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DjK n e te e n  ninety nine was 
not a great year for me. 
The Y2K bug bit me 
twice. No, I am not taking 

about the computer bug. I am talking 
about two major impulse purchases I 
made last year. One was a new Amer­
ican-made sport utility vehicle (SUV). f f  
seems it was not the “Grand" pur­
chase I thought it would be. Although 
I may be exaggerating somewhat, I 
jokingly think it has spent more hours 
in the shop than on the road. The 
other was an aircraft that continues to 
cost me dollars in 2K amounts. Now I 
keep asking myself, "Y" me?

What does this have to do with avi­
ation safety? Both impulse purchases 
have turned out to be major mainte­
nance headaches. Since this is an 
FAA safety magazine, we won't dis^ 
cuss the SUV. The airplane, the “Or­
phan" as I have started calling it, is a 
post World War II Piper PA-22-135 Tri­
pacer. Born in 1963, the little Tripacer 
i# showing its age. I had seen it once 
before I bought it, and when asked 
one day i f f  wanted to buy i f  Hook 
about five seconds to say, "Okay." 
Rule Number One: Never buy an air­
plane with only five seconds thought. 
Maybe 10 seconds is okay, but never 
only five seconds. Rule Number Two:

Always remember Rule Number One.
A year and my own annual inspec­

tion later, Rule Number One is still 
valid. Now I understand why one air­
craft owner I know says it is somewhat 
insulting when someone offers to buy 
the gas for a flight. Even at the current 
prices for fuel, gas is the cheapest 
$Mng you can buy for an aircraft. The 
true costs are hangar fees—if you can 
find one, insurance, and required or 
hidden maintenance costs.

We are not talking about routine 
wear and tear—one must watch that 
"tear" word with a fabric-covered air­
craft—but the hidden costs that lie in 
wait for the unwary. For years, I have 
read many and even written a few 
words on how to buy an aircraft. Such 
things as pre-purchase inspections 
done by your own qualified and knowl­
edgeable mechanic familiar with that 
particular type of aircraft, detailed 
checks of FAA aircraft records located 
!p Oklahoma City, a check for any cun 
rent liens that can cloud a clear title, 
and a detailed review of asking and 
seHing costs of similar aircraft dis­
counted for age, hours, condition, and 
equipment are only a few of the things 
intelligent and well-prepared aircraft 
buyers should do before buying an air­
craft. And of course the most impor­

tant thing is to always buy an aircraft 
that matches your needs. For exam­
ple, it is far cheaper to buy a good in­
strument aircraft rather than trying to 
make one out of an aircraft not de­
signed for such operations. Working 
instruments are also nice to have. A 
detailed purchase contract is important 
as is any type of warranty.

All good advice, but hey, how much 
advice can one consider when making 
a five-second buying decision? Some­
thing about acting in haste and repent­
ing in leisure comes to mind.

There are several truisms in life. 
One is to never go shopping for food 
when you are hungry. Another one is 
to never stop at an animal shelter on a 
rainy day, unless you want a pet. And 
last, but not least, is to never become 
emotionally involved with an aircraft. 
Airplanes are supposed to be mechan­
ical devices that fly through the air on 
lots of money. They are not like a cute 
puppy looking for a new home. Air­
planes don't get excited when they 
see you. Nor should one get excited 
about buying new toys or parts for an 
airplane. Or so I thought about my 
"Orphan" airplane and its needs. Like 
cute puppies that grow into expensive 
pets, so can a cute aircraft grow into 
an expensive toy, if you are not careful.

http://www.faa.gov/avr/news/newshome.htm


Such is the case of my Orphan. Al­
though I may be accused of whining, 
as a writer and a recent aircraft buyer, I 
can now say that one should never 
take home an aircraft that one does 
not have the room or money to sup­
port. Like the adorable St. Bernard 
puppy, cute puppies can grow into big 
expensive dogs and so can a cute air­
craft. And like the critically reported 
pet industry, not all aircraft are what 
they seem to be. The consumer, 
whether buying a motor vehicle or an 
aircraft, is the ultimate testing ground 
for all manufacturers. Whether by poor 
design, poor construction, or through 
poor maintenance, all buyers of aircraft 
need to learn as much about any po­
tential maintenance problems involving 
their proposed purchase because 
once the ink is dry on the b#jof sale, 
the new buyer will be the one paying 
for repairing or replacing bad or dam­
aged parts or fixing those expensive 
design flaws or those hidden mainte­
nance problems that no one told you 
about. The old expression, "Let the 
buyer beware," is as true in aviation as 
it is in any other purchase.

Such as with the Orphan. Although 
I violated every common sense rule 
ever written about buying an airplane, I 
can say 1 was smart enough to not be 
satisfied with the quality of the annual 
inspection finished just before I pur­
chased the aircraft. For example, my 
first post annual engine run up chick 
cost more than $300. The brakes 
wouldn't hold the aircraft at the speci­
fied engine run up RPM. How the in­
spector signed off the annual inspec­
tion without discovering the problem is 
beyond me. But as the new owner, I 
paid the bill for the repair.
: I, also discovered during my own 

first annual inspection done by a 
knowledgeable and trusted Airframe 
and Powerplant (A&P) mechanic with 
inspection authorization (IA) that my 
fears were justified. As we started 
checking the aircraft during a very de­
tailed inspection, he found items that 
should have been found and corrected 
one or more inspections ago or little 
things that were just examples of poor 
or sloppy work.,

As FAA Aviation Safety Inspector

Mr. Bill O'Brien has written and talked 
about for years, the question of me­
chanic integrity comes to mind. In avi­
ation more so than in many industries, 
flyers trust their lives and the lives of 
their passengers to the quality of work 
done by the mechanics on the ground. 
The old term "good enough for gov­
ernment work" does not mean much 
when you several thousand feet up in 
the air. You want things done right. 
Nor does it mean much to say, "Boy, 
am I glad I saved $50 on that used 
part,” when you suddenly find yourself 
falling out of the sky because of that 
part. Having said that, as I read the 
messages on the Internet from other 
aircraft owners, there seems to be 
more than one who just want to get by. 
As a result, I think those who just want 
to get by also want the cheapest air­
craft inspections and maintenance 
work they can find. Based upon some 
of what I have read,. j often wonder 
what type of work has been done on 
some of the aircraft flying across the 
country and what types of parts are 
flying in those aircraft. The local hard­
ware store comes to mind. There is 
another truism in life that you only get 
what you pay for. It seems some peo­
ple don't want to  pay much at all. 
Maybe we need a passenger warning 
on some aircraft that says, "Warning: 
maintained cheaply."

In defense of those quality shops 
and people who have done work for 
the Orphan's upgrades and repairs, I 
can honestly say that the quality of the 
work of a few have exceeded my own 
expectations. And when I pay the bill, 
my expectations are very high. Suffice 
to say, there are some great compa­
nies and people in aviation who still' 
believe in quality and service. The 
challenge is finding those companies 
and people.

Whenever you buy an old aircraft, 
you need to know what you are buy­
ing. Is one model year better than an­
other year's model? In aircraft both 
model years and serial numbers of 
specific aircraft are important. Mainte­
nance items generally apply to specific 
model years or serial number ranges. 
For example, are there any outstanding 
maintenance items pending such as

any FAA-mandated airworthiness di­
rectives that apply to your particular 
aircraft? One of mine will cost about 
$1,000 once the parts and labor are fi­
nally factored in. Then add in the cost v 
of a new radio to replace the one the 
Federal Communication Commission 
said can no longer be used, and you 
have another thousand or two. Then 
factor in the cost of repairing dam­
aged engine mounts discovered dur­
ing the annual, and you can add in an­
other couple of thousand dollars.

Then since the aircraft is now 
apart, it was logical to have those 
other items that are seldom taken off 
an aircraft inspected and overhauled 
as required, and the price tag contin­
ues to climb.

Soon the cost of inspections,, re­
quired repairs, and equipment up­
grades quickly exceeded the cost and 
value of the aircraft. The côSts never 
stop adding up. Ouickly one begins 
to understand why some pilots and 
boat owners have said, "The two hap­
piest days of my. life were the day I 
bought the (aircraft/boat) and the day I 
sold it."

Am I saying not to buy an old air­
craft? No, what I am saying is that if 
you buy an old airplane, you need to 
do your homework to make sure you 
know what you are buying. Part of 
that homework is learning how some 
mechanics, shall I say (using my 
words), may not tell the complete truth 
about maintenance performed on the 
aircraft through, what I call, logbook 
omission. In the case of the Orphan, 
although the logbooks were available,
I read them in detail after the pur­
chase. I don't think they tell the com­
plete history of the aircraft based upon 
what my. IA found during my first de­
tailed annual inspection. I think some 
mechanics may only make the mini­
mum entries needed to meet the reg­
ulatory requirements.

As a writer, I understand the impor­
tance of words, and I realize that what 
is not said is as important as what is 
said; Now with all the computerization 
in the world, I think it would be great if 
all aircraft log entries were both com­
plete and legible.

In defense of some mechanics;; 1

think it fair tb say some own­
ers may not want complete 
log entries, because if com­
plete disclosure is made, the 
aircraft's value may decrease, 
ft is a tw o-way street. A 
buyer needs complete disclo­
sure to determine a fair mar­
ket value, while the seller 
wants the most money for the 
aircraft. This constant market 
place conflict puts many pro­
fessional mechanics with in­
tegrity between the proverbial 
rock and a hard place. No 
one wants to unknowingly 
buy a damaged aircraft, but a 
"no damage history" aircraft 
may » f a c t  have an un­
recorded damage history. It 
is just a question of how the 
work, if any, was "hidden" in the logs. 
The real question from a safety stand­
point is not that an aircraft was dam­
aged, but how well it was repaired. 
Properly repaired aircraft are more an 
economic issue than a safety issue.

So part of your homework involves 
talking to other owners and trusted 
mechanics to learn how to "read" both 
an aircraft and its logs.

Where does one start? The Inter­
net is a great place to start. There are 
so many web sites available that at first 
it can be overwhelming. One of the 
best places to find information about a 
particular type of aircraft is to contact 
its "type" club, if one exists for the air­
craft. In the case of the Orphan, the 
Short Wing Piper Club has beenfji- 
valuable. In addition to the various air­
craft specific type clubs, the Internet 
has many chat rooms dedicated to 
specific types of aircraft. The knowl­
edge and personal experiences that 
many of the participants bring to the 
chat rooms can provide potential or 
new owners information that is price­
less. And since price is an important 
part of any purchase, there are many 
price lists, want ads, and buying ser­
vices available for the asking. There 
are many organizations of both pilots 
and aircraft owners that can help you.

The FAA is another great place to 
start. It publishes many manuals, 
booklets, and other types of reference

materials that can help anyone buy an 
aircraft. The FAA Internet web site 
contains listings of current AD's, pro­
posed AD's, and many other sources 
of data about any type of aircraft used 
in the U.S. It also has detailed reports 
about all of the type data sheets that 
apply to U.S. produced aircraft. For 
those who want to upgrade their air­
craft, the FAA also lists those individu­
als and companies that have received 
FAA Supplemental Type Certificates 
(STC) that apply to modifications to an 
FAA type certificated aircraft.

There are two important types of 
FAA publications. The first is the vari­
ous advisory circulars (AC), such as the 
various FAA authorized repair manuals 
that tell in great detail how to repair an 
aircraft. These are not designed to 
make the non-FAA certificated me­
chanic a certificated mechanic, but the 
information they contain can make the 
novice more understanding of what an 
FAA certificated mechanic is trying to 
tell him or her. It also gives you a basis 
for determining the quality of any work 
performed. The second important re­
source is the various FAA maintenance 
related orders and regulations that pro­
vide the basis for determining what 
maintenance is required, when it is re­
quired, and who can perform that-, 
maintenance.

I would feel remiss if I didn't men­
tion one of the best information gather­

ing places available: one of the many 
large aviation fly-ins held around the 
country such as the week-long Experi­
ment A ircraft Association related 
events I t  Lakeland, FL, and Oshkosh, 
Wl. Large aviation events such as 
these bring together in one place man­
ufacturers, suppliers, vendors, subject 
matter experts, and just about every 
type of aircraft flying. And all of these 
folks and the aircraft owners are willing 
to tell you more than you ever wanted 
to know about just about everything. 
Plus you have a lot of fun learning and 
exploring. There is something exciting 
about being around just “plane” folks.
* Vln case you are wondering why I 

call the Tripacer the "Orphan," the an­
swer is simple. No one makes it or its 
engine anymore. But there are com­
panies and some very knowledgeable 
people around the country who will 
help me maintain it during my life time. 
After all, like a cute puppy, once you 
take an adorable aircraft home, you 
have to love it and take good care of it 
for life. Its life or mine, I am not sure 
which. I am learning to be happy with 
it even if it does chew up a shoe now 
and then, or was that a disk brake or 
two? It doesn't matter. The saga con­
tinues... now why do people keep 
laughing when I say this is my first and 
last aircraft purchase? Can there be 
another truism in aviation?

Time will tell.
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How To Buy an Airplane Part 1
by Bill O'Brien

^ ^ u ^ h e r e  comes a time in every 
X y ^ p i lo t 's  life, usually during a 
I  V s jweak moment, that the idea of 

owning an airplane is seriously 
entertained. Once the pilot embraces 
this exciting image in the mind's eye of 
flying his or her own machine, the no­
tion grows and grows until it becomes 
an all consuming passion. I base this 
observation on 
my own per- . 
sonal experience

To the best'
Of my knowl­
edge there is no 
known cure for 
this reverie. The 
addiction must 
run its course.
Sadly, too many 
pilots buy a ir­
planes to make 
a dream come 
true and wind 
up living with a 
winged n ight­
mare n ick­
named, “Jason" 
or the “Orphan" 
as mentioned in 
previous article.

Therefore in 
the interest of all 
mankind, my 
goal in writing this less than perfect ar­
ticle is to make pilots aware of what 
they should look for during a pre-buy 
inspection of your basic two- or four- 
place aircraft of 200 horsepower or 
less. The helpful hints and advice 
should work just as well for a high 
wing or a low-wing aircraft. In an at­
tempt to maintain order, I have divided 
this article into three areas: Research, 
Inspection, and Flight Test.

RESEARCH

Once the decision has been made

on what make and model dream ma­
chine you wish to purchase, the next 
logical step is to research that aircraft. 
First, get as much information as pos­
sible on the aircraft's capabilities and 
performance. Some obvious sources 
are the aircraft's flight manual, trade 
magazine articles, or bumming rides in 
identical make and model aircraft. An-

other information source you can 
check is the Internet The Internet is a 
well-spring of knowledge, and even 
the briefest search for web sites dedi­
cated to a particular aircraft type will 
pull up web pages such as Cessna 
170 Society, Beech Bonanza, Mooney, 
etc. These web sites can answer your 
questions on maintenance costs, 
availability of parts, the aircraft's good 
points or nasty habits, or any recurrent 
or pending Airworthiness Directives on 
the aircraft, engine, or appliances.

The next bit of information is very 
important! If you have access to the

Internet, you can search on the FAA 
website for a copy of the FAA Type 
Certificate of the aircraft you are inter­
ested in at URL: http://www.faa.gov/ 
fsdo/Bhm under the Airworthiness entry. 
If you don't have Internet access, buy 
or beg from your FBO or mechanic. 
The type certificate is the birth certifi­
cate of the airplane. It lists the applic­

able engines and 
p r o p e I f e r s , 
speeds, gross 
weight, empty 
weight, etc. -'dt 

- also tells you what 
FAA regulation the 
aircraft was built 
to. Why? This 
might seem .as 
boring as watch­
ing a glass of 
water, but what 
rule the aircraft 
was built to is a 
very im portant 
piece of informa­
tion. For example, 
Type Certificate 
(TC) A30CE is for 
the Beech (now 
Raytheon Aircraft 
Company) Model 

: 77 Skipper, a two- 
place trainer. The 

TC identifies the certification bases of 
the aircraft as Part 23 of the Federal 
Aviation Regulations. Part 23 is the lat­
ent certification regulations for general 
aviation airplanes and includes in those 
regulations mandatory retirement 
times. Note 3 in  the Skipper's TC ex­
plains that these retirement times are 
contained in the Pilot's Operation 
Handbook and FAA Approved Flight 
Manual. What does this all mean? In 
the case of the Skipper, this means 
airframe carry through structures have 
a limited life and require mandatory re­
placement at 12,000 hours.

Dreamboat or Nightmare.

Now take a look at a Cessna 150 
type certificate. The C150 is a similar 
two-seat aircraft like the Skipper, but it 
does not have mandatory replacement 
times because it was built under the 
older Civil Aeronautics Regulations 
(CAR) 3 regulations. So it is important to 
the buyer to determine what is the certi­
fication bases of the aircraft before you 
buy, because the certification rules will 
determine future maintenance costs.

Now, just a word or two about the 
aircraft's Flight Manual. If the TC, re­
quires a FAA Approved Flight Manual 
like our Beech Skipper, the Flight Man­
ual must have the latest manual "revi­
sion" installed. A FAA Approved Flight 
Manual is part of the Type Design of 
the airplane, and an out-of-date man­
ual does not meet type design require­
ments so the aircraft is technically un- 
airworthy. A mechanic can check 
what the latest flight manual revision 
number should be.

Okay, now we can get down to 
business. Since we have read the 
Flight Manual and the TC and other 
information, we now have a good idea 
of the aircraft's capability. So now is 
the time to take a look at the airplane. 
Get a pencil and paper, a mechanic's 
inspection mirror, a 10-power magni­
fying glass, and an explosion proof 
flashlight.

Now before we rush off and look at 
the aircraft, we have to answer the 
question what are we looking for? The 
quick and dirty answer is; we are look­
ing to see if the aircraft is airworthy. 
What is airworthy? Airworthy is when 
the aircraft meets its type design or 
properly altered condition and is in the 
condition for safe operation. The TC, I 
asked you to pick up, should list all of 
the; required equipment and approved 
engines and propellers.

The aircraft paperwork should con­
tain a history of all major alterations 
listed on individual FAA Form 337,

Major Repair and Al­
teration. Until we get 
serious about a par­
ticular airplane I rec­
ommend that you 
hold off delving into 
the Form 337 paper­
work review until we 
first determine if the 
aircraft is in a condi­
tion for safe operation.

The pre-buy in­
spection is very simi­
lar to, but is much 
more detailed than, a 
pre-flight inspection. You must exam­
ine the aircraft from all sides—inside 
and out, and top to bottom. A good 
rule of thumb is to figure that it will take 
you a good two hours for each aircraft 
that you look at on the ground and an­
other two hours for the test flight.

INSPECTION

First, I want you to look at the air­
craft head on from about 30 feet away. 
I want you to get the big picture—in 
other words, first let's look at the forest 
before we check the individual trees. 
From your 30-foot vantage point check 
and see if the struts are of equal exten­
sion, any evidence of bad or mis­
matched paint, or signs of recent 
sheet metal skin repairs. See if all the

Check the forest before the trees.

antennas are on, including the ELT an­
tenna. Check and see if the "N" num­
ber is the same on both sides. Don't 
laugh—it is not uncommon at all to 
have mismatched "N" numbers, espe­
cially after a paint job. Copy the "N" 
number down.

Slowly circle the aircraft, stopping 
on the sides and tail. Check for dam­
age on the wings, fuselage, ailerons, 
wing tips, elevators/stabilizers, and 
rudder. Check the trim tabs to see if 
the tab is bent more than 10 degrees 
on any of the primary flight controls. If 
one is, you can bet the airplane has a 
rigging problem.

Paperw ork

Next, assuming it is a U.S. regis-

F A A  W e b site s
For those who have access to the Internet, there is a wealth of infor­

mation available from the FAA. Once you have chosen your dream air­
craft click onto <http://www.faa.gov/avr/air/airhome.htm> for available 
information on advisory circulars, Airworthiness Directives (AD), Regula­
tory and Guidance Library (RGL), Supplemental Type Certificates (STC), 
and Type Certificate Data Sheets and associated model information 
(TCDS - make/model).
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Beware of owner approved alterations.

tered aircraft, open the aircraft's door 
and check and see if there is a current 
U.S. registration and airworthiness cer­
tificate. Check the "N" numbers on 
both certificates and make sure they 
match each other and the "N" number 
on the aircraft. Also copy down the 
owner's name and address and the 
aircraft's serial number that is on both 
certificates, you will need this informa­
tion later. If the flight manual is handy, 
check the equipment list against the 
required equipment on the TC. Next 
check the flight manuai and see if the 
weight and balance is correct, if the 
aircraft has a new radio package and a 
weight and balance form has the color 
of old teeth, you can be sure that no­
body has computed the empty weight 
center of gravity (CG) lately. I have had 
owners tell me that the new radios are 
10 to 12 pounds lighter than the old 
vacuum tube/power supply driven 
NARCO Mark 12 radios which were 
pretty much the generai aviation (GA) 
standard in the late sixties and early 
seventies. So what is the problem? 
The problem is the instrument panel on 
most GA airplanes have a forward CG.

If you remove fat radios and replace 
them with light-weight ones, the CG 
always goes aft! How far aft depends 
on the airplane. Since an aft CG is the 
worst case scenario to load an air­
plane, the current weight and balance 
must be dead accurate. If the paper­
work doesn't match or is missing or 
just looks funny, don't waste your time 
with this one. Go to the next aircraft 
on your list.

W indows, Doors, and Seats

Finally we get to look at something 
other than paper, so the first thing you 
should look at is the door! A let down 
you say! Not really, a door can tell you 
a lot about the airplane. If it is hard to 
shut then maybe the door is warped 
from wind damage or the fuselage is 
twisted from high "G" loading or hard 
landings and the door will not align up 
properly. Check if there is a larger than 
normal door seal on the door. If there 
is a fat door seal on the door frame, it 
is almost a promise that the door leaks 
rain water or has a w ind noise at 
cruise.

Next check the win­
dow. On most unpres­
surized aircraft the Plexi­
glas™ windows carry no 
structura l load. You 
should be very concerned 
about how clear the win­
dows are from both a 
safety and an economic 
point of view. Most of 
these aircraft that you will 
be looking at are parked 
out in the weather, year 
round. UV radiation from 
the sun will take its toll 
over time and the w in­
dows w ill yellow and 
begin to craze. Crazing Is 
voids formed by a sepa­
ration o f the I aye rs--of 
p lastic in the window. 
The voids in turn cause 
refraction of the light 
which the pilot sees as a 
sparking or sun devils 
when you are looking into 
the direction of the sun. 
This reduction In visibility 

can be a major problem when flying in 
busy airport areas. Replacement 
Plexiglas™ windows run about $100 
for the side window, and pick a num­
ber from $200 on up to replace the 
windshield.

While we are s till fe the cabin, 
check the aircraft seats. After a cos­
metic review, you should very carefully 
check the seat belts. Both the shoul­
der harness and lap belt should have 
a Technical Standard Order (TSO) 
marking on them. TSO means the 
webbing is aircraft quality. Also check 
the seat attach points and hardware 
with your mirror. Check the seat rail 
holes. This is where the seat pins en­
gage the rails and lock your seat in a 
comfortable position. If the seat rail 
holes are elongated or appear to be 
scooped out the rails are bad. If the 
rails are bad, the seat will not stay put 
on take-off which will provide the pilot 
with a very Interesting ride. Figure 
$1,000 for new rails and labor.

After the seats take a look at what 
is under the carpet." If the carpet is 
damp or wet with water then you con­
firmed that the cabin is not weather
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proof. If you find red hydraulic fluid on 
or under the carpet, it is a sure sign 
that the toe/handbrake is leaking. If 
you spot a white power on the floor's 
sheet metal that white power is proba­
bly surface corrosion which is again a 
good indication that the doors or win­
dows are leaking.

Fuel M an agem ent Systems

Next, check the fuel selector. Every 
pilot I know, dutifully chedk left and 
right tanks and then leaves it on both, if 
so equipped. Very few pilots check the 
fuel selector «irtethe off position. This is 
the only control a pilot has that shuts 
the fuel off on the cabin side of the fire­
wall. If you have an in-flight fire caused 
by a broken fuel line, closing the throt­
tle and the mixture controls would not 
stop the fuel from piddling on a hot ex­
haust pipe or muffler. I recommend 
that you first check if the fuel value is 
properly marked and make a mental 
note that you check the off position of 
the valve before the flight test so you 
know for sure you can shut off the fuel. 
While you have the chance, slowly 
move the; throttle, mixture, propeller, 
carb heat or alternate air from off to on 
and back again. You are looking for 
any binding or sticking which means 
the soft metal inside control wire is

Fuel gauges are accurate only when empty.

rubbing against the stainless steel outer 
housing. No need to tell you which 
one will win that battle in the long term. 
If a control sticks, have a mechanic 
look at it before you fly.

ins tru m en ts  and Avionics

Now take a look at the instrument 
panel. The panel contents is approxi­
mately 1/6 of the total cost of the air­
craft. First, make sure the instruments 
are securely attached. Check under 
the panel for loose wires and vacuum 
hoses that may bind up the movement 
of the flight controls. Now look at your 
old friend the airspeed indicator. 
Check and see if the marking on the 
airspeed ind ica tor agree w ith the 
speeds listed in the Flight Manual. It is 
not unusual to find an airspeed indica­
to r tha t is fo r a Cessna 172 in a 
Cessna 150. The instruments are 
identical, except for the airspeed mark­
ings. Now check and see If the stand­
by wet compass look serviceable and 
has a compass correction card filled 
out. If the card is missing or has no 
heading corrections on it, you are also 
looking at four hours of labor for two 
mechanics to take the aircraft out and 
“swing the compass" to make the air­
craft VFR legal.

Take a look at the gyro instruments.

Most pilots are aware of how to check 
a gyro for precession in flight. But here 
is a little tip on how to tell if the instru­
ments are having problems just sitting 
there. Check if you see a haze sur­
rounding or partially surrounding the 
glass of either instrument. The haze is 
really dirt that is on the bezel glass and 
inside the gyro that has been sucked 
into the instrument because the “O" 
ring seal between the glass and the 
gyro instrument has been breached. 
The dirt is being sucked into the instru­
ment because it is easier to get air 
from a breach in the seal then get fil­
tered air from the instrument regulator. 
Haze will tell you the gyro instrument® 
are not long for this world. Overhaul 
cost vary, but you can figure on over­
haul costs starting at $350 for the di­
rectional gyro (DG) and $450 for the 
artificial horizon.

AltimeterS/are easy to check. Make 
sure, after you dial in the local baro­
metric reading in the Kollman's win­
dow, tha t the indicated a ltitude 
matches the field elevation. You can 
also check if the altitude select knob 
moves the hands without sticking or 
binding. An altimeter overhaul costs 
approximately $150 to $300 depend­
ing on type.

Next instrument to check is our 
good friend the rate of climb or if you 
are a card carrying pessimist, the rate 
of decent instrument. Many of these 
instruments tend to read plus or minus 
50 to 100 feet. While many fly with air 
strument reading a 50 foot rate of 
climb on the ramp, not many of us 
would want to rely on a non-calibrated 
rate of climb during a instrument check 
ride with the FAA. Calibration by an in­
strument repair station usually costs 
around $100, plus or minus $20.

The turn coordinator (TO), or the 
older turn and bank indicator, usually is 
an electrical driven gyro which shows 
the degree of bank the aircraft is in ei­
ther with a pointer or an stylized air­
plane. A glass tube with a free floating 
ball inside shows if the aircraft is-int a 
coordinated turn. To check the TC in­
strument on the ground, turn on the 
master ¿switch and just listen! If the 
gyro sounds like a tin can filled with 
marbles, the gyro bearings are going
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This tach reads low — Does yours?

bad and a replacement instruments 
will cost in the $250 plus range or 
more than double the base price de­
pending if the gyro has a wing leveler 
electrical pick off installed.

Next item you can check is the 
emergency locator transmitters (ELT). 
If you have a remote ELT switch in the 
cabin, by regulation you must wait until 
five minutes after the hour to activate 
the ELT—unless you want the Civil Air 
Patrol and airport “ELT" police driving 
up to your airplane. Turn on a radio 
and listen for the emergency signal on 
121.5 MHz. If you have a strong signal 
the next thing that you should check is 
compliance with FAR § 91.207, the 
annual ELT inspection. This is sepa­
rate from the FAR § 91.409, annual in­
spection requirement. So make a 
mental note to check the; log book 
entry for the ELT inspection. Now it is 
time to further explore the radio pack­
age in the airplane. If you have more 
than two radios, then the mark of a 
good avionics installation is an avionics 
audio panel and an avionics on/off 
switch. The best you can do on the 
ground to check the radios is call the 
ground control or UNICOM. Obviously, 
the best way to check the radios and 
navigation aids is during the flight test.
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Next in line is the lower instrument 
panel. If the battery is up to it, check 
the landing and taxi lights, position and 
rotating beacon or strobe. Check the 
interior and panel lights. Make sure 
the circuit breakers or fuses are prop­
erly marked and operable. Exercise 
the flaps and trim(s) and check for 
smooth operation and that they work 
as advertised. Next, check the fuel 
gages. You might be surprised to 
know that by FAA regulations applica­
ble to both CAR 3 and FAR 23 aircraft 
the fuel gauges need only to be accu­
rate when reading empty. So write 
down the fuel gauge readings and later 
visually check the fuel level In the 
tanks. Use a fuel tank dip stick, if nec­
essary, to ensure accuracy.

There is another instrument that 
most pilots rarely pay close attention 
to. It is the engine tachometer. Its 
only purpose in life is to read the en­
gine RPM. An interesting thing about 
this instrument in your basic GA air­
plane is there is no direct mechanical 
connection between the tach needle 
and the engine. The needle moves 
because the tack cable spins a metal 
drum inside the tack head setting up a 
magnetic field which turns the needle. 
We found that most old tachs read

lower than the actual RPM of the en­
gine! This low tach reading can cause 
some serious problems! For example, 
on GA airplanes with fixed pitched pro­
pellers, engine power settings are set 
according to tach readings. If the tach 
is reading lower RPM than actual en­
gine RPM, more fuel is being used. 
Now couple that piece of information, 
with a Jong cross country, with higher 
then forecast headwinds, and with fuel 
gauges that are only accurate when 
empty, it is then not hard to see why 
so many pilots run out of fuel on final.

Something to keep in mind is the 
fact mechanics use the tach reading 
when setting the propeller governor for 
constant speed propellers. If the tach 
is used as a reference and the tach 
read low, then the governor setting 
would allow a higher RPM than speci­
fied when either the propeller or gover­
nor is replaced. The higher RPM will 
allow the engine to over-speed on 
take-off which would contribute to ex­
cessive vibration and premature wear 
to the engine.

One of the things you should check 
before flight is the magneto switch for 
a hot mag, so make sure during run up 
that the engine can be shut down with 
the magneto switch.

Another item pildts tend to forget, 
except on really cold days, is the 
primer. The hand operated primer on 
most small GA aircraft rarely cause 
problems. However, if the engine runs 
badly and lopes at idle but the mag 
check at 1700 RPM is great, chances 
are, evenjf the primer is locked, one or 
more of the "O" rings on the primer 
piston is leaking and allowing fuel to be 
sucked into the engine on the intake 
stroke. This extra fuel enriches the in­
take fuel/air ratio which makes for a 
rough idle and little or no mag drop 
when you check the magnetos. An­
other indication of a very rich mixture is 
a black sooty exhaust B th e  pipe and 
on the fuselage aft of the exhaust pipe.

-t-
Part 2 is on exterior inspection o f 

the airplane and the flight test.

Bill O'Brien is a National Resource 
Specialist in Flight Standards' Continu­
ous Airworthiness Maintenance Division.

MID-AIR:
A  Word That Can Strike Terror 

In The Hearts Of Pilots

Recently^ there have been 
a series of mid-air colli­
sions around the coun­
try. Fortunate ly, not 

every mid-air results in serious injury 
or death. The collision of a Cessna 
and Piper aircraft at the Plant City, 
Florida, airport was one such non- 
fatal accident that made national 
headlines because of its uniqueness. 
A classic high-wing, low-wing colli­
sion, the two aircraft became stuck 
tog e the r and rem ained toge the r 
throughout the landing roll out. This 
non-fatal accident was the exception 
of the recent spate of mishaps: Many 
involved multiple fatalities.

FAA thinks the number of recent 
mid-air accidents is reason for alarm. 
Whether there is a trend developing 
because of the increased flight activity 
that is occurring in the United States, 
or the recent increase in accidents is 
just a series of unfortunate coinci­
dences, or a combination of both, only 
time will tell. But regardless of the out­
come, it is important for the safety of 
all that pilots and their passengers, for 
student pilots and their certificated 
flight instructors, and for everyone who 
flies to work hard to avoid what may 
be one of the scariest types of aviation 
accidents: a mid-air collision.

INFORMATION AND THE 
INTERNET'S SAFETY ROLE

There is an old expression that 
says knowledge is power. In today's 
electronic world, knowledge is readily 
available for those who want it. With 
that knowledge comes the power to 
protect oneself. One of the benefits of 
the Internet for those who are con­
nected to it is that many of the aviation

by H. Dean C ham berla in

and aviation related news sites have 
extensive information on the recent ac­
cidents, including photographs and in 
some cases interviews with the people 
involved. The Plant City mid-air is one 
of those accidents.

For those not familiar with the acci­
dent, it involved a high-wing aircraft 
and a low-wing aircraft approaching to 
land. If you did not see news ac­
counts of the accident, apparently 
each aircraft was operating in the clas­
sic blind spot of the other aircraft. The 
low-wing aircraft apparently landed on 
top of the high-wing aircraft while both 
were on final approach to land.

A word of caution is necessary 
though about Internet accident stories 
or data, or even National Transporta­
tion Safety Board (NTSB) preliminary 
accident data. In many cases, the ac­
cidents are still being investigated. 
Until the NTSB issues its final report 
on the incident or accident listing its 
finding of a probable cause or causes, 
everything published about the inci­
dent or accident before NTSB releases 
it official report is speculative and sub­
ject to change.

FAA Aviation News makes no 
claims as to probable cause of any in­
cident or accident mentioned in this 
article. The incidents or accidents 
mentioned are based upon public 
news media information only. As 
noted, the NTSB is responsible for de­
termining the cause of any incident or 
accident.

HIGH WING VS LOW WING TYPE 
OF ACCIDENTS

In this type of accident, the low- 
wing aircraft's wings and fuselage can 
block the pilot's ability to look down­

ward and forward at certain angles. 
The result is the low-wing aircraft's de­
sign masks another aircraft flying 
below it.

Apparently, the low-wing pilot did 
not see the high-wing aircraft on final. 
Of course, the Cessna's high-wing de­
sign and cabin structure makes it hard 
for its pilot to see another aircraft de­
scending from above and behindL4;FRf 
these two blind spots with another air­
craft and there is a good chance that a 
mid-air may result.

Fortunately in this case, both air­
craft, although stuck together as a re­
sult of the collision, were able to land 
as one through the piloting skills of the 
flight instructor in the high-wing aircraft 
on the bottom of the stack. Pictures 
of the joined aircraft are available on­
line as well as interviews with those 
aboard the aircraft at <www.avweb. 
com/articles/profiies/cessper> .

Other pilots were not so fortunate.
Although the pilots in the Plant City 

accident survived, some of the other 
pilots and passengers did not.

As we approach the middle of 
summer and one of the busiest flying 
periods of the year, we thought it a 
good idea to discuss some of the 
ways pilots and their passengers or 
students can minimize their risk of 
having a mid-air.

PASSENGERS

If you are wondering why we in­
cluded passengers, we think it is im­
portant that passengers, particularly 
those who fly frequently in general avi­
ation aircraft, be instructed how to 
help scan the airspace they can see, 
and what they should do if they see 
another nearby aircraft.
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This is important for all flights in visual meteorological 
conditions, and it is especially true if the flight M on  an in­
strument flight plan in such conditions. The reason is some 
pilots on an instrument flight plan may become, shall we 
say, complacent, for lack of a better word, under such con­
ditions when they think air traffic m radar monitoring their 
flight and surrounding airspace and providing timely traffic 
information. The issue is air traffic provides IFR services 
only in controlled airspace based upon known traffic. In vi­
sual conditions there may be other aircraft operating in the 
area that air traffic may not know about.

As just discussed, passengers play an active role in 
mid-air prevention. Not only do they provide another pair of 
eyes to scan for traffic, they often sit in areas that give them 
a wider zone of airspace to scan. Since they are not nor­
mally involved in flying the aircraft with all that that demands 
of a pilot's time and concentration, passengers can usually 
spend more undivided time scanning for other traffic.

UFO'S

loop. Just remember not every aircraft has to be transpon­
der-equipped and not every flying ob jectlihow s up on 
radar. Birds and composite gliders were stealth long before 
stealth became fashionable.

As the air traffic system goes to a more digital, com­
puter-based flight control system such as the developing 
automatic dependence surveillance, broadcast (ADS-B) 
concept being developed where aircraft will continuously 
broadcast their position using onboard GPS derived posi­
tioning data to each other and air traffic control (ATC), and 
away from the more tradition radar system, this problem 
will continue to grow. ADS-B, like many aviation systems, 
when it works, will be great, but the question remains as 
to how low an altitude can ADS-B and other such 
equipped aircraft go and still work amid the UFCJs? Then 
the question will be, can any aircraft take off without such 
a system or with a malfunctioning ADS-B and still operate 
in the system?

Regardless of the outcome of these questions, the 
basic concept of see and avoid will always apply.

No, we are not talking about Star Wars™ and Star 
Trek™ or Mulder and Scully investigating an X-File™ . We 
are talking about something more earthbound and explain­
able. The root of the problem is when an air traffic con­
troller (ATC) may be only using computer-generated video 
rather than actual radar skin paint to track aircraft. At such 
times, the “radar" system may be operating on transpon­
der-generated data rather than on actual radar transmis­
sions. If an aircraft does not have an operating transponder 
onboard or if is  transponder is- 
turned off or is not functioning, 
then ATC may not be able to 
see the target. This .is why ail 
pilots have to be alert for all air­
craft and objects that may be in 
their immediate vicinity.

These "unidentified flying ob­
jects" or UFO's may include air­
craft without transponders or ra­
dios; sailplanes or gliders, many 
of which don't have a radio or 
transponder onboard; or the 
UFO may be one of the newer, 
composite aircraft or sailplanes; 
or it could be parachutists; or 
one of the other types of flying 
objects such as a FAR Part 103 
ultralight vehicle or a flock of 
birds in your flight path.

Many of these may or may 
not be detected by ATC. But all 
of them can ruin a pilot's whole 
day in the event of an unex­
pected meeting. So it is impor­
tant to keep both yourself and 
your passengers in the safety

SEE AND AVOID

One of the pillars of aviation safety is the see and avoid 
regulation (FAR §91.113(b)). When weather conditions per­
mit, this rule requires all pilots to see and avoid other air­
craft. To aid pilots in being able to see and avoid other air­
craft, the Federal Aviation Regulations spell out in great 
detail procedures designed to help keep aircraft apart. The 
aircraft speed limitations, flight visibility requirements, right
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of way rules, navigation and aircraft lighting requirements, 
and others are all designed to help make it possible for a 
pilot to see and avoid other aircraft in a timely manner. 
When the visibility is reduced, there is a whole set of regu­
lations for operating in instrument meteorological condi­
tions. But since many mid-air collisions occur in daytime, 
visual meteorological conditions and in many cases, severe  ̂
clear conditions, this may be the time to remind all pilots of 
the need to keep a sharp vigil while flying and especially in 
certain high risk environments. Statistics show the most 
dangerous area is within 10 miles of an airport and below
3,000 feet above the ground within that zone.

PROPER SCANNING

I think it is a fair statement to say that the human eye 
was not designed to locate another small aircraft in flight. 
Birds of prey we are not. Although researchers have writ­
ten many books on the subject, there are a few simple tips 
that pilots and passengers can use to help themselves bet­
ter "see" other aircraft in flight. One of the problems in 
"seeing" other aircraft is the eye has a hard time focusing in" 
an "empty space" such as the sky surrounding a small air­
craft in flight. This results in the possibility the eye may not 
see a small aircraft approaching on a collision course un­
less the pilot works at seeing the approaching aircraft.

AIRCRAFT SPEED AND CLOSURE RATES

Another mid-air risk involves aircraft speed. For exam­
ple several years ago in a FAA Aviation News reprint titled 
"Gray Matters," We wrote about the dangers of mid-air col­
lisions and near mid-air collisions involving military aircraft 
flying along designated military training routes (MTR). The 
article focused (pun intended) on how proper scanning and 
following recommended flight planning can help reduce 
that risk. Adding to that risk factor is the fact that many 
military aircraft flying the routes are relatively small attack or 
fighter aircraft that, not unlike their smaller general aviation 
aircraft cousins, are much harder to see, but the military 
aircraft also pose the risk of a very fast closure rate be­
tween the military aircraft and any potential conflicting air­
craft. This fast closure rate makes it very important for pi­
lots flying near these routes to develop good techniques for 
"seeing" other aircraft quickly and taking prompt evasive 
action. The "Gray Matters" reprint also discussed in detail 
how to learn to see more effectively. The reprint reminded 
pilots that the best way to see fast moving military aircraft 
on an MTR, is to check with the nearest Flight Service Sta­
tion to see if the route is being used and if so, during what 
times.

Some of the recommendations in the reprint included 
how pilots and passengers can improve their scanning 
techniques by only scanning a narrow segment of space at 
a time and how to focus the eyes both near and far within 
that narrow segment. This technique helps the eye to bet­
ter "see“ an object within that sector. Known as the

Even though you're "only" going 110 knots, you add your speed to the 
other a ircra ft's  fo r your closure rate—rarely enough tim e to react

"block" technique, the idea is to scan a narrow 10 to 15 
degree sector near and far looking for a moving or con­
trasting object. Each narrow sector should only be 
scanned for a brief period of time to avoid vision fixation. 
This technique should be used to scan about 60 degrees 
left and right of the aircraft and 10 degrees above and 
below the aircraft's flight path. Whether someone scans 
the whole 60 degree arc in one direction or splits the arc 
.into two segments and scans each segment individually, 
doesn't matter. The key idea is to have some method to 
increase the potential to detect an approaching aircraft.

PREFLIGHT INFORMATION

It is now possible to find important safety information 
and ways to avoid a possible mid-air collision with high 
speed military aircraft by searching the Internet for select 
Department of Defense (DOD) military installation data. For 
example, Tyndall Air Force Base in Florida has a website 
that talks about local flying procedures and ways to mini­
mize the risk of a mid-air collision with a fast moving military 
aircraft. As the site points out, "A bit of caution is required 
when flying in Northwest Florida. You are sharing the air­
space with three major USAF bases (Hurlburt, Eglin, and 
Tyndall Air Force Bases) and the Pensacola Naval Flying 
Training Center. All the military installations in the Florida 
Panhandle are conducting some form of flight training...."

The site goes on to say that, "The potential for a mid-air 
collision in the Panama City/Tyndall area is high."

Part of that reason is the reported number of banner- 
tow, fish spotter, and sight-seeing civil aircraft operating 
along the Gulf Coast area along with the mix of high perfor­
mance military aircraft.

Pilots planning on flying in or through such areas should 
check current FAA charts for accurate navigational data 
and radio frequencies, any designated special use air
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space, and any published known hazards, in addition, pi­
tots should check with their local Flight Service Station 
(FSS) for any current Notices to Airmen (NOTAMS) and if 
any military training routes are active. The pilot can also 
check the Internet to see if there is any published informa­
tion concerning the military installation.

Tyndall and other bases were found doing a generic 
word search for the word "mid-air." The word also pro­
vided detailed information on other sites as well.

STERILE COCKPIT

A concept being discussed within the FAA's General 
Aviation and Commercial Division (our parent organization) 
is the idea of a voluntary sterile cockpit (VSC) for general 
aviation. Similar in concept to that of the mandatory rule in 
air carrier aircraft that permits only essential communica­
tions within an air carrier cockpit below 10,000 feet, the 
idea is to reduce, if not eliminate, non-essential communi­
cations within a GA cockpit/airpraft while within a terminal 
airport area. Details such as what is the terminal area envi­
ronment, what altitude, and other such details are being 
discussed' The rationale behind the VSC idea is that by 
reducing or eliminating aH non-essential distractions to a 
pilot within a terminal area, both on the ground and In the 
air, the pilot is less apt to become a runway incursion or 
mid-air statistic.

Although a passenger can provide valuable information 
about a possible mid-air or other aircraft problem, that 
same passenger can also become a distraction to a pitot in 
situations requiring a high level of pitot concentration. The 
challenge for the pilot in command is to develop the best 
balance between the need for critical information and the 
need to eliminate distracting chatter from any passenger. 
The airline industry has it easy— its pilots just shut the 
cockpit door and don't make idle chatter while below
10,000 feet. Then the air carrier pitots just have to remem­
ber to only discuss flight related information. For some 
reason, I don't think that idea w it work in your typical fam­
ily four-place skyrider with the spouse and kids demanding 
attention just about the time the aircraft rotates—plus how 
many GA aircraft have a cockpit door? As we said—the 
details are pending. But the concept has the potential to 
reduce distraction caused Incidents and accidents in the 
GA Community. A collision on a runway, taxiway, or in the 
sky can be just as deadly to those involved in a GA aircraft 
as it is in an air carrier aircraft.

USING AIR TRAFFIC CONTROL

Air traffic control (ATC) can provide another set of 
"eyes" looking out for the safety of a flight. Although ATC's 
primary jobs are providing for the safe operation of aircraft 
on instrument flight plans and moving aircraft In and out of 
towered airports, ATC can and does provide such services 
as radar flight following for aircraft operating under visual 
flight rules on a time permitting basis. However, pilots

should be aware that, except when operating in Class B 
and C airspace areas, ATC will provide traffic advisories, 
but is not responsible for the separation of VFR aircraft. 
The key to remember about ATC is that it may not be able 
to "see" all the traffic in an area. Its services are based 
upon known information. There may be circumstances 
where ATC may not be aware of another aircraft. Only 
when it is too bad for birds and VFR pitots to fly can one 
expect that the sky in controlled airspace may be in fact to­
tally under ATC control. Then you hope that some "fool" is 
not up trying to scud run in controlled airspace. That is 
why it is important to follow the rules. When the weather is 
below visual meteorological conditions (VMC), pitots should 
either sit on the ground and wait for better conditions or,g§- 
instrument rated, current, and in an instrument qualified air­
craft, request an instrument clearance and follow it once is­
sued by ATC. No one wants illegal, scud running aircraft 
flying around, especially near airports, because no pilot fol­
lowing the rules wants a mid-air with someone ignoring the 
rules or anyone else for that matter!

HEAD OUT OF THE COCKPIT

No, we are not talking about flying In an open cockpit 
aircraft. We are reminding, pitots with complex commuhF 
cations and navigation equipment (read, GPS systems) of 
the need to keep looking out the windshield. In talking to a 
few pilots, some say that it-takes a tot of time to program 
or make changes in their GPS devices. In some cases, 
they were trying to learn how to operate their equipment. 
The problem is pitots are not looking out for other traffic as 
much as they should. Nor are two-person crewed aircraft 
such as air carrier flight crews immune to the "head down 
in the cockpit" syndrome. In reading some of the FAA- 
sponsored, NASA-administered Aviation Safety Reporting 
System (ASRS) reports involving crew errors, more than 
one has said one or more of the crewmembers were busy 
doing something else such as inputting data in their flight 
management system or doing some other chore rather 
than flying the aircraft.

FOLLOWING RECOMMENDED 
OPERATING PROCEDURES

Another area where pilots can reduce their risk of a 
mid-air collision is by using recommended operating pro­
cedures when operating In an airport terminal area whether 
that airport is towered or non-towered. Although arguably 
the best way to avoid having a mid-air experience is to only 
fly in areas where other aircraft don't fly; that is not always 
possible or practical. The problem is at some point all air­
craft must eventually land. Most of those landings occur at 
designated airports with the result that at times more than 
one aircraft may be trying to land at the same airport at the 
same time. In the case of the Plant City accident, both air­
craft did try to land at the same time on the same runway. 
The resulting photographs were graphic proof that two ob-
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Not a new type pfesfognbut art accident where luck and skill ' 
aliowed all occupants to suryiv^every pilot's worst nightmare.

jects can't occupy the same space at the same time and 
do it safely. So what can be done. Glad you asked. The 
following are some ideas that can help reduce the mid-air 
risk in the terminal environment:

■. T. Follow recommended FAA radio procedures as out­
lined in the Aeronautical Information Manual (AIM) and advi­
sory circulars. At non-towered airports, pilots should self- 
announce their intentions and location. Accurate position 
reports are critical for everyone's safety. As more and more 
pilots fly with GPS onboard, at some point, there will be no 
reason for pilots of radio-equipped aircraft not to accurately 
report their position. We don't know if it is important that 
every report Include the position to  the nearest 1/10 of a 
mile as some pilots are now reporting, but even that is an 
improvement over aircraft giving a false, misleading, or no 
report. Reporting inbound at 10 miles out gives everyone 
the knowledge that there is another aircraft joining the traf­
fic pattern environment. Then accurate reports in the traffic 
pattern provides the final safety report everyone needs be­
fore taking off or landing. Pilots just need to remember that 
giving one's position in lat-long coordinates has little mean­
ing to those who don't know the coordinates. The use of 
well-known landmarks or compass directions can provide 
better information.

2. Just as important as using recommended operating 
procedures so that everyone can predict what the other 
pilot might do, two-way radio communications provide an 
important safety function. Simply stated, radios can save 
lives. Even if you are the only pilot in the pattern, by self­
announcing your intentions, you are providing valuable in­
formation to aircraft on the ground and in the air near the 
airport that there is another aircraft nearby. However, the

reverse Is not true, i  The lack of communication does not 
mean that another aircraft is not nearby. Some aircraft 
don't have a radio onboard or the aircraft could have had a 
radio failure or the pilot could be transmitting and listening 
on the wrong frequency. All have happened and will con­
tinue to happen.

3. Lights on for safety is another important way to re­
duce the risk of a collision. See and avoid is the corner­
stone of flight in visual conditions both for flights con­
ducted under visual flight rules and for flights conducted 
under instrument flight rules while operating in visual condi­
tions. One way to enhance an aircraft's visibility is by flying 
it w ith its lights on while operating in the terminal areas 
whether required by regulations or not.

As we reported several years ago in an article about an 
air carrier aircraft that landed on top of a smaller aircraft 
holding at night waiting to takeoff at Los Angles Interna­
tional Airport, it is important that all pilots remember to 
make the ir aircraft as visible as possible while on the 
ground or while in the air consistent with good operating 
procedures. There is a corresponding rule that says if you 
are landing on a runway or descending to land that you 
have a responsibility to make sure that you are not landing 
on top of someone whether that someone is in another air­
craft or in a Mark-1 cement truck parked on the runway.

4. Situational awareness (SA) is also important for sev­
eral reasons. Although we normally think of situational 
awareness to mean a pilot's awareness of his or her sur­
roundings and location normally in relationship to an instru­
ment approach procedure or hazardous terrain, SA may 
also mean other types of situational awareness. For exam­
ple, as the FAA Safety Program Manager of the Orlando
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Flight Standards District Office (FSDO) has said, the Or­
lando FSDO's area has a lot of flight training going on be­
cause of both its location in sunny Florida and the number 
of flight schools and university flight programs within its 
area of responsibility. For example, Embry-Riddle Aeronau­
tical University's main campus is located at Dayton Beach 
and Florida 4nstitute of Technology's flight program is 
based at Melbourne.

And one of the concerns about the number of flight 
training schools in the Orlando area is tha t many of them 
teach foreign students.. Although English is the official 
language of aviation, not every foreign student may have 
as broad an understanding of English as a native English 
speaking American. To reduce any potential language 
problems, all pilots and controllers should remember to 
use the terms, expressions, and procedures outlined in 
the Aeronautical Information Manual's (AIM) communica­
tions section.

W hen one adds in all o f the  o th e r types o f .flight 
schools, parachute drop zones, the constantly expanding 
air cargo and passenger operations, and military opera­
tions in and out of the area, it becomes easy to understand 
why the Orlando FSDO is very concerned about flight 
safety and is actively searching for ways to reduce the risk 
of even more mid-air accidents. This article is one of those 
ways.

One of the keys to solving the problem is for anyone 
operating within a high operational flight area, such as the 
Orlando FSDO area, to be especially alert to the increased 
risk of a mid-air in such a high tempo environment. The 
same is true in other parts of the country. Gone are the 
days in many parts of the country when it was hard to find 
or see another aircraft within miles. Add in the increase o f 
new pilot training and the increase in overall flight activity 
due to the booming economy and the sky is starting to fill 
up around high density metropolitan areas.

. Does this mean that if you are flying along at a deserted 
landing strip you can relax and not pay attention? The an­
swer is definitely no. You must remember it only takes one 
other aircraft to ruin your whole day.

5. Accidents can happen at both towered and non- 
towered airports. Just because you are operating out of a 
towered airport with controllers on duty does not guarantee 
your safety. There was one recent accident involving two 
aircraft at a towered airfield.

History has recorded many instances were someone 
has landed or taken off on the wrong runway or on the 
right runway with another cleared aircraft on the runway 
or about to  land. Add in the problem of runway incursion 
in which someone may have made an operational mis­
take taxiing, taking off, landing, or controlling the air­
space  or g round  env ironm en t, o r som eone  on the  
ground violated the operating environment, and it be­
comes clear that pilots must constantly be on the look­
out for danger and other aircraft from the moment their 
own aircraft first starts to  taxi until that aircraft is secured

in its chocks and securely tied down after a flight.

6. One important visual cue of possible mid-air collision 
is when two aircraft at the same altitude maintain a con­
stant relative bearing (CRB) to  each other. What this means 
is that when tw o aircraft at the same altitude maintain a 
CRB to each other they will eventually collide. No, we are 
not talking about two aircraft in trail. But when a pilot sees 
another aircraft that is not directly ahead of the pilot's own 
aircraft, the first thing the pilot should check for is a CRB 
between the two aircraft. The way to check for a CRB is for 
the pilot to maintain a constant heading and if the other air­
craft remains in the same spot in the windshield, there is a 
very high chance that the tw o aircraft will collide unless 
some action is taken by one or both aircraft.

Another problem with an aircraft at a constant relative 
bearing is that the CRB makes it more difficult to see the 
other aircraft because as pointed out earlier, the human eye 
detects a moving object better than a stationary object. 
An aircraft at a CRB remains stationary until impact or one 
of the aircraft takes evasive action.

7. Another danger area is when an aircraft is making an 
instrument approach at an non-towered airport or a prac­
tice instrument approach at such an airport in marginal vi­
sual meteorological conditions. There is always a risk that 
VFR aircraft may be operating in the traffic pattern if condi­
tions permit. In some cases, the instrument procedure may 
cause a potential head on collision with traffic in the pattern 
depending upon the wind, landing runway, and to  which 
end of a runway the instrument approach is designed to 
serve. The proper use of radio communications procedures 
outlined in the AIM and in advisory circulars will help reduce 
the risk of a possible mid-air.

8. Finally, two remaining mid-air collision risks are failure 
to make clearing turns and being blinded by the sun and/or 
haze. As discussed, certain types of aircraft have built in 
blind spots because of their design. Because of these blind 
spots, pilots can avoid running into another aircraft flying in 
one of these blind spots by making small clearing turns pe­
riodically while climbing, descending, or while flying straight 
and level. The final obstacle to good see and avoid tech­
niques is the sun. Whether it is a sunrise or a sunset, a low 
angle sun position combined with some smoke, haze, or 
fog, it can almost blind a pilot to seeing anything directly 
into the sun. In such conditions, pilots need to be espe­
cially careful. Wearing sunglasses and using see-through 
sun shades in the aircraft help.

The purpose of this article is to provide pilots with some 
ideas and ways to avoid the risk of a mid-air collision. FAA 
Aviation News would like to hear from its readers about 
their ideas and thoughts on the subject. We will review any 
submitted comments and combine the best of them into 
another article on the subject for the beginning of the flight 
season next spring.
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Dehydration and the Pilot by Rogers V Shaw, II

With the return of spring and its 
warming temperatures and better 
flying weather*- it's time to educate 
general aviation pilots about proper 
fluid intake for body hydration. The 
educational process should start 
now, before the heat of summer 
causes p ilo ts  to  becom e de hy­
drated and at increased risk for inci­
dents and accidents.

We live in different climatic regions 
and are all physiologically different, so 
ail we can do is describe the stan­
dards for average conditions. Adjust­
ments must be made depending on 
the circumstances.

A few hot weather causes of dehy­
dration are hot cockpits and flight 
lines, wind, humidity, and diuretic 
drinks—coffee, tea, alcohol, and soft 
drinks—changes in climatic- condi­
tions, sunburn, and improper attire for 
conditions.

P reventing  D ehydration  
To help prevent dehydration, you 

should drink two to four quarts of 
water every 24 hours. Since each per­
son is physiologically different, this is 
only a guide. Most people are aware

of the eight-glasses-a-day guide: If 
each glass of water is eight ounces, 
then you end up with 64 ounces, 
which is two quarts.

The key is that you should be con­
tinually aware of your condition. Most 
folks will become thirsty with a 1.5- 
quart deficit, or a loss of 2% of total 
body weight. This level of dehydration 
triggers the "thirst mechanism.11 The 
problem, though, is that the thirst 
mechanism arrives too late and is 
turned off too easily. A small amount 
of fluid in the mouth w ilt turn this 
mechanism off, and the replacement 
of needed body fluid is delayed. Re­
member, the amount of water you 
drink will depend on work level, tem­
perature, humidity, personal lifestyle, 
and individual physiology.

If you do not stay aware of the en­
vironmental conditions and your per­
sonal physiological status, you can 
progress to heat exhaustion, even if  
you are maintaining the above re-hy­
dration water intake. This is because 
under certain conditions external fluid 
intake cannot keep up with the toss of 
fluid by the body. There are three 
stages of heat exhaustion. Some

i s  i « «  « u n i o n

common signs of dehydration are 
headache, fatigue, cramps, sleepi­
ness, and dizziness. Transition from 
the one stage to the other can be very 
evident, hardly noticeable, or not evi­
dent at all.

Fly safely and never pass up an 
opportunity to have a fresh glass o f 
water.

-t-
Rogers Shaw is the team coordi­

nator o f the CAM! Aeromedical Edu­
cation Division's Airman Education 
Program.

This article originally appeared in 
the Spring 2000 issue of The Federal 
Air Surgeon's Medical Bulletin.

Three Stages Of Heat 
Exhaustion

Transition from the one to the other can be 
very evident, hardly noticeable, or not evident at all.

Heat stress (body temperature, 99.5-100°F) 
reduces

• Performance, dexterity, and coordination
• Ability to make quick decisions
• Alertness
• Visual capabilities
• Caution and caring

Heat exhaustion (101 -105°F) symptoms:
• Fatigue
• Nausea/vomiting
• Giddiness
• Cramps
• Rapid breathing
• Fainting

Heat stroke (>105°F) symptoms 
•Body's heat control mechanism stops 

working
• Mental confusion
• Disorientation
• Bizarre behavior
• Coma

\How to Be Aware of 
and Prevent Heat 

Exhaustion
1. D rink  coo l (40°F) w a te r 

(forget the old "sports day" 
th e o ry  th a t lukew a rm  
w ater is absorbed faster 
into the system).

2. Carry a container so you 
can measure daily w ater 
intake.

3. Don't rely on the thirst sen­
sation as an a larm ...stay 
ahead. If plain water is o f­
fensive, add som e sport 
drink flavoring to make it 
more acceptable.

4. Lim it your daily intake of 
caffeine and alcohol (both 
are diuretics and stimulate 
increased p ro d u c tio n  o f 
urine).

5. Exercise can cause a large 
amount of body fluid loss 
tha t is d ifficu lt to  replace 
quickly.

6. A cc lim a tion  to  a m ajor 
change in w eather takes 
one to two weeks.

7. Monitor personal effects of 
aging, recent illness, fever, 
diarrhea, or vomiting.

8. M o n ito r you r w o rk  and 
recreational activity; if you 
feel light-headed or dizzy, 
call it a day.

9. In extreme heat and exer­
cise conditions, salt and 
electrolyte loss is a factor 
bu t no t fo r the  average 
person w ith  a m odera te  
e xe rc ise  p rog ra m . The 
American diet takes care 
of the loss.

—  
CALENDAR OF EVENTS

July 22-23 - UNITED STATES AIR AND TRADE SHOW, 
Dayton, OH

For more information you can call (937)898-5901 or check its web­
site at http:/www.usat.org

S ep tem ber 2-4 - CLEVELAND NATIONAL a ir  s h o w , 
Burke Lakef ro n t A irp o rt, OH

The U.S. Air Force Thunderbirds is scheduled to perform.
For more information you can call (216)781-0747 or check its 

website at www.clevelandairshow.com

S ep tem ber 14-17 - n a t io n a l  c h a m p io n s h ip  a ir  
RACES®, Reno, NV.

The 37th annual "Reno" Air Races will be held and this year's 
theme will be “Racing with Legends.” They will all be hosting the U.S. 
Naval Demonstration Team, the Blue Angels. For more information, 
call (775) 972-6663 or visit their website at <www.airrace.org>..

S ep tem ber 30 -o cto ber 1 - Sp r in g f ie l d  a ir  
RENDEZVOUS, Springfie ld , IL

The 18th annual air show at the Capital Airport will feature the 
USAF Thunderbird Demonstration Team. For more information, con­
tact (217) 789-4400 or visit their website at <www.springfield- 
il.com/airshow>.

Novem ber 15-16 - AIRPORT CONFERENCE, Rosemont, IL 
FAA's Great Lakes Airports Division will hold its sixteenth annual 

airport conference at the Holiday Inn O'Hare International. This year's 
conference will include presentations by over 50 speakers, covering 
topics on airport management, capacity, construction, design, envi­
ronmental issues, FAR Part 139, NAVAIDS, and safety issues. For 
registration and general conference information, please contact 
Michelle at (847) 294-8314.

B-17 TOUR AND UPCOMING AIR SHOWS

The EAA B-17 is scheduled to be at the following locations during 
July. The expected flight times for the B-17 are 8 am; 8:45 am; 9:30 
am; 10:15 am; and 11 am. During EAA AirVenture 2000 at Oshkosh, 
Wl, a 11:45 flight has been added to the times. Please note all tour 
stops, times, and locations are subject to change without notice.

City
Topeka, KS 
Peoria, IL 
Decatur, IL 
West Bend, Wl 
Racine, Wl 
Oshkosh, Wl

Airport Code
AAO
PIA
DEC
ETB
RAC
OSH

Dates 
July 3-6 
July 7-10 
July 11-13 
July 14-16 
July 21-23 
July 25-Aug 1
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Taxi into Position And Hold
Four simple words that can make or break your day. In 

the November/December 1992 issue of this magazine, we 
reviewed the National Transportation Safety Board (NTSB) 
accident report of the collision of two aircraft on a runway 
at Los Angeles International Airport. The accident occurred 
on February 1, 1991, when Skywest Flight 5569, a Fairchild 
Metroiiner, had been cleared to taxi into position and hold 
on Runway 24L at Intersection 45. The other aircraft, USAir 
Flight 1493, a Boeing 737-300, had been cleared to land 
on 24b Thirty-four passengers and crew were killed in the 
resulting collision.

The NTSB report listed several factors in the accident. 
One was the fact the local controller had cleared both air­
craft onto the same runway. The report noted that both 
controllers and pilots can make a mistake. The report also 
said pilots need to be alert and vigilant in monitoring air traf­
fic communications for situations that may lead to conflicts 
with other aircraft.

The NTSB report went on to highlight such factors as 
proper communications, the danger of complacency while 
operating in a radar environment, the need to see and be 
seen, the need for pilots and controllers to follow estab­
lished procedures to ensure everyone knows and can an­
ticipate each others' reactions, and the importance of situa­
tional awareness for both flight crews and controllers.

The article addressed the issue of situational awareness 
by discussing the role of stop, look, and listen when oper­
ating an aircraft. Basically, the rule says pilots should stop, 
took, and listen before putting themselves at risk. This con­
cept applies on the ground as well as in the air.

By ensuring their next block of airspace, taxi space, 
or runway space is free of any potential dangers, pilots 
Pan minimize their risk of a collision whether in flight or 
on the ground.

A key element in this concept is the historic "See and 
Avoid" principle that all pitots are taught from their first train­
ing flight. This means pitots must maintain a watch outside 
their respective cockpits to see and avoid other aircraft. At 
times, this can be a challenge for pitots flying an unfamiliar 
aircraft or one with a complex communications or naviga­
tion system onboard. An example of this complexity is 
someone trying to learn how to operate a new GPS re­
ceiver while taxiing or ^flight. Even if you know how to 
properly operate your GPS or flight management system, 
pitots can spend a lot of heads down time in the cockpit re­
programming the system after an air traffic routing change.

Several NTSB recommendations resulted from this 
1991 accident:

• Pilots should remain alert at all times when operating 
their aircraft, especially when on the runway or when 
landing.

• Pitots should do all they can to increase the conspicu- 
ity of their aircraft either through improved lighting 
equipment or through such NTSB recommended 
techniques as offsetting from a runway's centerline 
lighting when operating in reduced visibility, e.g., dur­
ing periods of darkness or other periods of reduced 
visibility.

•  Pitots should-monitor a$ ATG communications th it  
could affect their aircraft, and we will add, not just ATC 
communications but also UNICOM or CTAF transmis­
sions at non-towered airports.

Several years later, in the October 1995 issue of the FAA 
Aviation News, the magazine published an article from the 
FAA's Air Traffic Terminal Procedures Branch discussing the 
agency's rules and procedures for controllers when a con­
troller clears an aircraft into position and hold (TIPH). Con­
trollers were reminded not to TIPH an aircraft for an ex­
tended period of time, when no operational advantage is 
gained, and when the position is not visible from the tower. 
The article went into more detail than this summation, but 
the article did discuss the need for controllers to be alert 
and to avoid non-operational conversations. This reminder 
emphasized that like a pilot taxiing onto a wrong taxiway or 
runway by mistake, controllers can also make a mistake by 
taxiing an aircraft into position and hold and forgetting 
about the aircraft when the controller becomes distracted 
by other traffic or non-essential distractions.

The reason we bring this point up is because each pitot 
who accepts a TIPH clearance has to accept the responsi­
bility for his or her own safety. Whether that means moni­
toring for traffic or reminding the controller you are holding 
on the runway, each pilot holding on a runway must maiii- 
tain a level of situational awareness that will protect the 
bubble of airspace that pitot's aircraft occupies.

That includes the airspace behind the bubble to protect 
against any approaching aircraft that might land on top of 
the bubble as well as any approaching aircraft taxiing to­
wards the bubble or on any runway or taxi way that will in­
tersect your runway.

Because the risk of runway incursion can come from 
any direction, pitots must always be alert to other air­
craft, vehiclesjjor pedestrians. Don't become a statistic 
because of someone else's mistake. Protect your bub­
ble at all times. ^
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m h^'.spqqiai#AA Air Traffic |/|anagei§ent Plan-* 
Notjck¡¡jp Airmen (NOTAM) for the 48th an­
nual Experimental A ircra jt A ssoc ia tions " 
!(EAA)fFiy: to$ontentioh at Witfmah Regional J 

Airport| Oshkosh||&i ;^S a illfb p f llT h e  NOTAM provides 
detailed arrival arid departure procedures for aircraft and 
ultraligri] vehicles flying to, through, and .from the 
Oshkosh areaTrom July 23 to  August 1. Note the spe­
cial NQTAlw. procedures start July 23^ihree ̂ a ysb e ^ re  \ 
EAA AirVenture Oshkosh 2000 officially opens. ;Th^ & A j j  
AirVenture OshkoshigOGO dataware July 2$ to-August-1 i ̂ 
As noted in thp NOTAM, "Pilots should expect, last 
minute changes to previously pfsuecjor ahfopated pro­
cedures andTOraeafanceS/ ”

Like our past F/WAviwSn ^eiVfmofices on the-"fly-in, 
this article does not provide' detailed operating procedures 
for flying to AirVenture Oshkosh 2000. Rather, it provides a 
brief overview of some of the important safety information 
and flight services provided in the NOTAM and the special 
reference booklet prepared for the event. Pilots planning 
on flying to AirVenture Oshkosh 2000 should obtain copies 
of the below referenced products to help them plan for a 
safe flight to and from Wittman Regional Airport and 
nearby airports by noting the procedures, both old and 
new, outlined in the NOTAM. The first page of the NOTAM 
highlights the many changes for 2000. Like all flights, no 
flight is complete until the pilot and passengers are all 
home safely. Getting to Wisconsin is only half of the trip. 
The pilot in command's ultimate responsibility is getting 
safely home after a great visit to AirVenture Oshkosh 2000.

NEW TIPS
i | P  pitots shoi|d itoyiew, thefr./esdehtive ¿holding proce­
dures inc ise  holding is required.'" ’ | ff|
- /Warbird pilot!' should review their spfecflRopprating pro­
cedures for changes from lastyearil publish ed paged ures. 
Page 7 o ^ n ^  NOTAM details the new \^ r# rd  pperating 
procedures; arfiljhanges for 2000.' For example, jbne of 
the hew warbirdsphanges for 2 u S ^s  the requirement that 
"Slower warbirds unable to maintain f^uM P K , must use 
the VFR arrival procedure from ovShRIPON,- [¡¡|EASE 
NOTE THBSLOWER WARBIRD F^FEBENgE TO FISK ON 
PAGE 7 OF TBE PRINTED NOTAM IS INCORRECT. The 
i^S flc ro ce ilu ie  s ® s  at:RIPO|l. All otherJlferbirds shall 
l i l  the ffaibird arrival procedures ‘¿tstted abate. *pAlso, in 
i l s  pasfffiost w aiw ds were assigned Runway 27. This 
year the warbirds are to primary use Runway 36. To read 
all of the new information, Warbird pilots should review 
page 7 of the NOTAM for complete details. The Internet 
Website version has been corrected.

Other NOTAM 2000 changes include new published 
Wittman Regional Airport (Oshkosh) and Fond Du Lac air­
port operating hours, and new ultralight runway information 
at Wittman Regional.

OSHKOSH FLY-IN QUICK REFERENCE BOOKLET
The FAA Office of System Safety has produced a Fly-fn 

Quick Reference Booklet highlighting the procedures out­
lined in the NOTAM. For a copy of the Fly-In Quick Refer­
ence Booklet, pitots can call (800) 564-6322 or check the 
following website at http://www.asy.faa.gov (took under
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publications). Also, a pictorial presentation of the key re­
porting points and landmarks is available on this website. 
This gives pilots a particularly helpful look at the land­
marks and key reporting points used in the special flight 
procedures.

EAA AirVenture Oshkosh 2000 information will also be 
published in the Special Airshow Section of the F M  No­
tices to Airmen publication. The NOTAM is also on the 
F M ’s Website at www.faa.gov/NTAP. Even if you have 
flown to Oshkosh in the past, you will still need to review 
the NOTAM for changes. The NOTAM has special sections 
for both IFR and VFR pilots. If this is your first flight to 
Oshkosh, you need to get a copy of the NOTAM and study 
it in detail. If you are a first time flight arrival, finding your­
self number 10 in trail to enter the traffic pattern is not the 
time to wonder what is going to happen next.

Although the arrival and departure procedures are not 
complicated, they do need to be understood very well. 
The procedures are designed to move hundreds of aircraft 
safely, quickly, and predictably in and out of the Oshkosh 
area and Wittman Regional Airport by having both pilots 
and controllers follow the same published procedures. 
Knowing and following the published procedures are espe­
cially important in the case of an emergency at Wittman 
Regional Airport or one of the nearby airports.

Another important operational procedure is the limited 
use of radio communicationsto control aircraft landing or 
departing at Oshkosh. The NOTAM outlines when pilots 
should communicate and when they should just monitor 
their radios. Strict compliance with the published commu­
nication procedures will avoid any unnecessary frequency 
congestion while speeding up the landing or departure 
process. But every pilot should contact ATC immediately if 
there is any question of safety of flight or in case of an 
emergency. Pilots should also remember some of the air­
craft flying to and from the Oshkosh area don't have radios.

One of the changes outlined in the 2000 NOTAM con­
cerns NO RADIO AIRCRAFT (NORDO's). All NORDO air­
craft pilots will havb to request landing approval from 
Oshkosh tower by landing within 30 minutes of the 
Wittman Regional Airport at Oshkosh and telephoning 
Oshkosh tower to coordinate their arrival and to obtain their 
landing approval. Radio-equipped aircraft will only be ac­
cepted as NORDO arrivals due to an inflight malfunction of 
their radio and then only after the required telephone coor­
dination is completed. See NOTAM page 8 for NORDO air­
craft procedures.

WAYS TO MINIMIZE RISK OF MIDAIR COLLISION
All pilots need to pay attention to other traffic as they 

approach the Oshkosh area. Since there is such a perfor­
mance mix among the different types of aircraft flying to, 
through, or in the Oshkosh area, there is an increased mid­
air collision risk. One way to reduce that risk is to fly with 
your landing lights and beacon or strobe lights on within 30 
miles or so of Oshkosh. If you are flying on an airway, you 
might want to extend that lights-on distance. Pilots need

to be alert for traffic from any direction as they approach 
Oshkosh. You should also monitor the appropriate ATC fre­
quencies listed i r t  the NOTAM when flying within the area. 
Everyone should also use the appropriate altitude for your 
respective direction and type of flight, VFR or IFR.

VFR CROSSING OF LAKE MICHIGAN
The NOTAM outlines in detail an important safety service 

for pilots planning to fly across Lake Michigan. Radio cov­
erage of the emergency frequency 121.5 MFIz is available 
over most of the lake at a minimum altitude of approxi­
mately 4,500 feet MSL. A higher altitude is always better.

Lake Reporting Service (LRS) is provided by the Green 
Bay and Lansing Automated Flight Service Stations 
(AFSS's) for aircraft crossing Lake Michigan. Although the 
Lake Reporting Service is outlined in the Aeronautical Infor­
mation Manual (AIM), it is also explained on page 30 of the 
NOTAM. Briefly, a LRS flight plan is a separate flight plan 
filed when over flying the lake. It is like a typical flight plan, 
but it also requires the route and time over water. Pilots 

Jliust list the departure and arrival shore crossing points. 
The diagram in the NOTAM shows a map of the lake with 
VOR frequencies, radio frequencies, minimum reception al­
titudes, land reporting points, and the responsible AFSS's 
for various locations around Lake Michigan. A chart is also 
provided which includes distances between crossing 
points, frequencies, and minimum reception altitudes.

Once a LRS flight plan is activated, radio contact must 
be made every 10 minutes. If no contact is made within 15 
minutes, search and rescue will be alerted. Pilots are re­
sponsible for activating and canceling their respective Lake 
Reporting Service flight plans. Pilots who have a communi­
cation failure must land and notify a flight service station as 
soon as possible.

Please note: A Lake Reporting Service flight plan is sep­
arate and in addition to your normal flight plan. When acti­
vating and canceling your Lake Reporting Service flight 
plan, please be specific as to what flight plan you are acti­
vating and dosing. When departing Oshkosh, please file 
your Lake Reporting Service flight plan in person or by tele­
phone at the Oshkosh FSS before departure to. avoid the 
radio congestion caused by air filing.

Appropriate flotation gear should be carried onboard air­
craft that plan on crossing the lake at an altitude below the 
aircraft's minimum engine-out gliding distance to the near­
est shore. Pilots should compute that distance based upon 
the prevailing winds aloft.

ELT MONITORING EN ROUTE
Pilots flying to and from , the Oshkosh area should peri­

odically monitor 121.5 MHz en route to check for any acti­
vated emergency locator transmitters (ELT) that might be 
reporting an aircraft accident. If you detect an ELT signal, 
contact the appropriate air traffic control (ATC) facility re­
sponsible for the area you are in with the following informa­
tion. You should be able to report your time, location, and 
altitude of when you first received the alert and when you

last heard the alert when you contact ATC.

FUEL EXHAUSTION
Another potential problem for some aircraft is fuel ex­

haustion. Because of the potential delay with so many air­
craft operating within the Oshkosh area, including the risk 
of an accident on the field closing the airport for a while, all 
pilots should make sure they have enough extra fuel on 
board for the flight plus any required IFR or VFR minimums 
plus enough fuel for an inflight hold of at least 30 minutes or 
more. This is a case where the more fuel, the better. Just 
stay within your approved weight and balance limitations.

In addition to allowing yourself extra fuel, VFR flights 
should extend their projected flight plans by 30 minutes to 
compensate for any unexpected delays because of traffic. 
Pilots then need to update or extend their flight plans as 
necessary. The NOTAM discourages pilots from filing long 
distance flight plans with stops en route. Such flight plans 
should be filed as separate flight plans.

All pilots should review the flight plan filing and closing 
procedures outlined in the NOTAM.

pilots must execute the VFR arrival procedure from over 
RIPON. Appropriate warbird aircraft may use the warbird 
arrival procedure from over Fond du Lac.

Because of the various planned flight activities at 
Wittman Regional Airport during the E M  Fly-In Convention 
and the special operating restrictions including when the air­
port is closed because of the daily air show, all pilots need 
to review the NOTAM for such items as airport operating 
hours, arrival altitudes, airspeeds, airport surface operating 
procedures, airport safety notes, parking notes, and other 
operating procedures listed in the NOTAM.

All pilots are reminded to bring their own tie-down gear.

FINAL ELT CHECK
After landing and before securing your aircraft, all pilots 

in radio equipped aircraft are asked to do a final radio check 
on 121.5 MHz to check for an inadvertent emergency loca­
tor transmitter (ELT) activation. With the large number of air­
craft attending E M  AirVenture Oshkosh 2000, you can 
imagine the difficulty in finding the source of an inadvertent 
ELT signal or multiple ELT signals.

MAINTAINING SAFE FLYING SPEEDS
Because of the mix of traffic, all pilots might want to 

practice flying their aircraft at its minimum safe—the opera­
tive word f i  minimum SAFE—  airspeed, before arriving at 
Oshkosh. Whether you do it at home on a practice flight or 
en route to Oshkosh, you should be able to control your air­
craft safely at its slowest recommended airspeed, its nor­
mally recommended airspeed, and at a faster than normal 
airspeed. The same is true for landing approach speeds. 
The reason is you may be mixed in with other aircraft that 
may be slower or faster than you. You may also need to be 
able to maintain your place in trail of other aircraft. But as 
the NOTAM states, if you cannot safely reduce airspeed to 
follow slower traffic, inform ATC and do not, we repeat do 
not, fly at any airspeed that jeopardizes your safety of flight.

ARRIVAL PROCEDURES
The NOTAM explains in detail, with charts and text, flight 

information for flying to Oshkosh. This data includes infor­
mation about Chicago and Milwaukee airspace as well as 
airspace surrounding various towns and airports within Wis­
consin near Oshkosh or over which pilots may fly en route 
to Oshkosh.

Included in this data are the VFR arrival procedures in 
effect during E M  AirVenture Oshkosh 2000. All pilots need 
to review these procedures before arriving in the Oshkosh 
general area. All IFR arrivals, except turbojet, turboprop, 
and air carrier aircraft should be prepared to cancel their 
IFR flight plan 60 NM from Oshkosh, when the ceiling and 
visibility at Oshkosh is reported at or above 4,500 feet and 
the visibility is greater than five miles. The IFR flight plan 
may be cancelled by the pilot any time the flight is operating 
in VFR conditions, or VFR conditions can be maintained 
through descent and landing at Oshkosh, and the aircraft is 
operating outside Class A airspace. After cancelling IFR,

FAA SAFETY CENTER-AND-WEATHER TO GO
While at E M  AirVenture Oshkosh 2000, visit the FM 's 

Safety Center for all your aviation needs. The F M  Safety 
Center has Flight Service Station specialists available for 
your weather and flight planning needs, Flight Standards 
aviation safety inspectors from the Milwaukee FSDO to pro­
vide support, various F M  displays and exhibits as well as 
an ongoing schedule of F M  and industry safety presenta­
tions. Many of the presentations are given by nationally 
known speakers. The Safety Center is located near the F M  
control tower on the Wittman Regional Airport.

SPECIAL AIRCRAFT PROCEDURES
As in past years, there are special procedures for various 

types of aircraft and type of flight plans. Warbirds, aircraft 
without radios, ultralight vehicles, seaplanes, IFR proce­
dures and reservations, VFR aircraft and procedures, the 
establishment of a temporary air traffic control tower at 
Fond Du Lac (FLD) airport, and the use of reduced arrival 
and departure separation standards in the Oshkosh area are 
all covered in the NOTAM.

Now if the weather folks could only put out a NOTAM 
guaranteeing perfect weather for E M  AirVenture Oshkosh 
2000. But regardless of the weather, if you are flying to 
Oshkosh, please plan carefully, file and activate your flight 
plan, take your time, remember to close your VFR flight plan 
upon arrival if you are going VFR, and last but not least, 
"Have a great time."

ADDITIONAL INFORMATION
For more information, you can contact E M  by writing to 

the EAA Aviation Center, PO Box 3086, Oshkosh, Wl 
54903-3086, or by calling (920) 426-4800. E M 's  main In­
ternet website is http://www.eaa.org.
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Preparation
Currency
Competency
by Patricia Mattison

0ver the last couple of years my fellow Safety Pro­
gram Managers have asked me to be a guest 
speaker and I have had the privilege of speaking 
on the subject of flying it'Alaska to large groups of 

pilots across the nation. It never occurred to me that so 
many people wanted to fly to here. The response to the 
meetings was exciting. Pilot feed back was complimen­
tary. However, the majority of pilots never realized that 
there was so much water to cross.

From the beginning I have suggested that pilotsvfly- 
through Canada up the Alcan then cross over to the 
coast, if you will, to Ketchikan, Petersburg, etc. For the in­
experienced, lower forty-eight pilot, the inland waterway is 
fine——if the aircraft has two engines or is^a floatplane. 
What about pilots who do not have aircraft of that descrip­
tion? Not to mention the pilots that live in Southeast 
Alaska and fly on a regular basis.

For ail its splendor and magnificent beauty, Alaska can 
be a harsh taskmaster when it comes to aviation. Even ex­
perienced pilots can and have had negative episodes 
while flying over the waterways that separate airports in 
Southeast. For the most part it is: commuter airlines that 
carry passengers and cargo in Southeast. Experienced 
pilots operate air carrier aircraft. They are familiar with the 
terrain and the rapid changes in the weather. The quantity 
of passengers and cargo transported by air is astounding 
and is necessitated by the remoteness of the area.

Civil aviation, not for hire, makes up a small part of the 
flying public In the state as a whole. Yet accounts for 
most of the accidents. When I saw the statistics I felt 
sure that the pilots who were experiencing trouble were 
coming in from outside the s ta te d  found through re­
search that my supposition was wrong. The majority of 
pilots having accidents were from the area near to the ac­
cident site. It occurred to me that maybe I had missed

the mark and the local pilots were the ones that needed 
the education. Pilot error is the one most prevalent cause 
for the accident rate, followed by weather related, then 
mechanical issues.

It is imperative that the pilot flying in Southeast Alaska, 
as well as the rest of the U.S., is competent, current and 
tfcrink like a pilot—not an airplane driver. There are no 
places to pullover to the side of the road if an unforeseen 
situation arises: Pre-planning and caution are the two 
items most forgotten by the pilot. Forgetting to close a 
door can cause enough distraction to make a pilot forget 
to fly the airplane, if only for a moment. It could be that the 
moment is a critical one. Fuel management, or a lack of, 
can cause an engine to quit--. Poor judgment on landing 
approach caused seven out of fifteen accidents in South-, 
east last year.

What can you as a conscientious pilot do to rectify the 
situation? Plan as carefully as the pilots flying to Alaska for 
the very first time. That pilot finds out everything about the 
area he or she plans to fly in. All of the nuances that are 
needed to make a safe flight: Contingency plans, If 
weather precludes continuation of that flight, and a flight 
plan filed to assure safe rescue in the event of an emer­
gency landing, especially this time of year when weather 
can turn in a heart beat.

Lastly, get some flight training each year. Don’t rely on 
a Biennial Flight Review to keep you competent to fly. 
Now is the time to plan your next flight, and the one after 
that, and the one after that.... Preparation. Currency. 
Competency.

Safe flight. That’s what it is all about.

¡ jj
Patricia Mattison is the Safety Program Manager at the 

Juneau Flight Standards District Office.

—̂  ~r most pitots, the greatest 
t I Y  challenge they face is the 

*1 J practical test. That meeting 
A —  with a designated pilot exam­

iner (DPE) or FAA inspector can be 
daunting. "Am I good enough?" they 
think. Flight, instructors often have sim­
ilar thoughts because how their stu­
dent does reflects on them. "Have I 
prepared my student well enough?"

To help you—the flight instructor— 
prepare your students through the 
practical, let’s look at what the Practi­
cal Test Standards (PTS) are meant to 
dp. In Chapter VII, "Evaluation," the 
Aviation Instructor's Handbook, AG 
60-14, says, "If students demonstrate 
the ability to perform selected parts of 
a skill [emphasis added] for which they 
are...trained, it is assumed that they 
will be able to perform the entire skill. 
In other words, performance testing is 
a sampling process. It [is] a carefully 
selected part of a complete doing 
process typical of the skill for which 
training is being given."

This definition suggests that a 
practical test samples the skills and

knowledge a person needs to be a 
pilot. In other words, the PTS selects 
portions of everything a person must 
know and do, and it’s the examiner's 
job to decide if an applicant can do 
everything else.

But the examiner's judgement of 
performance isn't totally subjective. 
The examiner assesses the applicant's 
ability against the definition of a "satis­
factory performance," which is givenpr 
Federal Aviation Regulation (FAR) 
§61.43, "Flight tests: General Proce­
dures," and the PTS in troductory 
pages. An applicant gives satisfactory 
performance when he[she] executes 
procedures and maneuvers within the 
aircraft's capabilities and limitations; 
executes emergency procedures and 
maneuvers appropriate to the aircraft; 
pilots the aircraft with smoothness and 
accuracy; exercises judgement; ap­
plies his[her] aeronautical knowledge; 
and shows that he[she] is the master 
of the aircraft, with the successful out­
come of a procedure or maneuver 
never seriously in doubt.

If the applicant fails any of the re­

quired pilot operations in accordance 
with the applicable provisions of FAR 
§61.43, the applicant fails the flight test 
and isn't eligible for the certificate or rat­
ing until he[she] passes the operations 
he[she] failed. Either the examiner or the 
applicant may discontinue the test when 
the failure of an operation makes the ap­
plicant ineligible for the certificate. If dis­
continued, the applicant is entitled to 
credit for the pilot operations he[she] has 
successfully performed.

The PTS also defines "Unsatisfac­
tory Performance." In part, it says, "If, 
in the judgment of the examiner, the 
applicant does not meet the standards 
of performance of any TASK per­
formed, the associated AREA OF OP­
ERATION is failed and therefore, the 
practical test is failed.... Typical areas of 
unsatisfactory performance and 
grounds for disqualification include: 
Any action or lack of action by the ap­
plicant that requires corrective interven­
tion by the examiner to maintain safe 
flight. Failure to use proper and effec­
tive visual scanning techniques to clear 
the area before and while performing
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maneuvers. Consistently exceeding tol­
erances stated in the Objectives. Fail­
ure to take prompt corrective action 
when tolerances are exceeded."

In other words, if an applicant 
scares me—doesn't scan for traffic 
and clear the area, consistently ex­
ceeds maneuver tolerances, and 
doesn't fix errors when he[she] gets 
outside the tolerances—the test is 
over. Remember, the PTS's plus-or- 
minus tolerances are predicated on 
smooth air and a good flying day. Ex­
aminers have some leeway to allow for 
turbulence, but we know the differ­
ence between choppy air and ham- 
handedness.

During the test, I'm an observer, not 
your friendly flight instructor. Usually, I 
tell applicants to treat me as a "knowl­
edgeable passenger," but that does not 
mean they should forego giving me the 
passenger briefing required by FAR 
§91.107 (and the PTS). As an examiner 
I must ensure that your applicants meet 
the knowledge and skill tolerances for 
every Task in every Area of Operation. 
During the oral exam \  must, to the 
greatest extent possible, test an appli­
cant's correlative abilities rather than his 
rote recitation of facts. During the flight I 
must evaluate his ability to clear the 
area and examine his collision avoid­
ance procedures besides how he per­
forms the maneuvers.

Examiners must develop and use a 
written "plan of action" to give practi­
cal tests; mine is three pages long. On 
it are the applicant's record of eligibility 
to take the test and the "rules" of the 
test. First among them is that the ap­
plicant, regardless of the certificate or 
rating sought, must acknowledge that 
he[she] is the pilot in command.

FAR §61.47, "Flight tests: Status of 
FAA inspectors and other authorized 
flight examiners," makes this quite 
clear. What this really means is that 
whatever happens, good or bad, it's 
the applicant's fault, not mine, includ­
ing violating a regulation, bending the 
airplane—or worse. Naturally, no ex­
aminer win intentionally ask an appli­
cant to do anything that will hurt us or 
the plane. But examiners, contrary to 
the thoughts of some, are human. 
They can misspeak or use words dif­

ferently than the applicant's instructor.
If you, the instructor, can implant 

one idea in your student's head before 
a practical test, it should be that 
he[she] is the pilot, in command—and 
that the PIC is totally responsible for 
the safety of the flight, even though 
there's an examiner sitting next to 
him[her]. Bolster your student's resolve 
to ask the examiner about anything 
that seems unclear, illegal, or unsafe. If 
anything, asking questions is a sign of 
good judgment.

What is the applicant's job during a 
practical test? To demonstrate his[her] 
knowledge and skill to the examiner. 
The examiner will use the PTS to de­
cide if the applicant can do it all, and if 
the applicant knows and can do all that 
the PTS requires—hey, is there a prob­
lem here? Reality time: Can anyone 
know everything? Hardly If the appli­
cant and the examiner exchanged 
places, it wouldn't be long before 
he[she] found holes in his[her] knowl­
edge; with me, your questioning would 
shoot me down within a few minutes—I 
know 'cuz it happens to me all the time.

What is the flight instructor's job in 
preparing applicants for practical tests? 
The PTS says this: "An appropriately 
rated flight instructor is responsible for 
training an applicant to acceptable 
standards in all subject matter areas, 
procedures, and maneuvers included in 
the TASKS within the appropriate prac­
tical test standard. Because of the im­
pact of their teaching activities in devel­
oping safe, proficient pilots, flight 
instructors should exhibit a high level of 
knowledge, skpl, and the ability to wp- 
part that knowledge and skill to stu­
dents. Additionally, the flight instructor 
must certify that the applicant is able to 
perform safely as a commercial pilot 
and is competent to pass the required 
practical test."

This couldn't be better said. As a 
CFI, you're responsible for every­
thing your student must know and 
do, including >|h§s[her] application, 
logbook, and airplane records— 
everything! When you endorse a stu­
dent's logbook and application for a 
certificate or rating, you're testifying 
that the applicant knows and can do 
it all. As you work with your student,

you must ensure that you cover all 
the material and skill areas, and that 
your student knows how to apply 
them. Then, you should review them 
with your student fo  be sure your­
self. Finally, you should help your 
applicant organize his[her] material 
so he[she] can really impress the ex­
aminer when he[she] takes the test. 
In my experience, around 75 percent 
of all applicant failures are the result 
of a CFI who didn't do his[her] job. 
From my perspective, it's  easy to 
tell, too.

Instructors can't vaccinate their ap­
plicants against "checkitis" because no 
one is immune. (Remember your initial 
CFI ride?) The best you can do is try to 
ease the applicant's mind so he[she] 
doesn 't become a self-fu lfilling 
prophecy. Make sure he[she] under­
stands that the FAA doesn't issue ex­
aminers a forehead-shaped stamp that 
says FAILURE. And that anyone who's 
been in aviation for some time and 
said he[she]'s never had a pink slip or 
a down check is probably stretching 
the truth (for example, I've had two 
pinks in my career). As you know from 
your tests,.If the applicant is prepared, 
checkitis usually fades once the test 
begins, and a little nervousness is 
good because it stimulates the 
thought process.

Finally, tell your applicants never to 
stop— unless the examiner says 
"stop." Tell your applicant not to dwell 
on their supposed mistakes.... The ap­
plicant's total job is to concentrate on 
flying the aircraft.

The day before your student takes 
his[her] test, tell him[her] he[she]'s pre­
pared because he[she]'s received the 
best education money can buy. Tell 
him [her] to go home, find his or her 
significant other, have a good time 
(without alcohol!), get a good night's 
sleep, and eat a good breakfast the 
next morning. Then go knock that ex­
aminer down and don't let him[her] up 
until he[she] says, "You passed—-and 
congratulations on one of the better 
jobs I've seen!" (As an examiner, that 
makes my day, too!)

Reprinted with permission from the 
NAFI Mentor.
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Pilot Flight Tim e

Some time ago I wrote looking for 
input on FAR § 1.1 that defines "pilot 
flight time," I said that some of our pi­
lots claimed "flight time" included start, 
warm-up, taxi, runup, and further taxi 
(all under the assumption that this time 
is "for the purpose of flight") while thé 
purists in the group claimed that flight 
time didn't even start until power was 
applied at the end of the runway.

According to FAR §1.1, does flight 
time include start, warm-up, taxi to the 
run-up area, further taxi to the runway, 
etc. or does "moving under its own 
power for the purpose of flight" begin 
only when the aircraft is lined up on the 
centerline beginning its take-off roll?

The argument, of course, is that 
since most GA aircraft begin charging 
for the airplane once the engine starts, 
most pilots have decided to log what 
they pay for.

But there is another group of pilots 
who say that warm-up and taxi time is 
not flight time.

Has the FAA explained the defini­
tion we find in FAR § 1.1?

Fred C. Smyth 
Via the Internet

Flight time is as defined in FAR § 
1.1. FAR § 1.1, states in part, 'Flight 
time means pilot time that commences 
when an aircraft moves under its own 
power for the purpose o f flight and 
ends when the aircraft comes to rest 
after landing; or... " The references are 
FAR §§ 1.1 and 61.51. A more com­
mon definition is "Block-to-Biock" time. 
So in essence, flight time means:

Start up: No.
Warm-up: No.
Taxi: Yes.
Further taxi to the runway, etc.: Yes.

The aircraft moves out onto the 
runway, and begins the takeoff roil: Yes. 
En Route: Yes.
Landing and roll out: Yes.
Taxi in to parking: Yes.
Engine Shut Down: No.

*  W hat's in a Name?

That was a really great photo on the back cover of our May/June issue. Only 
there was one problem. Yes, it is a Piper, but it's a Seminole, not a Seneca 

from multiple calls
Thanks to everyone who caught the error and called or e-mailed us. As you 

can see by the photos, there is a definite difference between the two airplanes, 
especially in the tail area.
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• Tell Me It  A in 't So

I am writing about the May/June 
2000 FAA Aviation News photo on 
page 20 with the caption "Golden 
Knights 8-way over Bermuda. (US 
Army Photo by Gary Walker)

The problem is my concern about 
the jumpers being the legal distance 
from clouds as required by FAR 
§105.29. The required distance i f
1,000 feet above— "maybe for a mo­
ment," 500 feet below—"maybe in a 
few moments," 2,000 feet horizontal— 
"unlikely,“ and may not pass into or

FAA AVIATION NEWS 
welcomes comments. We 
may edit letters fo r style 
and/or length. If we have 
more than one le tte r on 
the same topic, we will se­
lect one representative let­
ter to publish. Because of 
our publishing schedules, 
responses may not appear 
for several issues. We do 
not print anonymous let­
ters, but we do w ithhold 
names or send personal 
re p lies  upon re ques t. 
Readers are reminded that 
questions dealing with im­
mediate FAA operational 
issues should be referred 
to their local Flight Stan­
dards District Office or Air ; 
Traffic facility. Send letters 
to H. Dean Chamberlain, 
FORUM Editor, FAA AVIA­
TION NEWS, A F S -805 ,
800 Independence Ave.,
SW, W a sh ing ton , DC 
20591 , or FAX them  to  
(202) 2 6 7 -9 4 6 3 ; e -m ail 
address:

Dean.Chamberlain@faa.gov

V )

through a cloud— “probably."
I think a violation appears to be 

documented by the U.S. Army Photo. 
Then it is printed in FAA Aviation News 
in an article about FAA attorneys doing 
a tandem jump.

Tell me it ain't so!
FAR §105:11(c), sections 105.13 

through 15.'17 and 105.27 through 
105.37 of this subpart do not apply to 
a parachute' jump made by a member 
of an Armed Force:

(1) Unless this is not over the 
United States, or it is over or within a 
restricted area when that area is under 
the control of an Armed Force, or

(2) In military operations in uncon­
trolled airspace.

Is Bermuda in the United States?
There has to be some LEGAL ex­

planation, right? If there was a rea­
son this jump was legal, It might have 
been prudent to explain the reason in 
the article.

I am currently doing violations for 
civilian skydivers jumping through 
clouds, and I feel rather silly/stupid for 
trying to enforce the rules when some­
thing like this shows up in our FAA 
publication.

Chuck Cox 
Seattle FSDO

An FAA aviation safety inspector 
should never feel silly or stupid enforc­
ing FAA regulations.

The las t time we checked  
Bermuda was not part o f the United 
States. As you noted, FAR § 105,1, 
Applicability, states in part (a) “This 
part prescribes rules governing para­
chute jum ps made in the U nited  
States,..."

As you pointed out, this jump was 
made in Bermuda by military jumpers 
in accordance with applicable local 
regulations.

We want to thank you for reminding 
everyone of the U.S. parachute cloud

requirements and flight visibility re­
quirements contained in FAR §105.29, 
Flight visibility and clearance from 
clouds requirements.

As you noted, the requirements 
are three statute miles flight visibility 
and distance from clouds of 500 feet 
below, 1,000 feet above, and 2,000 
feet horizontal at both 1,200 feet or 
less above the surface regardless of 
the MSL altitude, and the same re­
quirements exist for more than 1,200 
feet above the surface, but less than
10,000 feet MSL. A t more than 
1,200 feet above the surface and at 
or above 10,000 feet MSL, the flight 
visibility becomes five statute miles, 
and the distance from clouds be ­
comes 1,000 feet above and below 
and one mile horizontal.

• No Hard Copies

teh am  a newcomer to aviation. I am 
to take my practical test in two days 
for my private pilot certificate. It is a 
relief that Congress has finally passed 
the legislation to free up the money 
that was supposed to be for the FAA. 
Still, it is stunning that the FAA, which 
Congress has charged with maintain­
ing public safety regarding aviation, 
has been intentionally underfunded bŷ  
diverting the funds elsewhere, and let 
relatively inexpensive safety items, like 
FAA Aviation News, lapse for lack of 
funds.

One of the instructors showed me 
a back issue, and I was convinced that 
every pilot should be reading it. I hope 
the new legislation lets you get back in 
business.

Ralph Swank
Tampa, FL
via the Internet

As you now know, funds were 
approved for the magazine. Thank 
you for your support o f the maga­
zine. I hope you are now a new pri­
vate pilot. I f  so, congratulations on 
your accomplishment.

FAA COMPLETES DEPLOYMENT 
OF NEW SURVEILLANCE RADAR

In a significant milestone in the 
modernization of the National Airspace 
System, the Federal Aviation Adminis­
tration (FAA) recently completed the 
final installation and acceptance of in­
novative air surveillance radar technol­
ogy that will enhance air safety through 
improved position information and 
weather detection.

Air Route Surveillance Radar 
(ARSR-4) replaces obsolete radar with 
all-solid-state, long-range, three-di­
mensional radar providing aircraft posi­
tion information to the FAA, Air Force, 
Navy, and Customs Service. The 
ARSR-4 also provides weather data to 
both the FAA and National Weather 
Service. The 12-year ARSR-4 pro­
gram was a joint FAA/Department of 
Defense (DOD) initiative.

Completion of this key phase of 
the air traffic control system is a sig­
nificant step in building the trans­
portation system of the 21st century, 
U.S. Transportation Secretary Rod­
ney E. Slater said.

The ARSR-4 program demon­
strates that innovative technology can 
make our aviation system both safer 
and more efficient.

The ARSR-4 provides several 
unique capabilities not found in other 
long-range radar. It can detect a one- 
square-meter object out to 250 nauti­
cal miles, a 50 nautical mile increase 
over previous long-range radar mod­
els. The square-meter target can even 
be detected through severe weather 
conditions including heavy ground and 
sea interference as well as large bird 
migrations. The superior target detec­
tion enhances the ability to identify 
hostile intruders and drug smugglers. 
It also improves weather detection by 
increasing weather processing from 
tw o .to  six levels. The improved 
weather information will increase con­
troller and pilot awareness of their op­
erating environments.

The program consists of 43 opera­
tional systems deployed around the 
periphery of the continental United

States as well as in Guam, Hawaii, and 
Guantanamo Bay, Cuba. The 44th 
system is used for support at the FAA 
Academy at the Mike Monroney Aero­
nautical Center in Oklahoma City. The 
program began with a contract award 
in 1988 to Northrop Grumman. The 
first system was commissioned in April 
1996 in Tamiami, Fla. Total program 
costs were $800 million, half of which 
was paid by DOD.

FAA LAUNCHES FIRST OCEANIC 
DATA LINK SERVICES 
OVER ATLANTIC

In a move that increases the safety 
and efficiency of oceanic air travel, the 
Federal Aviation Administration (FAA) 
has initiated use of electronic 
air/ground communication services for 
aircraft operating over the Atlantic 
Ocean. The same system has been 
operating for aircraft flying over Pacific 
Ocean airspace for more than a year.

. The FAA's New York Air Traffic 
Control Center began initial operations 
in March of the Multi-Sector Oceanic 
Data Link System, which provides a 
means for air traffic controllers to have 
two-way electronic communications 
with aircraft equipped with data link. 
This technology is designed to elimi­
nate the need for voice communication 
between data link-equipped aircraft 
and air traffic controllers, improving the 
reliability and 'timeliness of message 
delivery.

In conjunction with aircraft 
equipped with the Future Air Naviga­
tion System (FANS—an international 
standard for avionics that are compli­
ant with Oceanic Data Link), the 
Oceanic Data Link system provides a 
means to automatically check pending 
clearances for conflicts, while allowing 
the flight crews to automatically load 
flight clearances they have received 
into the aircraft's Flight Management 
System. The Oceanic Data Unk sys­
tem also provides the controllers with 
an integrated interface to the flight

data processor and addresses the ex­
isting high frequency communications 
problems with aircraft, such as fre­
quency congestion, transcription er­
rors, and lack of timeliness.

Oceanic controllers began using 
the system in limited operations at a 
single sector in March 2000. As con­
trollers become more familiar with 
Oceanic Data Link, operations will ex­
pand to include full system capabilities. 
Full operations are planned at all 
Caribbean sectors later this year. 
Once full operations in the Caribbean 
are in effect, operation of the system 
will transition to New York's North At­
lantic sectors.

Other North Atlantic air traffic ser­
vice providers are planning the initia­
tion of FANS-based data link trials later 
this year. New York's early lead in 
those efforts will be important in the re­
alization of the goal of a seamless data 
link operation in Atlantic airspace.

NEW FAR PART 61 
Q&A WEBSITE

«There is a new website for the 
FAR Part 61 questions and answers 
published on online. FAR Part 61 
questions submitted to FAA Head­
quarters and the answers provided 
are now listed at the following new lo­
cation. To access the site, please 
use the following directions: Access 
the Internet at http://afs600.faa.gov. 
You then need to  go to the area 
noted as [SEARCH] on the left side of 
the page and click on "AFS640." 
Next c lick  on sub ject noted as 
"Other." Next, click on the eaption 
area noted as "FAQ" to arrive at the 
question and answer documents.

FAA NAMES STEVEN WALLACE
DIRECTOR OF
ACCIDENT INVESTIGATION

The FAA has named 24-year FAA 
veteran Steven B. Wallace as director 
of the agency's Office of Accident In-

j i t n / i u m r  h o b
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vestigation. In his new position, Wal­
lace will oversee all FAA aircraft acci­
dent investigations and all activities re­
lated to the National Transportation 
Safety Board. The Office of Accident 
Investigation examines aviation acci­
dents and incidents to detect unsafe 
conditions and trends and to. coordi­
nate any necessary corrective actions.

From 1991 until recently, Wallace 
was the FAA's senior representative at 
the U.S. embassy ttRome. During the 
period 1984-91, Wallace was manager 
of the standards staff in the FAA's 
Transport Airplane Directorate in Seat­
tle. He began his FAA career $«1976 
as an attorney in the agency's Eastern 
Region counsel's office in New York, 
and in 1979 he moved to the North­
west Mountain counsel's office ia  
Seattle.

Wallace comes from an aviation 
family. His father flew as a Pan Ameri­
can Airways captain on the full line of 
Douglas aircraft from the DC-3 through 
the DC-8, and on the Boeing Stra- 
tocruiser. His mother was Pan Ameri­
can's irs t female celestial navigation 
instructor, a position she earned in 
1942. Wallace has been a licensed 
pilot since 1977. He currently holds a 
commercial pitot's license with multi- 
engine and instrument ratings.

EXECUTIVE JET 
MANAGEMENT'S SIXTH 
DIAMOND AWARD

Executive Jet Management(EJM), 
Inc., of Cincinnati, OH, has been pre­

sented w ith  the FAA's Diamond 
Award for training excellence for the 
sixth consecutive year.' The FAA's 
Aviation Maintenance le ch n ic ia n  
Awards Program provides incentives 
for companies involved full-time in the 
business of maintaining or repairing 
aircraft to participate actively in train­
ing their employees ' EJM received 
the employer Diamond Award for hav­
ing 2§-percent or more of its mainte­
nance technicians qualify for an indi­
vidual training award in 1999 and for 
the company's Grey Owl human fac­
tors safety training program.
’ The Grey Owl program enables 
EJM employees and supervisors to 
recognize co-workers attitudes and 
working relationships and how they af­
fect job performance. All EJM line 
mechanics have been through Grey 
Owl training at least once and 65 per­
cent have participated in the training 
program three times, according to 
Richard Williams, EJM's director of 
maintenance.

"What the FAA Diamond Award 
means is that EJM is putting through a 
great deal of effort and financial sup­
port to make sure that its people are 
trained properly," Williams said. "EJM 
has already qualified for the year 2000 
FAA Diamond Award which will be our 
seventh year in a row....To increase the 
incentive for management to fund 
training, the FAA recognizes employers 
like EJM who take a productive role in 
training its technical work force.'5

The requirements to receive the Di­
amond Award are more demanding 
than the requirements for any of the 
other four award phases in.lhe techni­
cian and employer awards available 
from the FAA, according to Williams.

"EJM has had 100 percent of its 
maintenance employees participate in 
training for six straight years," Williams 
said, "ft is difficult for a company as 
large as EJM to do this consistently 
because of the number of training 
awards necessary to hit the Diamond 
level." EJM is a leading national

provider of aircraft management ser­
vices and worldwide charter service, 
with its repair station employing 62 line 
mechanics and seven supervisory and 
support personnel.

INTERNATIONAL
AEROSPACE
HALL OF FAME ANNOUNCES 
2000  HONOREES

Each year the San Diego Aero­
space Museum's International Aero­
space Hall of Fame honors persons, 
living and deceased, who have made 
significant and lasting contributions to 
the advancement of aviation and the 
exploration of space. This year's hon- 
orees are:

* Katherine Stinson soloed in a 
Wright Model B aircraft in 1912 and 
became the fourth woman in The U .S. 
to qualify for a Federation Aeronau- 
tique Internationale pitot license. She 
was also a woman of many "firsts."

* Frederick Wallace Smith was a 
decorated Marine Corps pitot in Viet­
nam, who eventually lead a revolution 
tei national and international air freight 
operations—the result is known as 
Federal Express.

* Sir Richard Branson's various 
business successes include Virgin At­
lantic Airways, currently Britain's sec­
ond largest tong haul airline. He and 
Pers Linstrand were the first to fly the 
Atlantic in a hot air balloon in 1987 and 
the first to fly the Pacific in any type of 
balloon in 1991.

NEW WEATHER SERVICE 
WEBSITE AVAILABLE

The National Weather Service and 
FAA have established a new aviation 
website. The Aviation Digital Data Ser­
vice (ADDS) website is designed to 
provide pitots a fast and easy way to 
review aviation related weather data. 
The In te rne t address is**chttp:7/ 
adds.awc-kc.noaa.gov>

>>

Countdown to 2003
There is a commercial currently running on television which struck a chord with me— I don’t remem­

ber the product, but its opening sequence appealed to me. The picture is a grainy movie of one of the 
Wright Brothers’ earliest flights, and the voiceover narration says, “If we didn’t go here...” The next shot 
is of an astronaut’s bootprint in the dust of the Moon, and the narrator finishes with, “We wouldn’t have 
gone here.” I tuned out the remainder of the commercial to focus just on that concept. The dream of 
powered flight had eluded humankind for centuries until time and place and destiny—with a bit of his­
tory mixed in— all came together on a windy sand dune one December day in the early years of this 
century. Then, those same factors converged again in the final third of this century when humans 
walked on another world. Amazing. And did the Wright Brothers ever consider that barely 100 years 
after their fragile aircraft flew that we would be poised on a threshold to live in space or to walk on the 
surface of Mars? Because they were visionaries, I’d like to think so.

Consider that 97 years is a nanosecond or less in the march of time, and we have gone from wood 
and cloth aircraft to composite material aircraft that are lighter and stronger than Orville and Wilbur could 
have imagined. We have gone from low-level flight over sand dunes to regularly soaring into space on 
powerful rocket engines. We have gone from gasoline powered engines to ion engines for spacecraft, 
once only the stuff of science fiction. All this in less than a century. Those of us born in the last half of 
the century take this for granted and are a bit blasé sometimes about it. That makes me think of my 
grandmother, who, if she had lived, would turn 100 just 11 days after the 100th anniversary of the 
Wrights’ flight and who watched television pictures of Neil Armstrong and Buzz Aldrin and marveled at it 
all. I think as well of my goddaughters, born after 1969, for whom all this is merely history.

As a fan of speculative fiction, the thought naturally followed, what if the Wright Brothers had failed, 
or all the others who were trying at the same time had failed? Where would we be now? Because hu­
mans are innovative creatures, I know it would have happened eventually, but would we have walked on 
the Moon in 1969? Would we have had people live months at a time in space? Again, eventually, but 
where would we have ended up on the technology scale of evolution?

This is indicative of what aviation has meant not just to those of us who are aviators but society as a 
whole. When I teach private pitot ground school, I try to tie in the concept of innovation in aviation and 
how the creative, human spirit wasn’t satisfied with a fabric-covered aircraft that flew for less than a 
minute, that all the variety we have now in commercial aircraft and kit aircraft is just an extension of an 
idea that first bloomed in the minds of our earliest ancestors who watched birds and envied them.

In the coming years until 2003 probably millions of words will be written about that one seminal event 
of this century (‘cause, remember, the new one doesn’t really start until NEXT year), and most of them 
will do far better justice to the time and the event and the people who made it happen than mine do. 
There will be many celebrations and commemorations and speeches, ad infinitum, but just remember 
probably the highest tribute we can pay the efforts of hundreds of striving minds which culminated on 
December 17,1903, is to continue to take to the sky in our aircraft and remember how we got there.

Til next time,..
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