
U.S. Department 
of Transportation
Federal Aviation 

Jta|£j|*&lration

b™

m mmm

WorkdL
A l i m i c i  1A ugust 1982  
V olum e 12 N u m b er 8

Birds 1, Aircraft 0

|̂r*Tr-
/  4



Research  H ighlights

This Cessna 210 , confiscated by 
U .S . Customs agents during a Florida 
drug raid, is being unloaded at the 
FAA Technical Center by (1-r) Robert 
Brooks, W illiam  “Jo e ” Flaig, James 
Demaree, Gerald Slusher and Joseph 
W right.

Beginning this month, the aircraft 
will be used to test the dissipation 
rate and toxicity levels of extin­
guishing agents from hand-held fire 
extinguishers when used in general 
aviation aircraft under simulated in­
flight cockpit ventilation conditions. 
Halon 1211, Halon 1301, dry chemi-

Front cover: In w hat probably was the 
first bird-strike fatality, Calbraith Perry  
Rodgers crashed into the su rf at Long  
B each, Calif., in 1912. Read about 
Rodgers transcontinental flight on page 
12 and w hat FAA  is doing about bird  
strikes today on page 15.

Smithsonian Institution  photo

cal agents and carbon dioxide will be 
tested.

The plane’s fuselage has been 
placed in a 20-foot bell-shaped exten­
sion to the center’s Air Flow Induc­
tion Facility in the Aero Research and 
Development Area. The extension has 
a velocity capacity o f 100 knots to 
simulate the relative wind of a light 
plane in flight.

The test results o f this joint effort 
by the center, the Central Region and 
the headquarters offices of Aviation 
Safety and Airworthiness will be used 
to establish regulatory criteria or advi­
sory circular data on the hand-held 
extinguishers.

Back cover: A big bird and its chick? It 
would seem  that a Boeing 747 at A nchor­
age International A irport hatched the  
Globe Swift ow ned by Spencer Hill, An­
chorage FSS. Photo by Spencer H ill

“FA A ’s mission is to promote the safe an d  
efficien t use o f the nation's airspace, fa c il­
ities an d the vehicles that travel the a ir ­
ways. To achieve this objective, we should 
control but not constrain av iation ; we 
should regulate but not interfere w ith free  
enterprise or competitive purpose; an d we 
should recognize that most a ir  travelers do 
so by means o f scheduled a ir  carriers. We 
have a  responsibility to consider their p r i­
ority but not to the extent that it  excludes 
the single in dividual from  enjoying man’s 
greatest achievem ent— solo flig h t. Above 
a ll, we must remember that the airspace 
belongs to the users an d  not the F A A .”

— J .  Lynn Helms

World

US Department 
of Transportation 
Federal Aviation 
Administration

August 1982 
V olum e 12 N um ber 8

Secretary o f Transportation  
Andrew L. Lewis, J r .

FA A  Adm inistor 
J .  Lynn Helms

A cting A ssistant A dm inistrator—  
Public Affairs 
Dennis S. Feldman

Chief— Public & Employee 
Com m unications Div.
John G. Leyden

Editor
Leonard Samuels

A rt D irector  
Eleanor M. Maginnis

4__ §
FA A , Its People & the Pu blic  
In his first interview for FAA 
W O RLD , Administrator Helms states 
his views on agency management, em­
ployees now and in the future, unions 
arid tomorrow’s automated systems.

12______________
T h e  F irst T ran scon tin en ta l F ligh t 
It was a time in aviation when pilots 
needed raw courage to fly. Some also 
had the skill to survive, but their air­
craft were not equal to sustained 
flight. S till, 1911 saw the first ocean- 
to-ocean flights crash through.

is__
B ird s and Planes D on ’t M ix 
Even the first transcontinental pilot 
discovered the truth o f that state­
ment, much to his sorrow. FAA is 
still working on ways to discourage 
birds from frequenting the nation’s 
airports and FAA equipment.
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FAA, Its People & the Public
The Administrator’s First Interview for FAA WORLD

Q W h at is the m ajor difference 
betw een ru nning a private co r­

poration, as you did for many 
years, and ru nning a governm ent 
agency?

A First, let me establish that in my 
mind there are far more similari­

ties than differences. FAA basically is 
a service organization, like a service 
business in industry. As part of that, 
you have administrative, personnel, 
job description, operational schedule, 
budget control and other procedures 
and policies . . . even legal review. 
These are all aspects o f  a private busi- 

u  ness. So there are 
|| far more similari- 
I  ties than differ-
■  ences. The most 
I  pronounced differ- 
1  ence, to me, is ■
B  that a business has 
f l a board of directors
■  who have common 
B objectives, an 
S  agreement on ways 
B  to achieve compa­

ny objectives. A 
government agen­
cy has a board of 
directors o f over 
500 people— that 
is, the Congress.

And most place their personal desires 
ahead of the common objectives of the 
government agency. That doesn’t say 
they’re not trying to respond to their 
constituents, but it ’s a matter o f fact, 
a matter o f record, that the desires of 
the agency are often subjugated to 
those individual desires.

QD o you th in k  good m anage­
m ent really is possib le in  gov­

ern m en t, given the fiscal co n ­
straints, p o litical pressures and 
o ther factors that in h ib it the Fed ­
eral executive?

A I assure you, the executive in
business has just as many financial 

constraints, labor constraints, public 
pressures and other elements as does 
the government executive. The differ­
ence is that he has a greater degree of 
latitude and is given more freedom 
and authority to do something about 
them. So I don’t see that the govern­
ment executive cannot perform his 
functions; however, there’s no ques­
tion, he’s constrained more.

Q Y o u ’re probably  tired o f  hear­
ing this qu estion , bu t is there 

any ch an ce th at the fired co n tro l­
lers w ill be given th eir jo b s back?

A I cannot envision any way in 
which those people who violated 

the law will be brought back into the 
FAA. I recognized early on that that 
the speed with which we had to ter­
minate 11 ,400  people may have re­
sulted in some mistakes. Therefore, I 
directed last November that a review 
be made. Where we find errors, we 
will bring the people back, and some 
already have returned. But basically, 
the only people that I can see coming 
back are those about which the FAA 
made some kind o f mistake. W e’re 
going to respond to their rights the 
same as we do to the taxpayers’ rights, 
not letting people break the law.
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“Our employees have done an outstanding 
job since last August. . . .  No group did it 

alone. . . .  W e fulfilled our oath. 1

QW h at is th e tim etable now  for 
gettin g  the A T C  system  back  to 

norm al?

A W e’re operating now at about 83 
percent of capacity, and we define 

capacity as the July  1981 Airline 
Guide operating level, together with 
the attendant percentage that existed 
then for general aviation and Depart­
ment of Defense aircraft. W e expect 
to be back to about 90  percent by the 
end of September and 100 percent by 
the end of April of next year— but 
with some flow control. W e will 
slowly release flow control until about 
December 1983, at which time I 
would expect we would be on a na­
tional level of 100 percent of July  
1981 capacity without flow control. 
Incidentally, there probably will be 
one or two centers that will hot be 
back at that level even then, because 
we can’t bring everybody back at one 
time. W e will release centers one-by- 
one as we have the capacity.
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Q D o you agree w ith the basic 
conclusions o f  the Jo n es report 

on the rather sad state o f  
management/employee relation­
ships in  FAA?

A Both Secretary Lewis and I voiced 
our concerns in April of last year 

about employee/management relations 
in FAA and began working on the 
problem at that early date. I think we 
have to put the Jones study in per­
spective, in two areas specifically. 
One, the task assigned to the study 
team was specifically directed towards 
air traffic. I am more concerned about 
the total FAA. And second, I have re­
searched the files and found that there 
have been 17 different studies of 
FAA, of which nine related to 
employee/management relations. One 
can draw a number of conclusions 
from this fact, and I ’m sure some of 
our employees have. For example, “It 
doesn’t  do any good that we had an­
other study because nobody’s going to 
do anything about it, anyway.” For 
those who have reached this and simi­
lar conclusions, I can only state em­
phatically, this time we are going to 
do something about it! I absolutely 
and firmly intend to initiate a major 
program on employee/management re­
lations. Incidentally, our program 
will not respond solely to the Jones

Committee report. Rather, it will re­
spond to all of these reports, because 
the problem I wish to address is the 
total FAA, not any single segment of 
the FAA.

participation. W e are moving in that 
direction, and there’s no question in 
my mind but this is going to happen.

QDo you think our problems are 
all management’s fault or do 

employees and unions also share 
the blame?

Q Looking ahead, w hat are the 
key things the agency m ust do 

to  tu rn  this situation  around?

A Oversimplified, our problem— if 
you wish to use that word—

A N o, I do not think it is all man­
agement’s fault. And I do not 

think it’s all em­
ployees? and, 
frankly, I do not 
think it’s all un­
ions’. I t ’s a com­
posite o f many ele­
ments, and I ’m 
really not that con­
cerned about iden­
tifying where the 
fault lies. After 
all, those were de­
cisions that were 
made in the past, 
and I can make no 
decisions today 
that changes the 
past. I ’m more 
concerned about 
where we’re going 
in the future. I 
want to identify 
practical means to 
improve the work 
environment, and 
these means must 
include employee

comes down to two items. These two 
items are communication and educa­
tion. W e do not have adequate com-
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munications both to and from our em­
ployees throughout the entire 
organization. And secondly, we do 
not have satisfactory education of our 
employees in terms of their knowing 
what their job is, knowing what the 
agency does and knowing the con­
straints that are imposed on the agen­
cy by the Congress— all aspects of it. 
Our program, then, will be directed 
toward those two items— specifically, 
to improve communications both at 
the very local level and all the way up 
to the Administrator and to institute 
a widespread program of education. 
And incidentally, when I say educa­
tion, I ’m not referring solely to for­
mal degrees or collegiate training. 
That, obviously, is an integral part, a 
very key part, o f raising the educa­
tional level. But I ’m talking about 
educating our employees as to what 
our function is, what we do and what 
the relationships are of the various 
segments o f the agency.

Q A part from  such  a program , 
have you seen any turnaround 

in  the effectiveness o f  the 
w orkforce since last year?

A Most certainly. Our employees 
have done an outstanding job 

since last August. I didn’t say just 
“Air Traffic.” I said “our employees.” 
This includes a ll elements? techni­

cians, stock clerks, controllers, 
purchasing agents, flight service spe­
cialists, secretaries— all of the skills 
that make up the FAA. No group did 
it alone. W e all have done it together. 
W e fulfilled our oath and brought a 
vestige of new recognition and respect 
for the expression: “I work for the 
FA A .” The American public now 
knows us. Our future actions will es­
tablish whether they truly accept us.

Q G iven our exp erience w ith 
PA TC O , do you th in k  labor 

unions in  FA A  can serve a useful 
purpose?

A I have no reason to believe that a 
union is detrimental or necessarily 

detracts from the capability of em­
ployees to perform their function. I ’ve 
worked with them for 30 or 35 years. 
In the case of PATCO, I don’t think

any of us should use that as a criteri­
on. Rather, the history of the labor 
union movement in the United States 
has been, overall, one of contributing 
to the national culture and has made 
contributions to the American public. 
Had it not been for labor unions back 
in the industrial revolution of the 
1880s, who can say what the individ­
ual worker would be today? So there’s 
no question but that they have con­
tributed to our overall economy and 
our lifestyle.

I have some leanings, or some indi­
cations, however, that the union 
movement, as such, may be a prisoner 
of its own success: Federal laws today 
provide so many of the fundamental 
benefits that the original labor union 
movement was supporting that the 
majority of American workers have 
the items without union membership. 
And this may be a problem that they 
face. But we have no objections to un­
ions in the FAA. I f  that’s what our 
employees elect to undertake, we will 
not oppose it.

QT h e  N ational A ir Space System  
plan envisions an expanded 

role for com puters in A TC 
decision-m aking. Is  this w ise or 
safe?

A W ell, there’s certainly no ques­
tion that it ’s safe. The greatest
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problejfcin operational air traffic con­
trol that we have today is that voice 
communications over a radio net in­
duce the majority of our errors. So 
data link is a better way to go.

Secondly, human judgment, or fi­
nal decision, must transcend the oper­
ation of any computer. But human 
judgment cannot make the very, very 
high-speed calculations that a com­
puter can. So what we’re talking 
about is the proper balance between 
the two. Even when we achieve the 
fully automated operational level that 
we’ve identified, we’ll still have 
Controllers— about 9 ,5 0 0  of them is 
our best estimate at this point in \ 
time.

Put another way , i f  we do not go 
into an expanded role for computers 
and automation, we as an agency will 
not properly serve the American pub­
lic. I f  we don’t serve them, they don’t 
need us. W e must recognize it is their 
airspace, not ours. W e’re merely paid 
to help them use it safely. The only 
way we can do that is with greater au­
tomation. Because there’s no question 
in my mind, aviation in the future is 
going to continue to grow.

Q W o n ’t such advanced autom a­
tion  features m ake th e co n tro l­

le r ’s jo b  less im portant?

A N o, I see it as the exact reverse.
In fact, it will make his job more 

important. He will become, i f  you 
will, more of an executive agent, 
overseeing what the computer is 
doing in the way o f predicting flight 
paths, potential conflict alerts, de­
scent points—^those types of items. In 
no way do I see this reducing the con­
troller’s importance. He or she will be 
limited by only one thing— mental 
attitude.

Rather, automation will relieve the 
controller o f the drudgery of having 
to constantly make calculations and 
decisions. And he will be in a position

to watch the displays, watch the deci­
sions that are being made by the com­
puter and confirm them. O f course, 
the controller will always, under every 
single condition, have the authority 
and the capability to override the 
computer’s decisions whenever he 
deems it desirable.

Q T h e  N A S Plan also talks about 
the consolidation  o f  facilities 

and the red u ction  in the to tal 
w orkforce. H ow  w ill this affect 
em ployees?

A At the agency level— that is, in 
total employment—-it will have 

no impact. As automation comes on 
stream, it will cover such a long peri­
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od o f time that the retirement rate 
will again exceed what we need in the 
way o f employees . W e will be 
continuing to hire employees in all 
disciplines throughout the entire time 
period.

As regards consolidation of facili­
ties, no firm decisions have been made 
as yet. I have a major study underway 
now that examines this throughout 
the agency at all levels— centers, re­
gional offices, sectors, the entire spec­
trum of our facility locations. Some 
employees may be required to move, 
but I see no one losing his or her job 
if  willing to move. W e don’t have any 
choice, however. The American tax­
payer said it clearly: “Reduce the cost 
o f government, increase productivity 
and get rid of burdensome and oner­
ous regulations.” FAA simply does 
not need all the facilities wé have to­
day. And this, o f course, is because 
communications technology has ad­
vanced so rapidly since the late ’50s 
and early ’60s, when the present sys­
tem was laid out. W e no longer need 
all those facilities.

For those employees who have a 
mental lock or block that leads them 
to think they “own” their jobs, I 
strongly urge them to talk with auto 
workers, coal miners, carpenters, 
stock analysts, production control 
supervisors-—the Jtit is endless. Sim ­
ply put, they have just been given a 
“welcome aboard” by the other 100 
million American workers who work 
and can lose their jobs. Incidentally^ ’ 
by percentage, the most transient job 
in the U .S . is probably a company 
president!

QW h at do you see as the m ost 
fundam ental qu estion  th at fo­

cuses on FA A  employees?

A This is a difficult one to answer, 
because there are various possibil­

ities, and each employee has his own 
perspective. Probably I should put it 
this way. The most fundamental ques­
tion any employee has is job security, 
coupled with a pleasant work environ­
ment and a job description that allows 
him to derive some enjoyment from 
his work. To the extent, then, that 
we can provide secure employment, 
make it a good working environment 
and put employees in the jobs where 
they can find some personal satisfac­
tion, I would think that that tran­
scends most any other item which any 
employee has. Certainly, that’s been 
my feeling all my life, and I don’t 
think I ’m that different from other 
human beings.

QOne final question . W h at is 
your n um ber one safety 

priority?

A I don’t know that I  could estab­
lish a number-one safety priority,

other than the safe and efficient use of 
the nation’s airspace. I am concerned 
that general aviation has not had the 
reduction in accident rates that sched­
uled air carriers and even the regional 
carriers and commuter carriers are 
now starting to record. So I do intend 
to put more emphasis on the general- 
aviation safety program. The number- 
one safety priority that I have, over­
all, is to make sure that the FAA 
fulfills its function in providing trans­
portation to the traveling public with 
the sense of confidence that it ’s going 
to be safe and, as near as possible, 
they’re going to arrive on time. ■
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By Samuel Milner 
A member of FAA’s his­
torical staff, he is the 
originator of the fiAA  
Publications G uide., As a 
tJ.$ . Army historian, he 
authored Victory in 
Papua.

The First Transcontinental Flight
Safety Took a Back Seat When Achieving Was All

Calbraith Perry Rodgers died on 
April 3, 1912, in what probably was 
the first bird-strike fatality in the his­
tory o f aviation. (See story on page 
15;) It was a pity, since he died in his 
early 30s at a time when, had he 
lived, he might well have filled the 
niche between the W right Brothers 
and Glenn Curtiss at the dawn of avi­
ation and Lindbergh and W iley Post 
at its maturation as one o f aviation’s 
all-time greats.

As it is, Rodgers’ place in history is 
secured by his having made the first 
transcontinental flight and’doing it at 
a time when, considering the risks, no 
one in his right mind should have at­
tempted such a venture.

It was less than seven years after the 
W right Brothers’ epic flights when 
W illiam  Randolph Hearst offered a 
$ 5 0 ,0 0 0  prize to the first person to 
fly coast to coast within 30 days of 
starting and who did so within a year 
of the offer. The job had to be done 
by October 10, 19 l'C

Hearst was widely praised for his 
sponsorship but not by the country’s 
aircraft manufacturers. Orville 
W right, for one, was strongly op­
posed to the race, holding it to be ill- 
advised and dangerous in the light of 
existing aircraft capabilities. Re­
lenting, he finally said to Rodgers, 
whom he knew well, “I f  a man has 
been born who can do it, you are the 
one, but the machine hasn’t been 
made that can do i t .” No one killed 
himself in the ensuing competition, 
but it wasn’t for want of trying.

W right knew whereof he spoke. 
The state of the art had not much im­
proved since K itty  Hawk. The 1910 
airplanes were still clumsy, hard to

control, too low-powered and unreli­
able. A short hop, perhaps. For the 
long haul, a resounding “n o.”

Besides, there were no navigation 
•aids o f any sort, no maintenance 
shops, no ramp-side gasoline sup­
plies— in fact, no ramps . . . there 
weren’t any airfields. The pilot had to 
rely on his somewhat limited experi­
ence in pilotage and follow railroad 
tracks, which also carried his support 
facilities on railroad cars.

For such a dangerous and expensive 
race,, there were bût three entries: 
Robert G . Fowler from California, 
James J .  Ward from Illionis and 
Calbraith Perry Rodgers from Mary­
land.

Fowler, a noted racing driver and 
the owner of a San Francisco car 
dealership, didn’t even know how to 
fly when he entered the competition. 
He bought a new W right B Flyer, 
named it thé Cole Flyer after his 
backer— J . J .  Cole, an Indianapolis 
racing car manufacturer— and soloed 
in  it after 90 minutes o f instruction.

Ward was a former jockey and an 
up-from-the-ranks mechanic who had 
made a number of flights and whom 
the Curtiss organization had used for 
exhibition flights. Insufficient finan­
cial backing prevented him from ob­
taining the ground support needed.

Rodgers at 32 was the oldest of the 
three and stood 6'4". He had been a 
famous college football player and 
then a motorcycle and car racing driv­

er. The scion o f an old-line aristocrat­
ic family, he numbered among his 
forebears Commodore Oliver Hazard 
Perry, the hero of Lake Erie (“W e 
have met the enemy, and they are 
ours”); Commodore John Rodgers, 
who dictated peace terms to the Bar­
bary pirates; and Commodore M at­
thew Calbraith Perry , who opened Ja ­
pan to the western world. His father

Serious Bob Fow ler used a W righ t Model 
B Flyer in his transcontinen tal flight, 
w hich took him  five m onths to com plete.

had been an Indian fighter on the 
Mexico-Arizona border, and he him­
self had sought a naval career but was 
rejected because of a hearing defect.

Rodgers bought a W right B  Flyer, 
soloed in it almost immediately and 
went into exhibition flying. In Au­
gust of 1911, with only a few hours of 
flying tim e, he entered the nationally 
important aviation meet at Grant 
Park in Chicago. In addition to estab­
lishing an endurance record of three

12

hours and 42 minutes, he took most 
o f the other prizes as well. W ith  that 
prize money, he entered the Hearst 
competition and attracted the spon­
sorship of meat packer J .  Ogden Ar­
mour. Diversified into other busi­
nesses, Armour was planning to 
market a carbonated grape juice drink 
called Vin Fiz, which he hoped would 
overtake Coca-Cola as the nation’s 
leading soft drink. Rodgers flight ap­
peared to be a good advertising vehi­
cle, and a deal was struck.

Rodgers believed that with an im­
proved and somewhat faster version of 
the Model B , called the E -X  Flyer, he 
would be able to fly a steady 200 
miles a day between major stops. Ar­
mour allocated $ 1 0 0 ,0 0 0  to cover ad­
vertising, the flight’s expenses and 
Rodgers’ pay. An E -X  Flyer was pur­
chased and “Vin Fiz” was painted on 
its wings. In addition to dropping 
leaflets en route, Rodgers was to coor­
dinate his flight activities with an ad-

Cal R odgers in typical a ttire— leather vest 
and boots over a business suit and cigar 
clam ped in his m outh— poses w ith the 
Vin Fiz, the W righ t E -X  Flyer.

vertising staff carried on a four-car 
train that provided his ground 
support.

Putting together such an ambitious 
entourage took tim e, and the result 
was that Fowler and Ward took off a 
week earlier— on September 12 and 
13, respectively.

Ward, an excellent pilot, ran into 
trouble immediately. After leaving 
Governor’s Island, New York, he lost 
his way and landed in Paterson, N .J . 
Then, engine trouble forced him 
down at Callicoon, N .Y ., a village in 
the Catskill Mountains, at Oswego, 
N .Y . , at Corning, N .Y . , and a short 
distance away at Addison, N . Y ., 
requiring repairs and two new en­
gines. The end came on September 22 
when Ward crashed on takeoff, again 
because o f engine trouble. W ith  the 
plane a wreck, he withdrew from the 
race.

Fowler took off from San Francisco , 
refueled in Sacramento and flew to the 
foothills of the Sierra Nevada Moun­
tains. In two weeks, he made four at­
tempts to cross the 7,000-foot-high

range, suffering snapped control ca­
bles, a malfunctioning engine and an 
overheated radiator. He smashed the 
plane and suffered severe injuries. 
G etting the message, he shipped the 
plane to Los Angeles and started all 
over again via the southern, less- 
mountainous route. By then, the 
deadline had come and gone. He de­
cided to continue anyway, heading for 
Florida.

On September 18, with his support 
train in New Jersey, Rodgers took off 
from Sheepshead Bay in Brooklyn, 
N .Y ., showered Coney Island with 
Vin Fiz leaflets and became the first 
person to fly over Manhattan Island, 
with a million New Yorkers looking 
on.

Heading for Ohio, he flew to Mid­
dletown, N .Y . , in the Catskills, fol­
lowing the railroad tracks. On takeoff 
there, he crashed into a tree, slightly 
injuring himself. The plane was al-



most completely demolished, and it 
was a week before he could take off 
again. This was the first of 16 major 
crashes on his flight, which included 
69 stops, of which at least some were 
legitimate landings. Rodgers finally 
reached Chicago on O ct, 4 , 1911» 21 
days after leaving Brooklyn and far 
too close to the deadline to have any 
hope o f winning the Hearst prize, 
which went to no one.

He pushed on. In Missouri and 
Texas he put on exhibitions and drew 
large crowds. Engine troubles contin­
ued to plague him and cause one crash 
after another.

In Tucson, A riz., Rodgers’ path 
crossed that o f Fowler on November 
1, who ultimately made it to Jackson­
ville, F la., on Feb. 8 , 1912.

In California, at 4 ,0 0 0  feet over the 
Salton Sea, one of the engine’s cylin­
ders exploded, spattering him with 
oil and driving steel splinters into one 
arm. He shut down the engine and 
glided to a landing. W hile his arm 
began to mend, his mechanics put to­
gether a composite engine in the next 
two days, and he took to the air 
again. Despite spark plug trouble, a 
leaking radiator and a broken gas 
line, Rodgers reached Pasadena on 
November 5, where he was greeted by 
a crowd of 10 ,000 .

Pasadena was the end of the line as 
far as J .  Ogden Armour was con­
cerned. The support train was turned 
back and the accounts with Rodgers

settled. Because of the heavy cost of 
repairs to the plane which he had to 
pay himself, Rodgers got very little 
money , and the overall promotion 
cost Armour almost double the 
$ 1 0 0 ,0 0 0  he had budgeted. Vin Fiz 
hadn’t overtaken Coca-Cola, although 
it sold well for a number o f years.

But Rodgers had promised himself 
an ocean-to-ocean flight, and on No- 
verriber 12 took off for Long Beach. 
Over Compton, however, a control ca­
ble snapped, causing the plane to nose 
dive into the ground. Rodgers had 
walked away from innumerable 
crashes before, but not this time. He 
suffered a concussion, broke both 
legs, cracked several ribs and was se­
verely burned by gasoline.

Giving himself a month to recover, 
he tied his crutches to the once-again- 
rebuilt Vin Fiz and flew to the beach 
at Long Beach, triumphantly rolling 
the plane’s wheels Into the surf.

In his patched up Vin Fiz— little 
remained of the original other than 
the rudder and the oil pan— Rodgers 
had flown 4 ,3 2 0  miles in an elapsed 
time of 84  days. His airborne time in 
the 49  days that he actually flew to­
taled 3 days, 10 hours and 4  minutes. 
His fastest time was 87 miles in 61 
minutes.

Jim m ie W ard  used a Curtiss pusher in his 
attem pt. U nderfinanced, he couldn’t ab­
sorb the costs o f  repair for repeated en­
gine failures and crashes.

As it is with all who probe the 
frontiers of technology, the ordeal and 
achievement gave Rodgers an insight 
into improving the aircraft of his day. 
W hat was needed, he told a reporter 
shortly after the flight, were lighter, 
more powerful and more efficient en­
gines o f larger bore and longer piston 
stroke; better landing gear; stronger, 
more dependable connecting and con­
trol cables; the development o f gaso­
lines specially adapted to aircraft en­
gines; and a better method of 
controlling the plane by combining 
the two control levers into one to 
leave the pilot a free hand.

If  these were ideas that Rodgers, 
who had a strong mechanical bent, 
might have been expected to work on, 
he never got the chance. Five months 
later on April 3, 1912, he was killed 
during an exhibition flight over Long 
Beach when a seagull became entan­
gled in the steering mechanism, 
causing his plane to nose dive into the 
sea.

His death three score and 10 years 
ago left a gap in the aviation leader­
ship o f  the day. His accomplishment, 
ho we vet, helped build a foundation 
for the aviation industry to come. ■

By Theodore  
Maher
The editor of Intercom 
and a frequent contribu­
tor to FAA WORLD, he 
is a former editor of Our 
Navy and associate edi­
tor of the Navy Times.

Birds and Planes Don’t Mix
FAA Works To Discourage Their Flocking Together

Birds and airplanes have never 
come up with a written agreement on 
who owns the airspace. As far as we 
know, birds don’t even have an under­
standing of the Federal Air Regula­
tions. But they should.

About four times every day, birds 
and aircraft collide near some airport. 
Usually— but not always-—the bird 
loses. In most instances, the bird is 
demolished. Sometimes, after being 
swallowed by a jet engine, the bird all 
but disappears. It takes a feather ex­
pert to determine if, indeed, there 
was a bird there at all.

However, aircraft suffer too. Bird 
strikes aren’t a laughing matter, for a 
four-pound bird striking an airplane 
moving at 600  miles an hour exerts a  
force o f 3 6  tons.

Although bird strikes do not usual­
ly cause planes to crash, they do at 
times. Moreover, they cause an esti­
mated $20 million in damages to air­
craft annually.

Because o f this, FAA is getting 
into the bird business. . . . in a re­
verse wildlife management sort of 
way. FAA’s “birdman” is Mike Har­
rison, who explained that FAA and 
the Department of Interior’s Fish and 
W ildlife Service are working together 
on research projects that may help to 
reduce bird strikes. The projects 
outlined in an agreement between the 
two agencies range from the study of 
bird-strike hazards at airports, 
including the development o f proto­
type risk maps, to surveys o f earth­
worms that emerge on rain-soaked 
runways at certain airports.:All in all, 
Harrison and the Fish and W ildlife

Service biologists are using their 
knowledge o f wildlife management to 
keep birds and airplanes separated, es­
pecially around airports, where they 
are introducing a limited feathered 
flow-control concept.

Harrison is the agency’s only wild­
life biologist. W hile he works in the 
Office of Airport Standards at W ash­
ington headquarters, he has an overall 
view of the bird problem.

Based on bird-strike-incident re­
ports, bird hazards exist primarily 
near airports, mainly because over 60 
percent of all bird strikes occur below 
500 feet above the ground. There are 
situations where bird strikes occur 
enroute, especially during the spring 
and fall bird migrations, when colli­
sions with ducks and geese are com­

U nited Airlines Capt. Pete W illiam s looks 
at bird strike dam age to his D C -8, which  
occurred  on final at Boise A irport on May 
4 , 1976. He landed safely.

Photo by David R . Frazier

monly reported up to 6 ,0 0 0  feet.
Harrison pointed out that a general 

aviation pilot planning a flight at 
night during migratory seasons 
should fly as high as possible to avoid 
birds crashing through the aircraft 
windshield. He also added that there 
is no safe airspace. A bird strike 
occurred over Egypt at 3 7 ,0 0 0  feet.

On the other hand, R ick Macha, 
who works in the Dallas/Fort W orth 
(Tex.) Tower with the Airways Facili-



Gulls congregate on a Langley A FB , V a ., 
taxiw ay to feed on w orm s that craw l up  
on the concrete after a rainstorm .

Photo by M. Harrison

ties Sector, doesn’t know much about 
the overall picture, but he does know 
about pigeons. In fact, he knows more 
than he really wants to know about 
the pigeons that perch on microwave 
relay antennas and mess up the scene 
around the tower. Macha, who is a li­
censed pest control operator, is using 
his knowledge to rid the tower of 
perching pigeons because bird drop­
pings can cause health and safety 
problems.

Charlie Nathman, also of the Dal- 
las-Fort W orth Sector, reports another 
and rather unique problem with 
birds. Various avian species, particu­
larly woodpeckers, are pecking holes 
in Urethane foam roofs of FAA build­
ings. The birds apparently were after 
the bugs and worms that crawled up 
on the roofs. The problem is that after 
the birds devour the bugs, they keep 
right on pecking right through the 
roof.

The technicians at first tried to 
scare the birds away with plastic owls 
that, like scarecrows, guarded the 
roofs. However, when the owls didn’t 
move for an extended period, the 
birds got wise and returned for a feast 
of bugs and worms and roof.

The technicians have now decorated

Lt. Fred W ilson exam ines the shattered  
w indscreen o f an F —4 Phantom  that 
struck  a snow goose at 550 m ph this 
spring near Boise, Idaho. The im pact dis­
abled the pilot, and Lt. W ilson, who is 
not a rated  pilot, had to land the plane.

Photo by ©avid R . Frazref

the roofs with rubber snakes, which So 
far have kept the nuisance birds away. 
But who knows if  the birds are going 
to wise up again. Maybe they won’t; 
after all, snakes aren’t supposed to 
move very much.

Dick Cullerton, chief of the Engi­
neering and Maintenance Division at 
FAA’s Dulles International Airport 
near W ashington, D .C . , on the other 
hand, is not concerned with 
woodpeckers but with seagulls, al­
though the nearest saltwater is 50 
miles away.

He and his technicians are assisting 
the Fish and W ildlife Service in 
devising techniques to keep gulls, 
ducks and geese away from the run­
ways. Several methods are being test­
ed. A balloon with a hawk-like kite 
hanging from it has been tethered 
above one of the ponds most favored 
by birds. Fish and W ildlife Service 
biologist Les Terry has booby-trapped 
one of the ponds by stretching lengths 
of wire just above the surface of the 
water. This makes it rough for the 
birds during the last moments of their 
approach for a landing and discour­
ages their return.

In the New York City area, birds 
are being banded and dyed with a 
harmless pink dye so that they can be 
tracked as they travel between feeding 
and roosting areas in the vicinity of 
Newark (N .J .) , LaGuardia and John 
F. Kennedy airports in New York 
City, all of which verge on water—  
Newark on brackish marshes, 
LaGuardia on Flushing Bay and JF K  
on Jamaica Bay.

As the birds are recaptured, valua­
ble data will be gathered on their

itineraries and habits. Speaking of 
these programs and still others being 
tried, Harrison said, “The vast major­
ity of our bird-control activities are 
non-lethal. Many^-such as the live 
trapping and release programs— use 
highly specialized techniques to pro­
tect the birds. FAA does not want to 
get rid o f the birds. The agency just 
wants to separate the birds from the 
airports for the mutual benefit of 
both .”

Feeling Fit
Edited by H enry J . Christiansen

Item: Fatigue is a hidden factor in 
accidents.

F atigu e: P hysical or m ental weariness 
or exhaustion resulting from  exertion; that 
detrim ental alteration  or decrease in 
sk illed  perform ance related  to duration, or 
repetitive use o f that sk ill, aggravated by 
physical, physiological or psychological 
stress. Simply stated, the ab ility  to per­
form  to capacity no longer exists.

Fatigue is an insidious cause of 
over-confidence and can lead to poor 
judgment, mistakes and accidents; 
and yet, few people recognize or ap­
preciate the effects o f fatigue on 
performance.

The major causes o f fatigue include: 
■ Sleep Loss. The amount of sleep re­

quired varies among individuals, 
and the amount of sleep considered 
adequate is based upon the level of 
activity prior to sleep.

In another effort, the Aircraft Safe­
ty Division at the Tech Center is 
working with manufacturers of high- 
bypass-ratio jet engines to determine 
exactly what is taking place. 
Everytime there is a bird strike in­
volving one of these engines, the inci­
dent is reported and is recorded. The 
number, types and sizes of the birds 
involved are tabulated. Also noted is 
the phase o f the aircraft’s flight, the 
time o f day and the effect the strike 
had on the engine. So far, approxi­
mately 270  incidents have been re-

■ Caffeine/Nicotine are two stimu­
lants mentioned because of their 
uncontrolled availability, frequent 
use and misconceptions regarding 
their ability to .’ncrease alertness. 
These two drugs can initially pro­
duce a sense of heightened aware­
ness and quickened mental alertness 
that masks the effects of fatigue.

■ Improper D iet is a common cause of 
fatigue. High sugar intake creates a 
fatigue prone situation. Initially, 
sugar intake has the effect of sharp­
ly raising the blood-sugar level, 
causing the body to overreact and 
then sending the blood-sugar level 
below normal.

■ Lack o f Exercise, the absence of a 
regularly scheduled and properly 
structured exercise program, lowers 
physical resistance to fatigue.

ported. About one-third of these war­
ranted follow-up investigations.

The result is that a lot of birds are 
being saved from disastrous jousts 
with high-speed aircraft, and the safe­
ty of flight is being enhanced. How­
ever, until birds are equipped with 
transponders or read and abide by the 
rules of the air, the risk o f a bird 
strike will continue. ■

■ Emotional Stress caused by domes­
tic problems, financial concerns, 
worries over the working environ­
ment as well as other mental/emo- 
tional stress contribute strongly to 
fatigue.

■ Boredom is another major cause of 
fatigue: One hour o f boredom can 
consume as much nervous energy as 
an entire day o f concern to a pilot 
during long flights in V FR condi­
tions, day or night.
To combat the adverse effects of fa­

tigue, one must pursue the mirror- 
image of the above causes— i .e . , get 
sufficient sleep, lim it intake of 
caffeine/nicotine, eat the proper foods, 
exercise, etc.

(Source: RotorNews, Helicopter As­
sociation International)

Mr. Christiansen is the Southwest Region’s Spe­
c ia l Projects Coordinator, as well as an inveterate 
runner (his th ird  year in the Boston M arathon) 
an d  health b u ff: This, column was coordinated 
with the Regional A ir  Surgeon.
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Aeronautical Center
■ Billy E. Shipp, unit chief in the Line 
Maintenance Section of the Atlanta, G a ., 
Flight Inspection Field Office.

■ W illiam  M arko, unit supervisor in the St. 
Louis, M o., Airway Facilities Sector.

■ N orm an G. Oleson, chief of the W ater­
loo, Iowa, Tower, from the Chicago O ’Hare 
Tower.

■ Lee W . Peterson, evalution & proficiency 
development officer at the Chicago ARTCC.

■ Jo h n  L. R ahn, data systems officer at the 
Chicago O ’Hare Tower, from the Airspace 
and Procedures Branch, Air Traffic Div.

Alaskan Region
■ Forest B arb er, unit supervisor in the In­
ternational Airway Facilities Sector Field Of­
fice of the Fairbanks AF Sector.

■ T ren t S. Cum m ings, chief of the 
Ketchikan Flight Service Station, from the 
Fairbanks FSS.

■ Billy W . Franklin, chief of the Mainte­
nance Operations Branch of the Airway Facil­
ities Division, from the Anchorage AF 
Sector.

■ Dennis R. Sim antel, technical support 
officer in the Anchorage ARTCC Airway Fa­
cilities Sector.

■ Jam es H. W ashington, chief of the Mate­
riel Management Branch of the Logistics Di­
vision, from the Plans, Programs and Evalua­
tion Branch, Air Traffic Division.

Central Region
■ Donald D. Bohler, deputy chief of the 
W ichita, K an., Flight Service Station, from 
the Chadron, N eb., FSS.

■ Frank D. Guy, team supervisor at the 
Kansas City, M o., Downtown Tower, from 
the Kansas City International Airport Tower.

■ Jam es W . H am m , J r . , team supervisor at 
the Kansas City ARTCC.

■ Pauline Haynes, team supervisor at the 
W ichita Flight Service Station, from the Em­
poria, K an., FSS.

■ Richard L. Littles, team supervisor at the 
Kansas City ARTCC, from the Operations, 
Procedures & Airspace Branch, Air Traffic 
Division.

Eastern Region
■ H erbert J . Rossell, J r . , operations chief 
in the Airspace Section, Airspace & Proce­
dures Branch, Air Traffic Division.

Great Lakes Region
■ Ronnie L. B road n ax, chief of the 
Oakland County, M ich., Airway Facilities 
Sector Field Office in the Detroit, M ich., AF 
Sector.

■ P atricia P. Craw ford, team supervisor at 
the W est Chicago, 111., Flight Service Sta­
tion, from the Air Traffic Branch, FAA 
Academy.

■ K enneth R. F irl, team supervisor at the 
Lacrosse, W is ., Tower, from the Benton 
Harbor, M ich., Tower.

■ Ja ck  L, K eehn, deputy chief of the 
Cleveland-Hopkins, Ohio, Tower.

■ Ja ck  F. M eadows, chief of the Spring- 
field, 111., General Aviation District Office, 
from the Springfield Aeronautical Quality 
Assurance Field Office.

■ T hom as L. P arks, chief of the India­
napolis, Ind., Tower.

■ Jam es S. R ood, chief of the Chicago Mid­
way Tower, promotion made permanent.

■ W ayne C. Schm idt, team supervisor at 
the Duluth, M inn., Tower, from the Chicago 
O ’Hare Tower.

■ Jam es F. W h ite, J r . , chief of the 
Jackson, M ich., Tower, from the Detroit- 
Ypsilanti, M ich., Tower.

New England Region
■ Edw ard J . Stanton, chief of the Windsor 
Locks, Conn., Flight Service Station, promo­
tion made permanent?.

Northwest Mountain Region
■ Paul H. B ellem ore, team supervisor at 
the Redmond, O re., Flight Service Station.

■ W arren  J . B u tler, team supervisor at the 
Portland, O re., Tower, from the Santa Bar­
bara, Calif., Tower.

■ A nthony J . Cassio, team supervisor at the 
Pueblo, Colo., Tower.

■ Jo h n  P. Cuprisin, chief of the Plans and 
Programs Branch, Air Traffic Division, from 
the Plans Branch of the Air Traffic Service.

■ R obert N. G raham , assistant chief at the 
Denver, Colo., Tower,

■ W esley C. H am ilton, chief of the 
McChord AFB RAPCON in W ash ., from the 
Seattle-Tacoma, W ash., Tower.

■ Donald R. H ughes, team supervisor at 
the North Bend, O re., Flight Service Sta­
tion, from the Boise, Idaho, Tower.
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*  M ichael B. K earney, team supervisor at 
the Boise Tower, from the Los Angeles 
TRACON.

■ R ichard  R. Loveless, chief of the Butte, 
M ont., Flight Service Station, from the 
Casper, W y o ., FSS.

■ R obert L. R ow land, chief of the Boise 
Tower, from the McClellan AFB, Calif., 
RAPCON.

■ Buell C. Shaffer, assistant chief at the 
Denver Tower.

■ R ob ert H. T hom as, central computer 
complex supervisor at the Seattle ARTCC, 
from the Maintenance Operations Branch, 
Airway Facilities Division.

Southern Region
■ D onald L. B ark er, unit supervisor in the 
Miami, Fla. , Overseas Field Office of the Mi­
ami Hub Airway Facilities Sector.

■ Andra G. D iggs, team supervisor at the 
W est Palm Beach, Fla., Tower, from the 
Birmingham, A la., Tower.

■ M atthew  F. D unne, computer display 
channel crew supervisor in the Miami 
ARTCC Airway Facilities Sector.

■ Daniel P. Ganley, J r , ,  th ief of the Isla 
Verde Tower in San Juan, Puerto Rico, from 
the Bradley Tower in Windsor Locks, Conn.

■ Larry G. Giles, team supervisor at the San 
Juan, P .R ., Center-RAPCON, from the Cor­
pus Christi, Tex. , Tower.

r ■ Jam es A. K osicki, deputy chief of the
Mempis, Tenn., ARTCC, from the Boston, 
Mass., ARTCC.

■ R oger E. M organ, chief of the W inston- 
Salem, N .C ., Tower, promotion made 
permanent.

■ Addison E. Reynolds, chief of the San

Juan Center-RAPCON, from the Operations, 
Procedures and Airspace Branch of the 
Northwest Mountain Region’s Air Traffic 
Division.

■ A. L. Ross, central computer complex su­
pervisor in the Atlanta ARTCC Airway Facil­
ities Sector, promotion made permanent.

■ Lyman R. Row ell, J r . , team supervisor at 
the Jacksonville, F la ., ARTCC.

■ T hom as H. Shum ate, unit chief in the 
Tampa, F la ., Airway Facilities Sector, from 
the San Juan, P .R . , AF Sector.

■ Billie J . Sm ith, central computer complex 
supervisor in the Atlanta ARTCC Airway Fa­
cilities Sector.

Southwest Region
■ Eugenio T . G arcia, team supervisor at 
the Albuquerque, N .M ., ARTCC.

■ Roy E. H arm on, deputy chief of the 
Dallas-Fort W orth, T ex., Tower, from the 
Air Traffic Operations Branch, Air Traffic 
Division.

■ Charles D. Jon es, chief of the McAllen, 
T ex., Flight Service Station; from the El Do­
rado, A rk., FSS.

■ H arold D. M acLennan, area officer at the 
Houston, T e x ., ARTCC.

■ H ershel O. Parrish , team supervisor at 
the Amarillo, T e x ., Tower, from the 
Lubbock, T ex., Tower.

Technical Center
■ Cecil L. B radshaw , chief of the Contract 
Services Branch, Logistics Services Division, 
promotion made permanent.

■ Ralph H. Busby III , chief of the Nation­
al Program Maintenance Branch, ATC Auto­
mation Division, from the Automation Staff 
of the Air Traffic Division.

■ W illiam  G. M orris, deputy chief of the 
National Automation Support Branch, Auto­
mation Division, from the National Program 
Maintenance Branch, ATC Automation Div.

■ A ndrew  L. Sluka, chief of the ATC 
Applications Branch, Systems Simulation & 
Analysis Division, promotion made perma­
nent.

Western-Pacific Region
■ Rodm an D. B ourne, deputy chief of the 
Phoenix, A riz., TRACON, from the System 
Programs Division, Air Traffic Service.

■ A lexander H. Brenner, watch supervisor 
in the Honolulu, Hawaii, ARTCC Airway 
Facilities Sector.

■ David K. Fow ler, team supervisor at the 
Ontario, Calif , TRACON.

■ P eter A. H arada, technical support offi­
cer in the Honolulu ARTCC Airway Facili­
ties Sector.

■ Douglas H. M ott, team supervisor at the 
Reno, N ev ., Tower, from the Oakland, Ca­
lif., TRACON.

■ Donald R  Olivera, systems engineer at 
the Oakland, Calif., ARTCC Airway Facili­
ties Sector.

■ W illiam  V. Reavely, team supervisor at 
the Los Angeles ARTCC.

■ A lbert Stolsek, team supervisor at the 
Palm Springs,! Calif., Tower, from the 
Tucson, A riz., TRACON.
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