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emember the first time during 
your primary instruction when 
the instructor reached over and - 

retarded the throttle to idle and said, ’ 
“Vou just lost your engine,”

In the back of your mind you were 
thinking, “The instructor’s not going to let 
anything happen. This isn’t for real.” 
How many times did you reach for the 
throttle, stilt held by the instructor, to add 
power to control your descent and re­
member that you were practicing a simu­
lated emergency landing procedure?

During primary instruction practicing 
emergency landing procedures helps a 
p ilo t develop confidence, planning, 
judgement, accuracy, and technique to 
deal with a real engine-out event with 
subsequent on- or off-airport landing. A 
good instructor “cuts” the engine to sim­
ulate an emergency during cruise, take­
off, and at any point in the landing pat­
te rn -a ll at a safe altitude and within the 
operating limitations of the aircraft. The 
emphasis is to practice the procedures 
sufficiently so that the process becomes 
a smooth and natural one for the pilot.

And face it, if you can set yourself up to 
make the emergency field you selected 
during a simulated emergency, you are 
more likely to respond similarly in a real 
one. That’s why emergency landing pro­
cedures are an integral part of pilot train­
ing and the practical test for certification.

But— when was the last time you 
practiced emergency landings? When 
you got ready for your last checkride? 
Your last flight review? The most recent 
phase of the WINGS program?

The “beauty” of simulated emergency 
landings is that you can practice the pro­
cedures— at least the steps involved in 
establishing and maintaining best glide 
speed and following the appropriate 
checklist—any time at altitude and with­
out the added pressure of an actual 
emergency. If one does occur, you’ll be 
proficient enough to handle it.

When you do practice these proce­
dures at altitude, you’re not likely to need 
an instructor along, but the constructive 
criticism of your technique the instructor 
provides is always beneficial— not to 
mention the instructor working as your

safety pilot, who possesses an extra set 
of eyes to watch for other traffic.

Simulated
Em ergency Landings

At the point when the instructor “de­
clares the emergency”— usually through 
a pre-arranged signal or action by the in­
structor—the correct procedure is to es­
tablish immediately the aircraft attitude 
that will give you the glide speed desig­
nated for the aircraft. This speed, as well 
as detailed emergency landing proce­
dures for the specific aircraft, is found In 
the pilot’s operating handbook (POH) or 
aircraft flight manual (AFM).

The next step, if you are so equipped 
and if in a “dirty” configuration, is to clean 
up the flaps and landing g e a r^ ff you 
were cruising at a speed above best 
glide, maintain altitude during the gear 
and flap retraction and allow the airspeed 
to dissipate to best glide. Once best 
glide speed is established, lower the 
nose to maintain that speed and trim as 
necessary, Trimming will allow you to
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proceed with the remaining procedures 
as outlined in the emergency landing 
checklist. (Think of it as single pilot crew 
resource management.)

AS you ere completing the appropri­
ate checklist, you are, of course, looking 
for the ideal emergency landing spot: 
One that is dose by, smooth as a baby's 
posterior, and with no obstructions. Fat 
chance. Sometimes, especially in a 
bona fide emergency, you have to live 
with what you can get! Ideally, you’ll 
want to select a spot so that you can 
“land" into the wind, and you’ll need to 
use all the wind direction indicators 

. you’ve learned; i.e., smoke, waves on 
water, blowing dust, etc.

The generic cockpit checklist looks 
something like this:

Engine Failure
✓  Airspeed - Glide
✓  Fuel selector - Fullest tank
✓  Fuel pump - ON
✓  Mixture - RICH
✓  Carb Heat - ON
✓  Magneto switch - BOTH
✓  Flaps - UP
✓  Gear - L/P
✓  Seat belts - Fastened
The specific checklist for your aircraft 

may also give an air start procedure that 
you should try and re-try throughout the 
simulated emergency. While you’re com­
pleting the checklist, you should also be 
selecting the emergency landing area 
and “checking” it for obstacles.

So, now you’ve established best 
glide and are maintaining it, completed 
the checklist, and selected the “emer­
gency landing” spot, but the instructor’s 
hand is s illh o ld in g  onto the throttle 
firmly—meaning, of course, that you are 
to continue with the appropriate ap­
proach to the landing spot.

FAA-approved technique says that 
you use “any combination of normal glid­
ing maneuvers from wings level to spi­
rals” to arrive at the usual, key position in 
a landing—the turn from base to final. 
Only upon reaching the key position 
should you lower flaps and landing gear, 
as appropriate for your equipment and 
as called for in the checklists. The vari­
ables you’ll use to judge where that key 
position is include altitude, any obstruc­
tions, wind direction, landing direction, 
surface and its gradient, and available

landing distance. Pretty complex, but 
one of those elements will buy you some 
time to complete your checklist and also 
select a landing spot and continue to fly 
the airplane, and that is altitude.

Again, a good instructor should show 
' you how limited your options are with a 
simulated engine-out at low altitude (That 
alone should be enough to put you off 
scud-running.) and how many more op­
tions you have at altitude. Unused alti­
tude above you is about as useful as the 
runway behind you. However, the inex­
perienced or non-proficient pilot can be 
lulled into delaying important decisions 
when carrying a lot of altitude, or he or 
she can misjudge the glide distance. 
That is why practice is so important.

If this misjudgement occurs, all is not 
lost, since lowering flaps, slipping, or 
moving the touchdown point (when fea­
sible) can correct for misjudging the glide 
angle. However, it’s also at this point that 
some pilots, thankful that they’ve “made 
the field” neglect to watch the airspeed. 
Because you are descending, the ten­
dency is to allow the airspeed to build 
and be too fast for a safe landing. Ex­
cessive speed can cause you to float 
and overshoot the landing spot.

Then come the hoped-for words, “ I 
think you would have made this one.” 
The instructor’s hand comes off the throt­
tle, and you “take-off” again. (Actually, 
this is a good spot to practice go-around 
procedures, but that’s another article.)

If you’re not the pilot practicing simu­
lated emergency landings but rather the 
instructor teaching dr òriti<|Ufhg them, 
let’s discuss some of your responsibili­
ties. One of them is to arrange with the 
pilot—^whether student or experienced—  
when you will turn control of the throttle 
back over to him or her. There should be 
no contusion at that point as to who is 
operating the throttle. A definitive, clear 
statement from the instructor, such as, 
“You have the airplane,” is important to 
alleviate any confusion about who is ad­
vancing throttle and setting power.

The instructor, while simulating the in­
operative engine—i.e., usually by closing 
the throttle and NEVER by shutting off 
thè fuel—should periodically “clear” the 
engine. This helps keeps the engine 
warm and less susceptible to “shock” 
when full power is reapplied at the end of

the simulated procedure.
As the instructor, you should allow 

the approach to continue until it is obvi­
ous to the pilot that he or she will either 
make the field or has judged badly. At 
no point, however, should any hazard be 
created or tolerated either t<3 the aircraft 
and its occupants or to  persons and 
property on the ground. FAR § 91.119 is 
for safety purposes, but people on the 
ground may not understand that what 
you are practicing is for the pilot’s safety 
as well as theirs. What a too-low simu­
lated emergency landing may be to them 
is, noise and nuisance— not a positive 
image of a general aviation pilot being a 
professional.

Actual Em ergency  
Approaches and Landings

I recently had the opportunity to fly 
from the island of Oahu in Hawaii over­
water to the island of Kauai in a Beech 
Travelaire and remarked to a friend later 
that I was glad to have two engines over 
85+ miles of water. “Right,” he said, sar­
castically, “30-year-old engines.” I really 
hadn’t thought of that because, In spite 
of how general aviation aircraft are por­
trayed, engine reliability and the quality of 
maintenance is still pretty remarkable.

All of this is to say that it is unlikely 
that an engine will simply quit, die, give 
up the ghost, and, at any rate, if it does, 
ft usually gives you plenty of warning. 
The pre-takeoff engine run-up procedure 
is designed for the engine to  exhibit 
those very symptoms so you can shut 
down on the ground and call or visit your 
friendly aviation mechanic to deal with it.

However, engine failures— or other 
emergencies— have led to  situations 
where an off-airport or emergency land­
ing becomes not only imminent but nec­
essary, gravity being what it is. Unfortu­
nately, in spite of pilot training, accidents 
have occurred, and NTSB studies have 
identified several factors that diminish a 
pilot's ability to  deal with emergency 
landings.

• Reluctance to Accept the 
Emergency. Pop psychology calls 
this “denial,” or “This can’t be hap­
pening to me.” Unconsciously the 
pilot delays reacting because of this 
denial or because he or she has

been rendered incapable of reac­
tion from the thought of the ground 
coming up to meet the aircraft.

•  Desire to Save the Aircraft. On 
one of many trips to New England 
in a single-engine aircraft through 
the New York VFR corridor, I re­
marked to my flying partner as I 
looked down on the Hudson River, 
that if we lost an engine at 1,000 
feet (100 feet below the corridor 
ceiling), there was no where to put 
the aircraft, except the river. He 
pointed out the many abandoned 
piers jutting dut into the water. “I’d 
slow the airplane down, aim for the 
pier, and figure tha t the w ings 
would come off, but we’d survive. 
Then, it becomes an insurance 
problem.” Oh. During an actual 
emergency landing approach, you 
have to take what you can get, and 
that may be a field that will damage 
the aircraft upon touchdown. Pilots 
may concentrate so heavily on not 
damaging the aircraft that they run 
out of altitude and/or airspeed, and 
a situation that they could have 
walked away from becomes a fatal 
accident.

•  Undue Concern About Getting 
Hurt. Fear of pain is a motivator as 
well as a self-preservation mecha­
nism. But pilots can be so afraid of 
being injured that they panic and 
are unable to fly the aircraft. Again, 
a survivable incident can become a 
fatal accident. We may have to 
face the fact that not only may we 
damage the aircraft in an actual 
emergency landing but also we 
may suffer injuries the process. 
Broken limbs, cuts, and bruises 
heal; death is permanent.

The key to dealing with these three 
factors is that time-honored adage: “Fly 
the airplane.” Concentration on main­
taining glide speed, adhering to  the 
checklists, resource management all 
keep your mind off what might happen 
and allow you to keep flying the airplane. 
As we said earlier, practice makes per­
fect; if you practice simulated emergen­
cies enough, you’ll carry that confidence 
over to a real situation.

As a primary student, you probably 
remember your instructor reminding you

that “A competent pilot is constantly on 
the alert fo r suitable forced-landing 
fields.” Obviously, the perfect one would 
be a runway or at the very least a hard- 
packed field with no obstacles. Some­
how, those never seem to present them­
selves when you really need 
them—which is why my primary instruc­
tor would not let me pick them during 
simulated emergency landing practice. 
More than likely, your field of choice is a 
farm field, and one that has been, culti­
vated is preferred, since that act of turn­
ing the soil with a machine tends to level 
out imperfections. If the field has been 
plowed, plan your landing parallel to the 
furrows. If the field is soft or snow-cov­
ered, some advocate landing with the 
gear retracted to reduce the likelihood of 
nosing over or damaging the gear.

Field length is sometimes difficult to 
estimate from the air, especially if you are 
so accustomed to the sight-picture of a 
paved runway. Ideally, you try to land di­
rectly into the wind, since a headwind 
means a slower groundspeed (less en­
ergy to dissipate) and a shorter total dis­
tance needed for roll-out. If obstacles 
don’t allow that and you have to land 
with a tailwind, a longer field is a must. 
Landing directly into the wind should not 
become a hard and fast rule because 
there are a number of safety factors that 
may preclude it; e.g.:

• You may be so low that maneuver­
ing into the wind is not possible.

•  Obstacles may prevent it.
•  You may be so far upwind of the 

field that you won’t reach it after 
turning into the wind.

• If the field slopes down, a down­
wind landing may be preferable.

| A crosswind landing is also a possi­
bility, but crosswind correction is an 
added workload factor in an emergency. 
Furthermore, the field should also be 
wide enough to allow you to extend the 
“base leg” before turning final if you have 
misjudged your altitude or.airspeed.

What altitude you have available is 
possibly the primary controlling factor in 
a successful off-airport landing. The 
lower you are the fewer your options. 
For example, if an engine failure occurs 
on takeoff at low altitude, your only op­
tion may be to land straight ahead. If

any turns are necessary to use a field 
near the runway, they should only be a 
few degrees to either side. Even if you 
have sufficient altitude to  turn back to 
the field, consider that you will be turning 
from upwind to downwind, increasing 
your groundspeed and reducing the 
amount of time you have to make deci­
sions. This increase in groundspeed can 
also lead to the misconception that you 
need to slow down, which you would do 
by pulling the nose up. I think you can 
see where this is going.

dh the turn back to the field, your air­
craft will also lose altitude, and since you 
have no power, raising the nose to com­
pensate can result in a stall and spin too 
low to, the ground to recover. This is an 
all-too-common reaction, resulting in the 
possibility that the airplane will cartwheel 
(the stalled wing dropping and digging 
into the ground) with a disastrous out­
come for the aircraft and its occupants.

Continuing straight ahead means you 
can keep the aircraft under better control 
and make the landing as slowly and 
safely as possible.

By practicing engine-out “landings” 
at a safe altitude, you can determine 
how much altitude you lose in a des­
cending 180° turn at idle power. Add a 
safety factor of 25% and establish your 
personal “decision height” for engine-out 
occurrences; i.e., “Below X feet, I land 
straight ahead.” Also when practicing, 
conduct a 360° overhead approach, a 
180° approach, a 90° approach, and a 
straight-in approach. That way, you’ll be 
prepared for any possibilities an off-air­
port landing presents to you.

Still, after taking wind direction and 
speed, field configuration, obstacles, 
etc., into account, it all comes down to 
completing the off-airport landing safely, 
and that means under control—flying the 
airplane down to touchdown. If you 
have to make an off-airport landing, yes, 
you may damage the aircraft, but you 
and your passengers can walk away—  
albeit on shaky legs— but walk just the 
same.

After all, any landing you can walk 
away from... y f

Note: Consult the POH or AFM for 
your aircraft fo r specific emergency 
approach and landing procedures.
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By any definition, it was a suc­
cess. Forget the needless 
m odifiers tha t w rite rs— not 

FAA Aviation News writers, of course—  
occasionally use to fill space. Success 
means just that. What i am talking 
about is the first annual sailplane safety 
seminar held in February at the FAA 
Safety Center at Lakeland Linder Re­
gional Airport, Lakeland, FL

W hen m ore than  130 peop le  
showed up to attend the day-long Sat­
urday event, the organizers were ec­
static. Since this was the first sailplane 
safety seminar held at the FAA Safety 
Center, which is located about halfway 
between Orlando and Tampa, the or­
ganizers weren’t sure how many soar­
ing enthusiasts would attend. Twenty 
or 30 people would have been great. 
When the attendee count passed 100, 
the organizers were soaring, pun if^  
tended.

Those willing to spend a day dis­
cussing aviation safety ranged in age 
from early teens to early retirement and 
beyond. Their soaring experience 
ranged from new students to experi­

enced veterans. The soaring veteran 
at the meeting was Mr. Rudi Hofmann 
of Clermont, FL. He soloed at the age 
of 15 in 1940.

Not only was the program a suc­
cess, but it allowed everyone to share 
the  unique cam araderie  found be­
tween glider and sailplane pilots every­
where. This camaraderie is based in 
part on the fact glider pilots have to 
help each other launch and recover 
their aircraft. Like ballooning, soaring 
is a cooperative sport between pilots, 
ground crews, and everyone involved 
in the sport.

The com m on bond between the 
program speakers and those in atten­
dance was their love of the sport of 
soaring. Hosted by Knut Kjenslie, a 
commercial gliderport owner, operator, 
and pilot examiner from Clermont, FL, 
and Obie Young, FAA Aviation Safety 
Program Manager from the Orlando 
Flight Standards District Office (FSDO), 
the safety seminar focused on the var­
ied facets of soaring. The program 
covered  such to p ic s  as soaring  
weather, cross-country soaring, acci­

dent prevention, aero tow procedures 
and accidents, Federal regulations, 
pilot fitness, and a review of glider ac­
cidents.

RULES TO LIVE BY— WATCH 
OUT FOR THE BULL

S oaring , like  o th e r spec ia lized  
forms of flying, has its own unique vo­
cabulary, safe operating procedures, 
national and international awards and 
records programs, dedicated partici­
pants, and some unique risks associ­
ated with the sport.

One risk glider pilots face is the 
possibility they may have to make an 
occasional o ff-a irpo rt or g lide rpo rt 
landing when they run out of altitude 
and lift at about the same time. There­
fore, glider pilots must always be pre­
pared for that possibility. But one risk 
of “ landing out,” as some people call it 
in the sport, is the chance of landing in 
the “wrong” field.

As a power pilot and glider convert, 
I had always thought that any field that 
I could land in and walk away from
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vyould always be a “good” field. A bad 
field was one I could not land ini with­
out getting hurt. But was I mistaken. 
There are “w rong” fields. (I hate to 
admit to ever being wrong, iJ u s t  ask 
my editor.) But as was pointed out at 
the  seminar, there are good fie lds. 
And there are the “wrong” fields. In 
jokingly describing how to  identify a 
“w rong” field, the speaker reminded 
the audience, that when anyone lands 
in a field with only one cow, that “cow” 
is probably a bull. Since the bull may 
not be friendly, you may want to stay in 
your glider until help arrives.

Such are the risks of landing out in 
the “wrong” field.

But as was pointed out during the 
safety seminar, pastures may not be 
the most desirable types of fields for 
any  pilot to land ip; The reason is a 
pasture may be a fie ld  to o  bad or 
rough to  plow. Because it might be 
too bad to plow, there may be rocks or 
other hidden dangers in such fields not 
visible from altitude.

Then there is always the potential 
danger of fences, power lines, trees, 
drainage ditches, rough surface, or ex­
cessive slope that a pilot may not be 
able to see from altitude in any field. 
So it is important to pick a good field 
with adequate length and a clear ap­
proach when possible. This, is another 
reason why all p ilo ts should have a 
good potential landing site in view at all 
times when flying and the altitude to 
reach such a field. This is especially 
true for sailplane pilots flying cross­
country over hostile terrain.

Another important safety tip for all 
pilots making an off-airport landing is 
to  watch out fo r low w ires such as 
telephone or power lines running along 
or across a po tentia l landing site . 
Since it is difficult to  see a wire at alti­
tude, pilots need to look for the tell-tale 
indicators of wires along the edge of a 
field or while crossing the field. p it is 
common to find wires along roads and 
running to isolated buildings on a farm 
or ranch. It also pays to check your 
chart for large power lines that may be 
charted because they serve a refer­
ence purpose.

Q ther sa fe ty  tip s  fo r o ff-a irpo rt 
landings is it is better to land along the

furrows in a newly plowed field rather 
than across the furrows. And it is bet­
ter to land in a field being prepared for 
crops than in one with crops growing. 
But If you have to land in, a field with 
crops, a recently harvested field is bet­
ter than one with crops still standing. 
But landing in a field with a short crop 
is better than landing in a field with a 
tall crop such as corn. The reason is 
short crops do less damage.

If you land in any type of crop, you 
can bet you or,your insurance com ­
pany will pay for any damage to the 
crop or field. So if you have a choice, 
pick a cheap crop or one that is. profit 
challenged to land in, It also pays if 
you know the types of crops planted in 
your area and how they look from the 
air. . The knowledge might save you 
money, your aircraft, and you.

R egard less o f w here  you land, 
there are two rules all pilots must re­
member. The most important rule in 
an off-airport landing is saving your life 
is more important than saving your air­
craft. When in doubt, sacrifice your 
aircraft or the crop to  save your life. 
That is why you have hull and liability 
insurance. The second rule is always 
be courteous to  the owner in whose 
field you just trespassed. You may 
need a friend.

ARE YOU FIT TO FLY?

But before anyone has to  worry

about finding an off-airport or gliderport 
landing site, every pilot must decide if 
he or she is fit to fly. Dr. Margaret M. 
Rappaport, a psychologist from Or­
leans, MA, reminded the audience of 
the importance of being fit to fly. She 
pointed out that about 70% of aircraft 
incidents and accidents are human fac­
tors related. Then she proceeded to re­
mind pilots that they have a responsibil­

i t y  to  ensure they are mentally and 
physically fit to fly. Proper nutrition, ad­
equate  sleep, m inim al stress, and 
avoiding hazardous thoughts and asso­
ciated problems all contribute to reduc­
ing a p ilo t’s human factors risk. A l­
though skill is important in any activity 
such as flying, controlling those factors 
that interfere with good judgement and 
decisionmaking all play important roles 
in flight safety. Healthy foods are in. 
Fast foods are out.

IF YOU ARE FIT TO FLY,
IS IT FIT TO FLY?

No sa ilp lane sem inar w ou ld  be 
complete without a weather segment. 
Not just any weather segment, but one 
dear to the hearts of all soaring pilots 
and especially competitive soaring pi­
lots. Retired Dr. Harry Senn, one of 
the most knowledgeable weather ex­
perts in soaring, told of an easy way 
for soaring pilots to calculate the Ther­
mal Index or Tl.

The t j  is arguably the most impor-
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tant number in soaring. When calcu­
lated using current data about a soar­
ing site, the Tl provides an index of the 
expected soaring conditions and pro­
jected soaring altitudes for that loca­
t io n / A negative index suggests a 
good soaring day. A positive index 
gives little hope. According to Senn, 
much of the data needed to calculate 
the index is now available through 
co m pu te rize d  w ea the r se rv ice  
providers on the Internet. No longer 
do weather forecasters supporting  
soaring events have to bring all of their 
tools of the trade and reams of charts 
and paper. A few  charts  yes, but 
today, it is possible to get much of the 
current data off a computer. But it still 
takes an experienced weather fore­
caster or. soaring pilot to do the calcu­
lations; Sometimes the information 
needed has not been computerized for 
the local flying area so the Tl has to be 
calculated the old fashion way using 
such items as a wet-bulb thermometer 
and other data such as the atm os­
pheric temperature at select altitudes. 
Like many things in life, experience still 
counts in flying.

Only in soaring is instability good. 
U nstable a ir m eans the  chance of 
good flying conditions and lift.' Stable 
conditions with little or no turbulence 
means a day to  do other things— like 
flying power aircraft.

SAILPLANES AND 
AIRPLANES

Hooper Harris, a former glider owner, 
glider flight instructor, glider pilot exam­
iner, and now an FAA Aviation Safety In­
spector in the Orlando FSDO, spoke on 
several topics of importance to all pilots. 
The first involves the risk of midair colli­
sions between powered aircraft and 
gliders on tow.

In the United States, one of the most 
com m on m ethods of launching 
sailplanes is by towing them aloft by 
using an airplane with a 150 to 200 foot- 
long tow rope. The towplane tows the 
sailplane to  either an area of lift or a 
specified altitude where the sailplane re­
leases. The towplane then returns for a 
landing trailing the tow rope. (A tow ­
plane may also tow a sailplane cross­

country from one landing sits to  an­
other.)

Although sailplane pilots are knowl­
edgeable about the potential dangers 
of being towed, other pilots may not 
be. All p ilo ts should be aware tha t 
w heh they  see a sa ilp lane  be ing 
towed, there is a rope between the 
tw o  aircraft. Don’t expect to  fly be­
tween the tw o  aircraft. A lso d o n ’t 
think the two aircraft are just flying a 
close formation flight and can sepa­
rate. They are like inseparable twins. 
They like to stay together.

A lso  be aware  th a t w hen a 
sa ilp lane  re leases from  tow , the  
sailplane will break right and try  to  
climb. The towplane will break left and 
descend trailing the tow  rope. Their 
goal is to gain the maximum separa­
tion as possible to avoid a collision as 
well as getting the towrope away from 
the glider. All pilots should plan on giv­
ing both the towplane and glider ade­
quate space to  separate so that the 
glider does not get entangled in the 
tow  rope that could possibly jam its 
controls.

Pilots should also be alert to  the 
possibility that if you see one sailplane 
soaring in good lift, you may find oth­
ers circling above or below it.

RIGHT-OF-WAY RULES 
AND THEIR ROLE 
IN COLLISION AVOIDANCE

Another important point discussed 
was the right-of-way rules listed in FAR 
§ 91.113. The rule states in part, “A 
glider has the right-of-way over an air­
ship, airplane, or rotorcraft.” (Only a 
balloon has right of way over a glider.) 
The rule also states an aircraft towing 
another aircraft has right-of-way over 
all other engine-driven aircraft.

S im ply s ta ted, p ilo ts flying near 
sailp lane opera tions or g lide rports  
should exercise caution when flying 
near sailplanes on tow and to remem­
ber the right-of-way rules. Also, power 
pilots should think of the block of air­
space from the nose of a towplane to 
the end of the glider as a single block 
of airspace. Other pilots should give 
them both adequate room to fly, ma­
neuver, and separate.

SEE AND AVOID

Since most gliders don’t have an 
electrical system onboard, most won’t 
have radios or transponders either. 
Some gliders may have battery pow­
ered radios onboard, and gliders oper­
ating w ith in  Class A or B airspace 
should have both radios and transpon­
ders onboard. But to be safe, all pilots 
must assume that most sailplane pilots 
aloft may not be talking or working 
with air traffic control (ATC). This also 
means p ilo ts  can ’t expect air traffic 
contro l tra ffic  advisories o f nearby 
glider activities unless the sailplane pi­
lots have notified ATG of their opera­
tion.

Because of this potential lack of 
ATC information or radio communica­
tion, the most basic safety rule in avia­
tion, FAR § 91.113(b), takes on even 
more importance when pilots are oper­
ating near known soaring areas. That 
is the “see and avoid other aircraft” 
rule.

Although some sailplanes may be 
IFR equipped and on an IFR flight plan, 
the see and avoid rule still pertains in 
VFR conditions.

CHART READING TO AVOID 
MIDAIRS

A nother w ay all p ilo ts  can help 
avoid a possible midair Collision with a 
glider is to  review the ir appropriate 
VFR navigational charts for charted 
glider locations. This is particularly im­
portant whenever the pilot is flying out­
side of his or her local flight area.

In addition to looking for the Sym­
bolic sailplane, pilots should also look 
for charted parachute, ultralight, and 
hang glider symbols. Each of these 
symbols indicate special flight activities 
that other pilots need to  be aware of 
when flying near such symbols.

Since sailplanes and ultralight vehi­
cles often fly crosscountry, all pilots 
need to  w atch out for them beyond 
the locations plotted on the charts.

SOARING TO NEW HEIGHTS

Occasionally, sailplanes may re­
quest blocks of airspace from ATC for
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competitive purposes or altitude at­
tempts. When ATC approves such re­
quests and issues a block of airspace 
or a soaring window, ATC should re­
port such restrictions to  other pilots 
and not route IFR traffic through the 
airspace. But it is possible-for VFR 
and IFR traffic to see sailplanes up to 
and inc lud ing  in Class A airspace. 
Once in Class A airspace, all traffic is 
contro lled  so th is  should not be a 
p rob lem . But be low  18,000  fee t, 
sailplanes may be found at any level in 
VFR conditions.

To show the capabilities of modern 
sailplanes, according to  the Soaring 
Society of America (SSA) the current 
U.S. sa ilp lane open class a ltitud e  
record is 14,938 meters or 49,009 feet, 
set by Robert R. Harris in 1986 in Cali- * 
fornia City, CA.

SAILPLANE ACCIDENTS AND 
SAFETY STRATEGIES

Billy Singleton, an airline pilot and 
soaring  sa fe ty represen ta tive  who 
works with both the Soaring Society of , 
America (SSA) and the Soaring Safety 
Foundation (SSF), spoke twice during 
the seminar. One talk was on glider 
accidents and the other was on acci­
dent prevention techniques. Based 
upon his comments, data, and mater­
ial from the SSF, sailplane pilots have 
accidents similar to that of their pow­
ered aircraft kin. The only two excep­
tions are sailplane pilots don’t normally 
have engine problems (although some 
sailplanes have engines), and powered 
aircraft pilots normally don’t have tow ­
ing related problem s although to w ­
plane pilots and sailplane pilots do.

STALL/SPIN ACCIDENTS

According to  data going back to 
1981, stall/spin accidents account for 
almost 40 percent of sailplane fatal ac­
cidents although only 20 percent of the 
total reported accident^ were stall/spin 
accidents. These numbers point out 
the fact that when a pilot stalls/spins 
near the ground, the results are often 
fatal. The best prevention technique: 
maintain coordinated flight at low alti­
tudes. This is especially important in

the traffic pattern when turning base to 
final and when flying tight circles while 
thermalling at minimum airspeeds.

TOWING ACCIDENTS

The next highest category of fatali­
ties involves towing. Because every 
aero-tow glider pilot must be prepared 
for the possibility that the towplane 
may develop a problem on takeoff or 
the tow  rope may break or the glider 
pilot may make a mistake on tow, the 
tow and glider pilot must have a plan 
of action to handle such problems on 
every takeoff. Depending upon alti­
tude, the glider pilot can land straight 
ahead on the runway, land ahead just 
off the runway, or return to the runway 
and land. But poor technique can re­
sult in the towplane or glider crashing.

One danger unique to the towplane 
pilot is the risk that the glider pilot may 
kite up into the air above the towplane 
and literally cause the tow plane to  
nose dive into the ground. Unless the 
towplane pilot can quickly release the

tow rope and glider and regain control 
o f the towplane, the results can be 
fatal to the towpilot.

Gliders are not exempt from land­
ing accidents, but rarely does an over­
shoot or landing beyond the runway 
result in a fatality in gliders, but landing 
short or not making the runway ac- 
counis for about eight percent of the 
fatal accidents.

Proper flight planning, conservative 
altitude management, proper use of 
dive brakes, spoilers, flaps, and good 
pilot technique can minimize such ac­
cidents. Pilots can also minimize their 
personal risks by wearing shoulder 
harnesses, sitting on good, impact-ab­
sorbing padding, wearing parachutes, 
and following good cockpit resource 
management. All of these techniques 
can help reduce accident risks and 
save lives.

One way to avoid a preventable risk 
is by m aking  sure th e  canopy  or 
canop ies  are a lw ays c losed  and 
locked before takeoff. L ike doors 
opening in a ircraft, g lider canopies
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opening in flight have caused needless accidents or inci­
dents. An open canopy or door should not result in an acci­
dent, but occasionally they do.

Good cockpit management and following a good check­
list can reduce or prevent such problems.

OFF-AIRPORT LANDING ACCIDENTS 
AND MIDAIR COLLISIONS

Off-airport landings also cause their share of accidents. 
Good planning, good altitude management, good airspeed 
control, and good site selection can minimize such acci­
dents.

We don’t want non-glider pilots and our non-flying read­
ers to think sailplane pilots are always at risk for an off-air­
port landing every time they launch. Not true.

Glider pilots are trained how to determine the minimum 
altitude they need to venture away from their launch point 
and still return. Called a flight profile, the technique uses a 
conservative factor of the glider’s glide ratio to calculate the 
minimum altitude needed to fly cross-country from one glid- 
erport or airport to another. Or, it tells how far you can fly 
away from your home field and return. Modified for wind, 
the profile provides the minimum altitudes needed for each 
point along a course to reach either the home field or at 
some altitude the destination landing site. If the targeted al­
titude needed to continue the flight is not obtained through 
soaring, the current altitude should provide the altitude 
needed to return for a normal and safe landing.

It is when a person miscalculates, takes a chance on

finding lift below the required targeted return altitude, or 
weather conditions change that a sailplane pilot may have to 
land out. Even then, for glider pilots, landing out is not an 
emergency. It may not be routine, but it is not an emergency 
unless over hostile terrain. It Is more an inconvenience than 
anything else.

Although sailplanes frequently fly near each other while 
soaring, midair’s account for a relatively few accidents. In 
1996 there were four midair collisions between gliders and air­
planes. The best preventative technique is the old “SEE AND 
AVOID RULE.”

THE SECOND ANNUAL SAILPLANE 
SAFETY SEMINAR

If you are in the Lakeland, FL, area next February, plan on 
stopping by the FAA Safety Center at the Lakeland Linder Re­
gional Airport for the Second Annual Sailplane Safety Seminar. 
We think you will be glad you did.

To find out the yet to  be determined date, you can call 
Obie Young, the FAA Safety Program Manager at the Orlando 
FSDO at (407) 816-0000, or you can visit the Orlando FSDO 
on its Internet Web Site at (http://www.faa.gov/so/fs/fsdo15). 
Its computer BBS is 800-645-3736.

Anytime you are in the Lakeland or central Florida area, 
you can contact the Orlando FSDO for a schedule of current 
safety seminars at the FAA Safety Center in Lakeland.

FAA Aviation News would like to thank everyone at the semi­
nar who contributed to this article.

A C C ID E N T  RATE C O M P A R IS O N
GENERAL AVIATION VS SOARING

■  G A A C C R A T E

■  GA FATAL RATE

El G LIDER FATAL RATE 

□  G LIDER A C C  RATE

CHANGES TO VISUAL CHARTS AND TPP

Starting this fall, visual aeronautical charts, terminal area 
Charts, VFR flyway planning charts, world aeronautical 
charts, and helicopter route charts will undergo some 
changes designed to eliminate confusion and increase user 
“friendliness.” The changes include:

•  Tints indicating water will be changed so that the user 
can distinguish between open water and inland water. 
The tints used will be changed for improved definition.

• Roads will change from magenta to black,
• New symbols will be used to indicate areas of hang Qjid- 

ing, ultralight, and glider operations. (Figure 1)
•  The Parachute Jumping Area symbol will change from 

blue to magenta and will be brown on helicopter route 
charts.

• Boxed notes indicating approach control frequencies for
' Class B and C airspace will contain more concise word­
ing, and the notes will be printed on a white background 
to make them more readable. (Figure 2)

•  The Mode C symbol and type will change from blue to 
magenta and will be brown on helicopter route charts.

•  Terminal area charts and VFR flyway charts will have 
new IFR arrival/departure route symbols.

• The border used on sectional charts to show terminal 
area chart coverage and/or inset will become a white 
border with blue type. The corresponding note will also 
change.

When the next set of Terminal Procedures Publication 
(TPP) is issued on November 6, three new volumes will be 
added, bringing the total number of volumes to 20. The in­
crease in volumes is because of the growing number of 
global positioning system (GPS) procedures.

The three new volumes are:
•  NC-3, Iowa and Missouri
•  SG-4, Louisiana and Mississippi
•  SE-4, Alabama and Georgia

Five o the r vo lum es w hose areas o f  coverage have 
changed are:

•  NC-1, North and South Dakota and Minnesota
• NC-2,. Nebraska and Kansas
•  SG-1, Oklahoma and Arkansas
•  SE-1, Kentucky and Tennessee
• SE-2, North and South Carolina
Customers who currently subscribe to the volumes cover­

ing the affected areas will receive the new and revised vol­
umes at no additional cost until the subscription expires. 
After that subscribers must adjust their subscription order to 
reflect the new volumes. If you subscribe to a full set, the 
new volumes will be included.

AVIATION OXYGEN

The following, adapted from FAA’s General Aviation Airwor­
thiness Alerts, makes you want to run and check your oxy­
gen bottle.

A crash of a Cessna 337 currently under investigation by 
FAA and the National Transportation Safety Board appears 
to have been caused when the crew was incapacitated by 
hypoxia at FL 230. The aircraft’s oxygen system had been 
serviced from an oxygen cart with yellow cylinders.

Industry standards dictate that compressed air is con­
tained in yellow cylinders and oxygen in green cylinders. In­
voices confirm that the supplier delivered compressed air to 
the company owning the Skymaster. Compressed air is not 
for human consumption.

Owners and operators must assure that their aircraft oxy­
gen systems are serviced only with aviation oxygen. Advi­
sory Circular (AC) 43.13-1A, “Acceptable Methods, Techni- 
ues, and P rac tices— A ircra ft Inspection  and R epair,” 
provides servicing information for oxygen systems and spec­
ifications for aviation oxygen. Moisture content for aviation 
breathing oxygen must not exceed 0.005 milligrams of water 
vapor per liter of gas at a temperature of 70°F and a pres­
sure of 760 mm of rinercury.
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AIRSHOW 
POLICY AND 

REGULATIONS 

OVERVIEW 1
By Ed Robinson

Mickey Hostetler photo .

s millions of people watch and 
are thrilled by spectacular air 
show acts this summer, this is a 

good tim e to  review the safety and 
regulatory basis for the industry. The 
m ost im po rtan t role o f the  FAA in 
working with the airshow industry is to 
protect those on the ground watching 
the show, those living near the airshow 
site, and those performing in the air­
show. The FAA does this by reviewing 
the sponsor’s or performer’s airshow 
plan to  ensure that all flight and safety 
regulations are obeyed or, fo r those 
regulations that may need be and that 
can be waived, that an equivalent level 
o f safety is maintained at all times. 
This article is a compilation of existing 
pertinent FAR and FAA policy govern­
ing the requirements for airmen and 
aircraft that conduct acrobatic flight 
operations with particular emphasis on 
acrobatic performances conducted at 
airshows.

This article is intended to  be infor­
mational only. It is neither mandatory 
nor regulatory in nature, and by itself 
does not constitute a regulation, legal 
opinion, or official FAA policy. For de­
tailed information on the operational 
issues involved in organizing an air­
show or learning how to qualify to  per­
form  in one, o rganizers and p ilo ts  
should contact their local FAA Flight 
Standards District Office (FSDO).

SYNONYMOUS WORDS

Acrobatic vs. Aerobatic. The 
terms “acrobatic” and “aerobatic” both 
appear in FAR and pertinent FAA pol­
icy. While at one m e the term “aero­
b a tic ” tended  tu  re fer m ore to  the 
highly structured type o f flying con­
ducted at aierobati; competitions and 
the term  “acrobatic” tended to  refer 
more to free-style showmanship of air­
show flying, today these two terms are 
generally synonymous. Regardless of 
the differences in these tw o types of 
aerobatic flight operations, many of 
the abilities required of pitots and air­
craft are generally similar for both ac­
tivities.

Glider vs. Sailplane. The terms 
“glider” and “sailplane” both appear in 
the FAR and FAA policy, and are gen­
erally synonymous.

OPERATIONAL 
CONSIDERATIONS FOR 
AEROBATIC FLIGHT

Civil Airmen Qualifications
Beyond basic airman medical certi­

fication, currency for day/night visual 
flight rule requirements, and any air­
craft type rating or letter of authoriza­
tion (LOA) requirements for acting as 
pilot in command, there are no airman

certification or currency requirement in 
the  FAR fo r co n d u c tin g  a c ro b a tic  
flight. FAA policy in Chapters 31 and 
49 of FAA Order 8700.1, General Avia­
tion Operations Inspector’s Handbook, 
requires both U.S. and foreign Certifi­
cated pilots to  be evaluated and pos­
sess a valid FAA Form 8710-7, State­
m ent o f A crobatic Com petency, or 
T ranspo rt C anada Form 2 6 -0 3 0 7 , 
Statement o f Aerobatic Competency, 
to  conduct aerobatics at an airshow 
governed by the provisions of a Certifi­
ca te  o f W aiver issued by the  FAA. 
W ith the exception of some motion 
picture production activities, airmen 
are not required to  possess a valid 
FAA Form 8710-7 or any other kind of 
endorsem ent o f th e ir com pe tency  
when conducting acrobatic flight oper­
ations at any other time and/or any­
where else in the national airspace 
system (NAS), including participation 
in acrobatic competitions and closed- 
course air racing. Additionally, a valid 
FAA Form 8710-7 is not required by 
performers who conduct aerobatics at 
an airshow in ultralight vehicles which 
meet the applicability section of FAR § 
103.1.

Military Airmen Qualifications 
Current FAA policy requires both 

U.S. and foreign military flight demon­
stration teams to  show their com pe­

tency and ability to  adhere to pertinent 
FAR and FAA airshow policy for those 
acrobatic displays conducted In ac­
cordance with a Certificate of Waiver. 
U pon c o m p le tio n  o f a success fu l 
showing, the team is issued a letter of 
authorization to conduct aerial demon­
strations in the United States. The pri­
mary aeronautical qualifications of the 
individual airmen are determined by 
the appropriate military command in 
the country of origin and generally are 
not subject to  review by civil aviation 
authorities.

Applicable Sections of FAR Part 91
FAR § 91.303 - General. This sec­

tion o f the FAR lists the airspace jrr 
which acrobatic flight is not permitted 
by any aircraft, either civil or public 
use^ The primary intent of this aero­
nautical “ rule of the road” is to  provide 
a level of safety for people on the sur­
face and others who make use of the 
NAS. Additionally, some safeguards 
are also extended to  the aircraft con­
ducting  the  acroba tic  fligh t opera ­
tions.

This section also provides its own 
ope ra tiona l de fin ition  o f ac rob a tic  
flight. Generally, any intentional m a­
neuver involving an abrupt change in 
an aircraft’s attitude, and/or an abnor­
mal attitude, and/or an abnormal ac­
celeration not necessary fo r normal 
flight is defined as acrobatic flight.

“Normal flight” means how the ma­
jority of pilots fly in the NAS. Normal 
flight does not mean the type of flight 
an acrobatic aircraft may be capable 
o f performing. These lim itations on 
a irc ra ft m aneuvers define  and d e ­
scribe acrobatic flight operations only 
for the specific purpose of providing a 
level of safety for persons not directly, 
associated with the operation. Gener-j 
ally, it is not intended that this section: 
of the FAR set forth a universal definM 
tion of acrobatic flight.

FAR § 91.303 - Airshow Waivers. 
W ith  th e  e x c e p tio n  o f *iFAR § 
91.303(a), other pertinent sections o f 
FAR § 91.303 can be waived fo r an 
airshow  in accordance w ith  current 
FAA policy. According to Chapter 49 
of FAA Order 8700.1, paragraph 5A, 
Definitions, the unlettered last para­

graph de fin ition  o f a c rob a tic  fligh t 
found in FAR § 91.303 must always be 
waived for airshows.

Paragraph 5A prescribes a more 
functional definition of acrobatic flight 
usually conducted at an airshow. This 
definition is more appropriate for the 
FAA to  meet its statutory requirement 
in providing aviation safety oversight of 
public aviation events. Generally, as 
per paragraph 5A, any inverted flight 
or pitch or bank angle in excess of 90° 
conducted by aircraft at an airshow is  
considered acrobatic flight.

One exception is high performance 
turns conducted by aircraft assigned 
to  North American military units, re­
gardless of bank angle. This definition 
o f acrobatic flight is applied to airshow 
flight operations in the form o f a spe­
cial provision attached to  the Certifi­
cate of Waiver issued by the FAA for 
each airshow.

Other requirements and limitations 
found in Chapter 49 are included as 
special provisions and also attached to 
the Certificates of Waiver. These provi­
sions impose additional flight opera­
tional and civil airmen qualification re­
quirements that will provide a level of

safety for the non-participating public 
equivalent to FAR § 91.303 and other 
pertinent sections of the FAR. How­
ever, a Certificate of Waiver can never 
supersede any operating or special lim­
itations issued as part o f an aircraft’s 
certificate of airworthiness (CoA), type 
certificate data sheet (TCDS), FAA ap­
proved flight manual (FM), and/or LOA.

FAR § 91.307 - Parachutes and 
Parachuting. This section of the FAR 
sets forth requirements when conduct­
ing certain aggressive, exaggerated air­
craft maneuvers in the NAS. The pur­
pose of this regulation is to  provide a 
level of safety for occupants of the civil 
aircraft conducting these types of ma­
neuvers. Generally, to  conduct inten­
tional maneuvers when the aircraft atti­
tude exceeds 60° of bank and/or 30° 
of pitch, the aircraft occupants are re­
quired to wear an approved parachute, 
except for certain types of flight opera­
tions listed in this section of the FAR. 
These limitations on aircraft pitch and 
bank a ttitude , beyond w hich  para ­
chutes are required to be worn by air­
craft occupants, do not define or de­
scribe acrobatic flight operations for 
any other purpose. Generally, it is not
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intended that this section of the FAR 
set forth a universal definition of acro­
batic flight.

AIRCRAFT CONSIDERATIONS

U.S. Registered Civil Aircraft
To perform  in an airshow, a U.S. 

registered civil aircraft must hold an 
appropriate CoA issued by the FAA, be 
m aintained in accordance w ith  FAR 
Parts 21, 43, and 91 as required, and 
meet original type design or be in an 
approved altered condition that is safe 
for flight.

In accordance with FAR § 91.9, all 
m aneuvers perfo rm ed at a irshow s 
shall be conducted in accordance with 
any operating or special limitations is­
sued as part o f the  a irc ra ft’s CoA, 
TCDS, FM, a n d /o r LOA. M ost o f 
these limitations are developed during 
the type certification (TC) process and 
jt i many cases can be found in the FM. 
R egard ing  som e v in tag e , un ique, 
replica, or foreign manufactured air­
craft, information normally found in the 
FM may be minimal or nonexistent.

It is incumbent upon aircraft 
owners and operators who con­
duct aerobatic flight operations to

be knowledgeable about the certi­
fication basis of their aircraft and 
how the certification basis defines 
authorized flight operations.

In some cases, this aircraft-specific 
information may only be available from 
the aircraft manufacturer. Aircraft type 
clubs and related organizations may 
be another source of this information, 
but their level of expertise may vary.

The Experimental Aircraft Associa­
tion (EAA) maintains a list of these or­
gan iza tions. j j i e i r  address is An- 
tique/Classic Type Clubs, EAA Aviation 
Center, P.O. Box 3086, Oshkosh, Wl 
5 49 0 3 -30 8 6 ; phone num ber (414) 
426-4800. Their e-mail address is: 

Vintage@eaa.org
URL address is: http://www.eaa.org 

Another source of information on 
airplane certification regulatory require­
ments is the FAA’s Small Airplane Di­
rectorate, 1201 W alnut, Suite 900, 
Kansas City, MO 64106; phone num­
ber (816) 426-6937.

AIRPLANES

Airshow Aerobatics 
For the purpose of issuing a Certifi­

cate of Waiver for an airshow, any in*

verted flight maneuver or pitch and/or 
bank ang le  g rea te r than  90° c o n ­
ducted by a civil airplane is considered 
a c ro b a tic  f l ig h t and m ust be a d ­
dressed in the C ertificate o f Waiver 
with appropriate special provisions.

Authorized Maneuvers
For airplanes issued standard CoA 

in the Normal, Utility, or Acrobatic Cat­
egory, the regulations that set forth the 
certification basis for aircraft issued a 
Standard U.S. CoA have continually 
evolved and changed substantia lly  
from 1926 to  today. Therefore, the 
need for aircraft owners and operators 
to  understand the certification basis of 
their aircraft cannot be over stressed.

Vintage Airplanes
Civil Air Regulations (CAR) used as 

the certification basis for airplanes cer­
tificated by the Department o f Com ­
merce, Bureau of Air Commerce, were 
written in a different manner than the 
generally restrictive nature of the cur­
rent FAR. CAR Part 04 is the certifica­
tion basis for airplanes receiving type 
certification from November 1, 1937 to 
November 13, 1945. Before Novem­
ber 7, 1937 the certification basis for

airplanes is Aeronautical Bulletin 7A 
which was even less definitive than the 
CAR. Certain vintage airplanes were 
type certificated using CAR Part 04 as 
the certification basis. These airplanes 
certificated in the normal class may be 
authorized to  conduct acrobatic flight 
operations. Piper J-3 series airplanes 
are an example of normal class air­
planes that may be authorized to  con­
duct aerobatics. This discussion could 
apply to  other vintage airplanes from 
that era.

These airplanes were approved in 
the normal class as defined in CAR 
Section 04.01. At the time, the normal 
class was all that was available for air­
planes over 1,000 pounds maximum 
weight. The classes in CAR Part 04 
are not comparable to  categories de­
scribed in FAR Part 23 today. A ir­
planes certificated in the normal class 
under CAR Part 04 were certificated to 
very nearly the same structural loads 
as acrobatic category aircraft type cer­
tifica te d  under FAR Part 23 today. 
CAR Section 04.2, Structural Loading 
Conditions, found in the initial version 
of CAR Part 04 dated November 11, 
1937 provided all of the loading condi­
tions for the airplane structure. As an 
exam p le , CAR P art 04, S e c tio n  
.04.2131, C ond ition  I (positive high 
angle of attack) states that the factors 
given in Table 04-1 and Figure 04-3 
shall be used. For this condition, the 
limit load factor is 5.32 .̂ This load fac­
to r corresponds to  the current lim it 
load factor of 6 for acrobatic in FAR § 
23.337(a). These structura l;loading 
conditions found in the first version of 
CAR Part 04 remained unchanged,Jp 
alLsubsequent revisions until Part 04 
was recodified into CAR Part 03 on 
November 13, 1945. As an example, 
all Piper J3 series aircraft were , certifi­
cated in, accordance with either CAR 
Part 04 or its predecessor, Aeronauti­
cal Bulletin 7A.

TCDS No. A-691 states a cockpit 
placard prohibiting “all acrobatics, in­
cluding spins” i% required when a Ly­
coming 0-235-C engine is installed in 
Model PA-11 airplanes. A similar re­
striction on aerobatics is seen again on 
page 28 o f TSDC A -6 9 1 , w here  it 
states models J3C-65 and PA-11 air-

planés certificated for agricultural oper­
ations in the restricted category before 
October 11,1950, have additional limi­
tations, one of which is a cockpit plac­
ard prohibiting “all acrobatics, includ­
ing spins.” Additionally, the installation 
o f crop  spraying equ ipm ent to  any 
model certificated in accordance with 
this type certificate requires a placard 
tha t states “All acrobatics including 
spins prohibited when spray equ ip­
ment is installed.” TC’s A-692 and A- 
698 have a prohibition against inten­
tional spins when a Brodie Hook is 
installed on any model certificated in 
accordance w ith  these type ce rtifi­
cates.

Based on the above discussion, it 
would appear that unless specifically 
prohibited as indicated in the Aircraft 
Specification Sheet or TCDS, the au­
thorization to  conduct acrobatic flight 
operations with airplanes certificated 
using Bulletin 7A or CAR Part 04 as 
the certification basis is implied.

Present-Day Airplanes
Currently, small airplanes that are 

issued a Standard U.S. CoA in the 
normal, utility, or acrobatic category 
are certificated in accordance with FAR 
Part 23 dr CAR Part 3, depending on 
the certification basis. Airplanes in the 
normal category are limited to  maneu­
vers that do not exceed 60° of bank. 
U tility category airplanes are autho­
rized to  conduct maneuvers that ex­
ceed 60° o f bank, and may be ap ­
proved to  conduct spins. Acrobatic 
category aircraft are authorized to con­
duct maneuvers w ithout any restric­
tions, except those shown necessary 
as a result of certification flight testing. 
The FM o f contem pora ry  airp lanes 
should contain sufficient information 
concerning authorized maneuvers and 
any limitations.

AIRPLANES ISSUED SPECIAL 
COA'S IN THE PRIMARY, 
RESTRICTED, LIMITED, OR 
EXPERIMENTAL CATEGORY

Primary Category
Currently, aircraft that are issued a 

primary category CoA must conform 
to an approved primary, normal, utility,

or acrobatic aircraft type design, or 
conform  to  sport plane certification 
standards which are similar to  Utility 
category standards. The certification 
basis for primary category aircraft can 
be FAR Part 23, CAR Part 3, JAR/VIA, 
Sportplane, or any other custom de­
veloped certification basis accepted by 
th e  FAA und e r P rim ary  C ategory . 
Therefore, operators who perform in­
verted flight or spin maneuvers in air­
planes that are issued a special CoA in 
the primary category must determine 
the ability of the airplane to safely per­
form the intended flight operation, and 
ensure that the operation is conducted 
in accordance with any operating limi­
tations issued by the FAA as part o f 
the CoA.

Additionally, any fligh t maneuver 
th a t excee d s  th e  fl ig h t enve lope  
demonstrated during TC flight testing 
may require the issuance of a special 
CoA in the experimental category or 
the issuance of an STC in accordance 
with FAR Part 21, Subpart E. If these 
flight envelope limitations are not avail­
able in the FM or TCDS, information on 
these maneuver limitations can be ob­
tained from the aircraft manufacturer.

Restricted Category
Restricted category CoA are issued 

for certain special purpose operations 
as described in FAR § 21,25. Gener­
ally, participating in public, sporting 
aviation events such as airshows or air 
races are not one of the special pur­
pose operations authorized.

Limited Category
Generally, a limited category CoA is 

issued to  a su rp lus  a irc ra ft o f the  
Armed Forces o f the United States 
from the World War II era and is certifi­
ca te d  in a cco rd a n ce  w ith  FAR § 
21.189. The FAA may include operat­
ing limitations as part of the certificate 

| in addition to any operating limitations 
described in the original military FM. 
For example, the P-51 Army Technical 
Orders A N -01-60JD -1 and A N -01 - 
60JE-1 prohibit the aircraft from per­
forming aerobatic maneuvers with fuel 
in the fuselage fuel tank. It is incum­
bent upon the owner/operator o f the 
airplane to determine the ability o f the
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airplane to  safely perform  any Intended 
flight operation, to  ensure the flight op­
e ra tion  is  'C onducted in a cco rd a n ce  
w ith  a ny  o p e ra tin g  l im ita t io n s  d e ­
scribed in the  original military FM, and 
in  accordance w ith any operating lim i­
ta tions  issued by the  FAA as part o f 
the CoA.

Experimental Category
Experim ental ca tegory  ce rtificates 

o f airworthiness are issued fo r certain 
p u rp o s e s  as d e s c r ib e d  in FAR § 
21.191 . To perfo rm  a t a irshow s, an 
experimental C oA should be issued fo r 
the  purpose o f exhibition. To partic i­
pate in closed course air racing, an ex­
perim ental C oA  shou ld  be  issued fo r 
the purpose o f air racing.

The FAA may include operating lim­
itations as part o f the  C oA in addition 
to  any operating lim itations described 
in the  orig inal m ilitary FM fo r su rp lus 
a irc ra ft o f th e  A rm e d  F o rce s  o f th e  
United States, if appropriate.

It is incum bent upon the  ow ner/op- - 
erator o f the  airplane to  determ ine the 
ability o f the  airplane to  safely perform  
any in tended  fligh t opera tion, and to  
insure the flight operation is consistent 
w ith  the  purpose fo r w hich the certifi­
cate w as issued, and conducted in ac­
cordance w ith any operating lim itations 
issued by the  FAA as part o f the  CoA, 
and if appropriate, any operating limi­
tation described in the original military 
FM . Fo r e x a m p le , th e  P -51 A rm y  
Technical O rders A N -01 -60JD -1  and 
A N -0 1 -6 0 J E -1  p ro h ib it  th e  a irc ra ft 
from  perform ing aerobatic maneuvers 
w ith  fuel in the  fuselage fuel tank.

GLIDERS

Airshow Aerobatics
For the  purpose o f issuing a Certifi­

cate o f Waiver fo r an airshow, any in­
verted flight maneuver or p itch  and /or 
b a n k  a n g le  g re a te r  th a n  9 0 p c o n ­
ducted  by a civil g lider is considered 
a c ro b a t ic  f l ig h t  a n d  b e  m u s t a d ­
d resse d  in th e  C e rtif ica te  o f W a iver 
w ith  appropriate special provisions.

Authorized Maneuvers
In accordance w ith  FAR § 2 1 .17(b), 

fo r special classes o f aircraft fo r w hich

airworthiness standards have not been 
issued in the  FAR, the  app licab le  TC 
requ irem ents w ill be o th e r a irw o rth i­
ness criteria the  FAA finds w ill provide 
an equivalent level o f safety.

FAA A d v is o ry  C ircu la r 2 1 .1 7 -2 A , 
Type Certification— Fixed- Wing Gliders 
(Sailplanes), Including Pow ered G lid­
ers, defines gliders as jus t such an ex­
am p le  o f a spec ia l c lass  o f a irc ra ft. 
The FAA has determ ined tha t the  crite­
ria o f Jo in t A irworth iness Requirements 
(JAR)-22 fo r Sailplanes and Powered 
Sailplanes, as am ended, p rovides an 
accep tab le  level o f sa fe ty  and  is ap ­
p rop ria te  fo r  use as th e  ce rtifica tio n  
basis fo r gliders. JAR 22.3  sets forth 
tw o  ca tegories fo r g liders, U tility  and 
Aerobatic. G liders certificated in either 
ca tegory  in a ccordance  w ith  JA R -22  
w ill have in fo rm a tio n  in  th e  FM and  
cockp it placards tha t prescribe certain 
“ p e rm it te d  m a n e u v e rs ” th a t  w e re  
dem onstrated during TC flight testing.

A fter TC, to  conduct any maneuver 
th a t e xce e d s  th e  f lig h t e nve lo pe  o f 
these “perm itted m aneuvers” m ay re­
quire the  issuance o f a special C oA in 
the  experim enta l category, o r th e  is­
suance o f an STC in accordance w ith 
FAR Part 21, Subpart E. If these “per­
m itted maneuvers” and /or o ther lim ita­
tions on maneuvers are not available in 
the FM, cockp it placards, o r TCDS, in­
fo rm a tion  on these  m aneuver lim ita ­
tions can be  obtained from  th e  aircraft 
manufacturer.

SM ALL AGRICULTURAL 
AIRPLANES

Airshow Aerobatics
For the  purpose o f issuing a Certifi­

ca te  o f Waiver fo r an airshow, any in­
verted flight maneuver o r p itch and /or 
b a n k  a n g le  g re a te r  th a n  9 0 °  c o n ­
d u c te d  by  an a g ricu ltu ra l a irc ra ft is 
conside red  acroba tic  fligh t and m ust 
be  a d d re s s e d  in th e  C e r t if ic a te  o f 
Waiver w ith  appropria te  special provi­
sions.

Authorized Maneuvers
In  a c c o rd a n c e  w ith  FAR § 

21.25(a)(1), small agricultural airplanes 
are su b je c t to  th e  sam e TC  requ ire ­
m ents as a FAR Part 23 normal ca te­

gory airplane, except fo r those require­
m ents tha t are found to  be inappropri­
ate fo r the  special purpose operation. 
As an exam ple, sp in  testing  m ay not 
be required fo r certification o f a small 
agricu ltu ra l a irp lane. Additionally, no 
U.S. reg iste red sm all agricu ltu ra l a ir­
p lane  w ith  a C oA  is s u e d  iti th e  re ­
stricted category is authorized to  con­
duct inverted flight.

T h e re fo re , sm a ll a g r ic u ltu ra l a ir ­
plane operators w ho  perform  inverted 
fligh t o r sp in  m aneuvers shall ensure 
tha t the  aircraft has a valid special C oA 
issued in the experimental category fo r 
the  purpose o f exhibition o r an appro­
priate STC.

A d d itio n a lly , any  f lig h t m aneuve r 
th a t  e x c e e d s  th e  f l ig h t  e n v e lo p e  
dem onstra ted  during  TC  fligh t testing 
m ay require the  issuance o f a special 
C oA  in  th e  experim enta l ca tegory  o r 
the  issuance o f an STC in accordance 
w ith  FAR Part 21 '  Subpart E. If these 
flight envelope lim itations are not avail­
able in the  FM o r TCDS, information on 
these maneuver lim itations can be o b ­
ta ined from  the  a ircraft m anufacturer.

ROTORCRAFT

The fo llow ing guidance is app lica­
b le  to  b o th  h e lic o p te rs  a n d  g y ro ­
copters.

Airshow Aerobatics and Other
Maneuvers
For the  purpose o f issuing a Certifi­

ca te  o f Waiver fo r an airshow, any in­
verted flight maneuver o r p itch and /or 
b a n k  a n g le  g re a te r  th a n  9 0 °  c o n ­
d uc te d  by a ro to rc ra ft is cons ide red  
a c ro b a t ic  f l ig h t  a n d  m u s t b e  a d ­
d ressed  in th e  C e rtif ic a te  o f  W a iver 
w ith  appropriate special provisions.

AgHity maneuvers (less than 90° o f 
p itch and /o r bank) perform ed by  heli­
copters a t a irshows also require co n ­
sideration in the  C ertificate o f Waiver.

Any civil rotorcraft act tha t includes 
a rotorcraft external-load as defined in 
FAR Part 1 requires certification in ac­
cordance w ith  and m ust m eet the  o p ­
erating requirements o f FAR Part 133.

Authorized Maneuvers
No U.S. reg is te red  civ il ro to rc ra ft
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with a CoA in the standard category is 
authorized to  conduct inverted flight. 
Therefore, ro to rcra ft opera to rs  tha t 
perform inverted flight maneuvers shall 
ensure that the aircraft has a valid spe­
cial CoA issued in the experimental 
category for the purpose of exhibition 
or an appropriate STC.
. To co n d u c t any fligh t m aneuver 
th a t e xce e d s  th e  f l ig h t e n ve lope  
demonstrated during TC flight testing 
may require the issuance of a special 
CoA in the experimental category or 
the issuance of an STC in accordance 
with FAR Part 21, Subpart E.

Some rotorcraft may have an FM 
that prescribes lim itations on aircraft 
a ttitude. If these lim itations are not 
available in the FM or TCDS, informa­
tion on these maneuver limitations can 
be obtained from the manufacturer.

FOREIGN REGISTERED CIVIL 
AIRCRAFT

In accordance with FAR Part 375, 
Subpart D, a foreign aircraft permit is 
not required for foreign aircraft entering 
the United States fo r the purpose of 
performing in an airshow.

Airshow Aerobatics
For the purpose of issuing a Certifi­

cate of Waiver for an airshow, any in- 
verted flight maneuver or pitch and/or 
ba nk  ang le  g re a te r than  90° c o n ­
ducted by a foreign registered aircraft

is considered acrobatic flight and must 
be addressed  in th e  C e rtif ica te  o f 
Waiver with special provisions.

Airworthiness
In accordance with Chapter V of the 

Convention on International Civil Avia­
tion, FAR Part 375, Subpart B, and FAR 
§ 91.203(a)(1) no person may operate a 
civil aircraft of foreign registry unless it 
contains current certificates of registry 
and airworthiness issued or rendered 
valid by the country of registry, or a spe­
cial flight authorization issued in accor­
dance with FAR § 91.715*

Authorized Maneuvers
In accordance with FAR § 91.9, all 

m aneuvers pe rfo rm ed  at a irshow s 
shall be conducted in accordance with 
any operating or special limitations is­
sued as part of the aircraft’s CoA, or 
other certification and/or airworthiness 
documents issued or rendered valid by 
the country of registry.

MILITARY AIRCRAFT

State (military) aircraft from foreign 
countries that perform in airshows in 
the United States receive a diplomatic 
clearance from the U.S. Department of 
S ta te  to  opera te  in the  NAS. This 
clearance is obtained by applying to 
the appropriate military attaché in the 
U.S. Embassy in the country of origin. 
Generally, these authorizations are not

subject to  review by FAA personnel. 
The airworthiness standards and oper­
ating limitations for both U.S. and for­
eign military aircraft are determined by 
the appropriate military com mand in 
the country of origin and generally are 
not subject to  review by civil aviation 
authorities.

ULTRALIGHT VEHICLES

For the purpose of issuing a Certifi­
cate o f Waiver for an airshow, any in­
verted flight maneuver or pitch and/or 
bank ang le  g re a te r than  90° c o n ­
ducted  by  an u ltra ligh t vehicle th a t 
meets the applicability section of FAR 
§ 103.1 is considered acrobatic flight 
and be should addressed in the Certifi­
cate of Waiver with appropriate special 
provisions. There are no certification 
or airworthiness standards for ultralight 
vehicles. In accordance with FAA pol­
icy, the operator of the vehicle should 
provide the FAA with a statement of 
determination that the vehicle and op­
erator are able to  conduct the pro­
posed demonstration without creating 
a hazard to  persons and property on 
the surface. This statem ent should 
contain a summary of how the deter­
mination was made.

Mr. Robinson is the FAA National 
Resource Specialist for Sport Aviation- 
Operations. For further questions, he 
may be contacted a t (202) 2Ì57-8212.
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b y  Ric B arne tt

ninteritional flight into instrument 
meteorological conditions (IMC) 
is a killer.

On the last weekend of 199 5 ,1 dis­
covered why, first hand. The flight was 
a planned cross-country from Eielson 
AFB to Ft. Greeley (both in Alaska), a 
distance of less than 70 miles. The 
weather forecaster was calling for min­
imum ceilings of 4,500 feet with the 
worst visibility around seven miles in 
light snow showers. Winds were light 
and variable on the surface and fore­
cast to  be from the north around 20 
knots at my planned altitude of 3,500 
feet. It was a balmy four degrees on 
the ramp.

The flight was a Civil Air Patrol ori­
entation flight for one of our cadets. I 
briefed him on several navigation tech­
niques and on the effects o f various 
weather phenom ena on fligh t. We 
carefully went over the route of flight 
and talked about the elevation of the 
terrain that we would be crossing. As 
part of the briefing, I also covered min­
imum airspeeds that he should expect 
to see during the mission. One of his 
responsibilities was to  back me up on 
airspeed control and let me know If we 
got below 65 anytime other than take­
off or landing. This detail was to prove 
fortuitous.

As we taxied out, I pointed to  a 
column of steam coming out o f the 
pow e r p lan t a t E ielson and joke d  
about the weather forecaster “ lying” 
about the cruise level winds, Instead 
o f being from  the north, the upper 
w inds appeared to  be more sou th ­
easterly, It made fo r a good point 
about the pilot being responsible for 
know ing his o r her surroundings In 
order to  make early adjustm ents to  
changing weather.

Taxi, takeoff, and climb were alt un­
eventful. The ceiling was well above 
us as we leveled off at 3,500, and we 
could already see our highest point

along our route  o f fligh t, som e 20 
miles in fron t o f us. I trim m ed the 
Cessna 1.72 and settled in to. enjoy the 
fun o f in trod u c ing  som eone to  the  
pleasure of flight. As we approached 
the hills northeast of Harding Lake, I 
n o tic e d  som e ragged  p a t d ie s  o f 
ground fog or low  stratus scattered 
around some of the hilltops. Also, the 
visibility was dropped in some areas 
because of the  light snow showers. 
So far, except for the winds, the fore­
cast was right on the money, and I 
saw nothing to  worry about. It ap­
peared to  be the perfect day for ex­
ploring navigation and weather.

As we approached the flats east of 
Delta Creek, we entered an area of 
light snow, and the visibility dropped 
further, to around four miles, I eased 
the airplane down to  about 1,000 feet 
AGL and pointed out some landmarks 
about three miles off the wings that 
confirmed we still had plenty of flight 
visibility.

Since airplanes don’t fly sideways, I 
was scanning up ahead for a point to 
tim e to, tha t would “prove o u t” our 
three miles of forward visibility.

Tim e fo r a math problem . How 
long to  cover three nautical miles at 
100 knots groundspeed? One minute 
and 42 se con d s . (G ood fly ing  Is 
sometimes more good headwork than 
handwork.)

Almost immediately I realized that I 
didn’t need my watch to know that we 
d idn ’t have three miles of visibility in 
front of the airplane. Yes, I know that 
f t  uncontrolled airspace, you are legal 
down to  one mile, but I’ve only got 
about 3,500 hours of flight time* so 
one fcnile is way below my personal 
VFR mlnimums. It was time to abort.

Piece o f cake; just an easy turn 
back to the left towards the river and 
the clear air I had just departed.

The trouble was that as I rolled out 
of my turn, the black spruce trees that

normally stand put so starkly against 
the w h ite  snow  d isappeared into  a 
swirl of heavy snow and clouds, I was 
shocked by the fact that I was now, 
com pletely enveloped in instrum ent 
flight conditions, less than 1,000 feet 
above the ground.

The airplane I was flying was theo­
retically IFR capable, but I knew it had 
not been certified recently. Also, al­
though I’m an Air Force-trained pilot 
and hold a commercial license and in­
strument rating, I hadn’t bothered to 
stay up to  speed with my instrument 
currency. As if to  prove that point, I 
found my airspeed increasing and al­
timeter decreasing. Even worse, j  had 
vertigo. I was in trouble.

First, I said the tw o words every 
dying p ilo t has.said the world  over; 
then, I started fighting for the lives of 
my passenger and myself. I gave up

looking for any outside reference and 
concentrated on my attitude indicator 
and the performance instruments. I 
knew that I didn’t have long to reverse 
the  dow n w ard  tre n d , so I g o t the  
wings level with reference to  the atti­
tude indicator. I had to  hope that that 
little attitude indicator, which had been 
so long neglected, was working prop­
erly. It appeared to  be. I q u ick ly  
pegged the vertical speed indicator on 
the positive side and got the altimeter 
winding up in a clockwise direction.

In other words, as yet unknown to 
me, I had overcorrected the downward 
trend and was on my way to  a power 
on, nose-high stall in the weather.

Just when I was beginning to  be­
lieve that we were going to  live, the 
cadet calmly announced, “W e’re going 
down.” I began to explain that the op­
posite was true by calling his attention 
to the expert testimony of the vertical 
speed indicator and altimeter. He then 
explained that he was talking about 
the airspeed. Yikes!

Yes, we were still in a T72, not a 
muscle jet, and it wasn’t  going to  re- 
main in the glorious leap into the verti­
cal for long. The young man had re­

membered the duties I had assigned 
him in my briefing, and, at a critical 
point in the flight, he pointed out a vital 
piece of information. We were at the 
minimum airspeed I had to ld him to 
look out for.
I j I l J  was about here that I finally tran­
sitioned to  controlled IFR flight and got 
all of the pieces of the puzzle back into 
my cross-check. I declared an emer­
gency with Fairbanks Approach. They 
were great. Even though the controller 
didn’t have me on radar yet, he fed me 
vectors, m inimum altitudes, ILS fre­
quencies— everything I needed to  get 
home. All I had to do was fly. I flew a 
long time (approximately 20 miles) be­
fore I broke back out into the clear air 
that I was sure was so close behind 
when I started my 180.

As you might imagine, I’ve spent a 
fair amount of time contemplating how 
this happened and what I could have 
done better.

F irs t o f a ll, I have never seen 
weather deteriorate so rapidly. My ex­
perience includes six years of Alaskan 
flying and seven years in the murk of 
northern Europe. The scattered wisps 
of ground fog and patches of low stra­

tus were a clue that the temperature 
and dew point may have been critically 
close. I now believe that this was the 
case and that helps explain the sud­
den change in the weather conditions.
I made what I considered at the time 
to  be a conservative and timely deci­
sion to  abort and still got caught.

Second, I d id n ’t  make a sm ooth 
transition to  IFR flight. This was caused 
by my lack of recent instrument practice 
as much as it was by the fact that I was 
taken by surprise.. I would have been 
far better served to fly with throttle and 
tr im , ra ther than m uscling the  b ird 
around by hand. This is especially true 
for a pilot with vertigo, which may be 
assumed in this type of situation. Addi­
tionally, I should have paid attention 
sooner to all of the performance instru­
ments (vertical speed, altimeter, and air­
speed indicator). I’ve resolved to make 
my next flight an instrument refresher 
with an instructor.

I did do some things right. A  thor­
ough flight plan gave me confidence 
tha t I knew  where the high ground 
was. By keeping up with the naviga­
tion, I knew  w hich way to  turn and 
how high l had to climb. Making the 
cadet a contributing part of my crew 
ra the r than a joy  rid ing  passenger 
probably saved our lives. I always as­
sign “crew” tasks to passengers. Even 
a child can play the “lookout for other 
A irp lanes” gam e and help avo id  a 
midair collision.

F ina lly^! declared the emergency 
with Fairbanks Approach. Not only did 
they take a load of cockpit duties off 
my back, they kept me from running 
into other IFR traffic that m ight have 
been legally roo ting  around  in the  
clouds.

My adv ice  is, d o n ’t c ro w d  the  
weather. If your aircraft is IFR capable, 
keep it certified. Attain and keep your 
IFR skills sharp and ready to  use. You 
can spend your money on training and 
maintenance, or you can spend it on a 
funeral.

| §
Mr. Barnett is the Operations Direc­

to r fo r Lockheed M artin a t Eielson 
AFB. He is also a volunteer Aviation 
Safety Counselor in Alaska’s Aviation 
Safety Program.
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For those not familiar with LAHSO 
(it sounds like lasso), the  acronym  
stands for “Land and Hold Short Oper­
ations” and is an air traffic procedure 
tha t m ight be com ing to  your local 
towered airport or in use at an airport 
where you might be landing.

LAHSO was developed based on 
the operational experiences gained 
from the Simultaneous Operations on 
Intersecting Runways or SOIR proce­
dure. SOIR first began in 1968 and is 
currently in use at more than 200 air­
ports and more than 850 intersecting 
runway combinations. Designed to  re­
duce delays and increase capacity, 
LAHSO allows controllers at specified 
airports to issue landing clearances to 
aircraft to land and hold short on an in­
tersecting runway, taxiway, a predeter­
mined point, or an approach/departure 
fligh tpa th  w hile  a irc ra ft o r vehic les 
cross the runway beyond the ho ld- 
short line.

Before a LAHSO procedure can be 
approved a t a given a irport, a irport 
management must comply with the re­
quirements o f FAA Order 7110.114, 
Land and H old  S hort O perations  
(LAHSO). The order requires that des-

ignated signage, lights, and other re­
quired markings be installed on the 
proposed runways and points to  be 
used for LAHSO. In addition, the run­
ways must meet minimum length, fric­
tion levels, and environmental condi­
tio n s  as o u tlin e d  in the  O rder fo r 
LAHSO operations to  be conducted. 
The Order also lists the landing dis­
tances for aircraft currently flying that 
are authorized for LAHSO operations. 
For aircraft not listed, such as experi­
mental or homebuilt aircraft, they may 
also be authorized to  do LAHSO if 
their pilots can determine beforehand 
that they can safely stop in the d is­
tance allowed.

When any of the required condi­
tions are com prom ised by weather, 
e qu ip m en t, o r o th e r reasons th a t 
might affect safety, ATC will terminate 
LAHSO procedures.

Pilots will be informed that LAHSO 
operations are in effect by either ATIS 
or the controller upon initial contact. 
Pilots in closed traffic operations also 
need to  be advised once that LAHSO 
is ipfeffect. Traffic information shall be 
given and a readback shall be o b ­
tained from the landing aircraft issued

a LAHSO clearance. An acknowledg­
ment from the vehicle or aircraft cross­
ing the LAHSO runway shall be re­
ceived as part of the procedure.

Landing or departing aircraft are 
not authorized beyond the hold-short 
point. Aircraft or vehicles are only al­
lowed to  cross the portion of the run­
way surface beyond the  ho ld -short 
point. Since there may be an aircraft or 
vehicle crossing beyond the hold-short 
point, it is critical that any pilot accept­
ing a LAHSO clearance be able to  
com ply w ith the clearance and stop 
before the designated point on the air­
port. If the pilot doesn’t understand or 
can’t comply with a LAHSO clearance, 
the pilot must NOT accept i t

*

For more information on LAHSO, 
you can review the Aeronautical Infor­
mation Manual (AIM), section 4-3-11, 
P ib t Responsibilities When Conduct­
ing Land and Hold Short Operations 
(LAHSO). The January 1998 issue o f 
AIM will contain for the first time “au­
thorized LAHSO” with 20% “safety fac­
tor” to be used by all pilots.

I H A V E  A G P S  R E C E I V E R :  N O W  W H

We think the following is a good 
rem inder o f the  im po rtance  o f p i­
lotage, s ituational awareness, and 
know ing how to  operate your GPS 
equipment properly. The information 
is from a NASA Aviation Safety Re­
porting System (ASRS) Alert Bulletin 
sent to  the FAA’s Aviation Safety Pro­
gram. We are reprinting the Alert Bul­
letin in its entirety.

“We recently received an ASRS re­
p o rt d e sc rib in g  a sa fe ty  co nce rn  
which may involve your area of opera­
tional responsibility. We do not have 
sufficient details to  assess either the 
factual accuracy or possible gravity of 
the report. It is our policy to relay the 
reported information to the appropri­
ate authority for evaluation and any 
necessary fo llow -up . We feel you

should be aware of the following: 
“ASRS has received several p ilot 

reports concerning GPS navigation in­
cidents. In summary, the reports indi­
cate that some pilots lack specialized 
GPS tra in in g  and fa il to  revert to  
backup modes of navigation. One re­
porter noted that deteriorating weather 
forced their flight to  descend below 
VOR navigational coverage. The re­
porte r a ttem pted  to  reprogram  his 
portable GPS to deviate to  a nearby 
airport, but was unable to  insert the 
airport’s identifier into the database. A 
second a irport was also a ttem pted 
with the same results. The pilot then 
visually sighted an airport and landed. 
Another reporter claims that he inad­
vertently entered the Mobile (MOB), 
AL, ATA and landed w ithout a clear-

ance , be liev ing  he w as land ing  at 
Pascagoula (M50), MS. The pilot be­
lieves th a t he in a d v e rte n tly  p ro - 
gram m ed a previous w aypoint while 
scrolling through the information page 
for M50 airport data. Another reporter 
stated that he entered R-2503B be­
cause of his reliance on his GPS mov­
ing m ap in d ica to r. The re p o rte r 
thought that he was navigating around 
the restricted area. ATC Radar con­
firmed airspace penetration.”

FAA Aviation News has asked NASA 
ASRS to keep us informed of similar re­
ports so we can reprint them to help 
other pilots avoid similar mistakes.

We think this Alert Bulletin shows 
the importance of a pilot always know­
ing where he or she is at all times. As 
we have reported in past articles, the

is :  utjirinioii

The Aviation Safety Counselor Program
Accidents are caused and, 
therefore, preventable

by Jim Trusty

mhe ro le  o f th e  
FAA’s A v ia tion  
Safety Program 
and the people who vol­

unteer as Aviation Safety 
Counselors needs to  be 
defined and explained so 
that everyone has a bet­
ter understanding of the 
how, what, who, when, 
and why.

Aviation Safety Coun­
selors are appointed by 
the Safety Program Man­
ager at the  local Flight 
Standards District Office for a period 
of one year. They are selected on the 
basis of their knowledge regarding avi­
ation, a high level of interest in aviation 
safety, respect within the airman com­
munity, and the public trust they have 
gained through professional abilities. 
An appointment as a Counselor does 
not grant authority to  that person to

R E  A M  I ?

VFR pilot is responsible for proper pi­
lotage when operating VFR-only GPS 
receivers.

For p ilo ts  n o t fa m ilia r w ith  the  
NASA ASRS program, it is an FAA- 
funded program designed to permit all 
airmen (as defined by FAR 1) to report 
safety issues and problems to a neu­
tral party (NASA) w ith anonymity for 
the reporter. The program also offers 
waivers of certain disciplinary actions' 
against persons who file timely written 
reports. The Aeronautical Information 
Manual (AIM) Section 6, Safety, Acci­
dent, and Hazard Reports, Paragraph 
7-6-1, Aviation Safety Reporting Pro­
gram, and Advisory Circular (AC) 00- 
46, “Aviation Safety Reporting Pro­
g ram ,” provide more deta ils on the 
ASRS program.

act, at any time, as an official represen­
tative of the FAA. A counselor’s ser­
vices should be made available to any 
person having an apparent need fo r 
assistance or guidance.

Aviation S a fe ty  C ounse lors fill a 
need and provide a much appreciated 
service to the aviation community. Al­
though each FSDO has a Safety Pro­
gram  M anager (SPM), one person 
often cannot cover the entire district. 
Counselors can now act in the SPM’s 
behalf and, with the guidance and su­
pervision of the SPM, present bigger 
and more com plex safety meetings. 
Counselors also arrange fo r meeting 
places, speakers, refreshments, mail- 
outs, doo r prizes, advertis ing, and 
everything else concerning a particular 
meeting or event.

Who are these counselors? Usually 
loca l p ilo ts , fligh t ins truc to rs , FBO 
managers, and other members of the 
general public who are concerned with 
aviation safety.

Why do they give their time and ef­
fort for FREE? Most people in aviation 
are not g rea tly  conce rned  w ith  the 
amount of money they make. Besides, 
how can you put a price on safety?

Why are they willing to  give of their 
time to the FAA? The Aviation Safety 
Counselor Program allows members of

the aviation community to  provide as­
sistance and input in the administration 
of the FAA safety program in their local 
area. Somewhere in the United States, 
counselors conduct o r assist in the 
presentation of safety program semi­
nars and make it possible each year 
fo r over 800,000 aviation enthusiasts 
to  attend a program of their choice—  
free of charge.

But, again, why volunteer? It surely 
isn ’t fo r the money! Every Aviation 
S a fe ty  C o u n se lo r I have m et has 
demonstrated an interest above and 
beyond flying. They share an interest 
in making aviation in general safer and 
the pilots involved more aware of the 
ever-changing rules and regulations. It 
also allows them, in some cases, to  
help an airman at odds with the FAA.

So, come out to  the next meeting 
advertised in your area and start par­
tic ip a tin g  in the  W INGS, PACE, or 
Maintenance Technician Awards Pro­
grams. Make a contribution of time 
and/or resources to the next seminar.

B e tte r ye t, becom e an Aviation  
Safety Counselor!

*
Mr. Trusty, ATP/CFII, is an Aviation 

Safety Counselor for the Nashville (TN) 
FSDO. He is also the 1997 National 
Flight Instructor o f the Year.
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P U B L I C  A I R C R A F T
by Gene Kirkendall and Judith Lotz

“The only segment of non-military 
aviation in the USA to be exempted 
from Federal oversight by the Air Com­
merce Act of 1926 is ‘public aircraft.” ’ 
This statement, which relates a bit of 
history significant to the aviation world, 
was repeated "more than once at a 
governm ent-industry Aviation Parts 
Forum held recently in Washington, 
DC. Sponsored by the Interagency 
Com m ittee for Aviation Policy 
(ICAP), this Aviation Parts Forum put 
the spotlight on management of air­
craft parts in the public aviation sector. 
The Forum, which attracted an interna­
tional audience, was only one of many 
conferences and other services that 
the ICAP and its sponsor, the Général 
Services Administration (GSA), have 
provided to public aviators over the 
past eight years. Together since 1989, 
the ICAP and GSA have had a man­
date to provide oversight and guidance 
for public aviation, which includes the 
varied flight programs run by Federal 
civilian agencies in the performance of 
th e ir governm ental m issions. The 
ICAP’s mandate does not legally ex­
tend to  state and county/m unicipa l 
governmental agencies whose aircraft 
are also part of the public fleet; how­
ever, a majority of these agencies vol­
untarily participate in ICAP programs.

Although some public aircraft oper­
ators conduct their operations under 
FAR Part 91 (some may also be certi­
fied for operations under Parts 12T or 
135), the bulk of public aircraft opera­
tio n s  have been e xem p t— since  
1926—  from complying with most of 
the regulatory and safety requirements 
that evolved from the aviation statutes. 
Back in the 1920’s, the public fleet 
consisted of just a few small airplanes. 
Today, the Federal agencies alone fly 
1,600 aircraft—from recycled Hueys to 
major jets-—with annual operating bud­
gets to ta ling  about $1 billion. For 
more than a half century, public avia­
tors operated their growing and in­
creasingly diversified fleets with little or 
no oversight, In the 1980’s, however, 
findings of the General Accounting Of­

fice and others surfaced concerns 
about the safety and efficiency of pub­
lic aviation. In response to these con­
cerns, the Office of Management and 
Budget (OMB) issued Circular A-126 
prescribing guidance for governmental 
agencies’ aircraft programs.

When OMB revised Circular A-126 
1989, they directed the GSA to set 

up a program to provide general over­
sight of agencies’ aircraft operations 
and to create an interagency commit­
tee that would advise GSA on policy 
matters. Following OMB’s direction, 
GSA estab lished the  ICAP, w hose 
members include representatives from 
18 Federal agencies (including the De­
partm ent o f Defense) and w hich is  
chartered to advise GSA on policy for 
improving the safety, effectiveness, 
and efficiency of public aviation.

In addition to sponsoring national 
conferences and symposia such as 
the Aviation Parts Forum mentioned 
above, the ICAP actively engages the 
entire public aviation community on a 
wide range of aviation management is­
sues. Because the ICAP’s chief mis­
sion Is to advise on policy, it has char­
tered several subcommittees to focus 
on the various aspects o f aviation 
management (i.e., safety and training; 
airworthiness and operations; acquisi­
tion, use, and disposal; data manage­
ment; communications; law enforce­
ment). Through these subcommittees, 
the ICAP has accomplished or is work­
ing on numerous projects. The follow­
ing are some examples of the ICAP’s 
past efforts:

•Assisting public aviators in com­
plying w ith new laws and FAA 
safety regulations.

•  Developing (and now upgrading) 
the Federal Aviation Management 

'in fo rm a tio n  System  (FAMIS), 
which tracks senior Federal offi­
c ia ls ’ trave l on g ove rnm ent 
planes and gathers governmen­
tw ide  -inform ation on the size, 
cost, and usage of the Federally- 
owned fleet as well as of Federal 
contract/rental aircraft.

•  Getting governmentwide agree­
ment to definitions and specifica­
tio n s  fo r  a C om m on A v ia tion  
Management Information System, 
which the FAA and the Depart­
ment of Energy are now using to 
develop prototype aviation man­
agement systems at the agency 
level.

• D eveloping a cos t accoun ting  
guide (inqlqding cost elements 
and costing  m ethodo logy) fo r 
public aviation.

• Publishing helicopter inspection 
planning guides for surplus mili­
tary aircraft.

•  Writing and revising Federal Prop­
erty  M anagem ent Regulations 
that relate to  public aviation (in­
cluding recent changes to  guid­
ance on the exchange, sale, and 
d isposa l o f a irc ra ft pa rts  and 
ground equipment).

• Working with the Transportation 
Safety Institute and others to en­
sure that public aviators and man­
agers can get superior training 
that targets their needs.

• Publishing guidelines for develop­
ing operators’ and maintenance, 
manuals.

The ICAP is currently spearheading 
a number of significant new programs, 
Including the following:

• F leet M ode rn iza tio n  P lanning 
2000, which involves life cycle 
planning for aircraft acquisition by 
the  Federal (and o the r public) 
agencies. The ICAP has devel­
oped a Fleet Modernization Plan­
ning Guide and will offer several 
hands-on planning w orkshops, 
the first of which was held in Au­
gust 1997.

• A study to  identify Effectiveness 
and Efficiency Performance Mea­
sures for public aviation. This ef­
fort, which is unprecedented, is 
involving the Federal agencies In 
close scrutiny of their own current 
practices and in benchmarking 
the best practices relevant to their

missions. Agency managers will 
use the results of this study to 
support their modernization plan­
ning efforts as well as to improve 
their general operations.

•  New revisions to regulations gov­
erning the exchange/sale of air­
cra ft to  help Federal agencies 
upgrade their fleets while reduc­
ing inventories and costs.

• A proposed Part 92 to the FAR, 
which would bring public aviation 
under the FAA’s um brella w ith  
rules specifically tailored to the 
civilian government’s unusual air­
craft and missions.

• A special Federal Aviation Advi­
sory Committee, led by one of 
the nation ’s top  authorities on 
avia tion (VADM Robert Dunn, 
USN, Ret.) and sponsored by 
GSA, to conduct a complete re­
view of public aviation regula- 
tions/guidance and a com pre­
hensive examination of the roles, 
structures, and missions of the 
regulatory bodies governing pub-

i  lie aviation.
FAA and the Department of Trans­

portation (DOT) are both among the 
Federal agencies represented on the 
iCAP. As members of the ICAP itself, 
Mr. Ed Fell (Manager, Aircraft Program 
Policy and Plans Staff) represents the 
FAA, and Mr. Richard Pemberton (Of­
fice of the Secretary, Administrative 
Management) participates for DOT. 
Mr. Gene M. Kirkendall, Sr. Aviation 
Safety Inspector in the Air Transporta­
tion Division of FAA, chairs the ICAP’s 
Safety Standards and Training Sub­
committee, which is key to  carrying 
out the ICAP’s mission.

Mr. Kirkendall and his subcommit­
tee have a number of important initia­
tives ongoing, including the Aviation 
R esource  M anagem ent Survey 
(ARMS) program . Public agencies 
m ay Voluntarily request ARMS as­
sessments from the ICAP to get inde­
pendent appraisals of all aspects of 
the ir safety, operations, personnel, 
and fac ilitie s . Over th e  past fou r 
years, the ICAP has successfully con­
ducted 13 ARMS for public agencies 
(w ith  one m ore ongo ing ), help ing 
them make substantial improvements

in their over-all programs. The ICAP’s 
Safety and Training Subcommittee is 
also w orking on a revision to  CFR 
Part 191 -37,11 (Accident and inci­
dent R eporting  and Investigation), 
which is required by Public Law 10S- 
41 1. This revised regulation will guide 
agencies in developing aircraft acci­
dent and incident response plans and 
in working w ith the National Trans­
portation Safety Board (NTSB) on ac­
cident investigation and reporting.

Other experts from FAA and DOT 
frequently advise and assist the ICAP 
and GSA on a range of technical mat­
ters. A t the ICAP’s recent Aviation 
Parts Forum, several people from FAA 
and DOT were featured speakers and 
panel members:

•  Mr. Fran Favarra, Program Man­
ager in the Aircraft Certification 
Service, FAA, reported on the 
draft Advisory Circular governing 
the eligibility and evaluation of 
military flight safety critical air­
c ra ft parts, engines, and p ro ­
pellers for use on FAA type-cer­
tif ic a te d  p ro d u c ts . Because 
public aviators are using a large 
volume of military surplus aircraft 
and parts, the issues involved 
with flight safety critical material 
were of great interest to Forum 
participants.

• Mr. Ken Reilly, Manager o f the 
Suspected U napproved Parts 
Program, FAA, gave a thorough 
description of FAA’s program to 
eliminate the use of unapproved 
parts. How to avoid selling, buy­
ing, using, or disposing of unap­
proved parts were the hot topics 
of the Forum, and FAA’s contri­
butions to  inform ation-sharing 
and discussion were crucial.

•  Mr. Harry Schaefer, National Co­
ordinator for Unapproved Parts, 
DOT, addressed the problem of 
unapproved parts from the crimi­
nal investigation and prosecution 
perspective, giving Forum partic­
ipants valuable precautions and 
tips on detecting and handling 
suspected unapproved parts.

O ver th e  years, th e  ICAP has 
broadened its scope of interest and 
its sense of community to  focus both

internal and external attention on is­
sues critical to public aviation. Public 
aviators for the most part have highly 
unusual and often dangerous m is­
sions, and they frequently fly specially 
modified aircraft. Their operations run 
the  gam ut from  rescuing  anim als 
(e.g., shooting nets over large animals 
from  very low -fly ing  he licop te rs ’ in 
mountainous terrain) to transporting 
groups of high-risk prisoners (e.g., for 
the U.S. Marshals Service) to  con­
ducting various kinds o f research and 
development (e.g., for the Department 
o f Energy, National Oceanographic 
and Atmospheric Administration, and 
the Department of Agriculture). Di­
verse kinds of fire fighting and law en­
fo rcem ent e fforts make up a large 
segment o f public aviation. These 
aviation programs are absolutely es­
sential to our nation, and the agencies 
th a t opera te  them  are continua lly  
striving through the ICAP to do a bet­
ter, safer, more economical job.

The boundaries between the pub­
lic, military, and civil/commercial avia­
tion sectors (and the industries that 
support them) are porous— with air­
craft, material, personnel, and mis­
sions moving or cross-fertilizing from 
one sector to anoth'er depending on 
need and circumstance. The ICAP 
and GSA, its sponsoring agency, be­
lieve that open communication across 
the boundaries of all sectors is indis­
pensable. The ICAP and GSA wel­
come comments and questions from 
ail quarters.

! For more inform ation about the 
ICAP, about the public agencies’ avia­
tion programs, or about the regula­
tions governing pubiic aviation, please 
write to or call:

Ms. Judith Lotz, Aircraft 
Management Policy Division (MTA) 
General Services Administration 
1800 F Street, N.W.,
Washington, DC 20405
202-208-4101
(fax 202-501-2149)
E-mail: judith.lotz@gsa.gov.

Also, be sure to  visit the ICAP’s 
Homepage on the Worldwide Web at: 
http://www.policyworks.gov/aircraft.
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by G iovann i C arnaro li

Financial reform o f the FAA’s fund­
ing has been a “hot” politica l issue; 
and the Gore Commission's recom­
mendation to fund the FAA by user 
fees has ignited much debate. Be­
cause we are the official magazine o f 
the FAA, we are publishing the FAA’s 
Side o f this debate, but we have tried 
to be balanced and offer the pro’s and 
con’s o f the proposed solutions to the 
funding problem . We realize tha t 
many w ill disagree, but we ask that 
you read on and consider what has 
been offered below as edification. If 
you have comments on the issue o f 
future financing o f the FAA, please di­
rect them to (202} 267-7550. —Editor

Without financial reform, the FAA 
could face a major funding short fall, 
one that threatens modernization of 
the aviation system as we focus in­
creasingly on maintaining the safety 
and security of the existing system. In 
addition, the funding we now receive 
is unstable: The aviation excise taxes 
were allowed to expire at the end of 
1995, and, though re instated w ith 
some delay, they again expired on De­
cem ber 31, 1996. They have now 
been “ re-reinstated” as of March 7, 
1997 but will expire yet again on Sep­
tember 30. We cannot plan effectively 
without some idea of resources.

In short, the FAA needs to move to 
new ways of financing that are fair to 
the aviation community, the flying pub­
lic, and the taxpayer and that provide 
adequate, stable, predictable funding 
for FAA programs that support a safe, 
secure, efficient aviation system.

A long-term ' system of financing 
th e  a irp o rt and a irw a y  system  is 
needed because FY 1998 appropria­
tions level will deplete the uncommit­
ted balance of the Aviation Trust Fund 
at the beginning of calendar year 1998

unless there Is a rapid renewal of avia­
tion excise taxes. What this means is 
that FAA faces a shortfall in long-term 
financing in the amount of $12 billion. 
Therefore, we need to  identify ade­
quate revenues to finance long-term 
requirements. These revenues should 
be provided in a manner that allows 
funds collected to be spent on aviation 
free of current constraints imposed by 
balancing the Federal budget.

White a long-term extension of the 
aviation excise taxes would stave off 
the depletion of the Aviation (Airport 
and Airway) Trust Fund, the FAA needs 
a financing program that promotes a 
stable, adequate, and predictable flow 
of funds, and the FAA needs to budget 
and spend to  meet aviation industry 
demand levels w ithout regard to  the 
“discretionary cap” in Federal spend­
ing. Revenues provided by aviation 
excise taxes will continue to  be con­
strained by the “discretionary cap.”

The White House Commission on 
Aviation Safety and Security (better 
know n as th e  G ore C om m ission ) 
called, among other things, for user 
funding of the national airspace system 
(NAS). President Clinton accepted the 
com m ission’s final report as a clear 
plan of action to raise safety, security, 
and air tra ffic  contro l system s tan­
dards. This needs to be accomplished 
while protecting general aviation users 
of the NAS from being adversely im­
pacted by any new financing system.

User charges as opposed to taxes 
seems to be an alternative. It appears 
to be the most promising way— under 
increasing  b ud g e t lim ita tio n s— by 
which the FAA will be able to provide 
the American public with the safe and 
efficient service it expects. To the ex­
tent that the FAA is able to structure 
fees equitab ly, the  fund ing  liab ility  
would be borne by all system users in

direct proportion to their respective 
use o f the air traffic control system and 
other FAA services.

From the FAA’s perspective there 
may be several advantages to  user 
fees:

• fees can be used to generate suf­
ficient funds to  meet future FAA 
requirements

•  user fees are treated as offsetting 
collections and are not subject to 
the discretionary spending cap

•  pricing of each service helps pro­
mote efficient use of economic re­
sources

•  fees Improve equity in that they 
eliminate cross subsidies, recover 
costs from service beneficiaries, 
and avoid general taxes

An a lte rn a tive , o ffe red  by th e  
seven-member Coalition for Fair FAA 
Funding, would replace the passenger 
ticket tax on domestic enplanements 
with the following three-part fee fo r­
mula:

•  $4.50 per originating passenger
•  $2.00 per seat on jet aircraft with 

71 or more seats and $1.00 per 
seat on jets and turboprop aircraft 
with 70 or fewer seats

•  $0,005 per nonstop passenger 
mite

The FAA is concerned  w ith  the  
co m pe tit ive  im pa c ts  th e  p roposa l 
would have on the airline Industry and 
the flying public. Because the coali­
tio n ’s member airlines operate hub- 
and-spoke systems, the proposed fee 
system would shift the financial burden 
away from the iarger airlines and onto 
the ir com petito rs . U nder th is  p ro ­
posal, the General Accounting Office 
estimates that the cost to  the coali­
t io n ’s mem bers w ould decrease by 
nearly $600 million, white the cost to

low-fare and small airlines would in­
crease by nearly $550 million. Such a 
s h ift in c o s t w o u ld  u n d o u b te d ly  
change the competitive nature of the 
industry and could adversely Impact 
the flying public. The proposal would 
also shift regional fares. On the one 
hand, consumers in regions such as 
the W est and Southwest tha t have 
benefited from the entry o f low-fare 
airlines could pay more than they do 
under the current ticket tax. On the 
other hand, consum ers in the East 
and Upper Midwest, who have not ex­
perienced the entry o f low-fare airlines 
to  the same extent, could pay rela­
tively less. The long-term implications 
of the proposal need to be examined 
in detail.

It is evident that users are not in 
agreement on whether to shift from the 
current user tax system to  fees for 
specific services. General aviation and 
low-cost carriers have been extremely 
opposed to proposed legislation that 
would result in user fees being im ­
posed on the aviation community as 
the primary means of funding the FAA. 
Users also question  the degree to  
which the cost of FAA services should 
be paid by the aviation community ver­
sus the general taxpayer. There is fur­
ther disagreement concerning the de­
gree of responsibility of particular types 
of users.

The reality is that users must agree 
to  pay for Federal airport and airway 
services if they are to  continue as we 
know them. Hopefully, the National 
C ivil Av ia tion  Review C om m ission  
(NCARC) will provide a set of recom­
mendations on financing which will be 
supported by the aviation community 
and accepted b y  Congress, if the 
NCARC can agree on at least the out­
line of how the FAA should be funded, 
there is a good chance Congress will 
enact something that provides stable, 
adequate, fair funding. If disagree­
ment continues, the results are un­
clear.

*

Mr. Carnaroli is an economist in the 
FAA’s Office of Aviation Plans and Policy, 
Policy and Systems Analysis Division, 
FAA Headquarters, Washington, DC.

GARVEY NOMINATION TO LEAD FAA 
RECEIVES SENATE COMMITTEE NOD

by M ickey Hostetler
On July 24 Ms. Jane Garvey’s nomi­

nation to be the Nation’s 14th Federal 
Aviation A dm in is tra to r was approved 
unanimously by the U.S. Senate Com­
m ittee  on C om m erce, Science, and 
Transportation. The next step-approval 
by the Senate—as of press tim e was 
scheduled for a vote before the Senate’s 
recess on August 4.

Ms. Garvey was nominated on June 
11 by President Clinton, who praised her 
as “ ,.:.the right person to lead the FAA 
into the 21st century. Her proven man­
agerial and financial skills and her track 
record fo r innovation and reform  w ill 
serve the FAA well as it prepares to meet 
the challenges of maintaining a safe and 
secure aviation system during a time of 
dynamic growth.”

Ms. Garvey most recently served as 
Acting Administrator of the Department 
of Transportation’s Federal Highway Ad­
ministration (FHWA), a position she as­
sumed when its Administrator, Rodney 
Slater* was named Secretary of Transportation. At FHWA Ms. Garvey ted an agency 
with a $20 billion annual budget and offices in every state. She had been the 
Deputy Administrator since April 1993 and helped to place safety at the top of the 
FHWA’s agenda, eliminating hazardous highway-rail grade crossings, upgrading 
truck safety standards, and emphasizing safety first in infrastructure and technology 
investments. Ms. Garvey helped to make the FHWA a leader in reinventing govern­
ment and improving customer service, eliminating or simplifying 30 percent of its 
regulations and downsizing its workforce by 13 percent.

Before joining the FHWA, Ms. Garvey was Director of Aviation Services at 
Boston’s Logan International Airport. At Logan she managed airport operations, 
oversaw the deployment of modernized air traffic control and prototype safety sys­
tems to prevent runway collisions, and planned the airport’s $1 billion modernization, 
including terminal expansions and a new intermodal transit connector. Ms. Garvey 
also served as Massachusetts Commissioner of Public Works from 1988 to 1991, 
and as Associate Commissioner from 1983 to 1988, supervising the state’s multibil- 
lion-dollar highway construction program, the eighth largest in the Nation.

A native of Massachusetts, Ms. Garvey earned her Bachelor’s degree from 
Mount Saint Mary College, her Master’s degree from Mount Holyoke College, and 
participated in Harvard University’s Fellowship Program for Public Leaders. Ms. Gar­
vey and her husband, Robert, have a son, Matthew, and a daughter, Kelly.

Upon being nominated by President Clinton, Ms. Garvey said that she was hon­
ored that the President had asked her to take on a new challenge, one of such im­
portance to America’s future. “Maintaining a safe and secure air travel system in a 
period of vigorous growth is crucial,” she said, “and I’m confident that, in coopera­
tion with. Congress and our partners in the aviation industry, the FAA can make the 
world’s safest skies even safer. I look forward to working with Vice President Gore, 
Secretary Slater, and the fine men and women of DOT and the FAA in getting the job 
done, carrying the President’s charge, and leading the FAA into the 21st century.'”

Recent legislation made the FAA Administrator’s position a five-year post.
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instrum ent Flight Questions

There are two questions around our 
local airport that have been the center 
of discussion and dissension.

Question 1. Situation: IFR aircraft 
with no special equipment: Equipment 
code “Slash (/)A.” All IFR requirements 
for aircraft and pilot are met. The point 
of departure and destination exceed 
the reception lim its o f the a ircra ft’s 
VOR’s (such as Lubbock, TX, to Pala­
cios, TX, 400+ NM). An IFR flight plan 
is filed with route of flight being direct 
and in the remarks section the com­
ment “dead reckoning direct” is listed. 
The IFR clearance is received, “cleared 
as filed. Maintain X,000.”

The question is can you use your 
VFR-only GPS as a dead reckoning 
computer to obtain dead reckoning in­
formation and computing wind correc­
tion angle and ground speed to dead 
reckon navigate the area between the 
point of departure and the destination 
that VOR reception is not possible? 
The VFR-only GPS is utilized only as a 
dead reckoning com puter to  dead 
reckon navigate to  w ithin reception 
distance of the destination VOR.

Question 2. A private pilot working 
on the instrument rating needs more 
flight time than the required 15 hours 
with a QFII. The flight instructor is not 
a CFII. The flight instructor is a current 
CFI and a current instrum ent p ilot. 
Gan this instructor give the student in­
strument training under actual instru- 
ment conditions and then release the 
student to a CFII for the last 15 hours 
and the endorsement for the instru­
ment check ride?

Steve Anglin 
Lubbock, TX

Answer 1: Although VFR-only GPS 
units are not approved for IFR naviga­
tion use, we know o f no reason why it 
or any other handheld com puter or 
navigational slide rule cannot be used 
to assist the p ilo t in navigating be­
tween any two points under the condi­
tions stated.

Answer 2: The instrument student 
needs a minimum o f 40 hours o f in­

strum ent tra ining o f which only 15 
hours need be given by an appropri­
ately rated instrument instructor (CFII). 
A CFII also has to sign the student’s 
recommendation for the instrum ent 
checkride. The student may fly with 
the CFI under actual instrument condi­
tions provided the CFI is the p ilo t in 
command (PIC) and files the IFR flight 
plan as PIC. The flight time if logged 
as instruction by the CFI cannot be 
used by the student to meet the 15 
hour CFII instructional requirement, al­
though It may be used to meet the 
minimum IFR experience requirement. 
The student can also fly under similar 
conditions with other instrument rated 
p ilo ts  who m eet a ll of. the require­
ments to be PIC. However, unless the 
student is rated in the aircraft flown, 
he or she may not credit the time to­
ward a certificate or rating under FAR 
Part 61.

Things Th a t Bug Me

This is a compilation of three sub­
jects which have been bugging me for 
quite a few years.

Reference your MAY/JUNE 1997 
publication “TO FLY OR NOT TO FLY” 
carries the almost perpetual error in 
the “airworthy checklis t” - Biannual 
test of transponder and Biannual test 
of altimeter.

Biennial would be more appropriate 
but that does not apply since the in­
spections must have been conducted 
within the past 24 calendar months.

C ontinuing the W alk-Around In­
spection: Just because half o f the 
flight instructors and their students 
continually use the phrase “N” number 
does not make it correct terminology. I 
have not yet seen it used on the Cer­
tificate of A ircraft Registration - AC 
Form 8050. It’s a silly phrase that has 
becom e so popu la r in these  past 
twenty years but it’s not correct nqr 
should its use be encouraged in your 
magazine.
S 3 |f¡n d  it ino p p ortun e  for pilots to 
self-announce their positions or inten­

tions in the vicinity of a nontowered air­
port referring to  instrument approach 
procedures or positions; i.e., “Com ­
mencing backtcourse  loca lize r ap ­
proach,” “Procedure turn, ADF Two 
One a pp ro a ch ,” “O uter M arker inr 
bound ILS Three S ix.” I doub t that 
many student pilots and non-instru­
ment rated pilots are familiar and have 
current approach charts to recognize 
the: positions of the calling aircraft. I 
would think that the FAA would em­
phasize the usage of stated locations 
from the airport impniles and direction 
and announcements of intentions ref­
erence only the runways at that airport.

Gordon S. Hall
Memphis, TN

Both biannual and biennial can 
mean two years. The phrase “within 
24 calendar months” would be more 
appropriate.

You’re right about the airworthiness 
registration number. But the “N” num­
ber is the most common use o f the 
term, The “N” also identifies the air­
craft as a United States registered air­
craft.

Good po in t Although the aircraft 
may be com plying w ith prescribed  
communications procedures for instru­
ment flight, your suggestions would 
help notify non-local traffic o f the in­
bound aircraft’s position. Your point is 
also a good reason for pilots operating 
into or out o f an airport to check their 
appropriate charts for the location o f 
the nearest navigation aids so they 
have an idea o f where traffic may be 
coming from.

Your comments also are a good re­
minder to all pilots that aircraft on in­
strument flight plans (IFR) in instrument 
meteorological conditions (IMC) may 
be flying IFR approaches into a non­
towered airport while visual flight rule 
(VFR) traffic may be flying within the 
local pattern. A ll aircraft must comply 
with the “see and avoid” flight rules 
when able regardless o f the type o f 
flig h t rules they may be operating  
under.

D rift C orrection  Angles

The question concerns how much 
drift correction to  apply to  the o u t­
bound leg of a holding pattern. I have 
always used and taught (for 42 years) 
that when outbound in holding you 
double the inbound leg drift correction. 
The FAA Instrument Flying Handbook, 
AC 61-27C, in Chapter XII implies this 
method of correction. The Jeppesen- 
Sandersen instrument Rating Manual 
Chapter 5 says to double the inbound 
wind correction angle for the outbound 
leg as d oe s  K ershner’s Instrum ent 
Flight Manual. However, the  A ero­
nautical Information Manual (AIM) 5-3- 

Holding, says when outbound you 
should triple the inbound drift correc­
tion. I am finding that written tests on 
this question are at variance, depend­
ing on the reference used. Which is 
co rrect, the  FAA Instrum ent Flying 
Handbook or the AIM?

Bill Johnson 
Auburn, AL

Both are correct. Doubling the 
wind correction angle has been the 
FAA recommended method for years. 
Tripling the wind correction angle refer­
enced in the AIM  is based upon a

FAA AVIATION NEWS welcomes 
comments. We may edit letters for 
style and/or length. If we have more 
than one letter on the same topic, we 
will select one representative letter to 
publish. Because of our publishing 
schedules, responses may not ap­
pear for several issues. We do not 
print anonymous letters, but we do 
w ithhold names or send personal 
replies upon request. Readers are 
reminded that questions dealing with 
immediate FAA operational issues 
should be referred to their local Flight 
Standards District Office or Air Traffic 
facility. Send letters to FORUM Editor, 
FAA AVIATION NEWS, AFS-805, 800 
Independence Ave., SW, Washing­
ton, DC 20591, or FAX them to (202) 
267-9463. INTERNET address: 

l  Dean.Chamberlain@ faa.dot.gov )

computer model. But as a result o f 
your question, the computer model is 
being retested. If the retest proves 
that tripling the angle doesn’t work, the 
AIM will be adjusted accordingly.

Although we all like “rule o f thumb” 
answers such as doubling or even 
trip ling the inbound wind correction 
angle, one US A ir Force manual simply 
stated, “Wind Corrections. Allow for 
wind by applying corrections both to 
heading and timing during entry and 
while flying in the holding pattern . 
Having entered the holding pattern, on 
the second and subsequent arrivals 
over the fix, execute a turn to fly an 
outbound track which w ill most appro­
pria te ly position the a ircra ft fo r the 
turns onto the inbound leg.” The man­
ual leaves it up to the p ilo t to deter­
mine, based upon wind speed and di­
rection and aircraft speed, the amount 
o f wind correction angle needed.

va rm in t Pro tection

Could a person say that the mice in 
the carburetor that caused a forced 
landing “choked” to death? {FAA Avia­
tion News, Jan/Feb 97)

On a more serious note, I have 
seen a fairly effective system for keep­
ing varmints out of stored vehicles, -ft 
has been used by various owners of 
collector vehicles.

Shallow pans perhaps 24” square 
by 1 1/2” deep are prepared for each 
wheel. Into the center o f these are 
placed blocks somewhat higher than 
the depth of the pans and of a size to 
support the footprint of the tires. The 
pans are then filled w ith  water, or in 
cold climates fuel oil, to a depth of 3 /4” 
or so. If oil is used blocks should prob­
ably be metal or covered with metal to 
prevent soaking up oil against the tires. 
With autos, the vehicle is jacked and 
the pans placed under each wheel 
w ith  the tire resting on the b locks. 
Most small varmints w on ’t cross the 
pan to get into the vehicle.

Jacking would not appear practical 
for airplanes, but it would seem small

removable ramps could be used.
Stuart I. Faber 
Cincinnati, OH

Thanks for the suggestion.

A uto  Carb ice?

Why don’t we get carburetor ice in 
an automobile engine?

Tom Gallagher 
Sayville, NY

Good question. There are several 
reasons. The location and mounting 
o f the carburetor in the automobile are 
two. Normally an automobile carbure­
tor is bolted on top o f the engine’s in­
take manifold. This location allows en­
gine heat to help keep the carburetor 
warm. Since an automobile's engine 
compartment is normally a very com­
pact space, the small space also helps 
to keep the carb warm. Another rea­
son is many automobiles have a tem­
perature sensitive carburetor air intake 
system that tries to keep the air going 
into the carb at a specified tempera­
ture. A ll o f these factors help keep 
carb ice from  form ing in an 
automobile.

Logging Tim e

If two multi-engine pilots neither of 
whom have an airline transport pilot 
(ATP) certificate or a multi-engine flight 
instructor certificate (MEI) flew together 
on a 3.0 hour one way trip, and Pilot 
#1 flew the first half of the trip and Pilot 
#2 flew the second half, is it legal for 
both pilots to log 3.0 hours total multi- 
engine time, and each log 1.5 hour 
pilot in command (PIC) time?

Chad J. Bawcum 
Via Internet

No. But each may log as PIC time 
the time each pilot was the sole ma­
nipulator o f the controls for which the 
pilot is rated. A fter August 4, 1997, 
FAR § 61.51(e)(1) is the new rule sec­
tion that applies.
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THE CITATION X— MAKING 
AVIATION HISTORY

Earlier in th is century, Robert J. 
Collier—a prominent publisher, patriot, 
sportsman, aviator, and early president 
o f the Aero C lub of Am erica— pro­
claimed the idea that the flying ma­
chine should be unselfishly and rapidly 
developed to its ultimate potential for 
America’s economic advancement and 
preservation. He was the first person 
to  purchase  an a irp lane  fro m ,th e  
Wright brothers for his personal use.

To encourage the positive aspects 
l of aviation,¿In 1911 Collier com m is­
sioned a 525-pound bronze trophy 
representing the triumph of human be­
ings over the natural forces of gravity 
and contrary winds. The central fig­
ure, having touched the bird and found 
its secrets, soars from Earth. When 
Collier died in 1918, the National Aero­
nautic Association (NAA), successor to 
the Aero Club of America, named the 
trophy after him.

Now, some 86 years later, the Cita­
tion X and its design team at Cessna 
have been awarded the prestigious 
Robert J...Collier Trophy—justly called 
the greatest and m ost prized of all 
aeronautical honors in America. Rec­
ognized specifically fo r “designing, 
testing, certifying, and placing into ser­
vice the Citation X, the first commercial 
a irc ra ft in U.S. avia tion  h is to ry  to  
achieve a cruising speed of Mach .92,” 
Cessna and the  C ita tion  X design 
team received this honor on February 
26,1997.

“This award is a wonderful tribute 
to the Citation X design team and to 
everyone at Cessna who has worked 
so hard to put the Citation X in pro­
duction and support the initial deliver­
ies ,” said C essna C hairm an Russ 
Meyer. “We are also deeply grateful to 
our Citation X customers who placed 
their confidence in us to design a to­
tally new business jet with such pre­
emptive performance.”

Joining an elite list of 86 prior recip­
ients of this annual award (none were 
given from 1917-1920 because of the 
war), including the FAA in 1995, the

Citation X can climb direct to 43,000 
feet in just 34 minutes at its maximum 
takeoff weight and is certified to fly as 
high as 51,000 feet. At 600 mph it 
can “run the mile” in a sensational six 
seconds.

Perhaps NAA P residen t S teve 
Brown put it best when he said, “The 
Citation X has dramatically advanced 
the speed and altitude performance 
envelope of general aviation. This air­
craft represents a significant break­
through in aerodynamic efficiency at 
high, sub-sonic Mach numbers. The 
C itation X ’s advanced aerodynamic 
design perm its  the  h ighest cru ise  
speeds ever for a civilian aircraft other 
than Concorde/’ s

Robert J. Collier would have been 
proud.

A  “LOST" WRENCH

January 1997’s PAMA Magazine, 
the publication of the Professional Avi­
ation Maintenance Association, re­
cently published the following item:

“The Flight Safety Foundation re­
p o rts  th is  ep isode o f an acc iden t 
which resulted from a ‘lost’ wrench. 
Shortly after takeoff from the Naval Air 
Station in Virginia Beach, VA, the pilot 
of a tw in-je t Grumman A-6E attack 
aircraft ran into trouble. He reported 
hearing a loud explosion and saw a 
steady bright glow accompanied by a 
grinding' noise fromstfie left engine. 
Unable to return to the field, the pilot 
headed the aircraft over the Atlantic 
Ocean, barely clearing a hotel on the 
beach. The pilot and the bombardier- 
navigator ejected safely, but the $33 
million aircraft crashed into the ocean.

“U.S. Navy divers were able to re­
cover the wreckage of the aircraft, and 
subsequent investigation revealed a 
five-inch long wrench lodged inside 
the left engine. Further analysis dis­
closed that the wrench had been ‘lost’ 
four months earlier but had in fact 
been misplaced during maintenance

and remained in the nose wheel well 
of the aircraft. The wrench apparently 
came loose during this takeoff and 
was ingested In to  the  le ft eng ine  
where it destroyed most of the turbine 
engine blades, resulting in subsequent 
damage which severed hydraulic lines 
rendering the aircraft incapable of re­
turning safely to  base.”

There are “too ls ” to  help locate 
tools before they become FOD. One 
system is an audible locator that mag­
netizes ferrous tools- permanently with 
a slight magnetic field. Then when 
the tool is “missing” a battery-pow­
ered detector probe connected to a 
headset loca tes it by  sensing the 
magnetic field. Missing, magnetized 
tools can be detected even through 
the aircraft’s skin and found quicker 
than a visual or tactile search— and 
there may be no need for costly tear- 
downs. For further information contact 
FOD Technology Group at 1 -(800) 
648-0656.

NEXRAD EVOLUTION 
PROGRESS

The N ationa l W eather S erv ice  
(NWS), the FAA, and the Department 
o f Defense (DoDj are partners in a 
continuing evolution of the Next Gen­
e ration  W eather Radar (NEXRAD) 
through Product Improvement (NPI) 
projects. The goal of NPI is to incor­
porate advances in hydrometeorologi­
cal science, and in radar and com ­
p u te r te ch n o lo gy , to  enhance 
NEXRAD’s ability to  meet (he Agen­
cies’ mission goals while minimizing 
the costs o f system  m aintenance. 
The current NPI project is rehosting 
the 1980’s-era com puter platforms 
with Open Systems compliant, stan­
dards based workstation technology. 
Coupling the NEXRAD radar subsys­
tem with modern processing capaci­
ties will greatly enhance the capability 
to  provide products tailored to  the 
forecast and warning missions of the

individual NEXRAD agencies. Integra­
tion of the new NEXRAD capabilities at 
FAA Air Route Traffic Control Centers 
will begin with the first NEXRAD Open 
Systems deployments in 1999.

For those interested in tracking the 
progress of the “next generation” of 
NEXRAD, information will be updated 
period ica lly  on the  fo llow ing  NWS 
WEB pages:

http://ISL715,nws.noaa.gov: 12530/ 
Nexrad

http ://www. n w s. noaa.gov/modernize 
http://www.osf.uoknor.edu

FAA NONTOWERED AIRPORT 
OPERATIONS REPRINT 
AVAILABLE FROM SPM'S

Beginning With the  March 1997 
issue of FAA Aviation News, the FAA 
published a four-part series on opera­
tions at nontowered a irports in re­
sponse to the collision between an air 
carrier aircraft and a general aviation 
aircraft in Guincy, IL last November. 
The articles covered general philoso­
phy about operating at nontowered

airports, recommended standard traffic 
patterns, communications procedures 
at nontowered airports, and pilot colli­
sion avoidance responsibility. The four 
articles have been consolidated into an 
FAA Aviation News Reprint, “Opera­
tions at Nontowered A irpo rts ,” and 
copies o f the reprin ts are available 
through your Safety Program Manager 
at your local Flight Standards District 
Office. Esch Safety Program Manager 
received 1,000 copies or more.

With a print run of 100,000 this 20- 
page reprint is nearly the size of a full 
issue of FAA Aviation News, is second 
only in circulation to the reprints on air­
space reclassification, and is the first 
reprint issued by FAA Aviation News in 
four years.

EMBRY-RIDDLE WINS 
THE “SUPER BOWL" OF 
COLLEGIATE FLYING

If a “super bowl” of collegiate flying

existed, it would be the annual Na­
tional Intercollegiate Flying Associa­
tion ’s safety conference (NIFA SAFE- 
CON). S im ila r in fo rm a t to  a 
track-and-field event, the conference 
features both flying and ground events. 
A irborne events included power-on 
landing, power-off landing, and visual 
navigation; grounds events encom ­
passed com puter accuracy, federal 
rules and regulations, pre-flight, simu­
lator, and aircraft identification.

This year a total of 30 teams, al­
ready designated as regional champi­
ons, com peted in NIFA SAFECON’s 
nine events held May 3 in Battle Creek, 
Ml. The Golden Eagles, the student 
flight team of Embry-Riddle Aeronauti­
cal University’s (ERAU) Prescott, AZ, 
cam pus, won th e  national cham pi­
onship and took  first p lace in flight 
events, competing in the Eagle One, a 
Cessna 150. The Golden Eagles also 
received first place for the safety award. 
The ERAU Daytona Beach cam pus’ 
team, the Eagles, came in fourth.

i t p u m u it  ©

ERAU’s The Golden Eagles
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SIMUFLITE AWARDED FAA'S FIRST PART 142 
TRAINING CENTER CERTIFICATE

Charles C. Carson, II, SimuFlite president (second from right), Is presented with FAA’s first 
FAR Part 142 Training Center certificate by Walter H. Hunter, FAA aviation inspector-opera­
tions assistant manager (second from left). Fort Worth FSDO manager Bernard H. Mullins 
(left) and aviation safety inspector/training center program manager Larry G. Wilkinson
(right) look on.

The restored J-3 Cub

New Federal Aviation Regulation 
Part 142 (effective August 1) sets naT 
tional standards fo r tra ining centers 
that use aircraft simulators and flight 
training devices for pilot training, test- 
tag, and checking. SimuFlite is the first 
to  meet these strict standards ruling fa­
cilities, curriculum, personnel, equip­
ment, and record keeping.

U.S. AEROBATIC FOUNDATION 
TO RAFFLE OFF J-3 CUB

Have you ever dreamed of owning 
a J -3  C ub? Well, your dream  may 
come true. As part of their increasing 
fund-raising efforts for the U.S. Aero­
batic Teams, the U,S. Aerobatic Foun­
dation (USAF), a non-profit organiza­
tion, has purchased a freshly restored 
J-3 Cub for a limited ticket raffle. The 
program will be introduced at Oshkosh 
‘97, and the winner will be announced 
at Oshkosh ‘98. The USAF plans to 
display the aircraft at Oshkosh, SurvYi 
Fun, the  AO PA C onvention, and a t 
least six to  eight other trade and air 
shows.

In addition to  the J-3  Cub, other 
p rizes  w ifi in c lu d e  th re e  a e ro b a tic  
demonstration rides with a U.S. Na­
tio n a l A e ro b a tic  C h a m p io n , th ree  
Garm in GPS 90 un its , books , and 
videos. You will not have to be present 
at the drawing to  win.

Purchase o f the  C ub was made 
possible by donations from many orga­
nizations. The airframe has been re­
stored completely with an extensive list 
of new parts.

“We are enthused about this pro­
g ra m ,” sa id  USAF P re s id e n t Phil 
Knight. “Reaction to the concept has 
been extremely positive, and it ’s our 
belief that a lot of people will see it as 
an excellent way o f helping out the 
U.S. Aerobatic Teams.”

For information on obtaining raffle 
tickets, you may call (800) 678-USAF. 
Good luck!

I’m beginning to have a bit more admiration for the syndicated columnist who churns a feature out for daily publication. I only have to do 
“Editor’s Runway" eight times a year, and I’m sitting here staring at the computer screen hoping for the words to form.

The other problem is this is the September issue—fall leading into winter—and I’m sitting here in DC in mid-July in the midst of a heat and 
humidity wave. Coming up with winter flying tips is a bit much for my heat-soaked brain to manage, but we’ll give it a try.

Icing
in-flight icing and anti- and de-icing issues will be with us as long as there are winters, and we have published some very useful information 

in the past. Your local FAA Safety Program Manager is probably in the planning stage for his or her winter programs and seminars, so now 
would be a good time to check to see when winter flying issues will be addressed. At the very least, review our winter articles from 1995-1996 
and 1996-1997 for icing safety information.

Cold Starting
It’s probably also a good time to review cold start techniques for your aircraft, found in that trusty Pilot Operating Handbook or Airplane 

Flight Manual. When I was the safety pilot for a local flying club, I had to give an insurance check to a pilot who burned an aircraft up on the 
ground after overpriming it and not following the approved procedures for a cold start. The cold starting procedures are very detailed and will 
result in a good start most of the time if they are followed properly. If you’re not successful, then, there is probably a mechanical problem you 
need to have addressed before flight.

Winter Survival Gear
Our resident survivalist, Associate Editor Dean Chamberlain, always reminds winter flyers to dress for where you might have to walk out of, 

not where you’re going to. A winter survival kit with non-perishable food items, blankets, etc., can be assembled easily and won’t add that 
much weight to the aircraft. Nor will a hand-held transceiver or back-up ELT. You want to improve your survival odds and the likelihood of your 
rescue before hypothermia sets in.

Checklists Again
Cold temperatures may tempt us not to pull out or to abbreviate the checklist, but the road of temptation is fraught with pitfalls. Checklists 

are a good way to practice crew resource management, even if you’re the only crewmember, and following standard procedures and practices 
may save your life.

Winter and Your Aircraft
Now’s the time as well to think about winterizing your aircraft, again, as per the manufacturer’s recommendations. This could include 

switching to winter grade oil, installing a fresh battery, or checking the budget to see if you can afford to hangar it for the winter. In some parts 
of the country, winter engine pre-heating is almost a must, so if you’re thinking about making that purchase or using the local FBO’s services, 
follow the manufacturer’s recommendations.

Winter and Pilot Proficiency
The cold weather drives some pilots inside for the winter. (Our faithful airworthiness counterparts don’t have that luxury; they’re out there in 

all kinds of weather.) Consequently, winter might be best spent reviewing the regulations—that “new” Part 61, remember—or reading up on 
approved techniques so that when Spring finally arrives, your knowledge won’t be as rusty as your proficiency might be. There are lots and lots 
of aviation publications out there with interesting and timely material available all year long. Here’s an appealing image of how to spend a cold 
winter afternoon: A nice crackling fire in the fireplace, the company of your favorite flying companion, and FAA Aviation News, of course! What 
more could you want? What’s that? Get a life, Phyllis-Anne!

Actually, the next issue—October—will be an all-Hawaii flying issue, so you can imagine you’re some place much warmer than our mainland 
winter will be.

Oddly enough, winter presents some of the best flying conditions—clear, stable air, panoramic visibility—if we could just get past the low­
ered temperatures!

Okay, we’ve suggested how to prepare your aircraft for winter, how to spend your non-flying time during winter, and reminded you that it’s 
not too early to think about cold weather coming through. We even got in a checklist reminder and a push for FAA Aviation News. Not bad for 
writer’s block.

‘Til next time...
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