzr

DISCUSSION: It is standard procedure for the non-flying pfiliot this
case, the first officer) to call out airspeed ahiuale for the flying pilot, so
the flying pilot can concentrate on the recovetiuate. It is also standard
to assist in setting power, in the event the flymgt becomes task
saturated and fails to fully add maximum powerthi@ event the flying
pilot fails to implement the recovery procedurég, hon-flying pilot can
take over the flying out of self-preservation.tlis case, as is the case with
all stalls, lowering the “angle-of-attack” (relatiship between the mean
aerodynamic chord of the wing and the relative wondir stream) is
essential for proper stall recovery, because allissare caused by some
form of excessive AOA. Reducing the AOA is accostpgd by lowering
the pitch (nose) of the aircraft. This builds peed at the expense of
altitude, which is why maximum power is necessary.

There are two things which will exacerbate an agnadic stall: increasing
AOA (captain’s actions) and increasing stall spgestt officer’s actions).
Either one is normally sufficient to fully stallé¢twing. Both are a death
sentence at that altitude.
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Increasing stall speed is the term used for doamgething with the aircraft
which increases the speed at which the airplanestaill. This is done in
many ways, but chief among them is changing théigoration of the wing
away from the slow-flight configuration (flaps ewtied). As flaps are
extended, the aircraft is capable of flying slow&hout stalling. As flaps
are retracted, the aircraft must fly faster to prenstalling.

This is what the first officer did and did so witlidoeing commanded by the
captain/flying pilot. It is thought she fell baok her habit patterns of

flying small, light, and relatively simple aircraftiring her time as a flight
instructor in Arizona, as those aircraft are nogéa transport category
aircraft with complex configuration mechanisms.

We fail to understand why the first officer’s actions of raising the flaps
during the stall recovery was not listed as a factan the crash.
Increasing stall speed during a stall recoveryngitas, most certainly,
contributory or causal for a full aerodynamic stalhis oversight by the
NTSB is bewildering and hopefully not intentional.

About 2216:37, the first officer told the captalvat she had put the
flaps up. FDR data confirmed that the flaps haduretp retract by
2216:38; at that time, the airplane’s airspeed ved®ut 100 knots.
FDR data also showed that the roll angle reache8°Iight wing
down before the airplane began to roll back tolé#feand the stick
pusher activated a second time (about 2216'40).

6. True or False? When the NTSB interviewed theropilots operating in
the vicinity and timeframe of the Colgan Air/Corgirttal Connection 3407
crash, they discovered that other pilots founddheg conditions to be
insignificant.

A. True
B. False

DISCUSSION: Relevant text follows:

12NTSB, pg 5
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The National Transportation Safety Board (NTSB)dumted a
postaccident survey of pilots operating into BUabthe time of the
accident to determine the icing environment attiime. Of the 22
surveys issued, 12 (about 55 percent) were returiiled survey
found that varying (trace, light-to-moderate, anddarate)
intensities of icing conditions were occurring beém 2,000 and
12,000 feet. The surveys indicated that the piase aware of the
potential for icing conditions and were not surgaisby the
encounters. None of the pilots indicated that tieg formally
reported the icing conditions because the pilotsrtht consider the
icing conditions to be significant.

Icing didn’t directly complicate the stall. Thelaie had hired pilots who
lacked the experience to instinctively monitor p&sd decay during

configuration for landing. This continues to tdesy to undercut the higher
paid pilots at the mainline airlines at the beluégirofit and at the expense
of the safety of the traveling public.

Blaming icing in any manner is just more covertfoe industry and
government to obfuscate and redirect the conversatvay from the
experience level of the pilots staffing the regicandines.

Section 3 - Commuting and Fatigue

7.

How long before the Colgan Air/Continental Ceation 3407 did the

captain commute to Newark?

moower

3 hours.

1 day

2 days

3 days

The captain did not commute. He lived locally.

DISCUSSION: Just to clear any misconceptions about how ioesible

¥NTSB, pg 23
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commuting contributed to this crash, we want eveeytm know the captain
commuted 3 days prior to the cragh.no way is the captain’s

commuting responsible for this crash Any attempt by the FAA and
industry to “crack down” on commuting is just paddl cover for their
countenance of inexperienced pilots flying the puatound at the behest
of profit borne of outsourcing safety.

On February 9, 2009, the captain traveled aboabenmercial air
carrier from his home near Tampa International Airp Tampa,
Florida, to EWR, departing about 1713 and arrivialgout 2005+

The crash occurred on February 12, 20009.

8. How long was the captain’s rest period betwiaerend of his crew
pairing on February 11 and the scheduled repo# fonthe crew pairing
that contained Continental Connection 3407 on Faalyri2?

8 hours 9 minutes
14 hours 17 minutes
17 hours 51 minutes
21 hours 16 minutes
Over 24 hours.

mooOwer

DISCUSSION: Relevant text follows:

On the day of the accident, the captain was scleedia report to
EWR at 1330. Because his duty period on FebruargQ9, had
ended about 1544, he had a 21-hour, 16-minute steddest period
before his report tim&

The captain had more than sufficient rest for glsibeg duty period outside
of the window of circadian low (WOCL). The onlyinly the NTSB can use
as justification for proclaiming him fatigued (agwving the ATA/RAA/FAA
a pretext to revamp fatigue regulations to putahes on pilots) is that he

“NTSB, pg 8
1*NTSB, pg 105
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used a crew room for the majority of his sleepqukriThat is all.
Commuting or lack of a rest period are clearly remhotely responsible for
this proclamation. It was the captain’s actionsaavning the “stick pusher”
that were the primary cause of the crash.

9. How long was the first officer “in domicile” jor to the departure time
for Continental Connection 3407 on February 127?

3 hours 18 minutes
6 hours 7 minutes
12 hours 47 minutes
17 hours 55 minutes
Unknown

mooOwz

DISCUSSION: Relevant text follows:

On February 12, 2009, the first officer traveledrfr MEM to EWR
aboard another cargo flight that departed about 84hd arrived
about 0623'°

The company dispatch release for flight 3407 wagad at 1800 and
showed arestimated departure time of 19Hhd an estimated en
route time of 53 minutes. The airplane to be usedight 3407,
N200WQ, arrived at EWR at 1854. A first officerosé flight
arrived at EWR at 1853 saw, as he exited his ane]dhe flight 3407
captain and first officer walking toward the acadeairplane. The
airplane’s aircraft communications addressing aegaorting system
(ACARS) showed a departure clearance request & 488
pushback from the gate at 1945. According to thekpit voice
recorder (CVR) recording, the EWR ground controfpenvided taxi
instructions for the flight at 2030:28,7 which thst officer
acknowledged’

*NTSB, pg 13
Y'NTSB, pp 1-2
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Did commuting really weigh on this flight? Thesfirofficer's commute has
been the subject of much chatter among peoplelittighfamiliarity with

the airline industry. It is peculiar to someond&ovempties inboxes for a
living, that someone could live in Seattle and waorkliewark, or that
someone could ride on a “cargo plane” in relatiomfort. This is where
the government and industry wish to lay the blamassto distract from the
genuine cause of the crash - outsourcing safdtyettowest bidder.

It is true that the Rochester turn (out and back3 wancelled due to winds,
but the point survives that her “in domicile” patibetween her arrival and
her flight was in excess of 12 hours, which is tgethan the normal rest
period between duty periods or crew pairings. \Waebr not the ROC turn
was cancelled or never scheduled in the first plaee“in domicile”
activities would not have changed.

10. According to the NTSB, how much sleep did2heyear old first
officer receive in the 24 hours prior to the crasiContinental Connection
3407, and how long had she been awake prior torteh?

3 hours /17 hours
5.5 hours / 12 hours
6.5 hours / 10 hours
8 hours / 11 hours
9 hours / 9 hours

mooOwz

DISCUSSION: Relevant text follows:

During the 24 hours that preceded the acciddrd,first officer was
reported to have slept 3.5 hours on flights and &d&urs in the crew
room. Although the opportunity for sleep approachedfitss
officer's normal needs, her actual amount of slebfained is not
known. However, even if the first officer did ohther normal
amount of sleep, its quality would have been dishied because of
the manner in which it was obtained (on airplanad & the crew
room). It is not known whether she received addéisleep by
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napping later in the dal}

The first officer had been awake for about 9 hatrthe time of the
accident, which was about 3 hours before her norpealtime:®

What more can be said? The first officer was regabto have slept 9 hours,
which is in excess of the generally accepted len§tn“full night’s sleep”

of 8 hours. The NTSB has to hide behind the vdauber sleep as
justification to beat the drums on pilot inducetigae. At some point, the
square peg just won't go into the round hole, nttendow hard it gets
pounded. Perhaps if the NTSB/FAA had resortedbtanding a round peg
into the round hole (lack of crewmember experiesmoé outsourcing via
“code share”), they wouldn’t have to resort to émermity of the mental
gymnastics required to attempt to make the faatsrgwith their
prejudices.

11. The first officer moved from Norfolk, Virgini® Seattle, Washington
for what reasons?

Fear that Colgan Air would close the Norfolksba

The longer flights created a more restful cort@mapportunity.
To be closer to family.

More flights were available to EWR from SEAhiaom ORF.
All of the above.

mooOwz

DISCUSSION: The relevant text from the NTSB report follows:

In late January 2009, the first officer relocatedrh Norfolk,
Virginia, to the Seattle area to be closer to faimiEhe and her
husband were living at her parents’ home at theetohthe accident.)
She also changed her base from Norfolk Internatiémgort (ORF)
to EWR because it was reportedly easier to comiouE&VR from
Seattle-Tacoma International Airport (SEA) thamfrORFE®

8 NTSB, pg 106
YYNTSB, pg 106
ONTSB, pg 12
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According to her mother, the first officer had spoko two other
company pilots who lived in the Seattle area and ber that the
commute to EWR was easier from SEA than from ORB&uise more
flights were available and the distance alloweddlaep
opportunities during the flights. The first offieemother also stated
that the first officer’s decision to move to thatHe area was also
based on her concern that the ORF base would cfbse.

12. The NTSB challenged the first officer’'s dearsto commute from
Seattle to Newark based upon what (apparent) NESBstandard?

A. Her sleep was not uninterrupted

B. She could not fulfill her obligation to staittrip “as rested as
possible.”

C. She did not have her normal sleep period irptbgious 24 hours.

D. She did not use an adequate rest facility midibe, because of lights,
lack of isolation, sporadic noise, interruptionstj\aties, and other factors.
E. All of the above

DISCUSSION: The NTSB put quite a bit of effort into explaigihow the
pilots were fatigued. The use of the “crew room®@ss to be their primary
concern, but others were mentioned.

Although the crew room was supposed to be a queet &ith
couches and reclinerg,was not isolated and was subject to
interruptions, sporadic noise and activity, lightand other factors
that prevent quality restAs a result, neither pilot made use of the
opportunity to obtain quality sleep ahe as rested as possible
before the flight*?

In addition, the first officer’s decision to begrtranscontinental
commute about 15 hours before her scheduled rejmoet without
having an adequate rest facility affected her &piio begin the trip

2L NTSB, footnote 36
22NTSB, pg 110
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as rested as possibl&he commute from SEA to MEM and then from
MEM to EWRdid not afford her an opportunity for an

uninterrupted sleep periodcven though the first officer arrived at
EWR about 7 hours before her scheduled report tihie time period
was less than her normal sleep periaghd evidence indicates that
she could not have used all of that time for sféep.

This is the apparent standard, as far as the N§&Bricerned. If pilots
across the industry were to adhere to this newdstal) we seriously doubt
the air transportation system would be functionantiin 72 hours.

Remember, according to the NTSB, for a pilot tcaobadequate sleep, and
not be considered fatigued, the pilot must adhetae following protocols:

1.

2.

Be as rested AS POSSIBLE Not “as rested as reasonable,” or “rested

as practical” but as rested psssible

Sleep period must be normal.This would indicate that absent an eight
hour period of sleep, the pilot is defined as fadid.

Sleep period must be uninterrupted. An interruption of sleep does not
change if it comes from a boorish peer in a cresnrocrying children at
home, telephone calls from the crew desk, garbaliection, police
sirens, spouse taking a shower, trips to the bathyetc. The captain
was defined as fatigued because he checked a cgrapamputer in the
middle of his major sleep period.

Sleep facility must be isolated.There is no conceivable way a “crash
pad” can satisfy this requirement, as it is ofiemes prone to more
interruptions than a crew room. Simply having ea4h pad” rather than
a “crew room” is just a legal fig leaf for the coamy, since it moves the
responsibility away from the carrier and onto thletp

If a pilot cannot satisfy all these requiremeritgnt by the NTSB’s standard,
the pilot is fatigued If the FAA is going to force pilot certificationf being

free from fatigue, because of the misinformed pubiitcry, pilots would be
well advised to stick to a very rigid interpretatiof this precedent. Should
the pilot be involved in a mishap, and survivechald very well jeopardize

ZNTSB, pg 110
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his license and assets in legal procedings designaffix blame onto the
pilot and away from the certificate holder and goveent.

Ask yourself...if you are a pilot, how many times gear do you report for
a trip without being rested by this standard? Rwebes, if you are
“adequately” rested, but not as “rested as possipdel are fatigued If you
didn’t get to bed on time, you are fatigueldl your child woke you in the
middle of the night, you are fatiguedf you answered a call from a
telemarketer, you are fatiguedf you went to the bathroom in the middle of
the night, and didn't fall back to sleep immedigtefterwards, you are
fatigued If you used a crash pad with a roommate, yodaigued

Perhaps if the industry and government were to péha pilot to use
judgment and a reasonable standard for self-assaes&hfatigue, this
wouldn’t be a problem. It is this emerging campaagainst pilot
commuting, and its implied fatigue consequences,ithconcerning. If the
FAA is going to act in such a pedantic manner, \&itione size fits all”
approach, pilots should respond in kind by usirggNiT SB’s own words as
justification for actions designed to protect tloehses and livliihoods of
modern airline pilots.

Keep this standard in mind when the OPERATION ORANGOS” is
scheduled.

13. How many aircraft mishaps have been attribtaddtigue, caused by
airborne pilot commuting, over the past few decades

A. 8

B. 6

C. 3

D. Colgan Air/Continental Connection 3407 wasfirs.

E. None, including Colgan Air/Continental Connecton 3407

DISCUSSION: Much has been made of the first officer commufnogn
Seattle to Newark, and many ill-informed have itesighat this commute
was, in some form, a contributing factor in the @wental Connection 3407
crash, which killed 50 people. For that leap @fitco work, one would
have to show that the commute caused the pilo¢ tatigued, and that the
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crash resulted from this fatigue. The NTSB cowdtlademonstrate either
contention, while at the same time ignoring thstfofficer’s illness.

Regardless, the “army of the misinformed” have nfadd®n a political
reality and the FAA has issued a regulation reqgipilots to certify their
fitness for flight, over and above their normalydig not operate an aircraft
while impaired.

The NTSB notes that, although many of the majadants it has
investigated during the last decade involved pilet® commuted,
this accident is the first one in which the pilotst location has been
an issué’

It is only an “issue” because of the bewildermeia public that does not
have familiarity with pilot commuting. This comneuis not considered
abnormal within piloting circles. Certainly, theage easier commutes, but
the vacillations in the industry over the past 8ang have made long-
distance commutes a common occurrence. The NT8H oot link the
first officer’'s commute to fatigue, nor could thiayk her implied fatigue to
the crash.

It is true that other commuting pilots have beeroined in major accidents,
as half the industry commutes by air. This is rayersignificant than any
other routine facet of pilot life. To ignore blatallness symptoms and
complaints pertaining to that iliness, while hamimgraway on commuting
and fatigue, is only rationalized by political psases, rather than a quest
for true aviation safety. Nothing comes out of hf&nt Plaza that isn't
passed through the prism of politics.

' NTSB, pp 111-112
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14. True or False? The NTSB has not attributethees commuting or “in
domicile” commuting (pilots who live in close promity to their crew base)
to crewmember fatigue, resulting in a fatal mishmafhe past 20 years.

A. True
B. False

DISCUSSION: What is the difference between a pilot attempérighour
drive from Jacksonville to Atlanta by automobilerdugh two sets of city
traffic and an airport employee parking gauntlet] another pilot
commuting from Pensacola to Atlanta via a one Ipbame ride? One pilot
Is reading a book, or napping, and the other i€entrating on the road and
other drivers.

The difference is the public won'’t be befuddledsimyneone driving 5 hours
between two cities that are relatively close onag niout they will by
another pilot flying 6 hours between two citiesapposite sides of a map.
There is no rhyme or reason for the regulationsly an oafish attempt to
assuage an intentionally mal-informed public bgm@ting to regulate pilot
commuting by air. It is too invasive to regulat®pcommuting by
automobile, so they won't.

Is this justified by the facts? Very little elsethis evolution has been, and
this is consistant with that sad reality.

However, pilots who do not commute also have aomsipility to be
fit for duty, and certain circumstances can aff@ctoncommuting
pilot’s ability to obtain adequate rest. For exampin its
investigation of the Federal Express flight 1478ident in
Tallahassee, Florida, the NTSB found that the cappaho lived
close to MEM, the departure airport) had receivaetérrupted sleep
during the two nights that preceded the accidecthbee he had been
taking care of the family dog, whose health wasmi@tating. The
captain described his sleep during that time as fgnaal” and “not
really good.” The captain reported that he had neeel 3.5 hours of
“pretty good” sleep before reporting about 0200 tbe accident
flight. The NTSB concluded that the captain waslyikmpaired by
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fatigue and that the impairment contributed to degraded
performance, especially in the areas of crew cawtion and
monitoring, during the approach to the airpdrt.

In this example used by the NTSB to discuss fateyud commuting, the
accident they listed didn’t involve an air-commagtipilot, nor even a
surface commuting pilot, but a pilot who lived ‘@lomicile.” His day-to-
day activities impinged upon his sleep opportuartg an accident resulted.

This doesn't even rise to the level of “making faets fit the assumptions.”
The NTSB can't field a set of facts to discusshia matter. The first officer
was not declared fatigued because of her commutdgybuse of the crew
room, and the implied fatigue was not listed aawsal or contributing
factor in the crash. The first officer had at te@se hours of “split sleep”
and was only awake for nine hours prior to theleras

This is clearly a case of political deflection aswhpegoat creation and has
nothing to do with aviation safety.

15. True or False? Colgan Air’s Flight Operati®uicies and Procedures
Manual required the captain certify on the dispadbase required that the
he or she is “physically qualified for this flighwhich includes certifying
not being fatigued.

A. True
B. False

DISCUSSION: The FAA has recently proposed that all flightveseas a
matter of federal law, must certify they are naigiaed and are physically
capable of completing the flight as part of thepdish releas®. This is
ostensibly as a result of the Continental Connac307 crash, where we
are supposed to infer the flight crew showed ugt@&d. \We are also to
infer that an additional layer of “certification¥ytihe flightcrew is going to
reduce disasters borne of fatigue.

' NTSB, pg 111
%14 CFR Part 117.5(d)
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Colgan Air 3407 had certified they were not fatiguand we believe they
were correct in that certification. The NTSB foumalempirical evidence of
fatigue in either crewmember, but could only irflgigue, based upon each
crewmember using a less-than-ideal rest facilitthenprevious 24 hours.

The reason for this has nothing to do with ametingafatigue, because the
FAA has proposed increasing daily time-on-task,tost potent source of
fatigue, 12.5%, at the behest of its handlersea®fA and RAA. The
reason the FAA has proposed this is nothing mae tb affix
responsibility for fatigue squarely upon the fliglgw. The certificate
holder will be able to show that the pilots “affiedi’ they were well rested
and free from the effects of fatigue, in any cafrtaw that may inquire
into the matter.

This is nothing more than legal eyewash and wilaeolutely nothing to
increase aviation safety, as pilots are alreadiiprid from flying if
suffering from any ailments that would prevent thieom performing
optimally. They are required by federal law tousef an assignment if
fatigued, sick, stressed, intoxicated, etc, evenair company pressures
them to the contrary.

It is for this reason that The Committee has wrmitbet the required
certification in the proposed FARand written in defacto “federal
whistleblower” protection in our proposed legistatdraft*®

*’ DEPARTMENT OF TRANSPORTATION, Federal Aviation Admistration, 14 CFR Parts 117 and 121
Docket No. FAA-2009-1093; Notice No. 10-11, RIN P12J58,Flightcrew Member Duty and Rest
RequirementsSection 117.5(f), pg 130.

28 OPERATION ORANGEFair Treatment For Experienced Pilots Act - PartSections 117.5(b)(h)
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16. Which of the following statements is not true?

A. The [Colgan Air 3407] pilots were conversatibaad engaged. Neither
pilot acted withdrawn or lethargic or made anyestants about being tired
or receiving inadequate sleep.

B. Research and accident data have shown thatithies made by the
[Colgan Air 3407] flight crewmembers, including th&ilure to monitor
airspeed in relation to the position of the lowesppeue, adhere to standarc
operating and sterile cockpit procedures, and re$appropriately to the
stick shaker, have also been observed in othetspAbo were not fatigued.
C. The captain’s errors during the flight coulddomsistent with his patterr
of performance failures during testing, which lagl lexperienced
throughout his flying career.

D. The NTSB is concerned about the first officeeBictance to use
Colgan’s sick policy before the start of the tlgmmpany pilots were
allowed to remove themselves from flight statushaut penalty, if they
were sick.

E. None of the above.

DISCUSSION: The reason the NTSB cites for not listing fatigisea
contributing factor is they could not conclusivelgtermine to what degree
the crew was impaired by fatigue. The reason toeyd not conclusively
determine impairment was because there were ns sigiatigue, only the
assumption of fatigue based upon a sleep venue.

It is important to note that, throughout the flighthe pilots were
conversational and engaged. Neither pilot actedhaitawn or
lethargic or made any statements about being tideceiving
inadequate sleef’ However, the errors and decisions made by the
pilots cannot be solely attributed to fatigue bes@of other
explanations for their performance. For example, thndamental
monitoring error made by the flight crew (the faduo recognize
cues indicating the impending stick shaker onsat also made 1
month after the accident by another Colgan fligietwc Also, the

2YNTSB, pg 107
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captain’s errors during the flight could be consatit with his
pattern of performance failures during testing, w¢h he had
experienced throughout his flying careein addition, research
indicates that errors occur routinely during fligtggardless of
whether fatigue is present and that errors aredgfly caught and
mitigated by existing systems without serious oquseces’

...research and accident data have shown that tr@®made by the
flight crewmembers, including their failure to mumiairspeed in
relation to the position of the low speed cue, adle standard
operating and sterile cockpit procedures, and regpappropriately
to the stick shaker, have also been observed ier gilots who were
not fatigued?’

The NTSB, however, is concerned about the firgteo® reluctance
to use Colgan’s sick policy before the start oftifie >

17. True or False? The NTSB does approve thefusew rooms, such as
the one used by both the captain and first offafgContinental Connection
3407, for sleep opportunity, provided it does regresent “most of the
sleep opportunity.”

A. True
B. False

DISCUSSION: Relevant text follows:

The NTSB notes that strategic napping in crew rodamsig breaks
Is an effective countermeasure for pilot fatigue &mat this type of
rest would be appropriate use of a crew room. Hexdhe accident
captain used the EWR crew room for all of his slegportunity
before the flight, and the first officer used theve room for most of
her sleep opportunit}

UNTSB, pg 107
3INTSB, pg 107
$2NTSB, pg 114
% NTSB, footnote 245
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The NTSB drones on and on about how the captaiffiestafficer were
fatigued, to the point they believe it to be arabsshed fact. The primary
reason for this is the useage of the “crew room'tat sleep opportunity.
Yet, the NTSB states that “napping” is an effecteeintermeasure for pilot
fatigue, even if done in a “crew room.” This cremem admittedly has
sporadic interruptions, lights, noise, activitydas not isolated, yet isah
effective countermeasure for pilot fatigueThe NTSB hides behind the
fact the crew used the room as their primary stgggortunity.

While we would agree that the use of a crew roonotsconducive to ideal
rest, we wonder why the NTSB splits the differend&fy make an issue of
this, rather than being consistant with their hoafocrews abating fatigue
by using a “crew room.”

It comes from the FAA trying to cram down a newsien of rest called
“split sleep.” This is where duty periods are dapaf being extended
because a crew gets “split sleep,” or what norreapte call “a nap*

The ARC discussed the concept of split sleep hatlsleep specialists
to assess the value of the type of rest obtaineal spiit duty trip.

The scientists noted that split sleep is an areandénsive work. All
other factors being equal, if the total amount oftal sleep is the
same, split sleep is theoretically as valuable asttmuous sleep
However, the presenters noted that the value efpsieimpacted by
where it falls in the circadian cycle. They statkdt split sleep with 4
hours sleep during a circadian night is better tt&ahours of
continuous sleep during the day. However, the lapgetion of split
sleep ideally would fall during the WOCL, and theiyerated that
split sleep with a component at night is bettemtibansolidated sleep
during the day. This is because the ability to glegectively is
diminished during daytime hours because it is \ffycult to get
continuous sleep during this time. They also sé@dkat actual sleep
Is important, and noted that a 4-hour sleep oppaoititumay only net
2 hours of actual sleep.

3414 CFR Part 117.15
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The ARC discussed extending the FDP based on fiatopity for
sleep during the duty period and the mitigationsdexl to extend the
FDP. These mitigations would apply to split duip fpairings
(including continuous duty overnights, also knowrCdOs), in
which a flightcrew member has a downtime of seveoals between
flights within the same FDP.

Some members of the ARC rejected the concept @&quiatory
credit for split duty sleep, while others noted thais fully
consistent with the concept of extending FDPs based
augmentation.The ARC considered allowing a certificate holder to
extend the FDP up to 50 to 75 percent of time ghiightcrew
member spent resting in a suitable accommodatioto @pmaximum
FDP of 12 to 13 hours as long as certain conditiarese met. First,
the sleep facility should be a single occupanceypterature
controlled facility with sound mitigations that pide a flightcrew
member with the undisturbed ability to sleep ired bnd to control
light. Second, the flightcrew member must be gareactual, not
simply scheduled, sleep opportunity in the suitaigisommodation.
Some ARC members also suggested that there shmald b
requirement that the sleep facility be approvedhg/FAA, there be
an employee feedback process to assure the fasilitere adequate,
and that the opportunity for rest coincide with thghtcrew
member’s circadian rhythms.

The FAA is proposing to permit credit for split dysleep consistent
with the proposal presented by those members ofARE
supporting creditA reasonable sleep opportunity must actually be
provided (as opposed to simply scheduled), andldgep facility must
be adequate to reasonably allow sleAgarrier could extend an
EDP by 50 percent of the actual available sleep ogpnity if it
provides at least 4 hours sleep opportunijowever, the FDP could
not be extended beyond 12 hotirs.

% DEPARTMENT OF TRANSPORTATION, Federal Aviation Adtistration, 14 CFR Parts 117 and 121,
Docket No. FAA-2009-1093; Notice No. 10-11, RIN P12J58,Flightcrew Member Duty and Rest
Requirementspp 57-59.
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Footnotes for the above citation follow:

However, they also noted that there is an overheadlved in getting
to sleep, and that split sleep multiplies that tneaxd.Therefore, split
sleep with 4 hours at night and 4 hours during tloay would, over
time, result in a cumulative sleep debt

The presenters stated that it is less clear if dtsgleep involving a
2-hour sleep segment and a 6-hour sleep segmeagigvalent to
eight hours of continuous sleep

The FAA, the enforcement arm of the ATA, wants éodble to extend duty
periods if the crew takes a nap. The safer thondptwould be to have a
fresh crew continue the flight, but that would b®dds with the air
carriers’ desires to have more flying done by fepitts. While this
provision may have some benefit for cargo operatmperating during
night hours, it has only one benefit for passemgarations - more flying
done by fewer pilots. It is preposterous to bedigvs safer to extend a duty
period via a nap, than replacing the flight créMuis is a prime example of
how the FAA is subordinating safety in the inter@siowering crew costs.
This is what passes as a serious discussion ottvamwelioriate fatigue at
the higher levels within the FAA. The membershed ARC couldn’t make
up their minds if split sleep composed of a 2 hemat 6 hour sleep periods
Is the same as an 8 hour uninterrupted period,tbat would result in sleep
debt. The NTSB and FAA are hammering away on the ©f Colgan Air
3407 for not having ideal sleep, yet they are aerang codifying the very
behavior and allowing air carriers to extend flighty periods as a result.

We have lost confidence in the current regulat@madigm. We believe the
public is intentionally manipulated with false dédasupport political
agendas consistant with those who fund politicatigaigns. It is for this
reason that OPERATION ORANGE has been developed.

We have published our response to the FAAs pragh&ightcrew Member
Duty and Rest Requiremerits.

% OPERATION ORANGEFatigue Respons®©PERATIONORANGE .org
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18. True or False? The NTSB could conclusivelgdseine the extent to
which the flight crew was impaired by fatigue?

A. True
B. False

DISCUSSION: This is the fig leaf the FAA and NTSB are usindhtde the
fact that crew fatigue was not listed as a contdbufactor. They assigned
fatigue to the crew without empirical evidence supipg their assertion,
and then hide behind the idea they cannot con@lystetermine the level
of fatigue the crew was experiencing.

The pilots’ performance wdskely impaired because of fatigue, but
the extent of their impairment and the degree tlwi contributed
to the performance deficiencies that occurred dyitime flight
cannot be conclusively determinéd.

19. True or False? Deborah Hersman, ChairmaneoRiT SB, believes that
fatigue should be assigned as a contributing faotan aviation mishap,

provided that the crew could be proclaimed fatiguben they reported for
duty, regardless of a lack of evidence that peréoroe was degraded due tp
fatigue.

A. True
B. False

DISCUSSION: Some people just don’'t know when to quit, anthis
case, the Chairman of the NTSB insists on doubtiogrn on faulty logic to
support a preconceived premise. This is cleadgse of Ms Hersman
attempting to alter the facts to support her pregsl

Nonetheless, the Safety Board recognizes thatidesteckpit

violation can be a contributing factor for an acert, as was the case
in this accident. In this accident, the crew was loehind in their
checklists and had not violated the sterile cockydi in the two

3" NTSB, pg 153
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minutes prior to the upsdtlowever the Board did believe that the
sterile cockpit violation earlier in the flight crated an

“environment” where errors were not detected or ogmized.
Consequently, the sterile cockpit violation was ohtour

contributing factors to the accidenthe exact same logic should be
applied to our determination of fatigueve can demonstrate that the
crew was fatigued at the time of the accident ambsistent with
research, data and science, fatigue results inqgrerdnce

deficiencies that were displayed by the crew. Tfaigyjue should be
included as a contributing factdt.

The “exact same logic” would be fine if it were riatlty at its core.
Conclusions drawn from faulty logic are faulty ctustons, and Ms
Hersman demonstrates this quite aptly.

The entire report could only link the venue forefl@as the cause of fatigue,
rather than the amount of sleep or ANY evidencettmaflight crew was
fatigued and performed sub-standard as a resthtabfatigue. This is
obsession over a transcontinental commute andislp@pa crew room, not
the objective quest for facts and sound concluso@sed upon those facts.
The NTSB flatly disregarded the first officer'snédss symptoms when the
AIM, and the bulk of aviation medical researchlflatate that a pilot
should not fly when suffering any iliness symptonisis was disregarded
at a time when the larger airlines were engageickileave “jihads”
against an aging and overworked piloting corps.

The omissions and faulty conclusions are certainlyvenient to the airline
industry and we think these actions and omissidiseoONTSB/FAA answer
the question of “who benefits?”

We hope the Congress, FAA, and industry underdiaadif the 40,000
pilots operating Part 121 aircraft in the USA wierelogmatically follow
the sleep and rest standards advocated by Ms. ldarghe entire air
transportation system would grind to a halt witBidays. Pilots would be
well advised to keep her admonitions in mind, tasy be faulted for an
aviation mishap linked to fatigue.

% NTSB,BOARD MEMBER STATEMEN;TBeborah Hersman, Chairman, pg 3
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The new rules on certifying that each crewmembé&eis from fatigue put
the legal responsibility on the pilots.

Pilots should be prepared to engage legal assestarer these matters.

Section 4 - First Officer lllness

20. True or False? The NTSB concluded the fiffster was likely
impaired due to her illness?

A. True
B. False

DISCUSSION: The NTSB insists over and over again that boghctiptain
and first officer were fatigued because of theg asthe Colgan Air “crew
room” The NTSB did not cite the amount of sleep th@ichad because
the amount of sleep, albeit not “ideal,” was likelyfficient to the task at
hand. They could not bring themselves to iderfafigue as a contributing
factor to the crash, yet spent more time discussliegping in the crew room
(a NTSB, approved practice, provided it does notmase “most” of the
sleep opportunity, than discussing the first officer’s illness syops.
The first officer_gave no indication she was faéduwet gave a glaring
indication that her illness symptoms were sevemrigh that it could have
weighed upon her performance, along with multigi@gtoms recorded on
the CVR.

During the ground delay, the first officer statéldn ready to be in
the hotel room,” to which the captain replied, 84l bad for you.”
The first officer continued, “this is one of thdsees that if | felt like
this when | was at home there’s no way | would I@orae all the way
out here.” She also stated, “if | call in sick ndiwe got to put myself
in a hotel until | feel better ... we’ll see how . fekels flying. If the
pressure’s just too much ... | could always callamorrow at least
I’'m in a hotel on the company’s buck but we’ll daa. pretty tough.”
The captain responded by stating that the firsteffcould try an

39 NTSB, footnote 245, pg 110
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over-the-counter herbal supplement, drink orangeguor take
vitamin C*°

This is very clearly referencing the onset of sdliness that was powerful
enough to impair the first officer enough for hestate that she would not
have started her commute if she had felt this Bidte captain also is clearly
aware that the first officer is impaired due todéss and gave her the advice
of taking some herbal supplement, or OTC medicatiOne does not
suggest OTC medication, or vitamin C for fatigidne proper response
would have been to go back to the gate and changgrst officers.

The fact that the NTSB flatly ignored the directiarthe Aeronautical
Information Manual regarding “Fitness for Flighticuld give reason to
believe they are acting out an agenda, ratherabgectively fact finding
and giving recommendations for safety of flightheTAIM reads thusly on
the subject of airman illness:

1. Even a minor illness suffered in day-to-day Ing can seriously
degrade performance of many piloting tasks vitaldafe flight.
lliness can produce fever and distracting sympttms can impair
judgment, memory, alertness, and the ability toerzdculations.
Although symptoms from an illness may be underwateqcontrol
with a medication, the medication itself may desespilot
performance.

2. The safest rule is not to fly while sufferingdm any illness|f
this rule is considered too stringent for a parteillness, the pilot
should contact an Aviation Medical Examiner for imeV}*

Please reread that citation, particularly the boédieand underlined text.
Reread it three or four times. The FAA is veryji@es about pilot
impariment, not only by fatigue, but by illness.h\WMvould the NTSB flatly
ignore a very basic and extremely well known passaghe Federal
Aeronautical Information Manual? Given that thenmbers of the NTSB

“ONTSB, pg 113
“I DEPARTMENT OF TRANSPORTATION, Federal Aviation Adhistration,Airman Information
Manual Section 8.1.1.1.b
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reviewing this case are educated and well versediation safety, and that
they wrote the report that we are reviewing, wencameasonably conclude
this was an error of accidential ommissidhis unreasonable to conclude
that the NTSB, or the policy makers at the FAA, cold not connect the
dots on the first officer’s iliness and pilot imparment.

It is only reasonable to conclude the NTSB and rAlully omitted and
casually dismissed the connection because of somedf devotion to a
political agenda. This agenda aligns very closeti the overarching
campaign, by many of the major airlines, againgplegee sick leave
useage. This goes to further bolster out conterihat the FAA is nothing
more than the enforcement arm of the ATA.

During this time (2009-10), the various managengeatips at the airlines
were conducting, what have been aptly describédiels leave jihads”
against their pilots. Pilots who called in siol; 'vhatever reason, were
singled out as “abusing” sick leave by managem8&atne instances went
to arbitration or legal procedings, where resuksenmixed. This was
particularly true at United and American, two o¢ flargest carriers in the
United States.

It would have been counter-productive for the FAvjch is really just the
governmental arm of the ATA, to incite public oytaver carriers pushing
pilots to fly while impaired by illness concurrgntivith its member carriers
conducting “sick leave jihads” against pilots. §kould have caused the
need for pilot manning to expand to cover gap$iendchedules caused by
pilots reporting incapacitated due to illness, mation, stress, alcohol,
fatigue, or emotional distress, which goes agahmsB80 year campaign by
the airlines to conduct more flying with fewer pido

It is much easier to cast blame on the pilots Gonmuting. The public is
bewildered by pilots commuting from one coast etdther, but would
readily understand that a sick pilot isn’t whatytlneant in the cockpit. The
politics of this are very easy to understand, amelvwould have to be a fool
or a partisan to believe the NTSB was not pressurédd conclusions. Our
“Fair Treatment For Experienced Pilots Act - Pdrd@als with this issue in
a manner that makes pilot pushing very expensivéhfindustry.
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21. The first officer stated, “I'm ready to bethe hotel room,” during the
one hour ground delay. To what condition was st dfficer referring
during that statement?

She was ill.

She was fatigued.

She wanted to watch HBO.

She wanted to call her husband.
She was hungry.

moow»

DISCUSSION: The first officer indicated that she was run ddvecause
she was sick, not because she was fatigued frormatimg or sleeping in a
crew room. This is the relevant text from the NTi@Bort:

About 2041:35, the first officer stated, “I'm reattybe in the hotel
room,” to which the captain replied, “I feel badrfgou.” She
continued, “this is one of those times that iflt iie this when | was
at home there’s no way | would have come all the augt here.” She
then stated, if | call in sick now I've got to put myself in a dtel
until | feel better... we’ll see how... it feels flying. If the pressaire’
just too much ... | could always call in tomorrowledst I'm in a
hotel on the company’s buck but we’ll see. I'mtgredugh.” The
captain responded by stating that the first officeuld try an over-
thfz-counter herbal supplement, drink orange juargake vitamin
C.

The popular myth is that the first officer is desiya hotel room because of
her trans-continental commute, not because shekis s

She is obviously ill enough that she should nofiyoeg, given the
statement:

“this is one of those times that if | felt like tivisen | was at home
there’s no way | would have come all the way owe hef | call in
sick now I've got to put myself in a hotel untiéél better”

“2NTSB, pg 2
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The NTSB casually dismissed any impairment fromfitse officer’s
iliness, yet pounds away on implied fatigue.

22. According to the CVR transcript, how many sisiwere attributable to
yawns, and how many sounds were attributed tolesf

1712
12/6
8/12
4122
2 /55

mooOwz

DISCUSSION: The way the NTSB obsessed over pilot fatiguepiesl|
evidence to the contrary, but blithely ignored dlwious symptoms of the
first officer’s illness, should put one on alert fopolitical agenda. The
CVR attributed one yawn to the captain during tredgnged ground delay,
and one was attributed to the first officer durihg approach. This yawn
followed a sound of laughter, attributed to thetfwfficer, which would
indicate that she was not fatigued, but may haem Ieying to clear the
pressure differential in her ears during the descen

How the NTSB could ignore 55 sniffles, the firsticér saying that she
didn’t want to call in sick but wished she washe totel, and the captain
recommending over-the-counter congestion relief dmsessed on implied
fatigue is simply baffling. The reasonable condngs the NTSB was
groping for facts to support an existing prejudeed this prejudice
dovetailed well with the existing “sick leave jitdeing conducted by the
larger mainline carriers.

Anything originating from L'Enfant Plaza isn’t imme from politics.
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Section 5 - Non-sterile Conversations

23. The NTSB cited “the flight crew’s failure tdlzere to sterile cockpit
procedures” as a contributing factor in the cras@Galgan Air/Continental
Connection 3407. During what phase of flight did bverwhelming
majority of non-pertinent conversation take place?

During climb-out

Immediately prior to the stall event
During a one-hour ground delay
Cruise portion of the flight
Descent

moowez

DISCUSSION: The NTSB citedthe flight crew’s failure to adhere to
sterile cockpit proceduref&nd]the captain’s failure to effectively manage
the flight” as contributing factors in the Colgan Air/ContiterConnection
3407 crash. Nobody can dispute that the crewdddeadhere to FAA
mandated “sterile cockpit procedures,” but we thin& illustrative to put
the non-sterile conversation in its proper context.

“Sterile cockpit” is the practice of not engagimgnon-essential activities,
including non-essential conversation, during caitighases of flight, which
includes operations below 10,000 feet MSL. Corateoss in those phases
are to be restricted to that which is needed telgaiperate the aircraft.

The “takeoff and climb out” phase included thedeling “non-essential”
conversation:

21:20:13.9
HOT-2 direct COATE.

21:20:14.2
HOT-1 direct COATE.

21:20:19.5
HOT-1 and NAV for me.
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21:20:20.2
HOT-2 NAV selected.

21:20:39.9
HOT-1 wee this is fun

21:20:41.7
HOT-2 yeah

21:20:43.0
HOT-1 okay almosf®**

This was the sum total of all “non-essential” corsation after their ground
delay. It lasted four seconds. The crew showadtlitlproperly responded
and verified an ATC clearance, the proper seleatiathe flight guidance
computer, and flight management panel. It diddistract from any
operation of the aircratft.

No reasonable person can justify this four secantdwst as remotely
jeopardizing aviation safety.

The aircraft climbed through 10,000 feet MSL atZ&t08.7%

The aircraft was given clearance to descend thrd@gb00 feet MSL at
22:05:00.6"° The CVR transcript does not give a definitivedithe aircraft
passed through 10,000 feet MSL, but for purposékisfdiscussion, the
aircraft was at 11,000 feet MSL when cleared t®6 f@et MSL, and that
will suffice as the beginning of a “critical phasafflight.

The brief conversation about the first officer’sskachian congestion at
22:09:26" is not reasonably construed as “non-sterile” sthesfirst

officer’s ability to concentrate on her taskgee from the effects of flying
impaired due to illness is essential to the safe operation of the flight.

“3NTSB, APPENDIX B,Cockpit Voice Recorder Transcrigig 228
““HOT 1” is conversation attributed to the captatlOT 2” is conversation attributed to the firgficer.
“NTSB, APPENDIX B,Cockpit Voice Recorder Transcrigig 230
“NTSB, APPENDIX B,Cockpit Voice Recorder Transcrigig 270
“"NTSB, APPENDIX B,Cockpit Voice Recorder Transcrigig 275
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A conversation began at 22:10:2% &garding ice formation on the
windshield. The beginning of the conversationisautely essential to the
safe operation of the flight, and the crew wasguly justified, if not
required to discuss the matter.

This conversation morphed into a discussion of bHoevcrew’s icing
experience was little to nothing, and how that ddesyjuare with the
realities of the rapid upgrading environment ofxiperienced pilots at
Colgan Air. It can be reasonably stated thatploition of the conversation
was “non-essential,” but certainly not distractinthis conversation was
over by 22:12:17.7° The crew initiated and completed their approach
checks subsequent to the conversation.

The cruise portion of the flight had plenty of “reasential” conversation,
but this is permissible and in no way endangerediistracted the crew
from essential operation of the aircraft.

This leaves the hour long ground delay, for whinéré were plenty of non-
sterile conversation, including a text message.

The ground delay was just under one hour in le(@®15:48 - 21:12:21.7).
The aircraft was largely stationary during thiseinmNo reasonable person
could say that the crew was compliant with FAA rlagjons regarding non-
sterile conversation, but it remains open to reabtindebate if the crew
was truly engaged in a “critical phase of flightidaif their conversations
distracted from their duties.

Ground delays are common, especially in the wimenths. To expect a
crew to sit idle for hours-on-end, and stare blamkio the freezing
darkness, is unreasonable. The practice of engagiar flying partner in
“non-essential” conversation, during extended gdodelays, is almost
universal. The actions of the Colgan Air 3407 crewonsistent with
industry practice. Monotony is listed as a causkatjue in the AIM.

“8NTSB, APPENDIX B,Cockpit Voice Recorder Transcripig 276
“9NTSB, APPENDIX B,Cockpit Voice Recorder Transcripig 278
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There is a very large difference between benign;sterile conversation
during a ground delay, and conversations thatafistrom a crew from
concentrating on checklists and operation of theraift during a critical
phase of flight. This distinction is important fiie rational discussion of
Colgan Air 3407.

24. True or False According to the NTSB, nonigeonversation during
the taxi for takeoff event is sufficient to estahlithat the flight crew’s
failure to adhere to sterile cockpit procedures iarantributory to an
accident that may happen many hours subsequent.

A. True
B. False

DISCUSSION: Relevant text follows:

Another example of the progress we have made dthien&afety
Board's four decades-long investigations of hunatdrs is
adherence to Standard Operating Procedures, suchesterile
cockpit rule (prohibiting extraneous conversatiaidw 10,000 feet).
We have made the connection between violatingténigescockpit
rule and creating a lax environment in the cockbpét results in
crews not being attentive to the task at hand. yoa sterile
cockpit violations to be cited in the probable caysrews do not
have to be engaged in a conversation at the time dlecident
sequence commences; the conversation just has tprbsent at
some point during the flight°

This is a tricky area to address. On one handrdakte for sloppiness can
manifest itself in undesirable ways at later tinlesgause a higher standard
Is perceived not to be a priority. This has naiaged the attention of those
of us who have been involved in safety protocol$ standards-evaluation
in past flying endeavors, where good leadershipesofrom setting a good
example.

* NTSB,BOARD MEMBER STATEMEN;IBeborah Hersman, Chairman, pg 3
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Following rules and adhering to standard-operagirgzedure creates the
foundation for safety - it does not ensure aviaiafety. Unreasonable and
pedantic demands over SOP has a much higher piriopensreate narrow-
thinking automotons, than enhancing aviation safétyis narrow-thinking
mindset is a feature of more authoritarian aviatohures, where the
accident rate is far higher than more free-thinRivigstern cultures.

We are left to examine whether or not strict adhegeao rule following
enhances aviation safety or is merely oppressiefollowing for the sake
of rule following. We believe that the NTSB’s aysk, in the case of
Colgan Air 3407, is an example of the latter.

We would not advocate callous disregard for aviatiafety and the
regulations designed to foster a safer air trartapon system for everyone.
We have instructed all pilots, sympathetic to OPERN ORANGE, to
strictly “observe sterile” in our “PILOT TO DO LIST* This is for good
reason and an area where we agree with the inténé dsterile cockpit”
rule.

Our objection is to bureaucrats obsessing overateet rule violations at
the expense of disregarding a manifestly more gifaneat to aviation

safety. To link an undisciplined cockpit to a cersation, held over an hour
prior, during a one-hour ground delay, is anothangple of the NTSB

trying to pound a square peg in a round hole. @roeer link to a threat to
aviation safety, where Colgan Air 3407 was moraroeventuality rather
than a wonderment, would be that inexperiencedgue@re put in the
cockpits of airplanes designed to be camouflagexdrpkanes carrying more
experienced pilots.

No reasonable person can link a conversation Heltifiutes prior to the
sequence of events that led to the crash of Carthth€onnection 3407.
The crash was directly related to the impropermmputs that the captain
had demonstrated repeatedly over his brief caaeerthe training and
cultural paradigm at Colgan Air. The first offidacked the depth of
experience to understand what was happening irr todeerve as a safety
check on the captain.

> OPERATION ORANGERPIlot To Do List OPERATIONORANGE.org
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This was done intentionally by both Colgan Air &ahtinental Airlines, in
order to save money, and is present in the remaofdee “regional airline”
industry. Yet, the NTSB and FAA do nothing to aeklr this issue.

Such rigid adherance to rule following is certaislyept aside by industry-
friendly federal judges, when the subject is piloddding to strict
interpretations of rules at the dismay of theiliaé’s operational wishes. In
those cases, strict rule following will result ificmntempt of court”

citation. The bottom line is really very elemegtand every pilot with
more than a modest amount of experience in thestnglunows the rules
are designed by the industry for the benefit ofititistry. The rules are
not there for the benefit of pilots and whenevacsadherence to rules is
attempted, it will be viewed through the prism dfawis convenient for
those who write and enforce them.

It is this multi-layered double-standard that OPHER#MN ORANGE is
designed to end. Our “Fair Treatment For Expereéreilots Act - Part 2”
fixes these industry-convenient wrinkles in the.law

25. How much time elapsed between the last “natiq@at” conversation
and the onset of the stall event?

A. Less than 5 seconds
B. 22 seconds

C. 56 seconds

D. 146 seconds

E. over 4 minutes

DISCUSSION: Transcript from the Colgan Air 3407 CVR:

22:13:58.4

HOT-2 oh yeah— I'm so glad. | would've— | w— | mean—. |
would've been been fine. | would have survived it. there
wasn't— we n— never had to make decisions that | wouldn't
have been able to make but...now I'm more comfortable.>?

2 NTSB, APPENDIX B, Cockpit Voice Recorder Transcrjgig 281
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[Time elapses with crew performing descent and approach
checks.]

22:16:26.6

HOT-2 uhhh.

22:16:27.4

CAM [sound similar to stick shaker lasting 6.7 seconds]
22:16:27.7

HOT [sound similar to autopilot disconnect horn repeats until
end of recording]

22:16:27.9

CAM [sound of click]

22:16:31.1

CAM [sound similar to increase in engine power]
22:16:34.8

HOT-1 Jesus Christ.

22:16:35.4

CAM [sound similar to stick shaker lasting until end of
recording]

22:16:37.1

HOT-2 | put the flaps up.>®

Just under two and one-half minutes transpired &etvihe last non-
essential discussion and the onset of the statitewes, we freely
acknowledge the crew was in violation of the sgecibckpit rule, but that
conversation did not cause the distraction. Tk avas actively engaged
in the approach procedures and configuring theadtréor landing. They
simply did not check the instruments for airspeed.

This was wholly consistant with the captain’s pooperformance during
his instrument flying checks and the first officers lack of experience
with transport category aircraft, in addition to Colgan Air‘s lack of

“stick pusher” training . This had nothing to do with being distracted by
irrelevant conversation, commuting, fatigue, slagpn a crew room, what
they had for lunch, their favorite color, etc.may have had something to

¥ NTSB, APPENDIX B,Cockpit Voice Recorder Transcrigig 284
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do with the first officer’s illness, as the CVR oeds sniffle upon sniffle
during this phase of flight, not to mention heride$o “be in the hotel”
before the flight ever got clearance for takeoff.

26. The non-pertinent conversation during the ele8approach phase
involved what subject matter?

Low pilot pay

Employment opportunities at other airlines
Disparaging company personnel

Icing conditions and icing experiences

How fatigued the pilots were due to commuting

mooOwer

DISCUSSION: The crew was engaged in an essential conversaliout
aircraft icing, due to the ice accreting on themft. This conversation
eventually devolved into a “non-essential” conveosarelated to
experience (or lack thereof) with icind.

Section 6 - Crew Experience / Hiring Standards

27. How long had the captain been with Colganphior to becoming a
captain?

6 months
2 years
S years
10 years
15 years

moowz

DISCUSSION:

The captain applied to Colgan in August 2005 andsnared the
next month.At that time, the captain had 618 total flight heu290
of which were accumulated while at GIA in a mulgee airplane.

* NTSB, APPENDIX B,Cockpit Voice Recorder Transcrigtp 276-281
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His total number of flight hours met the compamyternal policy
requirements at the time, which were a minimunm06f itours total
time, including 100 hours of multiengine time. sTiminimum was
typical for new hires at regional airlines at thi@ne >

The captain began upgrade training on the Saab 3d@ctober
2007and attempted a checkride for an FAA airline tramd pilot
certificate and type rating later in the month, Inat was initially
disapproved. The check airman indicated that thetaia's airspeed
was too slow on a second missed approach whilenagtiag to
complete a single-engine ILS approach. After anotheck airman
provided further training for the captain, the oingl check airman
conducted the recheck and approved the captaithfocertificate
and type rating 3 days laté.

Two years. The explosive growth of the regiondlras, as mainline
carriers outsourced their flying away from theirrmexperienced pilots in
the wake of the bankruptcies of the past decadaltezl in pilots having
very, very little experience in any type of aviationuch less Part 121
commercial operations. This is very typical of 8mire “regional airline”
model. The experienced pilots were available wrre handed pink slips
by the “mainline” carriers as they contracted ¢t tlying to defacto flight
schools.You are always told there is “one level of safety,and as long

as you believe it, you will never have itlf they cared about your safety,
you would not be flown around on airplanes stafigdnexperienced pilots.

> NTSB, pg 116
*NTSB, pg 116
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28. What was the experience level of the captaliren he applied for
employment with Colgan Air?

A. 3477 hours, former USAF C-141 pilot, no faile8A certification
checks.

B. 7533 hours, former corporate pilot, 1 failedd€ertification on his
initial instrument rating in 1991.

C. 1461 hours, University of North Dakota, Faitedlti engine-land
certification.

D. 2760 hours, oil pipeline inspection pilot, realéd FAA certifications
E. 618 hours, Gulfstream Training Academy, failednitial instrument
rating, failed single engine-land rating, failed miti engine-land rating,
graded “unsatisfactory” on two simulator sessions 8GTA covering:
approach to stall-landing configuration, unacceptake altitude and
airspeed control, with repeated deviations.

DISCUSSION: Relevant text follows:

The captain had received several disapprovals adidxperienced
training problems throughout his flying careén October 1991, the
captain was disapproved for his initial instrumeatrplane rating.
The tasks disapproved were partial panel VOR apgio&lDB
approach, and holdingln May 2002, the captain was disapproved
for his initial commercial single-engine land ceftcate. The tasks
disapproved were takeoffs, landings, go-aroundd, @@rformance
maneuvers...In March 2004, the captain was disappréeehis
initial commercial multiengine land airplane ceitite... The total
number of flight hours that the captain had accraéthat time was
not recorded, buhis certificate application for the rating showed
that he had received 7.1 hours of flight instructidoefore the test,
which is minimal training for a multiengine certiftate.

The captain’s disapproval for a commercial multiemg land
airplane certificate was his third successive faiduto pass an initial
attempt for anFAA certificate or rating, and it appeared that his
performance was not improving as he gained expeeeim its
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September 9, 2005, response to Safety Recommandads-2 (see
section 1.18.1.8), the FAA stated that multiplec&hniee failures
showed no correlation with pilots’ accident andident records.
Howeverthe captain’s established pattern of first-attentfailures
might have indicated that he was slow to absorkbomhation,
develop skills, and gain mastery or that the traagi he received was
not adequateThis pattern might also have indicated that thptam
had difficulty performing required skills while uerdthe stress
conditions associated with a checkride. The cap#tiended
Gulfstream Training Academy from August 2004 talA®05 and
completed initial training at GIA (which was dirgcassociated with
the academy) in December 20@&tails from his training records,
however, revealed his continuing difficulties witlircraft control.
During two simulator periods, he was graded unséistory in
“approach to stall — landing configuration.” Duringa later
simulator period, he demonstrated unacceptabletatie and
airspeed control. During the final planned simulat@ession, the
instructor noted basic attitude flying problems amepeated
deviations.Because additional training was required, an extra
simulator session occurred the next day. All maaesiwere graded
satisfactory at that time. The simulator checkmadeurred the same
day as the additional training. The captain’s Gtaining records
clearly showed that his flying skills needed impgroent, but he had
apparently met the minimum standards required @onpletion of the
training. Thus, he began flying the BE-1900D aslly fqualified first
officer. However, the captain’s GIA training records shalihave
raised concerns about his suitability for employnieat a Part 121
air carrier. The captain applied to Colgan in August 2005 andswv
hired the next month. At that time, the captain h&d.8 total flight
hours, 290 of which were accumulated while at GlAa
multiengine airplane.His total number of flight hours met the
company’s internal policy requirements at the tinvhich were a
minirgum of 600 hours total time, including 100 reoaf multiengine
time:

°’NTSB, pg 115-116
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The NTSB correctly cites the improper control cotumputs for stall
recovery as the cause of the crash. What is alrmenttheir findings is that
Colgan Air hired a pilot with multiple failures the area specific to the
crash - aircraft control, instrument scan, and stgbvery. Rather than put
Colgan Air on the spot for hiring and monitoringrstlards, the NTSB and
FAA focus on irrelevant factors like commuting asrdw rooms. This is
obviously political as the entire “regional airlin@odel would have to be
abandoned if hiring standards were the focus of Féglatory zeal. This
Is simply swept under the rug by the NTSB stathmag the pilots were
“properly certified” and then misdirection is brdugn to cover for that
obvious lax standard.

The bottom line is that the captain was hired witthing more than a
certificate from a flight school that has a poweéffimancial incentive to not
wash out pilots. His record should have attraetéehtion at Colgan Air,
but it did not, untilAETER 50 people died.

29. True or False? The NTSB found that the cajstaxperience level,
upon application with Colgan Air, is typical of nedvires at regional airlines
at the time of the Continental Connection 3407 Itras

A. True
B. False

DISCUSSION: The FAA and NTSB act as if this were a small kjuirthe
entire “regional airline” model. The question rensa “Is it a small quirk?”

His total number of flight hours met the compamyternal policy
requirements at the time, which were a minimun06f iéours total
time, including 100 hours of multiengine tinidis minimum was
typical for new hires at regional airlines at thaime.®

The entire “regional airline” model serves as adslma“flight school” for
under experienced pilots to gain credentials ame&e&nce to eventually
work for a more reputable and prestigious airlii@at’s tolerable if the

¥ NTSB, pg 116
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public is told their pilots are mere students wogkas apprentices for a
higher paying job, but they are not. Instead, theytold there is “one level
of safety” for the airlines. Many of the family mbers of those who died
on Continental Connection 3407 believed they wetégg “Continental
safety” and “Continental pilots,” but they were ndthey were getting very
young and under experienced pilots, flying in thertNeastern winter, in
and out of the busiest air corridor in the worldt disguised to look like the
more experienced and credentialed Continentalilot

The airlines and FAA have a very powerful incentivéeep this subterfuge
going. The political fallout, from being told tleatire “regional airline”
model is nothing more than a cheap source of outsayuexperience and
judgment to a flight school, would be incalculable.

This is precisely what is being done under theauois‘one level of safety.”

30. The first officer’s primary flight experienagarjor to her employment
with Colgan Air, was:

Former USAF

FAA Certified Flight Instructor in Arizona
Night-freight with a FEDEX contractor in Seattl
Tour pilot on seaplanes.

Embry-Riddle Aeronautical University

moowz

DISCUSSION: The first officer’'s experience did not come frtme
military, freight, tours, or a comprehensive fliglthool. She came up
through the “flight instructor” career path. Tiesone of the most varied
and unstandardized career paths to becoming amegilot.

This career path typically has the student pilohpkete their ratings at a
small airport by using their aircraft and FAA Céed Flight Instructors.
Upon graduating from the fairly informal programetstudent becomes the
instructor, building their experience as they teaetv students what they
just learned. Their only meaningful experience/theng, as flight
instructors, is finishing the school.
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Tour and freight pilots get their ratings and tiawe to earn a living flying
in real scenarios on real schedules - learninglépto the conditions as
they change. Aflight instructor only has to te#oh program they just
finished in an environment that is suitable foremyvinexperienced student
pilot.

Picture a county hospital conducting a medical ethath residents as
professors and you start to get the idea.

According to a resumé in her personnel file at @olgnd her
application for employment with the company, fromguést to
December 2006, the first officer worked part tinseadflight
instructor at Sawyer Aviation, Scottsdale, ArizoReam January
2007 to January 2008, the first officer was a ftigistructor at
Sabena Airline Training Center, Phoenix, Arizonlae Svas hired by
Colgan in January 200%.

FAA records indicated that the first officer reasiva notice of
disapproval, issued on May 7, 2006, for her inifiaht instructor
certificate. The areas that needed to be reexamivexe technical
subject areas; performance maneuvers; preflightpdures; airport
base operations; and takeoff, landings, and go-adsu (These areas
pertained to her instructional methods and abisteShe
subsequently passed the test and was issued dietrifistructor
certificate (airplane single-engine land) on May, 2206

The military pipeline typically includes an extregneomprehensive and
rigorous flight school with the best equipment tatugy instructors who, in
addition to having graduated years prior, haveethodive years of
operational/combat flying. These instructors niuist complete another
formal instructor training program taught by thestnsenior instructors
prior to ever instructing a student.

**NTSB, pg 11
9ONTSB, pg 11
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31. How much actual instrument time did the foicer have when she
applied for employment with Colgan Air?

None

6 hours

86 hours
120 hours
1470 hours

moowz

DISCUSSION: The bulk of these six hours almost certainly cateight
during the new moon, as no discernable horizoiketyl to exist. She did
have 86 hours of simulated instrument time, whichld come in a
simulator or during instructional time where sheswat permitted to look
outside the aircraft to determine position, attudr orientation. Arizona
simply does not afford a rich instrument flying @omment, such as the
Northwest, Northeast, Europe, Asia, Alaska, Canatta,

We highlight this experience not to fault the fio$ficer, but to question
why Colgan Air would seem to accept such a backagpidor a position to
fly in the dense traffic, and adverse weather @mments of the Northeast.
We further question Continental Airlines’ decisimnoutsource its flying to
a company staffed by under experienced pilots.

Perhaps it has something to do with the salariesspwith thin resumes can
command.

The first officer had accumulated 1,470 total fligjours, including 6
hours of actual instrument time, and 86 hours ofidated instrument
time before her employment with Coldan.

®INTSB, pg 11
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32. How much experience did the first officer hawh turbine powered
aircraft prior to her employment with Colgan Air?

None

737 type rating class for her application tathavest.
Previous Q-400 experience with Horizon Air.
Beechcraft 1900

EMB-145

moow»

DISCUSSION: No experience with turbine powered aircraft ptmr
employment with Colgan Air.

(The first officer reported no experience with tadspowered
airplanes on her résumé and employment applicagfion.

How many furloughed Continental, United, Delta, Aioan, and US
Airways pilots had extensive experience with comptarbine powered
aircraft at the time of the Colgan Air 3407 crasias saving $5-$10/ticket,
by outsourcing the operation to a company (andstigiuthat continues to
have no problem hiring inexperienced pilots, wateh

33. How much experience did the first officer hawth icing conditions
prior to her employment with Colgan Air?

None.

A modest amount.

One full winter in the Northeast

About the same as most new-hires for major/timagrairlines.
Extensive, due to her employment with Alaskdides.

moow»

DISCUSSION: This is not exaggeration. Colgan Air hired ap(and
presumably many others) with no appreciable expeeavith icing. Given
that their scope of operations includes the Noghigathe winter, this is not
insignificant.

®2NTSB, pg 11
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...the captain and the first officer began a conveosathat was
unrelated to their flying duties. During that cons&tion, the first
officer indicated that she had accumulated more@diight time in
icing conditions on her first day of initial openag) experience (IOE)
with Colgan than she had before her employment thgtcompany.
She also stated that, when other company firstefiwere
“complaining” about not yet having upgraded to cajst, she was
thinking that she “wouldnt mind going through anter in the
northeast before [upgrading] to captainThe first officer explained
that, before I0OE, she had “never seen icing condits ... never
deiced ... never experienced any of th4t.”

We do note that the first officer had the foresightinderstand that her
professional development would be greatly enhabgyeskperiencing a full
winter in the Northeast prior to becoming a captdifra 24 year old pilot
can appreciate the wisdom of such a prerequisgeyander how an airline
can hire pilots who lack that kind of experiencgt, lye expected to operate
in such an environment. We are further horrifieattthe typical expectation
of many first officers at Colgan (and presumablyeotregional airlines) are
to upgrade so quickly, that they lack the necessapgrience to fulfill that
responsibility.

It would seem that at no point are the pilots erittenagerial oversight of
the operation concerned about the profound lagkpérience. This is an
area the FAA should be very proactive in elimingtiiirline pilots at
mainline operations are expected to have this &frekperience prior to
application with the airline, and have already da&s pilot-in-command
(PIC) in such an environment.

The entire notion that there is “one level of s@fat the air transportation
industry is a fiction, and everyone in the industngd FAA knows it. When
you hear such a statement from the industry or gwwent, you are being

subjected to a willful deception.

®3NTSB, pg 3
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34. How much did the first officer state she maaé& Colgan Air in her
first year of employment?

A. $154,000

B. $75,000

C. about $60,000

D. $15,800

E. About what her husband makes on drill weekdéodthe US Army
Reserve.

DISCUSSION: We now discover the real reason the entire redjiamline
industry exists. Pilots will attempt to break irthe industry by
undercutting the existing wage structure, in otdegain experience, in the
hope that they will eventually land a job at a ramairline where
compensation is more reflective of the responsiedi The airline industry
capitalizes on this phenomenon by paying abysmgewand shifting
flying to that sector. Not only do the airlinevsanoney directly by hiring
underpaid, under experienced pilots, they also sawgey by having a
mechanism against which to whipsaw the mainlinetpjlthus reducing the
compensation paradigm a the mainline.

As long as the public allows the industry and gowent to give the
illusion of “one level of safety,” this will contire.

During the recent past, airlines actually wouldénauots rebate almost
their entire first year’s wages under the guis&alying for training.” All
airlines must train pilots to their operational gfieations, regardless of
experience, so the enrire “pay for training” cortasmothing more than a
reduction in wages to skirt the various minimum wéegvs. Under such a
scenario, it is not uncommon for first officersmiake less than $2000 in
their entire first year of employment.

Needless to say, such an arrangement attractsgang and inexperienced
pilots to shoddy organizations offering such aniemment. This has not
come without consequence and, as usual, the irydarstk government
covered up the practice, proclaiming “one levetafiety.”

Page 51 of 82
operationorange.org



Colgan Air 3407 Questions, Answers, and Discussion

We note that the mainline airlines have never pigidted in such a
program.

The CVR recorded the first officer stating, abod8@ 02, that she
earned a gross salary of $15,800 during the previgear (her date
of hire with the company was January 16, 2008) tad “I'm just
lucky ‘cause | have a husband that's working.” (bR recorded
the captain stating that he earned a gross saldgbmut $60,000
during the previous year.) About 2103:03, the foBicer stated that
her husband had earned more in one weekend ofnyilirill
exercises than she earned in an entire pay cybke.added that a
recent pay raise would result in an extra $200 epapicheck?

35. True or False? Colgan Air routinely hired laggmts with no previous

airline experience.

A. True
B. False

DISCUSSION: Relevant text follows:

According to the Colgan vice president of admiristm, at the time
of the accident, the company’s minimum flight treguirement for
pilot applicants was 600 hours total flight timethwiLOO hours
multiengine time. This vice president also stated & pilot with 250
to 300 hours in a Part 121 operation would be a enappealing
candidate than a pilot with 1,500 hours in a genendation
airplane. The vice president further stated thatpart of a pilot
applicant’s background check, the company chedkegaperwork
required by the Pilot Records Improvement Act (DR that many
of the pilots that the company had hired did notéhprevious
experience with other airlin€s

54 NTSB, footnote 37
® NTSB, pp 33-34
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Inexperience of the crew is not limited to the deait crew of Colgan Air
3407. Many of these pilots upgrade to captain walprevious experience,
and only a year, perhaps two, as a first officer.

When we say the airlines shed experience for campd, this is what we
are talking about. Experience isn’t cheap not &asy to control, which is
why the “regional airline” model persists, despgeurring safety concerns.

Airlines will always shed experience at the expesfsgafety. The fact the
regional airline model exists is testament to tetrge.

36. After the Colgan Air/Continental ConnectiorD34crash, Colgan Air
revised the minimum experience level (total/mutigme) for new-hires
from

600/100 to 1000/100
600/100 to 1500/100
600/100 to 2000/250
600/100 to 2500/300
Colgan Air did not raise their minimums subsaEgjuo the crash.

moow»

DISCUSSION: In reaction to the initial public outcry over tlaek of
experience of the pilots at regional airlines, @old\ir revamps its hiring
minimums to help deflect criticism.

Colgan indicated that it revised its flight timegterements on April
30, 2009eleven weeks subsequent to the cradtgwly hired pilots
are now required to have 1,000 hours total flighte¢ and 100 hours
in multiengine aircraft. Q400 captains are now raqd to have
3,500 hours total flight time and one of the folilogy 1,000 hours as
a PIC at Colgan, 1,500 hours in aircraft type, g0@0 hours at
Colgan. Saab 340 captains are now required to 3800 hours
total flight time and 1,000 hours at Colg&h.

®NTSB, pg 34
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This new requirement would have prevented the aaftam being hired,
since he lacked the 1000 hour total time requiréni®rt not the first
officer. These new minimums conveniently barelyghnde the captain
from being eligible to command an aircraft at Coldar, since the captain
had 3379 total hours, and 1030 hours as pilot-imroand®’

This is clearly an example of shutting the barnrdadter the horses have
escaped It may also be conveniently suited to the resdibf an airline that
Is coming out of its era of rapid growth and thejected upgrading
opportunities would not be precluded by the growergerience of their
first officers as upgrade opportunities start towghelative stagnation. This
IS conjecture on our part, but the industry wowddainly benefit from
changing its standards to reject opportunities Wwiie no longer available
to them.

Section 7 - Training / Culture

37. Colgan Air’'s POI (Principal Operating Inspe¢teaid the following
about the “safety culture” at Colgan Air.

A. “Very proactive. No changes needed.”

B. “Serious problems. Total rework is needed.”

C. “Adequately staffed at the monitoring level,”

D. “More reactive than I'd like ... not quite as proactive.”

E. “In line with industry standard...pilots needa® more proactive in
identifying potential safety issues.”

DISCUSSION: Here is what the various management personelasaiut
Colgan Air’s safety culture, when interviewed bg tNTSB:

The Colgamanager of flight safety statethat the safety culture at
the company was good because of programs, sucBAP And
LOSA, that allowed employees to provide feedbadklaa corrective
actions implemented by the company based on tdbdek.This

®”NTSB, pg 7
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manager addedhat pilots have also volunteered other information
outside of the programs about the company’s opanatilrhe Q400
fleet manager also statetthat the safety culture at the company was
good because of the safety message being convegedliout the
company by the company president and vice presdEm¢ manager
of flight standards statethat the safety road show helped to improve
the company’s safety culture because it reinfotbedmportance of
safety and the message that everyone needed taogatherThe
director of flight standards statethe following regarding the
company’s safety culture: “the pilots that are oliére every day
performing the job flying the airplanes around wadnit dream of
doing anything but keeping it a safe operationtf@mselves and
their passengers and their flight attendaffts.

Here is what the Colgan Air Principal Operatingpestor said of Colgan
Air’s safety culture:

The POI for Colgan stated that the safety culturgha company was
“more reactive than I'd like ... not quite as proacéy The POI
indicated that the company needed more middle mamagt-level
personnel to advance safety programs and condutitiadal
monitoring®®

One group of individuals is paid and promoted byg@n Air, and the other
is paid and promoted by the FAA. The entire NTSBument shows
repeated reaction to what should have been obviSagety culture should
be proactive, rather than written in blood.

When it comes to management talking about safediching what they do
Is more reliable than listening to what they s&gfety costs money; it
always has and always will. The entire premis®@ BERATION ORANGE
Is to stop the outsourcing of safety to the lovidter.

If the NTSB documents isn’t enough, please takeithe to view the PBS
FRONTLINE documentary called, “Flying Cheap.” Yoan link to it from

% NTSB, pg 52
®9NTSB, pg 52
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the OPERATIONORANGE.org website, or do an intessesrch for “PBS
FRONTLINE - FLYING CHEAP.” In this documentary,gerter Miles
O’Brien interviews many regional pilots, many of avh were former
Colgan Air pilots. These pilots volunteered mamstances where Colgan
Air either asked them to falsify FAA records, orevé pilots falsified
records to keep the planes moving. “Move the nigfiow one pilot
described the operating philosophy of Colgan Ange most regional
airline code sharing agreements only allow theaedgii airline to get paid
by the mainline when they complete the flight.

FRONTLINE serves as another source to indicatesafsty is not the

prime operational value, but profit. There is moghwrong with profit, as it
IS necessary to continue to provide quality passean transportation, but
it should not be pursued at the expense of a read®reneration of safety.

38. True or False? Colgan Air incorporated tragnof the Q-400 “stick
pusher” as part of the training syllabus for itglQB program prior to the
3407 crash?

A. True
B. False

DISCUSSION: Did Colgan Air train its pilots on a major safetystem
incorporated into their aircraft prior to the isfagcoming national news?

Company training personnel and Q400 check airmatedtthat
demonstration of the airplane’s stick pusher systexs not part of
the training syllabus for simulator training at thiene of the
accident’

Apparently not. Since this was directly relatedhe primary cause of the
crash, we can say this cost saving measure wadqudig 50 lives. We

find it thoroughly appauling the NTSB cited thewt® failure to adhere to
sterile cockpit procedures as being contributortheocrash yet leaves this
glaring fact out of their contributory factors. i$hlismay is borne out of the

ONTSB, pg 36
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NTSB’s pedantic concern for regulatory compliarregher than a
manifestly obvious hazard to air transportatiomisTis juxtaposed against a
certificate holder’s callous disregard for safemjture and training,

knowing they hire pilots with little or no foundati to draw upon when
crisis presents itself.

When viewed through the prism of airlines sheddirgerience and cutting
corners at the behest of cost reduction and bewigged by a government
that refuses to call out the industry on a stradtsafety flaw in the entire
industry paradigm, this outrage is easily explained

They don’t care about your safety - neither thaustd/ nor the government.
Pay your taxes; buy your tickets; don't questiosithone level of safety”
mantra.

39. Which of the following statements is false?

A. The NTSB discovered that one Colgan Air checkhan was
demonstrating the Q-400 “stick pusher” during siaoit training.

B. Most pilots at Colgan Air had never seen a destration of the Q-400
“stick pusher.”

C. Most pilots, when shown the Q-400 “stick pusheracted improperly
by attempting to override the “stick pusher.”

D. The “stick pusher” is a design flaw of the Q-40.

E. Colgan Air incorporated “stick pusher” trainisgbsequent to the 3407
crash.

DISCUSSION: The “stick pusher” is an intentional safety featbuilt into
many modern transport category airplanes. Thigsgned to assist in
accomplishing the one mandatory objective in s&dbveries - reducing
angle-of-attack (AOA). In the hands of a well tred crew, with a large
reservoir of experience, the stick pusher is a vssful feature. In the
hands of someone who has never seen it beforeuldrappear as a
malfunction, since the actions are counter-inteitio the novice.

Company training personnel and Q400 check airmatedtthat
demonstration of the airplane’s stick pusher systexs not part of
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the training syllabus for simulator training at thiene of the
accident. Neverthelesspe check airmanndicated that he
demonstrated the stick pusher during initial sinoifaraining. The
check airman stated thatost of the pilots who were shown the
pusher in the simulator would try to recover by axding the
pusher. Most of the company pilots interviewed afterdbeident
reported that they had not received a demonstraioor instruction
on the stick pusher.

At the public hearing for this accident, Colganfsef Q400
instructor testified thatafter the accidentpilots began receiving a
demonstration of the stick pusher system duringlsitor training.”*

We applaud the lone check airman who took it upamsélf to demonstrate
a major safety feature of the aircraft. His fogésihad the potential to save
lives. Had the accident captain been paired wiith¢heck airman during
training, perhaps nobody would be discussing thestters and 50 people
would still be alive today.

It is alarming that those pilots who had the feamemonstrated to them,
the majority had committed the same error as tpéaoaof Colgan Air

3407. This error was the direct cause of the ¢rasistated in the Executive
Summary. Overriding the pusher is a fatal endeavtywer altitudes and

in the landing configuration. The fact Colgan Aid not incorporate this
into their training, given the experience levetlodir pilot group, is grossly
negligent and borders on the pathological.

The fact most pilots at Colgan Air had not seenstiek pusher, at the time
of the crash, is frightening. How many lives wggepardized by such an
oversight?

As we pointed out earlier, a novice is not goingimolerstand what is
happening if he or she is not trained in the subj&tartle and confusion
would certainly follow. The NTSB said as muchts findings:

"NTSB, pg 36
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The NTSB concludes that the captain’s responsedoshaker
activation_should have been automabat his improper flight
control inputs wer@nconsistent with his trainingand were instead
consistent with startle and confusion. The NTSB&urconcludes
thatthe captain did not recognize the stick pusher’dian to
decrease AOA as a proper step in a stall recoyvand his improper
flight control inputs to override the stick puslexacerbated the
situation’?

It is true that the captain’s resporsg®uldhave been automatic. That kind
of response is expected of someone with a richdrackd in basic aircraft
maneuvering (“hands-on” flying, vs. autopilot), anto is properly trained.
The NTSB said his inputs were “inconsistent with tnaining.” This is
manifestly false because the captal® NOT RECEIVE TRAINING in
this feature. There was no training to serve staiadard for which to judge
his actions.The better phraseology would be that the captain’actions
were consistent with his level of training and exp@nce, but

inconsistent with the expected actions of a properltrained and
experienced pilot

40. True or False? Colgan Air had a formal “pri@initoring program,” to
monitor pilots considered to be weak, in placemaathe Continental
Connection 3407 crash?

A. True
B. False

DISCUSSION: The correct answer is “false.” It did not dawm@olgan
Air to monitor pilots with low experience and whave demonstrated
weakness consistent with that experience, ungr afisaster forced their
hand.

The chief pilot indicated that, at the time of #ueident, the company
did not have a formal program for those pilots tihegre considered
to be weak. In August 2008jx months after the crasfjolgan

began a formal pilot monitoring prograf.

"2NTSB, pg 89
NTSB, pg 39
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After a new captain completed IOE, Colgan providedurther
scheduled oversight of the captain until the anruna check. After
the accident, Colgan changed its policy so thahallv captains
would have a line check after 6 months.

41. Which of the following check rides (was/wefa)ed by the captain
during his 3 years with Colgan Air?

A. First recurrent check as a first officer on 8®AB 340

B. Airline Transport Pilot check ride during ir@ticaptain upgrade for the
SAAB 340.

C. Initial check ride for the Q-400

D. All of the above

E. BothAand B

DISCUSSION: This captain had three certificate disapprovéd$OR to
being hired by Colgan Air. He subsequently fatd more important
milestones.

On October 15, 2007, while a first officer for Calgthe captain

was disapproved for his airline transport pilot d¢drcate during his
initial flight check. He flew a Saab 340 during the flight test, and the
disapproved task was approach and landing with wgrplant

failure in a multiengine airplane. He passed thght check for the
certificate on October 18, 2007.

On October 17, 200@he captain received an unsatisfactory grade
on his recurrent proficiency check in the Saab 34lhe
unsatisfactory tasks were rejected takeoffs, geh@rdgment,
landings from a circling approach, oral exam, andin] precision
approach.The captain attended recurrent training and cortgalehis
prequalification proficiency training on November2D067°

" NTSB, pg 42
NTSB, pg 10
®NTSB, pg 10
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This is enough to establish a pattern that shooietern any organization
that traffics in aviation safety. The captain adifficult time mastering the
tasks for which he was seeking responsibility tdgren. This is no longer
a matter of opinion, but one of established fadiese facts were known to
the management of Colgan Air prior to the crashwere disregarded for
reasons that a reasonable inquiry would find disigy.

“Flying cheap” isn’t very cheap, when measuredumhan suffering. Yes,
the passengers saved $10 on their ticket to Byffalbat what cost?
Continental saved money by not having to hire necygerienced pilots, and
they insulated themselves against the legal blolwbg@ontracting with an
organization known for hiring low-time, problematisder-paid pilots that
are pressured into flying beyond what they belisv&afe.

42. True or False? Colgan Air was concerned thighcaptain’s repeated
training and proficiency failures and had enroléah in a pilot monitoring
program.

A. True
B. False

DISCUSSION: Faced with a known problem, Colgan Air did ndtitute

a program for problematic pilots until AFTER Comirtal Connection 3407
had crashed. This is consistent with the patté@adgan Air attempting to
lock the barn door after they know the horses lesoaped.

Because of his continued weaknesses in basic &imatrol and
attitude instrument flying, the captain would hde=n a candidate
for remedial training. However, at the time of @necident, the
company did not have a formal program for pilotsovdlemonstrated
ongoing weaknesses. The company’s director oftfiggindards
stated that pilots who were found to be unsatisigdbecause of a
failed checkride could retrain on the specific i item and that no
further followup would occur if the pilot were falito be satisfactory
on the subsequent checkride. This director alstedtthat, for pilots
with multiple unsatisfactory checkrides, he or fiight standards
manager would coordinate with the director of cresvniber and
dispatcher training to assign additional trainin@As stated in section
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1.17.1.3, Colgan began a formal pilot monitoringgram in August
2009.)

Even though the captain had failed two checkridiesesbeginning
work for Colgan (and was graded “train to proficiey?’ on another
checkride), he had received retraining on the dpetailure items
and then subsequently passed the checkrides. ésuli,mo
additional training or overall review of his skiles a pilot
occurred!’

We are left to speculate why Colgan Air didn’t noniits weaker pilots
until after the crash of Colgan Air 3407. It probbahas quite a bit to do
with money.

43. True or False? Prior to the Continental Catiae 3407 crash, Colgan
Air had an effective monitoring program called “YANW' (verbalize, verify,
and monitor) to promote effective monitoring of duecratft.

A. True
B. False

DISCUSSION: Colgan Air staffed its airline with inexperiencpiiots and
then failed to install an effective back up and faing system for basic
instrument scans and cross-checks. It was ordy 8@ people died as a
direct result of this oversight that they installedrocedure for that type of
cross-check.

If Colgan Air had failed to install this safety gexdure for its inexperienced
pilots, how many other “regional airlines” are alaoking?

Remember, this is the type of operation the “maailicarriers have
contracted for the outsourcing of your safety.

Colgan’s standard operating procedures did notuie speed targets
during approaches; these targets would have fatéd the detection

""NTSB, pg 117
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of speed deviations by the monitoring pil@olgan also lacked
standardized procedures for setting airspeeds adguithe ref
speeds switch, which did not promote effectivessobecking
between airspeeds and the switch’s status. (Tlssse$ are discussed
in section 2.8.) If such procedures had been icgléhen the flight
crew might have detected the inconsistency betteeil 8-knot Vref
(a non-icing speed) and the position of the reksigeswitch (icing
conditions assumed) and ensured that a Vref ofkb®8s (an icing
speed) was selected. Further, although companyepiwes required
the flying pilot to make a 1,000-foot callout wiedranging altitudes,
the director of flight standards stated that thélamat was not
required before the altitude alerter sounded. Sai@nactice can
impede monitoring because flight crews may becamssipe and
wait for an automated backup system to prompt tfegjuired

callout. After the accident, the company introdiitiee “VVM”
(verbalize, verify, and monitor) program to imprdlight crew
monitoring.

The NTSB concludes that Colgan Air's standard opega
procedures at the time of the accident did not pteneffective
monitoring behaviorThe NTSB is concerned that other air carriers’
standard operating procedures may also be deficierthis area’®

44. What “significant content” did Colgan Air’'s @@in Upgrade
classroom training contain, regarding captain rasjmlities?

mooOwz

Leadership skills
Management oversight
Administrative duties
Command authority
Scenario-based training

DISCUSSION: Common sense and would dictate that an airline

experiencing heavy growth and staffed with new aisstwith very little
experience would take the time and expense togpuge classroom

8NTSB, pg 95
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instruction on basic leadership skills. After #tiey are saving a
tremendous amount of money on these young pilatsyath a
management team crowing about “safety” every tioraeone turns on a
camera, one would reasonably believe that theydvatiempt to bridge the
experience gap with some genuine leadership tiginin

It would be a shame if the airline used their cagptggrade training for
little more than basic administrative duties (paymek procedures).

The captain upgraded in October 2007; at that ti@elgan provided
to its upgrading captains a 1-day training courseduties and
responsibilities. Although the director of crewmemand dispatcher
training stated that the course was designed tp hatew captain
make the transition to the new rotee NTSB'’s review of the course
content showed that it focused on the administratiduties
associated with becoming a captain. The upgradertiag course
did not contain significant content applicable teedeloping
leadership skills, management oversight, and commauthority.”

Why would an airline emphasize “administrative dstirather than genuine
leadership skills? It is a function of airlinexleswing experience and
judgment for compliance. People with strong lealdgr traits can be
difficult to intimidate and control. If an airlinells a pilot he is a “leader,”
but conditions him to be a malleable functionargerves their purposes for
pilot pushing and labor relations.

Telling someone they are a leader does not madaee iThey must know
they are a leader, based upon their own traitsiegalexperience, and moral
courage, and having those qualities tested by waffiorms of conflict.
These traits are often at cross-purposes with lgaidocile labor force.

" NTSB, pp 98-99
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45. Which of the following statements is falsegaeling Colgan Air’s
fatigue policies?

A. In the nine months prior to the Continental @ection 3407 crash,
approximately 12 pilots availed themselves to Colga’s fatigue policy.
B. In September 2009, Colgan Air issued a nevwgtaipolicy where pilots
would report to the Safety Department, rather tin@Flight Operations
Department

C. At the time of the Continental Connection 340¢rash, Colgan Air
provided training and education to its pilots in preventing fatigue.

D. In December 2009, Colgan Air issued an “InteFatigue Policy”
detailing how “frivolous” fatigue calls are now thejority and any such
calls will be subject to disciplinary action.

E. In December 2009, Colgan Air issued an “Inteffatigue Policy” which
states, that the crew member cannot use the fapigliey when returning
from days off or after a rest period of 12 hourgjater.

DISCUSSION: Relevant text follows:

The EWR regional chief pilot stated that, betweety 008 and
February 2009pnly about a dozen pilots had called in fatiguethe
regional chief pilot also stated that, if pilots mdatigued, they could
call in as such to crew scheduling or use sick é4v

Given the scope and pace of Colgan Air’s operatitins amazing that one
pilot every 3 weeks finds himself fatigued. Thesvidence of a culture of
pilot pushing, where fatigue is not a consideratioacheduling. Regional
airlines are a fatiguing business, on their begsdd he days are long, and
the time off to recover is short. Acute and chedatigue are the norm.

Colgan’s September 20, 2009, revision to its FliQperations
Policies and Procedures Manual contained additionérmation
about the company’s fatigue policy. According te thanual,
Colgan’s safety department was the focal pointie company’s

8ONTSB, pg 48
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fatigue policy to gather information to identifytitfue and scheduling
iIssues. As a resultyewmembers were required to submit fatigue
forms to the safety department instead of the clpébt or duty
officer.®

In the wake of the Continental Connection 3407 lgr&olgan Air
implements a new policy addressing fatigue. It emthe responsibility and
reporting from the operations department to thetgafepartment. This is
to give the pilots codified assurance their fatiger@movals will not be
disciplinary opportunities. This is a step in ttlwgrect direction, but also
leaves an uncomfortable question hanging in thewa@re the previous
fatigue reports discouraged by management or ws ntimidated into
not removing themselves for fatigue?

When only 12 pilots over 9 months report themsetedse fatigued, one
would reasonably conclude pilots were reluctanetoove themselves for
fatigue, much like they could be reluctant to us& kave and fly sick, as
the first officer had indicated.

At the time of the accident, Colgan did not providay information
to its pilots about fatigue preventioit

Why would Colgan provide information to its pildtsat would be at cross-
purposes with the culture of pilot pushing?

On December 30, 2009, Colgan’s director of openadissued read-
and-sign memo 09-12, “Interim Fatigue Policy” td abmpany
pilots and flight attendants. The memo stated thi#tough Colgan’s
nonpunitive fatigue policy had provided helpful infmation in
understanding scheduling issues that created faggamong
crewmembers and had resulted in crewmembers recoggiand
declaring true fatigue situationsabuse of the fatigue policy was
increasing. The memo noted the following: “in tastl2 months, the
instances of fatigue calls with no valid reasonfltigue have
increased to the pointhere frivolous fatigue calls are now the

8INTSB, pg 49
82NTSB, pg 49
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majority” and “frivolous use of sick policy and fatigue [/} at the
expense of our customers and our operational rdltghs not an
acceptable practice®

The September 2009 fatigue policy did exactly whats supposed to do -
uncover fatiguing operations for management tohegale in a less
fatiguing way. Crewmembers were properly identifyfatigue.

We are left to wonder what “frivolous” means toaperations manager and
how that might differ with how a pilot might defirtiee term. There is little
doubt that pilots flying a fatiguing schedule aeg@arting fatigue would
hamper the operations of the carrier, so “frivolamngght very well be in the
mind of the beholder. Certainly, if fatigue mitiggan were to cause
unacceptable changes in the operational schedhaajitine would have an
incentive to quash the discovery of fatigue.

This interim policy, which became effective on Daoer 31, 2009,
stated thafatigue calls would not be accepted if the crewmemb
had a rest period of at least 12 hours before thatsof the duty day,
was returning from days offor wanted to use the policy for a future
flight. The memo noted that the safety departmentdvconsider
mitigating circumstances preventing a rest periaaf being fully
used when determining whether a fatigue call wasptable. The
memo cautioned,dny further blatant abuse of the fatigue option
will be addressed as a disciplinary action, andidaie resulting

from an improper use of rest periods or personanhg off duty will
be treated as missed trip§*

Fatigue is caused by many things, not all of wiad flight operations
related. We would agree that it is a professigial’s responsibility to use
his time off to recuperate from the flying sched@aed report for duty as
rested as reasonable, there are other factorsvéigh on a pilot's ability to
recuperate.

8 NTSB, pg 50
8 NTSB, pg 50
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If the flying schedule is such that time at homeasy limited and sporadic,
the pilot may not have the ability to fully recovef the previous crew
pairings had the pilot off his normal body clodkmay take a day or two to
recover. If the subsequent crew pairing has tlue pperating off his
normal acclimated rhythms, the pilot may not besablreport as “rested as
possible.”

Other pressures take the time of pilots. Not it are single, 23 year old
males with no other responsibilities, living witl80 minutes of their
primary airport. Many have families who demandrtagention. Even a “3
on - 3 off” schedule, which is avuncular by mankgesduling paradigms,
leaves little room for a pilot to attend to his etlhesponsibilities. If it takes
a day to recover from the previous flying, thatvesonly one day before
the pilot must adjust to flying again. That isléttime for families.

Unless we are to declare family responsibilitiebegoming of a
professional pilot, there exists a very real paksilihat a pilot could be
fatigued when reporting after days off. Grantéds should not be the
norm, but it is well within the scope of trying keep a family from
disintegrating under the higher productivity reganents of the “new
airlines.”

Not all rest periods are conducive to recuperatat. Even 24 hour rest
periods can be the most grueling, as the pilot mtistnpt to recover from
the flying he just completed and then rest forfii@g he is about to
attempt. The realities of human physiology areateays compatable with
airline operations. Sometimes, pilots just caalk &sleep on command.

Rest looks different to a scheduler 3 months ghan to the pilot having to
attempt it.

Colgan Air now makes this ugly incongruence a giscary issue, as
“blatant abuse” is largely subjective in naturehat/looks like abuse to an
operations manager in his Newark office may begatof insomnia for a
pilot whose personal life is crumbling becausedaieer is far more taxing
than he ever anticipated.
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Either way, are pilots supposed to fly fatiguedt joecause they are starting
their duty periods? Fatigue is fatigue, regardtdsshere it occurs.

46. At the time of the Continental Connection 34€&sh, the Manager of
Flight Safety at Colgan Air had developed a pampliollepilots on fatigue
and industry fatigue trends. The Vice Presideraiety and Regulatory
Compliance said that it was not implemented because

A. It was beyond the scope of the type of flyimgeuntered at Colgan Air.
B. It was inconsistent with established sleepasdeused by the FAA.

C. It was redundant with the Flight Operations Marfatigue verbiage.
D. It focused on changing duty times and report p#ods as a
countermeasure to fatigue, which would not have beeeasible.

E. The pilot union blocked the issuance.

DISCUSSION: It has been our contention that pilot pushingmpant in
the Part 121 airline industry, especially in thedional airlines” If genuine
fatigue abatement measures are implemented, itdveedessarily disrupt
the productivity airlines need to stay competitiviégh other airlines
engaging in pilot pushing.

This is where the profit motive is at odds with g&sger safety. It is not
enough to casually and callously dismiss the asadthtionship with
aviation safety and profit by idiotically sayingathairlines would not be in
business if they keep crashing airplanes. Somstgogernment
regulations are a good thing, especially whenme®to safety. Safety
costs money - it always has and always will.

At the time of the accident, Colgan did not prowaag information to
its pilots about fatigue prevention. The manageitight safety stated
that he had been developing a pamphlet for piloés$ provided
information on reasons for fatigue and industrygae trends. The
vice president of safety and regulatory compliasieged that the
document developed by the flight safety managesr not
implemented because it focused on changing dutyeshand report
periods as a countermeasure to fatigue, which wouatat have been
feasible®

8 NTSB, pg 49
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...and there you have it. The education of Colgpiit#ts was set aside
because it would have required the airline modgyoperations. This is
tantamount to sayintsafety is our first priority, provided it doesn't
interfere with our other priorities.”

This is how you kill “safety culture.” Pilots amat stupid, and they know
when they are fatigued. This kind of thing teli®ts that management
doesn’t care about safety, and the operation floams this.

Operations, or “moving the rig” is the highest pitypbecause that is how

regional airlines get paid. More pilots detractsrf the bottom line, even at
the prices regional airlines pay for their pilots.

Section 8 - Regional Airline General

47. True or False? The FAA and NTSB are awarethighew “Regional
Airline” model is characterized by inexperienced amtested captains
being paired with inexperienced and untested difsters and that
mentoring and professional development opportundi@ sorely lacking in
such an environment.

A. True
B. False

DISCUSSION: Relevant text follows:

Industry changes (including two-pilot cockpits @hd advent of
regional carriers) have resulted in opportunities pilots to upgrade
to captain without having accumulated significaxperience as a
first officer in a Part 121 operation. Without tleesnportant
opportunities for mentoring and observational leam which
characterize time spent in journeyman pilot posisioit may be
difficult for a pilot to acquire effective leadeiplskills to manage a
multicrew airplane. In addition, airlines must iilktheir leadership
values and safety culture in their captains becabsg are the ones
who are ultimately responsible for the safety aftefight®

8 NTSB, pg 99
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Remember this passage the next time the presidéme &AA or a member
of the FAA drones on about “one level of safety.”

48. According to NASA, how many “regional pilotsélf-reported to have
“nodded off” in flight?

Less than 5%
16%
21%
55%
80%

mooOw2>

DISCUSSION: If the NTSB wants an area to explore regardirigdi, it
needs to go no further than investigating the weriairlines, especially the
“regional airlines,” for pilot pushing. “Pilot pbgg” is the practice of an
airline pressuring pilots, whether by overt coencow by cultural factors, to
fly when the pilot believes it is not prudent tostm This “move the rig”
mentality is present at almost all airlines. Itn&s in the form of being
coerced to fly in dangerous conditions, such asdlyn known icing
conditions, or being told to fly in an unsafe manteeskirt FAA legalities,
such as flying faster than prudent to come undeBthour “hard time” limit
for unaugmented crews.

This results in fatigued pilots flying aircraft mse under the present
requlatory paradigm, fatigued pilots are cheaper tlan rested pilots
Airlines can reduce staffing and put more flyingtba lines of the
remaining pilots to save money. This bumps upregdhe physiological
limits of the pilots, and the reality of such spitiver into areas the ATA and
FAA would rather not address.

In the study on commuter airline safety, the Bdarthd that self-
reports from commuter airline pilots indicated thmobst pilots had
flown while fatigued. In the study on aviation ilagka, the Board
concluded that the consecutive, long duty daysnperd by Title 14
Code of Federal Regulations (14 CFR) Part 135.28<cobmmuter
airline and air taxi flight crews in Alaska, canrmoibute to fatigue
and are a detriment to safetih 1999 NASA study found that 80% of
regional airline pilots said they had nodded off dag a flight, and
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fatigue continues to show up in reports in NASAia#ton Safety
Reporting Systef{.

It doesn’t matter that a flight operates under B3g or Part 121; pilots
spending more time on task results in fatigue. s€halots are being told to
fly by their employer.

We are concerned that the overall trend of “pilesiung” is being ignored
(at best) or being codified (at worst) by the FAAthe behest of their
handlers at the ATA. Colgan Air 3407 had no “ppaishing” aspects, as it
was the first flown leg of the crew pairing for hgtilots, and both were
reasonably restedor the task-at-hand. The FAA/NTSB are dismisdimg
entire culture of pilot pushing, which certainlyngports with the 80 year
objectives of the various airlines, and then attamgpto make a “federal
case” out of non-existant pilot fatigue in the cas€olgan Air 3407. This
latter endeavor serves as the pretext for the BABdue regulations putting
the onus for fatigue abatement on individual pil@tkile codifying the
culture of pilot pushing in the airline industryhis essentially results in a
carte blanchdor the industry and damned-if-you-do-damned-if-you-dont
for the pilots.

Ask yourself, who benefits from this?

49. Vice-chairman Hart cited what beneficial featuof military training
for commercial aviation pilots, when compared ersseato their civilian
trained counterparts?

Effective “weed-out” mechanism
Discipline

Judgment

“World class” training

All of the above.

mooOw2>

DISCUSSION: Relevant text follows:

8" NTSB,BOARD MEMBER STATEMEN;IBeborah Hersman, Chairman, pp 1-2
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In the sunshine meeting | stated my concern thatoommercial
aviation system is experiencing a declining peragatof airline
pilots who have the benefit of military pilot trang, and our system
Is not adequately responding to the challengesdhmabeing created
by that declineNot only is military training world-class, but the
military has a long history of effectively weedimmgit those who
simply lack “the right stuff.”®®

Moreover, written tests largely measure knowledapel flight tests
largely measure “stick and rudder” skills.Other crucial attributes
are not generally measured by either of these testgh as
discipline and judgment — two attributes for whi¢he effectiveness
of military training is also well knownput that have also been
shown lacking in this and other recent commerciaation accidents
and incident$?

This phenomenon will continue for several reasdfisst, the military isn’t
training pilots in the numbers it did during thel@€@ar and the amount of
military pilots simply isn’t enough to staff bothd senior ranks of the
military and the Part 121 airlines.

Secondly, very few military pilots would leave timditary for the abysmal
compensation packages offered by the “new airlinésw airlines have
compensation paradigms sufficient to entice someéonafiet a full
pension at age 42, military retention bonuses,taadairly lucrative
government pay scales of middle and senior officérss difficult to
convince a Major or Lieutenant Commander to le&eenilitary, where
five years hence, he will be commanding a squadrmhtreated with
respect, to spend the holidays in a crash-pad ee@s being ordered
around by a 29 year old crew scheduler, and leftdoder if the plain text
of his contract will be violated by stacked arltitvas or bankruptcy
procedings.

The value of military flight training varies accang to the audience. Most
regard it as a very valuable asset, as we havmedtin our “TO THE

8 NTSB,BOARD MEMBER STATEMEN Shristopher Hart, Vice-Chairman, pg 1
8 NTSB,BOARD MEMBER STATEMEN Shristopher Hart, Vice-Chairman, pp 1-2
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PUBLIC"®® message we published in October 2010. The redsotise
value of military flight training are numerous, mong them are the
reasons listed by Vice-Chairman Hart: disciplinelgement, world-class
training, and an effective “weed-out” mechanism.

The military provides this training for the purpes# having a corps of
young adults that can operate complex weapon sgstemchaotic
environment, without the pilot being overwhelmedthg task at hand. This
foundation of discipline and highly developed apmt# translates well to
Part 121 flight operations, and the airlines hagerbable to tap into this
resource in the previous generations.

No more.

Military aviators will avoid the serial dysfunctiaf most Part 121
operators, the downward spiraling pay scales, hadwhat's good for
me?” leadership examples of senior airline managéniRather than
military aviators seeking to hone their skills iretmilitary to separate and
take those skills to the private sector, thosetpiall be doing whatever
they can to remain in the military to avoid flyiRgrt 121.

This is just another skill set that will be lostedio short-sightedness and
greed of contemporary American corporate leadership

You get what you pay for.

% OPERATION ORANGE[o0 The PublicOPERATIONORANGE.org
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50. Vice-chairman Hart cited two factors that neetle addressed industry
wide, as they have industry wide significance, eathan be solely confined
to the post-mortem of this accident. These facioes (select two)

~

A. Fatigue

B. Commuting

C. Pilot professionalism

D. Safety concerns regarding code sharing betweemajor and regional
airlines.

E. Pilot pushing

DISCUSSION: Relevant text follows:

| also commend the staff for recommending thatissoes of
industry-wide significance be treated in an indystriide manner,
rather than solely in relation to this acciden{a) pilot
professionalism, and (b) the impact upon safetycofie-sharing
arrangements between major and regional carriehs.this
concurring statement, | would like briefly to adssehe first of those
two issues as well as FOGA.

Vice-Chairman Hart used his letter to address tige \atitude of
performance standards in the civil aviation tragngrograms, when
compared to the military. He noted that some @wilgrams could be
qualified as “world class,” but concentrated on hHbere is no effective
wash-out mechanism in a pay-for-training paradiggmce the military
pays the pilot to train, they have the ability teadntinue that training
without regard to the wishes of the student pilot.

Military training is fast-paced, disciplined, extnely regimented, and there
are frequent evaluations to ascertain the abuitytlie student pilot to
continue. One bad week could spell the end obap®ctive military
aviator’s career. Military pilots are also verygih on themselves and their
peers; standards, whether self-imposed or peedpasevery high.

% NTSB,BOARD MEMBER STATEMEN;Ghristopher Hart, Vice-Chairman, pg 1
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We do not seek to use this space to extol theegraf military training, as
its history speaks for itself. We simply woulddiko acknowledge that
Vice-Chairman Hart’s remarks are spot-on and addaesend that portends
a dramatic change in the next-generation Part iafigofile. The
discipline, judgment, training, and honing of figlart 121 pilots will have
to come from another source. Anyone who lookéaitituation
dispassionately will conclude that a integral mdfPart 121 professionalism
will be absent. It isn’t that civil training carprovide those aspects of pilot
professionalism, just that the dominant flavor wéls will not be present.

Similarly, there is no distinction in our civiliarsystem between
those who pass flight tests the first time vershede, such as the
captain in this accident, who failed the first attgt in several
different flight tests

Moreover, written tests largely measure knowledgpel flight tests
largely measure “stick and rudder” skillsOther crucial attributes
are not generally measured by either of these testgh as
discipline and judgment — two attributes for whi¢he effectiveness
of military training is also well known, but that &ve also been
shown lacking in this and other recent commerciatiation
accidents and incidents

Our civilian system needs to address the challerigystematically
continuing to provide the worldclass pilot trainitigat the military
has provided for so many years, ahé system particularly needs a
better way to keep out those who should not bedgigantinue

flying passengers for hiré?

Things will be different. Whether or not that isagl or bad will be left for
those who follow to decide.

The second concern Vice-Chairman Hart shared iedhay us. Code-
sharing agreements between “mainline” and “regibaialines needs to be
addressed by proper regulatory authority. We s&vm®us reservations as to
the willingness of policy-makers to make meaningfuhnges, as they are

%2 NTSB,BOARD MEMBER STATEMEN;TGhristopher Hart, Vice-Chairman, pp 2-3
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funded by the very industry they seek to reguld&tness the “carve out”
for Part 121 cargo operators from the FAAs nevg/liTime-Duty Time
regulations. With enough money, just about anyveaut”’ can be
achieved in Washington. This is nothing new.

Code sharing is nothing more than outsourcing gafietl experience to cut
costs. Many modern airline managers seek to becmtieng more than
big-name travel agencies, where they earn a feledoking flights on other
airlines. There are no messy things like fuel eglgaircraft acquisitions,
employee relations, legal quagmires, etc. Theysoaply use their
“legacy” name to book flights on contractor airneThose contractor
airlines get whip-sawed against one another, ame@thployees end up
footing the bill for their passengers.

Beggar thy neighbor.
We brought this up in our small hypothetical scemaalled “IMAGINE."*?

Code sharing is designed to be transparent toustemer. They book a
ticket with a reputable airline, such as Continefrtaw United), and
believe they are getting “Continental pilots” ar@ohtinental safety.” In
reality, they are being switched onto the netwdrkmaller carriers, such as
Colgan Air, who hire inexperienced and problematiots, push them to the
legal limit (and beyond), and then insulate thekdog airline from the legal
blowback. This is done to save money for the lacgerier, by using
cheaper and more inexperienced labor, and alstngeag an effective
cudgel to hammer the mainline employees duringactéd, decade-long
contract talks.

If you are an airline executive, what’s not to ke

As long as there is a powerful financial incentiveutsource safety,
Congress will allow airline management to do exaittht. Every few years
they will mop up the bodies, sweep the mess urgerug, and issue new
regulations that they say will stop the problensoagted with the practice.
In reality, they will just issue misdirection arebhl cover at the behest of

% OPERATION ORANGE Imaging OPERATIONORANGE..org
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the industry, and affix the responsibility to théots that are opposed to the
problem in the first place.

The various pilot associations either don’t seari,in on the game, or are
impotent to affect change. The largest and mostepkul pilot association
represents the bulk of the “regional airline” pdpso they have little
incentive to put their dues paying members outafkw The smaller
associations are ignored on Capitol Hill, whererttaney from the airlines
drowns them out.

Meanwhile, the families of those killed in thesdsmurcing operations are
told it is pilot fatigue and commuting that arepessible, and if they will
just make enough noise on Capitol Hill on thoseessthe system will
improve. They are told to ignore the blatant outsing of experience and
safety, because it was “fatigue” that killed tHamily members.

Section 9 - Conclusions

The text of the NTSB and FAA's own publications shihat the popular
conclusions and conventional wisdom of the Colgan £ontinental
Connection 3407 crash are largely wrong. We haoeava that fatigue,
while a problem that plagues the industry, wasanfaictor in Colgan Air
3407 - just as the NTSB noted. Our objection asihsinuation that
fatigue and commuting contributed to this disasted how the industry
was attempting to shield themselves from the malitfallout of the true
causes. We have rewritten the NTSB’s conclusiorsupport the facts.

The second paragraph of the “Executive Summarylkhaeead as follows:

The National Transportation Safety Board determithes the
probable cause of this accident was the captam@ppropriate
response to the activation of the stick shakerciwvhed to an
aerodynamic stall from which the airplane did netover.
Contributing to the accident were (1) the flighewrs failure to
monitor airspeed in relation to the rising positiohthe low speed
cue,ti—nodiahlerone nppes o aellbope fo clocde o an

I @y e fail oo tival he-flight

(2) the first officer's uncommanded change of aftconfiguration
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during the stall, (3) the first officer’s impairmietgue to illness(4)
Colgan Air’'s inadequate procedures for airspeecstbn and
management during approaches in icing conditigas Colgan Air’s
failure to train crewmembers in the safety featwtthe DHC-8-400
stick pusher, (6) Colgan Air’s failure to monitaeevmembers who
have multiple training failures, (7) Colgan Air'srimg of pilots with
little or no experience in transport category amét, (8) Colgan Air’s
hiring of pilots with little or no experience ingtrtument flying and
adverse weather flying conditions, and (8) ConttakAirlines’
outsourcing of flying to poorly run airlines stadfevith inexperienced
pilots.

We agree with the NTSB that fatigue is not a ctwiting factor in the crash
of Continental Connection 3407. We disagree withN'TSB members that
the crew of Colgan Air 3407 was fatigued, as nalence exists to suggest
fatigue. There is ample evidence to suggest thedificer was ill, and
likely impaired by such. The captain’s historyti@ining failures is
discussed by the NTSB but ignored regarding itskmmons. This is
particularly disturbing due to the specific arear@ning deficiencies in
the captain’s career and Colgan Air’s training negn.

Fatigue is a disturbing facet of Part 121 operatiand, as such, merits
regulatory overhaul of the entire industry alongsth lines. The latest FAA
overhaul of fatigue is not adequate to addressndierity of pilot fatigue,
as it actually expands the “time on task” allowgd9AA regulations. In
most other areas, it only is sufficient to transégyal culpability away from
airlines and onto individual pilots.

The trend to more fatiguing scheduling is in fubdm, with airlines
competing along crew utilization efficiencies. sg as airlines can show
a higher profit by pushing pilots to fly more, oxaegiven period, airlines
will continue to schedule pilots up to the regutgtiomit. If the limits are
raised, airlines will respond by scheduling moyenfl for its existing pilots.

Younger pilots, seeking to establish themselvakenndustry, will offer to
fly more hours and on more onerous schedules, so“asild time.” This
phenomenon was evident in the Colgan Air 3407& bifficer’'s remarks.
She was at Colgan Air to pad her resume’ so asattxeh herself to a larger
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and more reputable carrier, such as Alaska AirlfieBhe CVR transcript
accurately portrays the realities of the entirgioeal airline” model and
how the younger pilots are anticipating “upgraditg@’taptain, long before
a reasonable amount of experience can be attained.

These Part 121 “regional airlines” should not lightl schools, nor
apprenticeships for aspiring pilots. They are@mesioperations that are
responsible for millions of lives. Industry leasl@nd policy makers should
take this seriously, but they do not.

If an airline believes a market is not economicabyved by a 737, DC-9, or
A-319, then it can use smaller airplanes staffegilots with the same
experience level and training standards as thedamgrkets. If a market
doesn’t “pencil out” with more experienced pildisen it should not be
flown. The entire “regional airline” model haslitto do with thin markets,
but mostly to do with outsourcing to lower paid doyees.

This is confirmed by Gordon Bethune, former CE@ohtinental Airlines,
in an interview with PBS FRONTLINE:

GORDON BETHUNE: It's a different kind of business. It's regional
jet flying, and small airplanes aren't big airplas)yeand the different
employees, different labor standards, different evesges, right?

MILES O'BRIEN: It's still airplanes, transportation, moving
passengers safely. How does the distance travelddree size of the
airplane make it a different business, from youspective?

GORDON BETHUNE: They're all flying airplanes, but they're not
flying the kind of airplanes you are, with the sakmal of standards
that you're flying. And so you let that operatatasan independent
business because other people are in that busibesgyou can't
afford to have a lot of excess cost and still weoatract. So it makes
the management be cost-effective.

% NTSB, APPENDIX B,Cockpit Voice Recorder Transcrigtp 251-252
% PBS FRONTLINE Flying Cheap by Miles O'Brien, February 9, 2010
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Bethune’s view of the “regional airlines” mirroffsatt of his peers, which the
“regional airlines” provide a convenient way to &woend-run around the
contract of his mainline pilots and the generallgepted safety standards of
Part 121 operations.

The “mainline” airlines are equally culpable folgbipushing. As airlines
have waltzed freely in and out of bankruptcy, @lbave been forced to
work more hours and more days per month for subathress
compensation. Scheduling paradigms, such as ‘fgretial bidding”
squeeze every bit of productivity from the pilaad make a mockery of the
intent of federally mandated rest time. Some pibtdtairlines with
“preferential bidding” end up working almost evealendar day in the
course of a month, with FAA mandated 24 hours eff pdays done on
extended mid-sequence layovers.

We note that most of these concessions came eitiegrg bankruptcy
proceedings, competitive pressures from airlines wéed bankruptcy,
mainline pilots attempting to recapture flying thaas outsourced to the
regional airlines, or by flagrant managerial abosthe Railway Labor Act
“perpetual contract” provisions and the “status.fuo

Often times, pilot families must make up the finahshortfall in spouses
taking second jobs, or the pilot moonlighting onatvfew days off he gets.
This increases fatigue for pilots when they retiortheir airline job,
whether or not the industry and government wisadmit it. The human
toll is increased divorce, depression, chroniesis, and suicide in the
piloting corps. These stresses are obviously éspesd day-to-day by the
flying pilot, but he internalizes the issue unig human side is completely
devastated.

This is the price of “productivity.” Nobody at thegulatory level pays the
slightest attention to the problem, just as theyns& be unconcerned that
the executives that bankrupted the industry takeémillions upon
millions of dollars in executive bonuses.

The issue will resolve, one way or another.
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Pilots will do what they are known to do and “comtp®entalize” the
problems until their health (physical or mentaljadmrates to the point
where they are forced out, or quit. This will leatwe industry staffed by a
rotating group of young, inexperienced pilots tiwdt move on to another
industry, as they broaden their non-flying skilsoon, individuals with the
high aptitude necessary for Part 121 operationshaily refuse to entertain
a career in aviation, leaving only marginally cdpaand problematic pilots
in the cockpits. This is still a few years off,thsse pilots who invested in
their flying aptitudes up through the turn of tremtury are essentially
“trapped” between the abysmal career of the moBam 121 pilot, and the
realities of being too old to retrain for anothareer suited to their
aptitudes.

We doubt the industry or government can look beyivedhext election
cycle, so they don’t see this problem developing.

The other option will be a massive display of cdisgobedience to change
the regulatory paradigm that has created this problMany pilots can’t
bring themselves to disobey authority, so they lk#ly not participate.

But there are enough of those who are eager togehidue laws that govern
us, just as the Constitution says we are alloweatbtoNot all pilots are
scared of soulless executives, shallow thinkingtis@ns, or agenda driven
judges. It will only take a determined minoritymfots to ground the air
transportation system.

Those pilots are the ones that will change thestrguand their numbers
are growing. When they get a “critical mass” dbfs willing to shut down
the entire air transportation system, they witlwbn’t take much.
OPERATION ORANGE addresses all the issues outlingtis study of
Colgan Air 3407, as well as the traditional lamesftpilots across the
industry. As soon as the pilots can create urutgss corporate lines, the
game is theirs, but not a day before.

Please visit OPERATIONORANGE.org for more infornoati
The career you save may be your own.

The life you save may be your own.

Page 82 of 82
operationorange.org



