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conference in San Antonio, Texas, May
29–31, 2002 to promote an
understanding of the requirements for
legal cross-border motor carrier
operations among the three NAFTA
countries. The Department will be
assisted in preparing for the conference
by the Free Trade Alliance San Antonio.

Who Should Attend
This conference will be beneficial for

government lawyers, commercial truck
carriers, bus operators, customs brokers,
shippers, and other companies and/or
associations that have an interest in the
conduct of cross-border business that
will involve transport operations.

Meetings and Deadlines
The NAFTA conference will include

panels that convey information about:
(1) Applying for federal motor carrier
operating authority; (2) immigration
requirements for drivers operating
outside of their own country; (3)
Customs requirements for foreign trucks
engaged in international operations; (4)
agriculture regulations applicable to
imported commodities; (5) tax
obligations for companies operating
commercial vehicles outside their own
country; (6) motor carrier safety
standards; (7) hazardous materials
transportation safety regulations; (8)
vehicle weight and dimensions
standards; and other requirements.
Other panels may be added as
preparations for the conference
progress. Representatives from the
various agencies will be available
following panel discussions to address
questions from conference attendees.
Finally, each attendee will be provided
a resource book from each country
containing additional information,
contact names, e-mail and phone
numbers that may be used to obtain
additional information.

Languages
All conference sessions will be

conducted either in English or Spanish
with simultaneous translation. To the
extent possible, agency representatives
who address specific questions from
attendees outside the formal panel
sessions will be bilingual.

Updated Information and Hotel
Registration

To provide a continuous source of
updated conference information, the
Department of Transportation’s Office of
International Transportation & Trade
has established a Web site for
prospective attendees and other
interested parties. The DOT Web site
will contain an updated schedule of
events, guest speakers, and agendas for

the panel sessions as they are
developed. The Web site can be
accessed by going to the DOT homepage
at www.dot.gov/NAFTA.

The DOT Web site also has a link to
the Free Trade Alliance San Antonio’s
Web site, where a registration form for
the conference can be accessed and
completed online. Registration forms
can also be downloaded from the Web
site and completed manually. Forms
completed manually should be returned
to the Free Trade Alliance, 203 South
St. Mary’s Street, Suite 130, San
Antonio, Texas 78205, or faxed to 210–
229–9724. Registration forms and
information about the conference, hotel
accommodations, and the city of San
Antonio can also be obtained by writing
to the Free Trade Alliance or by
telephoning 210–229–9036.

All participants are requested to fill
out a conference registration form. A
block of rooms has been reserved at the
Westin Riverwalk Hotel, 420 West
Market Street, San Antonio, Texas
78205. Interested parties can contact the
hotel by telephone at 210–224–6500 or
by fax at 210–444–6000. Further
information about accommodations can
be found on the Free Trade Alliance
Web site at www.freetradealliance.org.

Address and Phone Numbers

For further information please contact
Eddie Carazo, U.S. Department of
Transportation, OST/X–20, Room
10300, 400 Seventh Street, SW.,
Washington, DC 20590, telephone (202)
366–2892, or fax (202) 366–7417.

Dated: February 28, 2002.
Bernestine Allen,
Director, Office of International
Transportation and Trade.
[FR Doc. 02–5625 Filed 3–7–02; 8:45 am]
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[Policy Statement Number ANM–01–02]

FAA Policy on Type Certification
Assessment of Thrust Management
Systems

AGENCY: Federal Aviation
Administration, DOT.
ACTION: Final policy statement.

SUMMARY: This document announces an
FAA policy applicable to the type
certification of transport category
airplanes. This document advises the
public, in particular manufacturers of
transport category airplanes and their
suppliers, that the FAA intends to adopt

a new policy concerning the type
certification assessment of thrust
management systems.
FOR FURTHER INFORMATION CONTACT:
Mike McRae, Federal Aviation
Administration, Transport Airplane
Directorate, Transport Standards Staff,
Propulsion/Mechanical Systems Branch,
ANM–112, 1601 Lind Avenue SW.,
Renton, WA 98055–4056; telephone
(425) 227–2133; fax (425) 227–1320; e-
mail: mike.mcrae@faa.gov.
SUPPLEMENTARY INFORMATION:

Background

The FAA traditionally has certified
automated thrust management features,
such as autothrottles and ‘‘target rating’’
displays, on the basis that they are only
conveniences to reduce crew workload
and do not relieve the crew of any
responsibility for assuring proper thrust
management. Consequently, even when
the crew is no longer directly involved
in performing a given thrust
management function, they must be
‘‘aware’’ when this function is not being
performed safely. Further, when they do
become ‘‘aware’’ of any thrust
management malfunction, they must be
capable of taking appropriate corrective
action to safely address that
malfunction.

For most thrust management systems
(TMS) that the FAA has certified to
date, this crew ‘‘awareness’’ has been
accepted as coming from:

a. Inherent aircraft operational cues
(for example, failure of the throttles to
properly respond to an autothrottle
command is usually assumed to be
detectable by improper movement of the
throttle levers, engine indications, or
other inherent aircraft responses); or

b. Adherence to training and
procedures (for example, crews are
trained to cross-check the TMS ‘‘target
rating’’ against the Quick Reference
Handbook rating or the rating on a
dispatch sheet); or

c. Dedicated failure detection and
annunciation (for example, if the
autothrottle detects that it cannot
perform its function, under some
circumstances it will automatically
disconnect itself and announce that fact
through a crew alerting feature).

Service History Involving TMS Issues

There have been at lest two recent
accidents related to TMS effects:

1. March 31, 1995, Tarom Airbus
Model A310–300, Bucharest, Hungary:
The airplane crashed shortly after
takeoff. The Romanian investigating
team indicated that the probable cause
of the accident was the combination of
an autothrottle failure that generated
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asymmetric thrust and the pilot’s
apparent failure to react quickly enough
to the developing emergency.

2. November 24, 1992, China
Southern Boeing Model 737–300, Guilin,
China: The airplane crashed shortly
before landing at Guilin. The Civil
Aviation Administration of China team
investigating the probable cause of the
accident concluded that the right
autothrottle did not react during descent
and level off. As a result, the thrust
asymmetry induced the airplane to roll
to the right. The flightcrew failed to
recognize the abnormality and make
correction in time, ‘‘followed by
wrongful control input and crashed.’’

Data from these accident
investigations have provided evidence
that it is incorrect to assume that the
flightcrew will always detect and
address potentially adverse TMS effects
strictly from inherent operational cues.

Similarly, other service experience
suggests that it is not reasonable to
expect the flightcrew to adhere strictly
to operational checks that are not
specified in the flight manual, and that
usually indicate the system is working
correctly. It is not sufficient to find that
the flightcrew ‘‘should normally be
able’’ to detect and safety accommodate
theses failures. Instead, it should be
found that the flightcrew is anticipated
‘‘always’’ to safely accommodate these
failures. This distinction is intended to
differentiate between those ‘‘human
errors’’ that are simply part of
anticipated human behaviors and
limitations, and those that are
‘‘extraordinary’’ or ‘‘negligent.’’

The FAA maintains that transport
category airplane type designs should
safely accommodate anticipated human
errors. Therefore, the FAA has
concluded that dedicated failure
detection and annunciation is necessary
to provide adequate ‘‘crew awareness’’
of TMS malfunctions.

Discussion of Proposed Policy
Statement

On June 14, 2001, the FAA issued a
notice of policy statement; request for
comments (66 FR 32410) concerning
how the FAA would evaluate various
items when certifying automatic thrust
management features in transport
category airplanes. No comments were
received. Accordingly, the FAA Policy
on Type Certification Assessment of
Thrust Management Systems is adopted
as proposed.

Intent of This Policy Statement
The FAA intends the policy discussed

in this document to ensure that the
actual criticality of automated thrust
management features is identified and

adequately addressed during type
certification compliance with the fail-
safe requirements of Title 14, Code of
Federal Regulations (CFR), part 25,
including:

§ 25.901(c) (‘‘Powerplant: Installation’’),
§ 25.903(b) (‘‘Engines’’), and
§ 25.1309(b) (‘‘Equipment, systems, and

installations’’).

This policy is included in a draft
Advisory Circular (AC) 25.901–1X,
‘‘Safety Assessment of Powerplant
Installations,’’ which the Aviation
Rulemaking Advisory committee
(ARAC) developed and submitted to the
FAA as a recommendation for issuance.
(Refer to 56 FR 2190, January 22, 1991,
for more information about ARAC. Refer
to 57 FR 58845, December 11, 1992, for
more information about the ARAC–
sponsored working group assigned to
develop the recommendation.)

Draft AC 25.901–1X currently is part
of a planned ‘‘Safety Assessment’’
rulemaking package that will include
several proposed rules and advisory
circulars. The FAA plans to issue those
proposed documents for public
comment at a future date. However, the
FAA has chosen to publish this
particular segment as a policy statement
in advance of the complete AC 25.901–
1X.

To reduce the exposure to accidents
like those described above, the FAA will
use this policy to identify and correct
any similar unsafe conditions in the
current transport fleet and for all future
type certification activities.

Effect of Policy Statement

The policy stated in this document is
not intended to establish a binding
norm; it does not constitute a new
regulation and the FAA would not
apply or rely upon it as a regulation.
The FAA Aircraft Certification Offices
(ACO) that certify transport category
airplanes and/or the thrust management
systems installed on them should
generally attempt to follow this policy,
when appropriate. However, in
determining compliance with
certification standards, each ACO has
the discretion not to apply these
guidelines where it determines that they
are inappropriate. Applicants should
expect that the certificating officials will
consider this information when making
findings of compliance relevant to new
certificate actions.

In addition, as with all advisory
material, this policy statement identifies
one means, but not the only means, of
compliance.

The Policy Statement

Thrust Management Systems

A System Safety Assessment is
essential for any airplane system that
aids the crew in managing engine thrust
(for example, computing target engine
ratings, commanding engine thrust
levels, etc.) At a minimum, the
applicant must assess the system
criticality and failure hazard
classification.

The system criticality will depend on:
• The range of thrust management

errors it could cause;
• The likelihood that the flightcrew

will detect these errors and take
appropriate corrective action; and

• The severity of the effects of these
errors with and without intervention by
the flightcrew.

The hazard classification will depend
on the most severe effects anticipated
from any system. The need for more in-
depth analysis will depend upon such
things as the system’s complexity,
novelty, initial failure hazard
classification, and relationship to other
aircraft systems.

Automated thrust management
features, such as autothrottles and target
rating displays, traditionally have been
certified on the basis that they are only
conveniences to reduce crew workload
and do not relieve the flightcrew of any
responsibility for assuring proper thrust
management. In some cases,
malfunctions of these systems can be
considered minor, at most. However, for
this to be valid, even when the
flightcrew is no longer directly involved
in performing a given thrust
management function, the flightcrew
must be provided with information
concerning unsafe system operating
conditions to enable them to take
appropriate corrective action.

Consequently, failures within any
automated thrust management feature
that could create a catastrophe if not
detected and properly accommodated
by flightcrew action should be
considered either:

1. a catastrophic failure condition
when demonstrating compliance with
§ 25.1309(b) and/or § 25.901(c); or

2. an unsafe system operating
condition when demonstrating
compliance with the warning
requirements of § 25.1309(c).

Issued in Renton, Washington, on February
22, 2002.
Ali Bahrami,
Acting Manager, Transport Airplane
Directorate, Aircraft Certification Service.
[FR Doc. 02–5634 Filed 3–7–02; 8:45 am]
BILLING CODE 4910–13–M
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