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Mr. Chairman and Members of the Subcommittee: 

I wel~me the chance to appear before the Subcommittee ~y concerning the FAA'• 

work on wake turbulence. Wrth me is Mr. Anthony J. Broderick, F AA11 Associate 

Administrator for Regulation and Certification. 

I kno..w that much of the recent interest in this topic ·re1ates to the wake turbulence 
. -

associated with the B7S7. At the outset, let me make two points about the B757. Fnt, 

there is general consensus within the scientific community, inside and outside govamnent, 
' . ' 

·~the strength of the wake vortex associated with the B757 is what would be expected, 

given the aircraft's weight and other characteristics by which_ wake vortices are predicted. 

The duration of its wake vortex is similar to the B727 (another~ d■ssified in the 

. -"large" category), and, although the B757'1 wake vortex has a very small core size.and 

high core velocity, these factors alone do not determine vortex strength. The second point 

is that we are not aware of any wake vortex-~ed accidents in the United States 

involving an Instrument Flight Rules (IFR) aircraft trailing a B7S7, nor are we aware of 

any ·such accidents worldwide. This ii an important point, since there bu been 1peculation 

about the adequacy and safety off AA'• IFR separation standards for the B7S7. 

Wake turbulence wu one of the early issues that &ced me shortly after my appointment u 

Administrator last August, when two apparent wake turbulence-related accidena 

involving the B7S7 occumd 11 Salt Lake C'rty, Utah (11/10193) and It~­

California "(12/15193). One week following the Santa Ana acddent, ~ iaued • ~ 

Notice (OENOT) directing air traffic controllers to issue a wake tmbuJence wamina to 



• 

] 

timeliness and adequacy of put FAA actions related to B7S7 wake turbulence; and 2) _to 

review the F AA's handling of the FOIA request. That review is now complete, and a copy 

of the final report was provided to m~ and secretary Pella on July 26. Copies of the 

report have been made public, and ~ been provided to· the Subcommittee. 

The report was prepared for Secretary Pella and me by the DOT General Counsel Steve 

Kaplan and the FAA Deputy Administrator Linda Hall D~ They and their team 

reviewed more than 700 doannents. and interviewed over 60 individuals &om the FAA, 

other government agencies_ and industry. Let me briefly highlight some of the report's key 

• conclusions and recommendations, and then I wiD describe where our cuneat wake vortex 

program is headed. ~ I am sure you have noted, the report addresses the Bimnp . 

acciden~ which NTSB found was the result of the pilot-ilH:ommand's failure to follow 

established wake vortex avoidance procedures, u published in the Airman's Information 

Manual, to provide his own wake turbulence separation.. Wltb respect to the Santa Ana 

accident, the report noted that the NTSB bas not issued its determination of probable . 

cause. The report indicates that from 1989 to 1993, the wake vortex research program 

was not the subject of significant interest within the agency; it iuff'ered &om intermittent ~ 

~ing. and a high tumova- of program manapn leading to changes in approach to the 

program. The report alto finds that the proceu used to identify, ~ and resolve 

emerging safety iuua within the FAA can be improwd, ~ with the inter-orpnimion 

• management or cross-cutting technical and safety iaues. 

The review team made a number of recommendatiom conc:erning wake vortex and 

organizational issues. One key area involved the intearadon of raeucb and developmmt 

with the operating anm of the FAA, in order to more efFectively resolve llfety ial• Iii 

particular, the tam be6eYed that a review of our R&D programs should foc:111 on how·tbe • 

organization am goals, responds to changina technology, integrata ~ hin 
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stTUcture should provide for a clear understanding of orpnimiOnal responsa"bilities and 

accountability. 

. . 
Although I have not had an opportunity to evaluate 1wiy the report's recommendations, I 

can say that I believe they represent a series of thoughtful and constNctive approacbea 

both t~ the wake vortex prognm and the management of aafety issues generally. I have 

already initiated action to address the report's recommendations on the FOIA issue. I am • 

working with our Cbiel Counsel and our Public Aft'airs office to put into place an 

improved process for dealing with Freedom of Information Act requests. I fully intend. to 

press forward with our initiatives in wake vortex trainin& and will pursue to completion 

potential revisions of the weight classifications for aircraft. 

Before closing, Mr. Chairman, let me highlight where we stand today in our wake vortex 

efforts. We have established an IFR separation standard of 4 miles for aircraft fol1owini a 

B757. That step, though perhaps not definitively caDed for by scientific data, wu adopted 

following the NTSB recommendations out of an abundance of caution. _Ongoing efforts 

will help us substantiate whether that_ standard should prevail in the long-nm. 

In the interim, we and NASA, ·aJong with • number'. of indumy partners, are working in 

concert with Boeing to establish acomprehensive tninina program, with appropriate lids, 

along·the lines of the previously-developed windsbear training program that proved to be 
. . 

so successtbl That effort. which began in April, mdd be completed this fill, and wiD 

provide substantial assistance to both pilots and air trafBc controDen in better 
. . 

understanding and avoiding wake turbulenc:e. Let me atrea that. u in many other area 

we have looked at_ in~ put, pilot tninina ii a by part ofq.e ~- We~ Joie 

lisht of the &ct that the human fictor ii usociated with rouply 80% of aviation 

accidents. 
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That completes my prepared statement, MI:. Chainnan. I would be pleased to respond to 

questions you may have at this time . 
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Good Afternoon. 

I'd like to welcome our audience here in 

I the FAA Auditorium and all of you watching 

on the satellite hookup. 

I 

If this is your first time to participate in 

one of our town hall meetings, let me tell 

you how it works. 

First I'll make a few brief remarks, then 

we'll open up the mike so we can hear from 

you. 
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People here in the auditorium can just 

stand up and ask their questions. Please 

speak loudly enough so all of us can hear 

you. If you're watching from one of our field 

facilities, call us on the number that 

appears on your television screen. It's a 

live mike, so everybody can hear your 

I question. I may decide to answer, or I may 

refer the question to one of the people here 

on the stage with me. 

I 

Before we get going, let me introduce 

them. 
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I With me here on stage is Associate 

Administrator for Airway Facilities Archie 

Archilla; Assistant Administrator for 

Government and Industry Affairs Brad 

Mims; Assistant Administrator for Human 

Resource Management Herb Mclure; and 

Agency Streamlining Coordinator Carl 

Schellenberg. 

I 

I 

A lot has happened since our last town 

hall meeting in May. 

Events move so quickly that it's a good 

idea to review some of what's taken place 

and to take a look at what is on the horizon. 

3 



I Since our last meeting ... 

o 2,600 employees accepted the 

buyout offer. 

o We canceled or modified four major 

portions of the Advanced Automation 

System -- scaling it back to the essentials 

I and putting it on a solid, business-like 

footing. 

I 

o We halted the development of the 

Microwave Landing System. 

o We stepped up the introduction of 

GPS. 

4 



I o We continued to press forward with 

our plans to establish the U.S. Air Traffic 

Services Corporation. 

o And on any average day, we helped 

more than a million air travellers reach their 

destination safely. 

I We have a lot that we can -- and 

should be -- proud of. 

I 

Unfortunately, those aren't the stories 

you hear when you pick up the papers or 

turn on the television. 

5 
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There have been disturb,ing stories 

about the FAA in the news recently. Issues 

such as wake vortex, TCAS, and our record 

in responding to Freedom of Information 

Act queries, keep popping up, and, quite 

frankly, many of the stories have been very 

one-sided. Most recently, NBC Dateline 

I aired particularly negative stories about 

TCAS and the state of the current air traffic 

control system. 

I 

In the past, the FAA has often refrained 

from any direct comment on unfavorable 

news stories. If we were really goaded, we 

might try that old politician's dodge -- the 

one about letting our record speak for itself. 
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I 
Well, experience has taught us that our 

record can't speak for itself if we don't have 

a voice. And rather than suffer in silence, 

the way we've often done in the past, I'm 

going to see to it that the FAA starts to 

speak up. 

I We're going to do a much better job of 

getting our story out. 

I 

We're going to make it our business to 

let the general public know the reasons 

behind our actions. 

7 



I We're going to take the initiative in 

setting the record straight -- offering quick 

rebuttals to charges that we consider unfair 

and unfounded. 

8 

And we're going to be more open ... with 

the Congress, with the media, with the 

industry, and within our own organization . 

• 

• 

When we make a mistake or a 

miscalculation, we'll not deny knowledge or 

try to pass the blame. 

If we are slow to act, we'll admit it, and 

take action to see that it doesn't happen 
. 

again . 



I But when we think we're right, we'll be 

equally forthright in arguing our case. 

We have every reason to be confident 

that our story -- when fully told -- will do us 

enormous credit and build a solid base of 

public support and understanding. 

I But it's the people of FM who make 

I 

this agency so successful. We are a tightly 

knit organization, dedicated to a single 

mission -- aviation safety. And it's not just 

an empty platitude to speak of ourselves as 

a family. It's true. 

9 



I But we're also a smaller family than we 

were at the time of our last town hall 

meeting. 

The number of employees who took the 

buyouts this spring exceeds the total 

number of people who work in most of the 

other modal administrations in the 

10 

I Department of Transportation. 

• 

The F AA's early retirement window is 

still open, and will remain so until March 31 , 

1995. 

The buyout was a great tool in moving 

the agency toward its mandated staffing 

reductions . 
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Employees need to be aware, however, 

that while the additional required reductions 

to meet the fiscal year 1999 goal appear 

attainable, we are not there yet. 

And we're still very concerned about 

meeting our staffing and funding targets for 

the new fiscal year. 

If we look only at the overall numbers, 

we're in fairly good shape. But we still have 

a long way to go before we meet the 

reductions recommended by the National 

Performance Review. 
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Some organizations -- like Airway 

Facilities, Human Resource Management, 

Aviation Standards, and Aviation 

Regulations -- have already worked out 

their plans for streamlining and have begun 

the process. 

Their head start in reducing staff levels 

I has given the rest of the Agency a little bit 

of a breather. But the pressure is off only 

temporarily. 

• 

By August 30th I expect to see a 

streamlining plan for every major FAA 

organization . 
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I And one month later those individual 

plans will be rolled into one overall 

corporate plan which I will forward to the 

Secretary. 

Two months isn't a lot of time for an 

effort of this magnitude. So I've asked Carl 

Schellenberg to oversee it for me, and 

I report his progress directly to Deputy 

Administrator Linda Hall Daschle. 

• 

Carl will be reviewing all the plans to 

make sure that none of our downsizing 

plans cause us to jeopardize safety or 

reduce the level of service to the public . 



I The whole point of Reinventing 

Government, after all, is better service at 

less cost. 

• 

• 

We intend to keep you as up to date on 

these plans as we can. Carl will be setting 

up a system for getting the word out to you 

quickly . 

Rumours are easy to start and hard to 

stop. So we want to have one credible 

source of information. That's Carl. 

I know that many of you are wondering 

if those plans include another buyout . 

14 



I Right now, there are no plans to offer 

another FAA-wide buyout. I still hope we'll 

be able to meet our goals through attrition. 

The hard hiring freeze will remain in 

place; there will be no hiring from outside 

the FAA without approval from the Deputy 

Administrator or an Executive Director. At 

I least until I have reviewed the agency's 

streamlining plans and decided on the next 

steps. 

• 

A lot of you have been asking when 

those positions vacated as a result of the 

buyout will be filled . 

15 
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The legislation that authorized the 

buyout was very specific. It contained a 

provision that reduced the agency's FTE's 

and positions for fiscal year 1995 by one for 

each buyout. 

Each organization has been given the 

I flexibility to manage their work forces within 

revised employment ceilings. 

I 

While circumstances may require 

backfilling individual positions, each 

manager understands that such an action 

will have to be offset by a reduction 

elsewhere in the organization. 
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• 

There is another issue I'd like to clear 

up. 

At our last town hall meeting, I said that 

there would be no further agencywide 

reorganization before a decision was made 

about the Air Traffic Services Corporation. 

But obviously ... with significantly fewer 

people ... there have to be some changes. 

17 

If it's necessary for us to consolidate 

functions when it makes sense to group 

them together, that's what we'll do. If 

individual programs need to reorganize to 

meet streamlining targets, that's what they'll 

do . 
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Because of attrition and buyouts, we are 

already seeing changes in the organization. 

Let me run through some of the recent 

changes in case you haven't heard about 

them. 

Dr. George Donohue, a vice president 

at the Rand Corporation, has been named 

Executive Director for Acquisitions. George 

will oversee all procurement, systems 

development, and research and 

development at the agency. 



I 
We have selected Carolyn Blum to head 

the Southern Region. Carolyn has been 

acting Executive Director for System 

Development in Headquarters for the past 

five months. 

We are moving Jerry Franklin, who has 

I been acting Regional Administrator in 

Central, to the top slot in Great Lakes 

Region. 

• 

John Turner, who has been the 

Associate Administrator for NAS 

Development, is replacing Jerry in Central 

Region . 

19 
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I And Arlene Feldman will move from the 

New England Region to the Regional 

Administrator's job in Eastern. 

We hope to make a selection on the 

replacement for Arlene very soon. 

These are just a few of the things that 

I have been on my mind these past few 

weeks. 

20 

Now, I'd like to open the meeting up to 

you. Call us at the number you see on your 

screen. 

• 
Let's take a question from someone 

here in the auditorium while we wait for our 

first call. 



• , 
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OPENING REMARKS 
FAA ADMINISTRATOR 

DAVID R. HINSON 
EAA CONVENTION AND FLY-IN 

OSHKOSH,WI 
JULY 31, 1994 

J.. • ank you, Tom (Poberezny) for that generous 
i -~roduction. And my thanks to all of you for 
j0·r:~ng us this morning. Let me add my 
co __ gratulations to Paul and Tom for this outstanding 
a~r show. It's events like this that keeps us all 
constantly av.rare of what general aviation means 
to !a./ to our national life -- and what it needs 
tow arrow if it's to have a place in our nation's 
fu~ure. 

I have many old friends in the audience today. 
And they all know that my interest in general 
aviation isn't just Washington political talk which 
I1ve picked up the past few months. 
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I've been flying airplanes -- of all sizes and 
+ypes -- for nearly 40 years. I've been a fixed base 
operator and I was once the Pacific-Northwest 
distributor for Beech Aircraft. 

So general aviation is something I know about 
ai_d care about. 

3ef ore I go any further, I'd like you to meet the 
FAA team with me here on the stage. 

(Insert names here) 

Some of you may remember that, when I was 
e::e last year, I didn't get to say much, because I 

h2dn 't yet been confirmed in the job. 

Today, I'll try to make up for that. I know tha◄• 

_ any of us have st ong opinions on many of the 
same issues. I also know that we may not always 
q i:e agree. That should be enough to spark 
a lively -- maybe even enlightening -- discussion . 

2 
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To keep the proceedings moving, we'll follow 
t e custom of past forums. 

I 'll make a few remarks. Then we're going to 
open up the meeting so we can hear from you. 
vVe' 11 do our best to answer your questions. 

On the tenth of August, I will complete my first 
year at the FAA. So I thought this would be a good 
time to re iew some of the events of the past twelve 
mo ths. And to talk a bit about our plans for the 
future. 

v!y comments v1ill focus on three subjects. 

'":he first is safety. This is always our first 
priority. And, as always -- there's room for 
improvement. 

Last year, 715 people lost their lives in general 
aviation accidents. I just can't accept that -- I don't 
accept it. 

3 
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I wouldn't support it if I thought it would harm 
~A. For as I have said many times, I was a GA 
ilot before I came to the government. I intend to 
ontinue flying after I leave. 

While I am at the FAA, I plan to do all I can to 
rotect and improve upon the gains we've made in 
afety and to rebuild general aviation. 

B t government can't do this alone. 

If we want to make steady gains -- if we want to 
e 2.ble to come together each year in Oshkosh and 
:1ov1 that we've made real progress, then we've got 
J work together. 

And no issue more urgently requires our 
t"-ention than the issue of safety. • 

The duty which I dread the most is reading the 
cc·dent reports each morning. If it's a typical day, 
ere may be six accidents. That's the average . 

5 
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The number of accidents continues to go down a 
bit. But the accident rate is going up again. 

After a decade of steady improvement, I'm 
afraid we may be seeing the beginning of a very 
discouraging trend. 

The GA rate now exceeds 8 accidents for every 
1 OD thousand flight hours. 

And it's nearly twice as high for personal and 
recreational flying . 

What it comes down to is this: we' re crashing 
more planes than we're replacing. 

It's bad enough to lose the planes. But -- the 
greatest misfortune of all -- is the needless loss of 
iife. 

In 1993 -- a year which recorded the fewest 
number of fatalities -- there were still, on average, 
two deaths a day . 

6 



What makes this figure so intolerable is the fact 
that most of these fatalities could have been 
prevented. 

We know that human error is a factor in 80 
percent of hese accidents. 

Vv e' re seeing an especially troubling trend in 
½omebuilt aircraft. 

o There is one or more fatal accidents a week 
in a homebuilt. 

o Nearly one accident in five occurs within the 
f rs~ tv10 flights. 

o Fourteen percent (14%) happens on the 
p • 1ot' s first flight -- usually within the first few 
minutes. 

o Aircraft handling is a factor in nearly 50 
percent of all homebuilt accidents -- which suggests 
a lack of familiarity with the aircraft. 

7 
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Seasoned pilots know that the key to safe flying 
is knowledge of your aircraft, proper training, and 
plain old-fashioned common sense. 

We've got to do a better job of instilling this 
same seriousness about safety in every pilot. 

Surely, this is an issue which should be a 
co□mon concern. 

There is clearly a breakdown here -- a failure to 
}Jass on the traditions and standards of general 
avic..tion to the next generation of pilots. 

And it's a break in tradition which all of us must 
\v2:-k together to repair. 

I find it hard to think about relaxing the rules 
a7.d regulations now on the books, when I see the 
GA accident rate on an upswing. 

8 



I need to hear from you how we can reverse this 
trend. 

One initiative which I strongly endorse is the 
new Flight Advisors Program which Tom and the 
EAA Board of Directors have introduced in each of 
their chapters. 

For our part, I've announced that the FAA is 
restructuring its accident prevention program. We' 11 
be p1acing greater emphasis on safety education, 
c- 1stomer service, and P" rtnership. 

• We' re expanding the range of products to reach 
a l ider audience, and we intend to improve the 
qLa: ~ty of the guidance materials and training for 
co~ nselors. 

We've also given it a new name. It's now the 
Av·ation Safety Program. Iviore importantly, we've 
re(oubled our efforts to provide pilots with high 
-:uality information and remedial education. 

9 
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We can produce the materials. But the success 
of this program depends, in large measure, on the 
grassroots network of volunteer counselors who get 
the information into the hands of the pilots. 

That's an important part of our new partnership. 

\Vorking together, we can succeed in making 
genera! aviation fully as safe as commercial 
av;ation. 

hat's riot an unattainable goal. 

TTSB reports show that accidents and fatalities 
iJoth declined by about one-third over the last 
decade. 

'"'"his record is a tribute to the experience and 
pr fessionalism of thousands of pilots, mechanics, 
and flight instructors . 

IO 
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It's a tribute to the educational initiatives put 
forth by EAA and its sister organizations. And to 
the dedication of the FAA' s flight inspection and 
safety people. 

We've worked well together so far. But it's 
clear there's a lot of work still to do. 

A ~ytime we take safety for granted -- anytime 
we relax our standards -- we risk seeing those 
accident rates go back up. We risk our lives. And 
vie vveaken public support and undermine the 
v:ability of the industry. 

-~Te can't afford that either. 

Ge eral aviation's contribution to the economy 
has been wel documented. In fact, you've heard in 
just about every speech from the FAA for the past 
few years . 

I I 



We know, too, that for the past decade or more, 
GA has endured crippling losses which seemed, at 
times, to threaten its very existence. 

In 1980 there were 29 U.S. manufacturers of 
piston aircraft and 15 foreign manufacturers. Today 
the numbers are reversed -- only 9 U.S. firms and 
29 fo eign. And along with this reversal, this 
co~ntry lost 100 thousand jobs. 

There were only 547 piston engine aircraft sold 
las+ year -- the lowest number since World War II. 

n last ten years, the number of active pilots 
dropped 15 percent. 

Phil Boyer says -- and our forecasts agree -- that 
the pilot rolls drop about 9 thousand a year. 

The size of the GA fleet, and the number of 
hours flown has also declined -- a trend which our 
forecasters say could continue until well into the 
next century. 

12 



I'm told that, for the last decade or more, this 
nation has been losing an average of one public 
landing area per week. 

Close to one-half of our fixed base operators lost 
mo_ ey in 1992. When flight services aren't 
available, airfields die and turn into shopping centers 

-- and parking lots. 

~hat was pretty much the situation in GA when I 
came to the FAA a year ago. 

There was a lot of activity on a number of 
fronLs. Yet, surprisingly, there was no coordinated 
eff o~t to turn this around. 

i signed on with this Administration because 
P~esident Clinton, Vice President Gore, and 
Tra~sportation Secretary Pefia have made it clear 
that they are willing to act to support the recovery 
and future growth of U.S. aviation. 

13 
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The President's budgets have made the first 
serious attack on the deficit in nearly a generation -­
and his struggle for universal health coverage for all 
Americans attempts to bring order and fairness to a 
system where uncontrolled costs are a danger to our 
fiscal health. 

The economy is strengthening. We will never 
have a better chance to revive general aviation than 
we have right now. 

One of the first things I did when I arrived at the 
FAA last August, was to form a policy stating my 
g~z s for general aviation. I was surprised to find 
ou~ later that this was the first definitive statement 
on GA by an FAA Administrator since the crisis 
began more than a dozen years ago. 

- released the policy in Kansas City, at the first­
ever FAA-industry forum to revitalize GA . 

14 
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This meeting showed us that if we -- and by 
"we", I mean "all of us" -- if we wanted to turn GA 
around, then we were going to have to get together 
and do it. 

There was no single solution. There are too 
many complex problems for that. 

\Ve could watch the situation get worse. Or we 
could step in and do something about it. We chose 
the latter . 

\Ve came away from that meeting with 59 
recommendations for breathing life back into GA. 
And, as I recall, we accepted all but four. 

Today, those recommendations are part of a new 
General Aviation Action Plan that lays out -- not just 
our goals -- but what we have to do to achieve those 
goals. • 

15 



• For the first time since the crisis in GA began, 

• 

• 

v✓e have a comprehensive, coordinated plan of 
action, supported by the entire GA community. 

The plan has these five objectives: 

_:. to improve safety 

-- lower the cost of flying 

-- develop new R&D products for GA 

-- guarantee access to the system, and 

-- to provide low cost, user friendly service. 

s~me of you are probably thinking "OK, you 
have a plan. What does that get me?". 

The answer is a lot more than you may think. 

Our enhanced safety objectives are included in 
the plan . 

16 
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We have a half-dozen or more initiatives under 
way to provide better service at less cost. These 
range from providing faster test results to 
redesigning how we issue airman certificates. 

We' re considering several measures to reduce 
the cost of flying, including revising the rules on 
third-class medical certificates, and easing the 
requirements for inspection and maintenance on 
certain types of planes. 

We've already made it easier to certify small, 
low performance aircraft. The Quicksilver 500 -­
which we certified last August -- was the first to win 
certification under our new primary category rule. 

But much of the credit for this new rule belongs 
to Tom and Paul, to Phil Boyer, and to 
Paul Fiduccia . 

17 



On March first, the Damona Katana (Da-mo-na 
Ka-ta-na) became the first airplane to receive FAA 
certification under new harmonized rules for small 
airplanes certified in the United States and Europe. 

The Zenair CH 2000 will receive its Type 
Certificate shortly. 

Five new airplanes have been cerf fied under 
FAR Part 23 regs since last year's EAA convention. 

\Ve have a renewed effort to work with NASA 
• to develop a research program specifically targeted 

to f e adaptation of new technologies for GA. 

NASA Administrator Dan Goldin and I have 
agreed to combine technical resources and to 
inc ease our investments in research and 
development for small planes. Between our two 
agencies, we have the strongest program that we 
have had in years. 

18 
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The push is on to design advanced cockpit 
echnologies for GA, including an affordable data 

link. And to develop new applications for GPS. 

It's only been a year since the FAA certified the 
firs~ GPS receiver. Now, there are nine U.S. 
companies in the market. Eleven receivers have 

-· bee ~ certified and seven more are awaiting 
approval. 

Vlith this kind of competition, our booming 
a rio ics industry is constantly adding new • 
capabilities. These aren't just GPS receivers 
anymore. These are flight management systems 
loan1ed with advanced software. 

For about five thousand dollars, your Cessna or 
Mooney can have a flight management system as 
sophisticated as what is installed on a late model air 
liner. 

The pilot is literally able to navigate at the flip of 
a switch. 

19 
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\Ve' re moving fast to clear the way for the use 
of GPS on an ever-expanding scale for all phases of 
flight. 

We've set a firm deadlin~ to approve differential 
GPS for Category One approaches and to determine 
its feasibility for Category Two and Three 
operations. 

The first primary GPS procedures for Denton, 
Texas, Frederick, Maryland -- and here at 
Oshkosh -- should be published very shortly . 

Once again, GA will be the first to benefit from 
this fast evolving technology. 

These are all good efforts. They show that we 
still have a lot of ideas about what can be done to 
assure a future for general aviation . 
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Eleven organizations represen ing GA interests 
have formed a coalition to promote these initiatives. 
We meet regularly to report our progress and take 
away new assignments. 

We've all got to move in the same direction. 
For if we work at cross-purposes -- lag behind -­
undermine each other's efforts or attempt 
e:id-runs -- the final outcome will be delay and 
confusion. 

Given the caliber of the people on the coalition, I 
don 't expect that to happen. 

We get frustrated from time to time, certainly. 

But we need to remember that many of the 
d;fficulties besetting GA reflect massive, long-term 
trends which are having a powerful and sustained 
impact . 
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There is no better example of this than the 
nation's growing concern for the environment. No 
segment of our society is exempt from nationwide 
moves to curta·1 noise and reduce pollution. 

For our part, we need quieter propulsion systems 
and clean, low cost fuel. The FAA and NASA have 
several joint projects to develop these. 

am working with the Environmental Protection 
Agency and its director, Carol Browner, to create 
policies which are both fair and responsible for the 
a via ion sector. 

With the help of organizations like EAA, we've 
stopped the use of blue dyes in non-aviation fuels. 
That goes into effect on October 1. But we' 11 all 
have to watch very carefully until all the residual 
fuel supplies are used up. 

We've expanded our collaboration with EPA to 
avoid similar mix-ups -- and to prevent slot controls 
or other restrictions on general aviation aircraft. 
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Environmental issues are a constant concern for 
us. The FAA deals with them. Right now, we're 
working with the National Park Service to come up 
with a solution for flights over the Grand Canyon 
and other parks. 

There are convincing arguments on both sides of 
this issue. We've not made any decisions yet. Our 
job --. and that of the other agencies involved -- is to 
find a solution that respects the legitimate claims of 
a! concerned: a solution that tries to build on 
whatever common ground we can find among the 
competing interests. 

No one thinks this will be easy. It never is. 

ot if we all insist on holding out for the best 
possible deal for ourselves. It's called gridlock. 
And it's a way of life in Washington . 
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One problem we've had for years at the FAA 
involves the management of our air traffic control 
system. How are we going to make sure that the 
capacity of our airspace can accommodate future 
demand? 

While many have recognized the existence of the 
problem, there has long been a stalemate because 
the powerful interests involved could not agree on 
what to do. 

In the meantime, the problem didn't fade away. 
he efficient management of air traffic became 

increasingly difficult and the risks of continued 
inaction began to escalate. 

As you know, the Clinton Administration took 
the initiative in trying to break this deadlock -- out 
of the conviction that aviation was vital to our 
national economy. 
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The President has proposed the formation of a 
government owned and operated corporation to take 
over the air traffic control functions now performed 
by the FAA. 

The corporation would be self-supporting, 
financing itself through user fees charged to 

-- commercial aviation. 

General aviation will pay only the fuel tax you 
pay now. And your access to the system is 
guaranteed, just as it is today. Everyone with a 
stake in aviation should welcome and support this 
proposal. For it will benefit us all. 

It will benefit passengers. 

It will benefit the air carriers and the airports. 

It will benefit the tax-paying public. 

And it will benefit all of us who are general 
aviation pilots. 
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I know there is skepticism about the federal 
government's resolve to protect and promote the 
interests of general aviation. 

But it should be transparently clear that one of 
the first to benefit from expanded airport and 
airspace capacity is the general aviation segment of 
the industry. 

If capacity grows in phase with expanding need, 
we can avoid what otherwise must become 
inevitable: the rationing of access -- especially at 
those places which are already heavily congested. 

In the brutal competition of scarce space, an 
airplane carrying a hundred passengers will clearly 
have an advantage over one which carries only one 
or two. 

Under these circumstances, general aviation 
stands to be a clear loser. 

But we will all lose in the end. 
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For with the continued attrition of general 
aviation, we lose a vital economic resource. 

--We lose a reliable source of trained and 
experienced pilots. 

--We lose a testing laboratory for exciting new 
ideas in technology. 

--We lose a valuable part of our heritage. 

For the extinction of general aviation would 
mark the loss of the founding spirit of American 
aviation. 

This, to me, is the great intangible benefit of the 
idea for the ATC corporation: by freeing air traffic 
technology from the repressive grip of bureaucratic 
control, we will go a long way in preserving the 
creative, entrepreneurial edge which has made 
this industry so dynamic and open to change . 
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• It is in the vital interests of our entire industry 
that we support this proposal. 

Thank you very much. 

QUESTION AND ANSWER SESSION 

ow, I'd like to open the meeting up to you. 

Yf./e want to hear fr-0m as many of you as we can. 
So let me lay out some ground rules. Direct your 
questions or your remarks to me. I may answer, or 
I may refer the question to one of my colleagues. 

If we know the answer, we'll give it to you. 

If we don't know, we'll take an IOU and send it 
to Tom. 

If we can't comment, we'll say so and move on 
to the next question. 
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OPENING REMARKS 
FAA ADMINISTRATOR 

DAVID R. HINSON 
EAA CONVENTION AND FLY-IN 

OSHKOSH,WI 
JULY 31, 1994 

Thank you, Tom (Poberezny) for that generous 
introduction. And my thanks to all of you for 
joining us this morning. Let me add my 
congratulations to Paul and Tom for this outstanding 
air show. It's events like this that keeps us all 
constantly aware of what general aviation means 
today to our national life -- and what it needs 
tomorrow if it's to have a place in our nation's 
future. 

I have many old friends in the audience today. 
And they all know that my interest in general 
aviation isn't just Washington political talk which 
I've picked up the past few months . 



I 

I 

I 

I've been flying airplanes -- of all sizes and 
types -- for nearly 40 years. I've been a fixed base 
operator and I was once the Pacific-Northwest 
distributor for Beech A· rcraft. 

So general aviation is something I know about 
and care about. 

Before I go any further, I'd like you to meet the 
FAA team with me here on the stage. 

(Insert names here) 

Some of you may remember that, when I was 
here last year, I didn't get to say much, because I 
hadn't yet been confirmed in the job. 

Today, I'll try to make up for that. I know that 
many of us have strong opinions on many of the 
same issues. I also know that we may not always 
quite agree. That should be enough to spark 
a lively -- maybe even enlightening -- discussion. 
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To keep the proceedings moving, we'll follow 
the custom of past forums. 

I'll make a few remarks. Then we're going to 
open up the meeting so we can hear from you. 
We' 11 do our best to answer your questions. 

On the tenth of August, I will complete my first 
year at the FAA. So I thought this would be a good 
time to review some of the events of the past twelve 
months. And to talk a bit about our plans for the 
future. 

My comments will focus on three subjects. 

The first is safety. This is always our first 
priority. And, as always -- there's room for 
improvement. 

Last year, 715 people lost their lives in general 
aviation accidents. I just can't accept that -- I don't 
accept it. 
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I wouldn't support it if I thought it would harm 
,A. For as I have said many times, I was a GA 
ilot before I came to the government. I intend to 
ontinue flying after I leave. 

While I am at the FAA, I plan to do all I can to 
rotect and improve upon the gains we've made in 
afety and to rebuild general aviation. 

But government can't do this alone. 

If we want to make steady gains -- if we want to 
e able to come together each year in Oshkosh and 
now that we've made real progress, then we've got 
) work together. 

And no issue more urgently requires our 
ttention than the issue of safety. 

The duty which I dread the most is reading the 
ccident reports each morning. If it's a typical day, 
1ere may be six accidents. That's the average. 
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The number of accidents continues to go down a 
bit. But the accident rate is going up again. 

After a decade of steady improvement, I'm 
afraid we may be seeing the beginning of a very 
discouraging trend. 

The GA rate now exceeds 8 accidents for every 
100 thousand flight hours. 

And it's nearly twice as high for personal and 
recreational flying. 

What it comes down to is this: we' re crashing 
more planes than we're replacing. 

It's bad enough to lose the planes. But -- the 
greatest misfortune of all -- is the needless loss of 
life. 

In 1993 -- a year which recorded the fewest 
number of fatalities -- there were still, on average, 
two deaths a day. 
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What makes this figure so intolerable is the fact 
that most of these fatalities could have been 
prevented. 

We know that human error is a factor in 80 
percent of these accidents . 

We' re seeing an especially troubling trend in 
homebuilt aircraft. 

o There is one or more fatal accidents a week 
in a homebuilt. 

o Nearly one accident in five occurs within the 
first two flights. 

o Fourteen percent (14%) happens on the 
pilot's first flight -- usually within the first few 
minutes. 

o Aircraft handling is a factor in nearly 50 
percent of all homebuilt accidents -- which suggests 
a lack of familiarity with the aircraft. 
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Seasoned pilots know that the key to safe flying 
is knowledge of your aircraft, proper training, and 
plain old-fashioned common sense. 

We've got to do a better job of instilling this 
same seriousness about safety in every pilot. 

Surely, this is an issue which should be a 
common concern. 

There is clearly a breakdown here -- a failure to 
pass on the traditions and standards of general 
aviation to the next generation of pilots. 

And it's a break in tradition which all of us must 
work together to repair. 

I find it hard to think about relaxing the rules 
and regulations now on the books, when I see the 
GA accident rate on an upswing. 
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I I need to hear from you how we can reverse this 
trend. 

One initiative which I strongly endorse is the 
new Flight Advisors Program which Tom and the 
EAA Board of Directors have introduced in each of 
their chapters. 

For our part, I've announced that the FAA is 
restructuring its accident prevention program. We' 11 
be placing greater emphasis on safety education, 
customer service, and partnership. 

I We' re expanding the range of products to reach 

• 

a wider audience, and we intend to improve the 
quality of the guidance materials and training for 
counselors. 

We've also given it a new name. It's now the 
Aviation Safety Program. More importantly, we've 
redoubled our efforts to provide pilots with high 
quality information and remedial education . 
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I We can produce the materials. But the success 
of this program depends, in large measure, on the 
grassroots network of volunteer counselors who get 
the information into the hands of the pilots. 

That's an important part of our new partnership. 

Working together, we can succeed in making 
general aviation fully as safe as commercial 
aviation. 

That's not an unattainable goal. 

I NTSB reports show that accidents and fatalities 

I 

both declined by about one-third over the last 
decade. 

This record is a tribute to the experience and 
professionalism of thousands of pilots, mechanics, 
and flight instructors. 
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It's a tribute to the educational initiatives put 
forth by EAA and its sister organizations. And to 
the dedication of the FAA' s flight inspection and 
safety people. 

We've worked well together so far. But it's 
clear there's a lot of work still to do. 

Anytime we take safety for granted -- anytime 
we relax our standards -- we risk seeing those 
accident rates go back up. We risk our lives. And 
we weaken public support and undermine the 
v • ability of the industry. 

We can't afford that either. 

General aviation's contribution to the economy 
has been well documented. In fact, you've heard in 
just about every speech from the FAA for the past 
few years . 
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I We know, too, that for the past decade or more, 
GA has endured crippling losses which seemed, at 
times, to threaten its very existence. 

In 1980 there were 29 U.S. manufacturers of 
piston aircraft and 15 foreign manufacturers. Today 
the numbers are reversed -- only 9 U.S. firms and 
29 foreign. And along with this reversal, this 
country lost 100 thousand jobs. 

There were only 547 piston engine aircraft sold 
last year -- the lowest number since World War II. 

I In last ten years, the number of active pilots 

• 

dropped 15 percent. 

Phil Boyer says -- and our forecasts agree -- that 
the pilot rolls drop about 9 thousand a year. 

The size of the GA fleet, and the number of 
hours flown has also declined -- a trend which our 
forecasters say could continue until well into the 
next century . 

12 



• I'm told that, for the last decade or more, this 
nation has been losing an average of one public 
landing area per week. 

Close to one-half of our fixed base operators lost 
money in 1992. When flight services aren't 
available, airfields die and turn into shopping centers 
and parking lots. 

That was pretty much the situation in GA when I 
came to the FAA a year ago. 

I There was a lot of activity on a number of 

• 

fronts. Yet, surprisingly, there was no coordinated 
effort to turn this around. 

I signed on with this Administration because 
President Clinton, Vice President Gore, and 
Transportation Secretary Pefia have made it clear 
that they are willing to act to support the recovery 
and future growth of U.S. aviation . 
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The President's budgets have made the first 
serious attack on the deficit in nearly a generation -­
and his struggle for universal health coverage for all 
Americans attempts to bring order and fairness to a 
system where uncontrolled costs are a danger to our 
fiscal health. 

The economy is strengthening. We will never 
have a better chance to revive general aviation than 
we have right now. 

One of the first things I did when I arrived at the 
FAA last August, was to form a policy stating my 
goals for general aviation. I was surprised to find 
out later that this was the first definitive statement 
on GA by an FAA Administrator since the crisis 
began more than a dozen years ago. 

I released the policy in Kansas City, at the first­
ever FAA-industry forum to revitalize GA. 
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• This meeting showed us that if we -- and by 
"we", I mean "all of us" -- if we wanted to turn GA 
around, then we were going to have to get together 
and do it. 

There was no single solution. There are too 
many complex problems for that. 

We could watch the situation get worse. Or we 
could step in and do something about it. We chose 
the latter. 

I We came away from that meeting with 59 
recommendations for breathing life back into GA. 
And, as I recall, we accepted all but four. 

I 

Today, those recommendations are part of a new 
General Aviation Action Plan that lays out -- not just 
our goals -- but what we have to do to achieve those 
goals. 
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I For the first time since the crisis in GA began, 
we have a comprehensive, coordinated plan of 
action, supported by the entire GA community. 

• 

• 

The plan has these five objectives: 

-- to improve safety 

-- lower the cost of flying 

-- develop new R&D products for GA 

-- guarantee access to the system, and 

-- to provide low cost, user friendly service. 

Some of you are probably thinking "OK, you 
have a plan. What does that get me?". 

The answer is a lot more than you may think. 

Our enhanced safety objectives are included in 
the plan . 
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We have a half-dozen or more initiatives under 
way to provide better service at less cost. These 
range from providing faster test results to 
redesigning how we issue airman certificates. 

We' re considering several measures to reduce 
the cost of flying, including revising the rules on 
third-class medical certificates, and easing the 
requirements for inspection and maintenance on 
certain types of planes. 

We've already made it easier to certify small, 
low performance aircraft. The Quicksilver 500 -­
which we certified last August -- was the first to win 
certification under our new primary category rule. 

But much of the credit for this new rule belongs 
to Tom and Paul, to Phil Boyer, and to 
Paul Fiduccia. 
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On March first, the Damona Katana (Da-mo-na 
Ka-ta-na) became the first airplane to receive FAA 
certification under new harmonized rules for small 
airplanes certified in the United States and Europe. 

The Zenair CH 2000 will receive its Type 
Certificate shortly. 

Five new airplanes have been certified under 
FAR Part 23 regs since last year's EAA convention. 

We have a renewed effort to work with NASA 
to develop a research program specifically targeted 
to the adaptation of new technologies for GA. 

NASA Administrator Dan Goldin and I have 
agreed to combine technical resources and to 
increase our investments in research and 
development for small planes. Between our two 
agencies, we have the strongest program that we 
have had in years. 
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The push is on to design advanced cockpit 
technologies for GA, including an affordable data 
link. And to develop new applications for GPS. 

It's only been a year since the FAA certified the 
first GPS receiver. Now, there are nine U.S. 
companies in the market. Eleven receivers have 
been certified and seven more are awaiting 
approval. 

With this kind of competition, our booming 
avionics industry is constantly adding new 
capabilities. These aren't just GPS receivers 
anymore. These are flight management systems 
loaded with advanced software. 

For about five thousand dollars, your Cessna or 
Mooney can have a flight management system as 
sophisticated as what is installed on a late model air 
liner. 

The pilot is literally able to navigate at the flip of 
a switch. 
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We're moving fast to clear the way for the use 
of GPS on an ever-expanding scale for all phases of 
flight. 

We've set a firm deadline to approve differential 
GPS for Category One approaches and to determine 
its feasibility for Category Two and Three 
operations. 

The frrst primary GPS procedures for Denton, 
Texas, Frederick, Maryland -- and here at 
Oshkosh -- should be published very shortly. 

Once again, GA will be the first to benefit from 
this fast evolving technology. 

These are all good efforts. They show that we 
still have a lot of ideas about what can be done to 
assure a future for general aviation. 
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Eleven organizations representing GA interests 
have formed a coalition to promote these initiatives. 
We meet regularly to report our progress and take 
away new assignments. 

We've all got to move in the same direction. 
For if we work at cross-purposes -- lag behind -­
undermine each other's efforts or attempt 
end-runs -- the final outcome will be delay and 
confusion. 

Given the caliber of the people on the coalition, I 
don't expect that to happen. 

We get frustrated from time to time, certainly. 

But we need to remember that many of the 
difficulties besetting GA reflect massive, long-term 
trends which are having a powerful and sustained 
impact. 
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There is no better example of this than the 
nation's growing concern for the environment. No 
segment of our society is exempt from nationwide 
moves to curtail noise and reduce pollution. 

For our part, we need quieter propulsion systems 
and clean, low cost fuel. The FAA and NASA have 
several joint projects to develop these. 

I am working with the Environmental Protection 
Agency and its director, Carol Browner, to create 
policies which are both fair and responsible for the 
aviation sector. 

With the help of organizations like BAA, we've 
stopped the use of blue dyes in non-aviation fuels. 
That goes into effect on October 1. But we' 11 all 
have to watch very carefully until all the residual 
fuel supplies are used up. 

We've expanded our collaboration with EPA to 
avoid similar mix-ups -- and to prevent slot controls 
or other restrictions on general aviation aircraft. 
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Environmental issues are a constant concern for 
us. The FAA deals with them. Right now, we're 
working with the National Park Service to come up 
with a solution for flights over the Grand Canyon 
and other parks. 

There are convincing arguments on both sides of 
this issue. We've not made any decisions yet. Our 
job -- and that of the other agencies involved -- • s to 
find a solution that respects the legitimate claims of 
all concerned: a solution that tries to build on 
whatever common ground we can find among the 
competing interests. 

No one thinks this will be easy. It never is. 

Not if we all insist on holding out for the best 
possible deal for ourselves. It's called gridlock. 
And it's a way of life in Washington. 
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One problem we've had for years at the FAA 
involves the management of our air traffic control 
system. How are we going to make sure that the 
capacity of our airspace can accommodate future 
demand? 

While many have recognized the existence of the 
problem, there has long been a stalemate because 
the powerful interests involved could not agree on 
what to do. 

In the meantime, the problem didn't fade away . 
The efficient management of air traffic became 
increasingly difficult and the risks of continued 
inaction began to escalate. 

As you know, the Clinton Administration took 
the initiative in trying to break this deadlock -- out 
of the conviction that aviation was vital to our 
national economy . 
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The President has proposed the formation of a 
government owned and operated corporation to take 
over the air traffic control functions now performed 
by the FAA. 

The corporation would be self-supporting, 
financing itself through user fees charged to 
commercial aviation. 

General aviation will pay only the fuel tax you 
pay now. And your access to the system is 
guaranteed, just as it is today. Everyone with a 
stake in aviation should welcome and support this 
proposal. For it will benefit us all. 

It will benefit passengers. 

It will benefit the air carriers and the airports. 

It will benefit the tax-paying public. 

And it will benefit all of us who are general 
aviation pilots . 
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I know there is skepticism about the federal 
government's resolve to protect and promote the 
interests of general aviation. 

But it should be transparently clear that one of 
the first to benefit from expanded airport and 
airspace capacity is the general aviation segment of 
the industry. 

If capacity grows in phase with expanding need, 
we can avoid what otherwise must become 
inevitable: the rationing of access -- especially at 
those places which are already heavily congested. 

In the brutal competition of scarce space, an 
airplane carrying a hundred passengers will clearly 
have an advantage over one which carries only one 
or two. 

Under these circumstances, general aviation 
stands to be a clear loser. 

But we will all lose in the end. 
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For with the continued attrition of general 
aviation, we lose a vital economic resource. 

--We lose a reliable source of trained and 
experienced pilots. 

--We lose a testing laboratory for exciting new 
ideas in technology. 

--We lose a valuable part of our heritage. 

For the extinction of general aviation would 
mark the loss of the founding spirit of American 
aviation. 

This, to me, is the great intangible benefit of the 
idea for the A TC corporation: by freeing air traffic 
technology from the repressive grip of bureaucratic 
control, we will go a long way in preserving the 
creative, entrepreneurial edge which has made 
this industry so dynamic and open to change . 

27 
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that we support this proposal. 

Thank you very much. 

QUESTION AND ANSWER SESSION 

Now, I'd like to open the meeting up to you. 

We want to hear from as many of you as we can. 
So let me lay out some ground rules. Direct your 
questions or your remarks to me. I may answer, or 
I may refer the question to one of my colleagues. 

If we know the answer, we'll give it to you. 

If we don't know, we'll take an IOU and send it 
to Tom. 

If we can't comment, we'll say so and move on 
to the next question . 
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I expect the number one question on your minds 
concerns the revocation of Bob Hoover's medical 
certificate. So let me address that now and move 
on. 

I know this has upset you -- it has upset all of 
us. 

But I believe you all know that Mr. Hoover has 
filed a petition for review with the US Court of 
Appeals for the District of Columbia. Oral 
arguments begin in October. 

This case will be decided in a court of law. 

I hope you understand that there is absolutely 
nothing I can say as long as this appeal is pending. 

Once it's settled, we can talk about it as much as 
you like. 

Now, who has the first question. 
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