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he nagging unknown that
haunted investigators following
die crash of a Northwest Air
Lin® MD-8Q at Detroit last August 16
was: Why didn’t the alarm sound and
warn the pilots that they were about to
takeoff with their wing flaps and slats
retracted?
For without the lift-producing devices

extended, the outcome was never in
doubt. Theaircraft struggled for alti-
tude-—never getting more than 60 feet
off the ground—stalled, clipped a flag-
pole and crashed onto a freeway. All but
one of the 155 people aboard were
killed, as were two on the ground.

There is little doubt that the flaps and
slats were retracted. The digital flight
data recorder (FDR) readout showed that

The assistant manager of the Public &
Employee Communications Division, Mr.
Farrar is a former Washington correspondent
for the Chicago Tribune.

Potpourri: Running and Drinking

Ever since its origin in the early
Olympic Games (490 B.C. and re-intro-
duced in Athens in 1896), the marathon
has been exclusively a male preserve. It
was generally believed that women
should not be subjected to so much
psycho-physical stress for physiologic,
biochemical and orthopedic reasons, but

By Fred Farrar

they were, and this was confirmed by
physical examination of the wreckage.
The cockpit voice recorder (CVR)
showed that the stall-warning alarm,
which is part of the aircraft’s Central
Aural Warning System, did go off. Why,
then, didn’t the flap alarm, which also
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most of all, for ethical considerations.

It wasn’t until 1973 that the first
national women’s marathon was held in
Germany. In 1974, a women’s marathon
was first held in the United States. The
Boston Marathon, which dates back to
1897, did not officially permit female
entrants until 1972.

Women’s capacity for endurance
activities was called into question by
athletic associations as well as by scien-
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is part of the Central Aural Warning
System, do its job?

Even more disturbing: Was there a
basic flaw in the Central Aural Warning
System that could be present in other
MD-80s and lead to similar accidents in
the future, or was it a flaw unique to
this aircraft?

To get at least a partial answer, the
National Transportation Safety Board
(NTSB) investigators turned—as they
have in the past—to subtle clues pre-

tists, until the 1970-1973 work of
Dr. E. van Aaken of West Germany
proved otherwise.

Given optimum training, medical and
orthopedic supervision and the right atti-
tude to long-distance running and
performance, female marathon runners
show the same stress adaptation of
various organ systems as men. With
increasing number of women running

(Continued on page 10)
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Theflight data recorder and the cockpit
voice recorder are mounted in the tail sec-
tion of aircraft to minimize any damage to
them Qn impact.  Photo courtesy of the Sundstrand Corp.

served by one or both of the recorders.

To improve the tales told by these
black boxes, by May of next year? all air
earners must have replaced their alumi-
num foil FDRs with sophisticated digital
types. And on February 12 this year,
FAA published a notice of proposed
rulemaking that would require increased
carriage of FDRs and CVRs on com-
muters, air taxis and helicopters (see
box).

In the Detroit case, investigators took
advantage of a difference in pitch
between the primary stall-warning sys-
tem and the backup stall-warning system
and the fact that the primary system is
on the electrical circuit controlled by the
same circuit breaker that controls the
flap warning.

By measuring the frequency of the
stall warning that was captured by the
CVR, they found it was the backup sys-
tem that sounded, whereas both are
supposed to go off at the same time.

(Continued on page 6)
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S Know the Rules on Political Activity

You can t help but know that it an election year. As federal employees, you need to know which polit-
»cal activities you may engage in and which are proscribed. Congress is considering the liberalization of
Ialatctg Act, which defines these activities, but for the time being, the existing law applies to the do’s

on ts.

w

>

and

You may register and vote as you choose
You may assist in voter registration drives

You may express your opinion about
candidates and issues

You may participate in campaigns where
none of the candidates represents a political
party

You may contribute money to a political
organization or attend a political fund-
raising function

You may wear or display political badges,
buttons, or stickers

You may attend political rallies and
meetings

You may join a political club or party
You may sign nominating petitions

You may campaign for or against
referendum questions, constitutional
amendments, municipal ordinances, etc.

Federal Employees:

You may not campaign for partisan
candidates or political parties

You may not work to register voters for
one party only

You may not make campaign speeches
or engage in other activity to elect a partisan
candidate

You may not be a candidate or work in a
campaign if any candidate represents a
national or state political party

You may not collect contributions or sell
tickets to political fundraising functions

You may not distribute campaign material
in a partisan election

You may not organize or manage political
rallies or meetings"

You may not hold office in a political
club or party

You may not circulate nominating petitions

You may not campaign for or against a
candidate or slate of candidates in a
partisan election
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Challenges

By Blake S. Williams

elen M. Parke’s road back th"
an en route center was a grow-
ing experience, as it should be.

‘VWe're comialitted to a program of
continual change and upgrading of the
equipment, which will mean interrup-

The fruition of that growth is that stienis and physical change within the

the new manager of the Seattle ARTCC.

She started at the Cleveland Center in
1968, then transferred to a position with
the Systems Programs Division of the
Air Traffic Service in Washington Head-
quarters in December 1976. In 1978,
she moved into the first of several posi-
tions at the Seattle Center. Her next
assignment was to the Northwest Moun-
tain Regional Office in 1983 as a facility
management specialist in the Air Traffic
Division

Then, in keeping with her own phi-
losophy of being flexible when
opportunities present themselves, Parke
crossed over to the terminal option as
manager of the Boeing Field Tower in
Seattle in 1986. She felt this diversifica-
tion was a definite plus in her career
development. She found the transition
easy because “everyone at Boeing Tower
made me feel comfortable and
accepted.”

Managing a tower has increased her
awareness of the demands on tower con-
trollers and the impact that tower
operations can have on other air traffic
facilities and the surrounding
community.

Looking to the challenges in her new
job, Parke says it will take time to learn
how the facility ticks, but already under-
way are modifications to the center for
the upcoming voice switching communi-
cations system and initial sector suite
system that will concern her.

building,” she notes. “We will have to
get our people involved in thinking in
terms of change and of becoming more
receptive to change.”

One area she sees an increased
emphasis bn is traffic management. “It’s
a national requirement, but because of
our location, we haven’t been as
involved as other parts of the country.
But area traffic has been increasing
greatly,” she notes, “and the center
itself has had a 12 percent increase in
the past year.”

Although Parke has advanced through
career mobility, her job philosophy
hasn’t changed through the years. “I try
to do the very best | can with whatever
1I’'m doing. | tend to believe that you
have to: put a lot of effort into where
you are and not worry about where you
can go. If you spend all your time con-
centrating on the next step, perhaps you
aren’t doing such a good job in the one
you’re at. Then, there won’t be as many
places to go.

“You have to allow yourself time to
grow and mature in a position,” sit6
says, “at the same tintd being flexible
and open to new challenges.” m

A Portland, Ore., Tower controller, Mr.
Williams is currently on detail to the Public
Affairs Office..

The new manager of the Seattle Air Route Tretffic Control Center, Helen Parke confers with
her assistantfacility manager, Charles E. Davis.

New Heliport Coordinators

Coincident with the'signing (fan Advisory Circular on heliport design and the debut of the
reviséd Heliport Design Guide, thefirst- orientation of newly designated regional heliport

p i was held at i Headquarters in January. The meeting
included a visit to New York’s Downtown Manhattan Heliport and the Port Authority ofN.Y
and N.J. Shown at the orientation are (left to right) Southwest Region coordinator Hugh
Lyon; Anthony Spera (rear), Eastern Airports Div.; Al McDonough, Eastern Region coordi-
nator; Lt. Col. Lawrence “Pete Peduzzi” (rear), special assistant to the Associate
Administratorfor Airports; Northwest Mountain coordinator Cecil Wagner; and Western-
Pacific coordinator Thomas Conley. Coordinators not shown are Weedon Parris, New Eng-
land; Arthur Weathers, Southern; Roland Elder, Central; Prescott Snyder, Great Lakes; and
Floyd Pattison, Alaska.




Admi
director of the Western-Pacific Region.

Meeting

strator Allan McArtor (left) presents an EEO Awardfor Excellence to H.C. McClure,

‘the Positive

Obligation’

ecognition of excellence in
EEO is for “those who have
excelled in contributing actively

Anthony J. Broderick (left), Associate Administratorfor Aviation Stand-

ards, and Dr. Lyle O. Malotky (secondfrom right), Research and
Development Program manager, Dangerous Goods!Explosives Security
Branch, Domestic Civil Aviation Security Division, Office of Civil Avi-
ation Security, were EEO award winners. With them are Mrs. Susan
Malotky and Raymond A. Salazar, director of the Office of Civil Avia-
tion Security at Washington Headquarters.

tive and caring attitudes of involved

to EEO goals, rather than for thosepabple both on and off the job,” said

passively do what is ‘expected’ and
‘decent’,” said Administrator Allan
McArtor in his remarks at the Eleventh
Annual Administrator’s Equal Employ-
ment Opportunity Awards ceremony in
January.

That recognition drew an unprece-
dented 63 nominations and resulted in
19 individuals being selected to receive
the Award for Superior Achievement,
which may be granted only by the
Administrator.

The Administrator pointed to those
who have met what he calls “the posi-
tive obligation” to perform their
responsibilities with fairness and com-
passion by providing a climate that
encourages all employees to develop to
their full potential.

“The recipients exemplified the sensi-

awards program coordinator Al Mendez.
“This is what the EEO program is all
about.”

Springfield, 111, tower controller Dan
Koch, for example, has taken the bit and
run with a multi-faceted program for
recruiting women and minorities through
aviation education.

On his own initiative, Koch convinced
the Lincoln Land Community College to
offer an FAA airway science program,
and he developed and taught the air traf-
fic portion. He also got an agreement
with the college to participate in a co-op
education program.

He and his facility manager convinced
a fixed-base operator to double an avia-
tion scholarship it established at the

college and earmarked the addition for
qualified women and minorities. He’s
also working with a bottling company to
fund an additional scholarship for
women and minorities.

Among other things, Koch helped the
region’s Civil Rights Staff in developing
an Aviation Sponsorship Program and
developed a brochure to explain it. This
“mentoring” program, which matches
FAA professionals with students inter-

ested in FAA Careers in their disciplines,

has received nationwide attention. What
it does, Koch says, is “allow our work
force to become personally involved in
the recruitment of women and
minorities.”

He’s also worked on an aviation color-
ing book for pre-school children, serves
on aviation advisory groups at Southern
Illinois University and Lincon Land and
helped get a film on “Women in Avia-

Associate Administrator for Administration Brooks C. Goldman (left) and Daniel J McGrath,
manager, Materiel Systems Branch. Materiel Management Div., Acquisition and Materiel
Service (ALG), garnered EEO awards. They are separated by Carolyn C. Blum (secondfrom
left), deputy director, ALG, and Mrs. Mary Ellen McGrath.

Anthony Broderick congratulates another
awardee, Janice L. Sledge, program analyst
at the Aviation Standards National Field
Office in the Aeronautical Center.

Offering congratulatory support to Pamela J.
Whitaker, procurement assistant, and Jack
A. Sain (right), manager, Certification Divi-
sion, is New England Region Acting Director
Timothy P. Forte”.

William H. Wynn (right), manager of Southern Region’ Special Program Recruitment Staff,
receives an EEO Awardfor Excellencefrom Administrator McArtor.

tion” shot locally using Springfield
Tower women controllers.

Ip his spare time, he’s a single parent
with three children.

The Southern Region lays claim to the
largest cooperative education program in
thA~gncy,4ue large”ohe M hJtthin..,
Wmiam Wynn, the manager of the Spe-
cial Program Recruitment Staff, His
commitment to EEO in carrying out his
job resulted in 133 active co-op stu-
dents, 89 percent of whom are
minorities.

He also voluntarily led a task group to
develop a recruitment strategy for
electronics technicians, the first such
effort in over a decade. Because of his
design of the plan, 24 minority and four
women technicians were brought aboard.

Mixing her devotion to EEO on and
off the job is Janice Sledge, a program
analyst in the Aviation Standards
National Field Office in Oklahoma City.
In addition to being an FAA EEO coun-
selor and having served as vice-
chairperson of a human relations com-
mittee, Ms. Sledge has repeatedly
addressed students on the advantages of
higher education and the employment
opportunities in FAA. She is first vice-
president of a business and professional
women’ sorority that aids retarded cit-
izens and helps minority students—
primarily women—obtain scholarships,
She also is a charter member of a pri-
vately owned and operated emergency
service center that provides assistance to
the disadvantaged.

Another important EEO activity is in
assisting minority business enterprise, as
William McGill and Clarke Sharpe of

the Southern Region have done in the
airports sphere and Dr. Lyle Malotky of
Washington Headquarters has done with
research contracts under the Historically
Black Colleges and Universities
Program.

Although, often..seen*as"rem”alJrara -
the trenches, executives can often show
an unmistakable commitment to EEO
through positive actions. Former General
Counsel Ted Ellett, for example, estab-
lished a recruiting committee within his
bailiwick to go out to law schools for
qualified minority and women candi-
dates. During his tenure, the office more
than doubled its complement of black
staff members and increased the number
of women. Largely attributable to his
urging of regional counsels, the number
of minority and women attorneys in
regional offices has grown dramatically.

As Administrator McArtor said, refer-
ring to the three categories of people—
those who make things happen, those
who watch things happen and those who
wonder what happened, “It% easy to see
which group I’'m among. m

E. Tazewell Ellett (right), former Chief Counsel, was an award recipient. Here, he poses with
(from the left) Anthony Broderick, Brooks Goldman and Robert E. Whittington, Executive

On handfor the EEO award presentations to Calvin F. Fields (left), manager

f Management Division, and Clarence A. Hill
(thirdfrom left); Kansas City ARTCC controller, are Region Director Paul K.
Bohr (left) and Stewart R. Morris, Kansas City ARTCC area manager.

g
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Allfrom the Great Lakes Region, award winners are (from the left) Daniel E. Koch, Spring-
field, 111., Tower controller; Barbara A. Williams, Cleveland ARTCC area supervisor; Manuel
Torres, Minneapolis ARTCC controller; and Susan M. Greco, manager, Management Systems
Div. At right is Deputy Region Director Monte Belger.

Southern Region Director Garland P. Castleberry (secondfrom left) visits with his regions
winners (from the left) Clark D. Sharpe, Civil Rights officer; William T. Abernathy, manager,
Miami ARTCC; and William J. McGill, manager, Airports Div.



Black Boxes

continuedfrom page 1

This strongly indicates that since nei-
ther the primary stall-warming system
nor the flap-warning system sounded,
they were not getting electrical power.
Since the two alarms are controlled by
the same circuit breaker, it was either
malfunctioning (closed but with no
power going through) or open.

The NTSB. investigators refuse to go
beyond this because there is no way to
tell which was the case. But it is, nev-
ertheless, & strong indication that there
is no basic flaw in the Central Aural
Warning System and that the failure was
unique to this aircraft.

1t also an example of what invalu-
able tools the FDR and CVR have
become to accident investigators.

Another clue to another crash was an
almost inaudible hum on the CVR tape.
It really shouldn’t have been there at all,
and it could easily have been squelched.

But Paul Turner, who recently retired
as the person in charge of “reading” the
tapes for the NTSB, didn’t want it sup-
pressed. He even asked that the harmless
techqipg] prQblem, that generates The
sound' riot Tee corrected. The hum had
helped him before in his work and could
help him again.

The hum and the way it dipped and
then jumped on a cathode ray tube that
portrays sound waves visually was the
clue that enabled Turner not only to
identify a lightning strike and the result-
ing fuel-tank explosion as the most
likely cause of the crash of an Iranian
747 in Spain in 1976 but also to pin-
point where the lightning hit the
aircraft.

The hum was preserved on magnetic
tape by the aircraft’s cockpit voice
recorder. It, along with the companion
flight data recorder, are equipment that
the FAA and its many foreign counter-
parts require on most large passenger-
carrying aircraft as accident-investiga-
tion tools.

The CVR records the voices of the
crew members and the other sounds
heard on the flight deck so that inves-
tigators from NTSB, the FAA and other
interested parties can play the tapes
back for clues as to what caused an
accident. The FDR plays a similar role
by recording vital information on the
aircraft’s altitude, air speed, heading
and, in the case of the more sophisti-
cated models, attitude, power settings
and many other measurements.

NTSB is the government agency that
has the official responsibility for the
custody of the two devices following an
accident and for interpretation of the
information recorded cm them.

In the case of the Iranian 747, the

Checking a printout of the flight data recorder from Delta Flight 191, which crashed at Dallas-Fort Worth on August 2, 1985, are (clockwise
from the left) Dennis Grossi, FDR specialistfrom_the NTSB; Garth Hess, an engineerfrom Lockheed Air Systems, Ontario; Lockheed engi-
neeriR&kertcRhodes"umdxDeltipCapMinLDouglas Twm&ftBw am -uauaai nssa aisn joiiq am

Board assisted the Iranian government in
its investigation of the accident. As part
of this assistance, the CVR tape—which
had survived the accident inside a crash-
proof box where it is surrounded by
containers of water that boil off to dissi-
pate the heat from a fire—was flown to
Washington where Tiimer began the
search for clues.

One of his first moves was to play the
tape through the cathode-ray tube, pay-
ing close attention to the extra and very
regular line of light above the irregular
one representing the sounds in the cock-
pit. The line was caused by a hum
resulting from a tiny leak from the air-
craft’s electrical generating system,
which is found on most air-carrier
aircraft.

He noticed that the line dipped and
then jumped shortly after a crew mem-
ber was heard to say, “We’re in the
soup.” Six thousandths of a second later,
a noise that sounded like lightning hit-
ting the aircraft was heard in the
cockpit.

With this in mind, Turner studied
CVR tapes, from other aircraft that had
been struck by lightning and found that
each had the same dip and jump in the
extra line.

Making use of the fact that sound
travels at a speed of approximately one
foot every one-thousandth of a second,
Turner calculated that the lightning had
hit the 747 six feet from the cockpit.

Using this and other evidence, the
Board then came up with the hypothesis
that the aircraft crashed because the
lightning, after hitting the fuselage,
coursed through the left wing where it
ignited fuel fumes in a wing-tip tank.
The explosion led to a series of events
that eventually tore the wing off.

As a result erf the finding, changes
were made in the 747 to improve the
shielding on the wires in the wing to
reduce the possibility of a similar acci-
dent in the future.

But much of his work was not as dra-
matic. A lot of it involved listening to a
CVR tape with other experts and mak-
ing a transcript of what was said and of
the other sounds in the cockpit. The
other experts include pilots who are
familiar with sounds peculiar to the type
of aircraft involved—such as the sounds
of the landing gear or flaps going down
or an altitude alert going off. Others
will be friends of the crew members
involved in the accident who can iden-
tify their voices and help determine who
said what.

When an American Airlines DC-10
crashed at Chicago on May 25, 1979,
its flight data recorder was recovered
from the wreckage. The firstjob was to
splice the metal tape, which had been

broken in several places by the force of
the impact. Then the tape was fed into a
computer—an electronic presence that
tends to dominate the lab—for translat-
ing the information on the tape into
numbers chi a printout.

This printout—to those trained to read
it—tells the story of what the aircraft
was doing in the final moments before
the accident. By indicating a sudden
loss of power from the left engine, it
showed clearly exactly when it broke
away from the wing at takeoff and
started the sequence of events that
culminated in the crash.

Because pieces of information were
missing at each of the places where the
tape had broken, it was necessary to go
back over the printout to determine from
the sequence of key bits of information
before and after the breaks what the
missing information probably was. This
took about two weeks. When it was
done, the Board had a full record of
what the airplane did during the approx-
imately 30 seconds between the time the
aircraft left the ground and the recorder
stopped working because of the crash.

The DC-10 FDR was one of the new,
digital types that are now required on all
new aircraft. Under the FAA rule, they

NPRM lIssued for Commuters

On February 12, 1988, FAA pub-
lished a notice of proposed
rulemaking that would expand the
requirements few FDRs arid CVRs on
commuter or regional airlines, as well
as some large air carrier aircraft and
some general aviation aircraft two
years after the effective date of the
rule.

FDRs would be required on multi-
engine, turbine-powered commuter
airplanes and helicopters that can
cany 20-30 passengers. The same
would be true for those carrying 10-
19 passengers first entering service at
that time.

Where the active runway has no
instrument approach and the current
weather is below circling minimums,
what is the responsibility of the
approach controller in issuing an
approach clearance?

I realize that the responsibility for
compliance with the Federal Aviation
Regulations (FARs) rests with the
pilot, but how can the approach con-
troller properly issue an approach
clearance to circle when, say, the
weather is measured ceiling at 200
feet overcast, two miles visibility in
light rain and snow and the wind is
from the northwest at eight knots?

This has been a burning issue at
my facility for three years, with an
array of solutions, all in conflict.

We must assume that the pilot is
rated and operating on an IFR flight
plan and that the aircraft is certified and
properly equipped. In the example, an
approach clearance to circle is an
authorization by air traffic control for
the pilot to execute the published proce-
dure to that airport. As you point out,

CVRs would be required on all
multi-engine, turbine-powered com-
muter and air-taxi airplanes and
helicopters that seat more than six
persons and must have a two-pilot
crew.

FDRs and CVRs also would be
required on multi-engine turbine-
powered airplanes and helicopters
used by corporations and other gen-
eral aviation operators. Those with
six or more seats would have to be
retrofitted with CVRs; those new air-
craft with 10 or more seats would
haw to have FDRs.

must record at least 17 types of informa-
tion, but some record as many as 100.

However, many older aircraft still are
equipped with “first generation” FDRs
that monitor only altitude, airspeed,
heading, vertical acceleration and micro-
phone keying. The information is traced
on a piece of metal foil and read with a
precision microscope that notes each
turn and dip and curve in the lines and
plots the information on a chart. These
older FDRs will be phased out of serv-
ice within about a year

A good example of the value of the
FDR was Trans World Airlines Flight
841, which was cruising at an altitude
of 39,000 feet over Michigan on the
night of April 4, 1979, when it went out
of control into a high-speed dive.

The trace on the metal foil showed
that the Boeing 727 went from 39,000
feet to between 5,000 and 6,000 feet in

the pilot has been issued the weathg.V /r;sroly ii”stricititwiis that he not descend

and the clearance; it is now up to the
pilot to comply with the provisions of
the appropriate FARs and with the pub-
lished approach. The regulations assign
responsibility to the pilot, not to the
controller, to assure that the procedure
is flown in compliance with applicable
rules and standards.

The issue of propriety in this scenario
implies that the controller is leading the
pilot “down the path” by issuing a
clearance for an approach that the con-
troller believes cannot be flown due to
the weather. The pilot is the final
authority for the operation of the air-
craft; he has been issued the weather;
and he has been given the approach
clearance.

In the case of a Part 91 operator, the
weather requirement is that the flight
visibility not be less than the visibility
prescribed in the standard instrument
approach procedure being used. With
the very real possibility that the reported
weather differs from the weather
encountered by the aircraft, the pilot
may be able to execute the approach in
compliance with the FARs despite the
reported weather being less than that
required by the published approach.

Remember, the Part 91 operator may
initiate an instrument approach without
regard to the weather. If the pilot in this
example is operating under Part 91, his

below the authorized decision height
unless he meets the parameters of Part
91.116(c)—i.e., flight visibility not less
than the visibility prescribed in die
approach procedure being flown.

There are instances where the control-
ler is unaware of the applicable minima.
This is the case where the aircraft owner
or parent company of the aircraft has
increased the minima. Also, the minima
may be decreased when the pilot is fly-
ing a CAT Il or CAT HI approach. The
obligation of the controller is to provide
the best information available to the
pilot. The pilot then has the respon-
sibility to determine whether or not he
can fly the approach.

I recently attended a Facility
Advisory Board (FAB) meeting of the
approach control that services our
airport. The supervisor of the
approach control said that a VFR
tower controller has no airspace and
cannot refuse to allow an aircraft ini-
tially on approach frequency to enter
the ATA.

I believe, however, that the tower
controller is the appropriate agent for
operations within the airport traffic
area (ATA) and that, if traffic
required, the tower controller could,
for example, advise approach that he
could not accept a visual approach
and could dictate where and how the
aircraft was to enter the ATA.

Paragraph 2-16b of Handbook
7110.65 requires the approach control
to coordinate with the tower for tran-

just 65 seconds before the pilot pulled
out of the dive by extending the landing
gear. The tape also showed that the big
jet hit a top speed of 529 miles an hour
during the dive.

Later, by feeding this information into
a simulator belonging to the Boeing
Company, the Board’s investigators also
were able to determine that the aircraft
made two complete spirals during the
dive. They also determined that the
angle of the dive was at least 60 degrees
relative to the horizon.

Fortunately, the flight did not end in
tragedy, and the passengers and the
flight crew were able to tell the inves-
tigators what happened. It was a
harrowing experience, and they probably
missed or forgot a lot of the details.

But the flight-data recorder didn’t. m

sit authorization. | feel that if the
aircraft must gain authorization to
transit, then we surely have the
authority to deny the request. I also
assume that we can deny entrance
into the ATA to an aircraft wishing to
land if traffic conditions warrant it.

The control tower has jurisdiction
over the ATA unless either the ATA
airspace has been delegated to the
approach control or ARTCC or proce-
dures have been developed that allow
the approach control or ARTCC to
exercise jurisdiction over certain opera-
tions within the ATA airspace. Airspace
delegation and procedural issues must
be covered in a Letter of Agreement
between the respective facilities. Other-
wise, the facilities must comply with the
applicable paragraphs of FAA Hand-
book 7110.65.

You were correct in the interpretation
of the handbook; however, the super-
visor may have been correct from the
standpoint that, at that location, local
procedures may allow the approach con-
trol to enter the ATA without
transferring communications with the
aircraft to the tower.



hen Associate Justice of the
Supreme Court Sandra Day
O’Connor graduated from

Stanford University Law School in

1952, she couldn’t find a job in her pro-
fession. She interviewed for positions in
several law firms and found that none
had ever hired a woman and weren’t
prepared to do so. One firm in Los
Angeles did offer her a job as a legal
secretary.

Over the next 20 years, acceptance
grew, although at a snail’s pace. When
Irene Mields was hired as an attorney at
FAA in 1976, there were three female
colleagues in a complement of around
60 attorneys. None of the women had
senior status.

Mields, now a senior attorney in
charge of civil rights, says that when
she first came into the agency, she felt
like an oddity. She says real change
began in 1978 and has accelerated since.

Today there are still 60 attorneys, but
23 are women, and the Office of the
Chief Counsel has the largest number of
high-ranking females in headquarters.

Irene Howie became the first woman
assistant chief counsel—promoted to
Assistant Chief Counsel for the Interna-
tional Affairs and Legal Policy Staff in
1983. Her duties include representing
EAA and, on occasion, the U.S. govern-
ment, on aviation safety legal issues at
ICAO conferences and during negotia-
tions with foreign governments.

Howie feels things have become a lot
easier for the women attorneys since she
came to FAA in 1979. “The offices now
take women more for granted as profes-
sionals,” she says.

The second female assistant chief
counsel is Emily Trapnell, who was pro-
moted to die position of Assistant Chief
Counsel for the General Legal Services
Division last June. Prior to that, she
spent three years as Special Assistant to
the Chief Counsel.

When she came to FAA in 1978, she
began to take flying lessons and got her
pilot’s license. “That became a real ice
breaker,” she says, “in being accepted
as really knowing something about
aviation.”

Trapnell indicated that when she
began at the University of Richmond
Law School 10 years ago, women
enrolling in law school accounted for

. M intet of . Th
Southern heglon boasts & ?}“mﬂﬂ w?men a&%rp[ﬁyimh ey are
wtth, left) Gayle Fuller, Juliana M. Winter,

about 20 percent of the total. Today,
women account for nearly 50 percent of
law school enroliments nationally.

HNn"978"when she v/ bired'by-"AA -
in Washington headquarters, Loretta
Alkalay recalls that there wasn't a single
female attorney in the regional offices.
The first was hired in 1979, and when
she transferred to the Eastern Region the
following year, there were only two or
three others.

“There was tremendous resistance
when | first went to the region,”
Alkalay said. “Since then, there has
been a radical change in the way men
deal with you.” For the past six months,
Alkalay has been Acting Regional Coun-
sel, only the second woman to hold that
position.

The first female regional counsel was
Darlene Freeman, who was appointed to
the Eastern Region post in 1985.
Administrator McArtor asked her to
serve on his IMPACT ’88 team last
summer, and she moved to Washington.
In December, she became Special Coun-
sel to the Administrator

“One big change | have seen since |

Kaye D. Jackson is half
of the Technical Center’s
counsel office, as well as

of her home office. Her

" huMKihcFis a 1SS"yer,

Women Attorneys Make
Their Mark

Amy Lind Corbett, a private pilot and an attorney in the New
England Region, was a law clerk in the regional counsel’s
office during law school in the summer o f 1980.

Among Washington Headquarters’ 23 female attorneys is this contingentfrom the Regulations
and Enforcement Division (front the left): Sheryl Israel, Kathleeri Yodice, Karen Bury, Angela
Nash, Patricia Lane, Denise Daniels Ross (seated) and Vivian Wiesner.

came to FAA in 1977 is that there are
more women in management positions,”
Freeman says. “It was a big step for
FAA to have a woman as regional coun-
sel, but | always felt women were
accepted. | never felt | wasn't,” she
added.

Today there are 20 women attorneys
in the field, with the biggest concentra-
tion in the Southern Region, where then
are five. Nearly half of them came on
board last year.

Barbara Boyle is one of the “old

timers,” having been hired by the Cen-
tral Region’s regional counsel’s office in
1979. One of two female attorneys in
the region, she believes there “always
have been good opportunities for women
in the field I'm in.” m

Not shown are Eastern Region’ Acting

Regional Counsel Loretta Alkalay and Alas-
kan Region attorney Delinda Wall.

Morefemale attorneysfrom the Chief Counsel’s office include (from the left) LeAnne Faulkner, Mary N.W. Jones,
Peggy Gilligan, Joan Vance Johnson, Valerie Dorsett, Emily Trapnell, Frances Redo and Daphne Fuller. Not

shown are Peggy Price and Pat McNall.

Rena M. Price (left) had been in active practice in New Orleans before joining
FAA. Lynette Word practices in Texas. Both of these Southwest Region attorneys

are members o fthe NTSB Bar Association.

Before joining the Northwest Mountain Re-
gional Counsel’s staff, Gina R. Belt was a
trial attorneyfor the Dept, of Justice.

. Darlene Freeman, who was thefirst woman
Central Region attorneys Barbara Boyle (left) and Mary Ellen regional counsel—in the Eastern Region—is
Lcftus believe that there are good opportunitiesfor women in law. now Special Counsel to the Administrator.

The attorney trio of (from the left) Cynthia W. Elkins, Jeanne Perrion
and Suzie Coane joined the Western-Pacific Regional Counsels office
in 1987. Photo by Etiy Brelkde

From various Chief Counsel divisions are (from the left) Irene Howie, Nancy LoBue,
Irene Mields, Louise Maillett and (seated) Janis Rodriguez and Vicki Leemon.
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The Resourceful Technician

lying machines and bicycles
have a relationship going back to
the Wright Brothers. Now Gene

awner has crossed the former with a
go-cart.

Brawner, a technician working on the
Boeing 727 simulator at the FAA’s Mike
Monroney Aeronautical Center, was
faced with a crisis.

The $7.5 million machine imported
from Canada three years ago, which
operates 14 hours a day, five days a
week, quit working two hours before
students were due to use it.

Brawner opened the service cover and
found that a gear in the horizontal sta-
bilizer had stripped its teeth. The
incidental costs of a breakdown were
potentially expensive if it meant sending
students home until it could be repaired.

Brawner thought about his son Brent’s
old go-cart and its parts. Brent, 17, had
given up on his go-cart when he gradu-
ated to his 1969 Oldsmobile, but
Brawner kept the parts, thinking they
might come in handy. “I told the others
that | had some gear&at jhome that - **
might fit,” he said. *

In his garage in Mustang, Okla.,
Brawner found two new, 12-tooth gears
he had bought a few years, ago for the
go-cart. They were supposed to fit on an
idler shaft used to tighten the go-cart
chain.

A staffwriterfor The Daily Oklahoman, Mr.
Johnson has been published in FAA World a
number of times.

Feeling Fit continuedfrom page 1

long distances—from the marathon to
100 kilometer (62-mile) races—perform-
ances can be expected to improve,
perhaps approaching or exceeding that
of male runners, particularly over ultra-
long distances.

It can be concluded that long-distance
running is no more detrimental to health
for women than for men, that damage
caused by excessive strain can be
avoided by the proper training and a
sensible attitude to the sport and that
other ill effects are not anticipated.

“They were Vk inches across and fit
on a five-eighths-inch shaft, and they
were identical to the piece we took out
of the simulator,” he said.

It took 45 minutes to put the gear in
place, and the simulator was ready to go
when the students walked in.

Brawner’s exploit was reported by
Morris Friloux, FAA Academy superin-
tendent, at die next meeting of the FAA
center’s top brass. “This is typical of
the folks who work at our simulator
unit,” Ik said. “They are very resource-
ful.”

Brawner donated both go-cart gears-
which he said cost him $5 to $10—to
the FAA simulator shop so they’d have a
spare.

Friloux added what might be the
highest praise possible in the federal
bureaucracy:

He got it fixed and back in operation
fast, without even having to write a pro-
curement order. m

This article is copyright 1987, The Oklahoma
Publishing Co., from the Dec. 7» 1987 issue.pf ~
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On the other hand, the positive effects
of endurance training for women, as for
men, are particularly seen in the physi-
cal, psychological and social spheres
and can contribute to the maintenance or
recovery of health.

So, lace on those shoes and get out
there.

Source: “Women in Long Distance Run-
ning,” Institute of Sports Medicine,
Federal Republic of Germany.

The more you drink, the quicker you
die. Ten-year mortality rates were stud-
ied in comparison to alcohol habits

For want of a little gear, the Aeronautical Center’ Boeing 727 simulator was out of commis-
sion until technician Gene Browner thought ofa go-cartpart to repair it.

among 2,015 people matched for age,
sex, race and cigarette smoking in Oak-
land, California.

,People reporting daily use of two
drinks or fewer fared best; the heaviest
drinkers (six or more, per day) had dou-
bled mortality. Users of 3.5 drinks per
day registered deaths approximately 50
percent higher than the lesser drinkers.

Daily Oklahoman photo by Roger Klock

Smoking intensity was a possible fac-
tor in the increased deaths of heavier
drinkers, but the data were also compat-
ible with the idea that smoking and
drinking are synergistic (the combination
intensifies the effect) in the production
of certain cancers and noncancer respi-
ratory illness.

The message is insistently repetitious:

Cancer, cirrhosis, and non-
cancer respiratory tract conditions
contributed to the higher mortality of
the heavier drinkers.

deration in drinking, eating and
exercise will keep you healthier.
Source: Journal of the American Medi-
cal Association.

Aeronautical Center

m Jose M. Arguello, Jr., unit supervisor,
Automation Section, Airway Facilities
Branch, FAA Academy.

m Leo T. Epperson, chief, Logistics & ,
Inventory System Program Staff, FAA
Depot.

m Charles K. Guy, supervisor, Standards
and Criteria Section, Standards Development
Branch, Flight Programs Division, Aviation
Standards National Field Office (ASNFO),
promotion made permanent,.

= David A. Lindsey, supervisor, Special ; i*
Equipment Maintenance Section, Facility
Maintenance & Operations Branch, Facility -
Support Division.

m Nicholas A. Richards, supervisor, Techni-
cal Operations Section, Airway Facilities
Branch, FAA Academy.

m Robert E. Runyon, manager, Facility
Maintenance & Operations Branch, Facility
Support Division. *v

= Thomas J. Taylor, supervisor, Procedures
Section, Atlantic City, N.J., Flight Inspection
Field Office, ASNFO.

Alaskan Region

People

m John D. Depew, manager, Charleston,
W.Va,, Tower, from Huntington, W.Va.

= William T. Dixon, manager, Chantilly,
Va., AF Sector Field Office, Capital AF Sec-
tor, promotion made permanent.

m David P. Leffas, area supervisor, Wash-
ington Dulles International Airport Tower.

m Gregory McGuirk, area supervisor, Wash-
ington ARTCC, promotion made permanent.

®m Eugene R. Orlando, manager, Real Estate
& Utilities Branch, Logistics Division.

m George A. Tracy, manager, New York
Automated Flight Service Station, Islip,
N.Y., from the Air Traffic Division.

Great Lakes Region

m James F. Bruner, assistant manager for
system performance, Aurora, 111, Airway
Facilities Sector, promotion made permanent.

m Merlin R. Grinager, unit supervisor, Min-
nesota AFSegtor.

m Mark A. Meuwissen, area supervisor,
Pontiac, Mich.,/fewer.

= Walter J. Moor, manager, Grand Rapids,
Mich., General Aviation District Office.

m Michael J. Fattin, area supervisor, Min-
neapolis-St, Paul (Minn.) International

Strict 'Offit4sPAWAIrport T o A % A fAfA it

mJohn H. Groeneveld, unit supervisor,.
Quality Assurance Staff, Air Traffic Div.

= Wendell J. Wassmann, manager, Nome
Flight Service Station.

Central Region

= Craig A. Bennington, area supervisor,
Lambert Field Tower, St. Louis, Mo.

m Russell A. Leonard, area supervisor, Lin-
coln, Neb., Tower.

m Robert D. Long, Jr., assistant manager,
Grand Island, Neb., Airway Facilities Sector,
promotion made permanent.

®m Thomas R. Martin, area supervisor, Lam-
bert Field Tower, St. Lohis.

m Max D. Payne, chief, Operations, Civil
Aviation Security Division.

m Samuel J. Smith, manager, Lambert Field
Tower, St. Louis.

EastemjtegionNinAANAAAN

= Michael P. Cataruzolo, unit supervisor,
Communications/Interfacility Section,
Electronics Engineering Branch, Airway
Facilities Division.

m Susan D. Cornell, area manager, Wash-
ington ARTCC, from the Salt Lake City,
Utah, ARTCC.

m Daniel J. Costello, area supervisor, Buf-
falo, N.Y., Tower, from Philadelphia.

m Darrel L. Pittman, area supervisor, Min-
neapolis-St. Paul International Airport Tower,
from the Denver ARTCC.

= Clyde D. Rinkinen, area supervisor, Flint,
Mich., Tower,.from Detroit Metro.

m Richard J. Shaftic, area manager, Chi-
cago O’Hare Tower.

m Herschel C. Jones, chief, Burlington,
Mass., Manufacturing Inspection Office, Air-
craft Certification Office,

m Dimitrios J. Merageas, manager; Bed-
ford, Mass., Tower.

Northwestrn

m Charles C. Abnet, area manager, Seattle-
Tacoma, Wash., Tower.

= Townsend Annes, manager, Trinidad,
Colo., Airway Facilities Sector Field Office,
Denver AF Sector.

m Patricia A. Cates, manager, Walla Walla,
Wash,, Flight Service Station, from the
Great Falls, Mont., FSS.

m Trent S. Cummings, manager, Boeing
Field Tower, Seattle, from Cedar City, Utah,
Automated FSS.

= Michael P. Hipsher, assistant manager,
plans and programs, Denver ARTCC.

m Eugene L. Homer, manager, Cedar City,
Utah, AFSS.

m Marvel Keckhut, area manager, Denver
ARTCC.

m Brock L. Laffoon, unit supervisor, Seattle
ARTCC AF Sector.

m Benny A. Notti, manager, McMinville,
Ore., Automated FSS.

m Ronald K. Perkes, assistant manager for
training, Denver ARTCC AF Sector

m Michael G. Reilly, unit supervisor, Pasco,
Wash., AF Sector Field Office, Seattle AF
Sector.

m Jere A. Sheppard, unit supervisor, Bill-
ings, Mont., AF Sector, promotion made
permanent.

m Brian J. Sinon, unit supervisor, Casper,
Wyo., AF Sector Field Office, Billings AF
Sector, promotion made permanent.

m Leroy R. Skaug, assistant manager, Seat-
tle AFSS, from the Air Traffic Div.

m Patrick A. Terry, manager, ldaho Falls,
Idaho, FSS, from the McMinville AFSS.

m Charles R. Torres, area supervisor, Grand
Junction, Colo., FSS, from Denver.

= Bette L. VanManen, area manager, Den-
ver AFSS.

m Johannes Walls, Jr., area supervisor,
Spokane, Wash., ESS, from Seattle AFSS.

m Robert L. Wheeler, area supervisor, Den-
ver‘tower, promotion made permanent.

Southemjtegior"MNANANAN

= Phillip A. Ammons, area supervisor,
Atlanta, Ga., ARTCC, promotion made
permanent.

m Thomas G. Christian, area manager,
Memphis, Tenn., ARTCC.

m Grady J. Davis, Jr., manager, Huntsville,
Ala., Airway Facilities Sector Field Office,
Memphis Hub AF Sector, promotion made
permanent.

m Hollis Fowler, area supervisor, St.
Petersburg, Fla., Automated Flight Service
Station, promotion made permanent.

m Isaac O. Grant, area supervisor, Jackson,
Miss., FSS, from Macon, Ga., AFSS.

m Lamon Grier, Jr., assistant manager for
program support, Jacksonville, Fla., Hub AF
Sector, from the FAA Academy.

= William A. Gronvold, area supervisor,
Mobile, Ala., FSS, from Orlando, Fla.,
Fss.

m James C. Harber, manager, Melbourne,
Fla., AF Sector Field Office, Tampa, Fla.,
AF Sector.

m Leonard E. Jankowski, assistant man-
ager, plans and programs, Memphis ARTCC.

= Marion A. Jennings, area supervisor,
Miami International Airport Tower, from Ft.
Lauderdale, Fla., Executive Airport Tower.

m Marvel K. Kruse, area supervisor, Miami
ARTCC, from the San Juan, PR., CERAR
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m John E. Lacey, area supervisor, Atlanta
ARTCC, from the Memphis ARTCC.

= Robert C. Lagen, Jr., assistant manager
for automation, Memphis ARTCC.

m James W. Lane, area supervisor, Atlanta
ARTCC, promotion made permanent.

m James J. O’Brien, area supervisor,
Memphis ARTCC.

m Joseph F. Petrucci, area supervisor,
Miami Tower, promotion made permanent.

m John B. Plate, area supervisor, Miami
Tower, promotion made permanent.

m George R. Richardson, area supervisor,
Knoxville, Tenn., Tower.

= John C. Riggs, area supervisor, West
Columbia, S.G., Tower, from Atlanta Tower.

m Walter A. Schade, Jr., area supervisor,
Miami ARTCC.

m Charles H. Smith, section supervisor,
South Florida Flight Standards District
Office, Miami.

= Howard Turner, Jr., principal operations
inspector, South Florida FSDO.

m Kenneth R. Vanauken, assistant manager,
traffic management, Miami ARTCC.

m Robert L. Williams, atea supervisor, lain
Atlanta ARTCC, promotion made
permanent.

Southwest Region

m James R. Asbury, assistant manager, Con-
roe, Texas, Automated Flight Service
Station.

w Oscar D. Brown, manager, Houston,
Texas, Right Standards District Office.

m Thomas C. Brown, assistant manager,
Lubbock, Texas, Tower, from the Los
Angeles ARTCC.

= Arlen L. Byrd, area supervisor, San
Angelo, Texas, AFSS, from De Ridder, La.

= Rocco Cangelosi, manager, Houma, La.,
Tower, from Moisant Tower, New Orleans.

m Thomas P. Germino, Jr., team super-
visor, Dallas-Fort Worth FSDO.

m Charles A. Hemphill, manager, Fort
Smith, Ark., Airway Facilities Sector Field
Office, Little Rock, Ark., AF Sector.

m Charles Hensarling, unit supervisor; Lub-
bock FSDO.

= Mary F. King, manager, Management
Systems & Appraisal Branch, Resource
Management Div., promotion made
permanent,

m John C. Konecny, area supervisor, San
Angelo AFSS, from the Conroe AFSS.
Technical Center

m Richard W. Battaglia, staff officer, Oper-
ations Center, promotion made permanent.

= Theodore J. Bolkh, unit supervisor, Tech-
nical Program Support Section, Plant
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The information in this feature is extracted from the
Personnel Management Information System (PMIS)
computer. Space permitting, all actions of a change
of position andor facility at the first supervisory
level and to branch manager in offices are pub-
lished. Other changes usually cannot be accommo-
dated because there are thousands each month.

Services Branch, Plant Engineering & Serv-
ices Division.

= Anthony J. Willett, manager, Public
Affairs Staff

Washington Headquarters

m Walter J. Price, chief, Frankfurt, Ger-
many, International Field Office, Europe,
Africa & Middle East Office, from the
Houston, Texas, Flight Standards District
Office.

m Mark J. Rosenthal, manager, Aviation
Standards Data Division, Office of Program
2 h .

® Ronald E. Coffey, manager, ro-
grams Integration & Planning Branch,
Systems Requirements & Design Division,
Systems Engineering Service, from the Har-
risburg, Pa., AF Sector.

= William C. Davis, manager, Airspace &
Air Traffic Rules Branch, Airspace-Rules &
Aeronautical Information Division, Air Traf-
fic Operations Service,

= Billy W. Franklin, program director,
Technical Standards Program, Maintenance
Engineering Division, Systems Maintenance
Service, from the Alaskan AF Division

m James S. Kemp, supervisor, Formulation
Team, Capital Division, Office of Budget.

= Bonnie C. Plankalla, manager, General.
Aviation Operations Branch, General Avia-
tion & Commercial Division, Office of
Flight Operations.

made
permanent.

Western-Pacific Regjon

m Stanley E. Albright, assistant manager,
Oakland, Calif., ARTCC.

= Gene R. Burgandine, manager, El Toro
MCAS Airway Facilities Sector Field Office,
Santa Ana, Calif., from Wshington Head-
quarters Automation Service.

m Charles J. Burge, assistant manager for

training, Riverside, Calif., Automated Flight
Service Station, from Daggett, Calif.

Retirees
AERONAUTICAL CENTER CENTRAL REGION Goodwin Glassman
John R Bodnar Eamest W. Bishop Stanley J. Gromelski
Franklin R. Bolus Joseph W. Butress William J. Grupe
Clifton R. Brooks Thomas W Darlington Daniel J. Harris
Robert A Brown, . Donald D. Dvorak Carl A Hayden
Paul V. Buettner Joe F. Feiler, Jr. Philip E. Hughes
Robert E. Bussell Frederick W Hackerott Dorothea M. Jorgensen
‘Sherman E. Daugherty on E. Harrington Charles Kalkines
Raymond R. Dotson Gerald.S. Holliday Joseph G. Keller
Richard N. Gabel Edgar K. Huff Katils Killers, J.
S, Maxine Gaynor Larty E. Jones Donald H. Klimchak
Anthony R Giannetta Roland E Keetle Robert Lamb
Samuel E. Hamilton Robert E, Knight Robert D. Lamb
Clarence Harkins Waymond D. Kooken Charles M. Lewis, .
David M. Henry Robert C. Larson David W Ly
Henry J. Huff Joseph 1 Maier Leo-A Macedo
Jack E. McCormick Francis Martin

Jack W Kilgore Donald D. McCracken Otis Q Martin
Wily W, Kn?;men Pauline E. McWilliams Garland G. Maston
Raul D. Kumlin, . Kludas D. Mead Jerry A Mazza

Id E. McCumber Vermon A. Mickelson Robert G. McDonald
Devere A Olson Edward N. Mosman éﬂe?: "I—’Iﬂl;\ga"
James F. Pannell Donald J. Olds r TS
1. Carl Phery NormanG. Oleson John W Orokos
Emest J. Pittman George M- Park- . Walter Ralko
Juan 1 Rivera Thomes E. Rate Donald Price
Richard M. Rodgers Frederick H. Pogue Eugene S. Quinn

Willie B. Rounsaville

Quentin M. Reichmuth

Jr. Alberto Quinones

Donald H. Spaldi Arthur N. Richardson Francis E. Rossi
Elsie A a,zs‘ﬂi“. " Joseph C. Standfast George E. Rone
Katsuhiko Tamayori Thomas M. Taylor Irving Schneider
John W Theno Normen E. White Frederick G, Schuk
Raul D. Vesely William J. Schuster, J.
Robert W. Vincent EASTERN REGION Frank D. Smith
lace N John R. Ammann Anthony W Sullivan

Harold E. Wtts Burton M. Bakeman Leland D. Valentine
Ted Wemick Billy Ballard Robert H. Walker, Jr.
Obie /. Whitehurst d M. Baranoski Francis R. Wilson
Lucinda Williams Edward D. Bark John Yurescko
Amald & Wilson it B(N_HS GREAT LAKES REGION
Marianne Young Hubert D. Chin E 3
Ancrew J. Zakrzewski Robert B. Collins David K. Aired

Guy S. Davis, J. Mark A, Bissonette
ALASKAN REGION Warren R. Dickens dward L. Broadnax
Joe O Amberger Ralph B. Dinwiddie John J. Buehler
Wilbrum I Ryan Robert H. Fitchard Charles R. Chase

Eugene A, Fowler Christine M. Chemey

Gene O. Fozard

Frank T. Gardner

Robert Giordano

m Lewis A. Butler, manager, Phoenix,
Ariz., Tower, from Tampa, Fla.

m Douglas J. Cahill, manager, Honolulu AF
Sector Field Office, from Finegayan, Guam.

®m Michael D. Corbett, area supervisor,
Oakland ARTCC.

= Robert W. Dean, area supervisor, Lancas-
ter, Calif., FSS, from Riverside AFSS.

= Arien C, Conner, manager, Lindbergh
Field Tower, San Diego, Calif.

m Frank B. Garcia, assistant manager for
training, Riverside AFSS.

m James W. Greenwood, assistant manager
for training, Hawthorne, Calif., AFSS.

m Charles H. Hall, manager, Oakland
ARTCC.

m Roland W. Kersting, area supervisor,
Honolulu ARTCC-

= Terry T. Lankford, area supervisor, Oak-
land FSS.

m Sandra Gillin Libby, manager, Contract-
ing & Acquisition Management Branch,
Logistics Division, promotion made
permanent.

= Gearold W. Martin, area manager,
McClellan Air Force Base TRACON, Sacra-
mento, Calif., from Stockton Tower.

m Karen D. Rodriguez, unit supervi$or,
Accounts Payable Section, Accounting
Branch, Financial & Management Resources
Division.

= Lawrence E. Samson, area manager,
Phoenix TRACON.

= Ronnie V. Simpson, supervisor, Safety

Section, Safety and Standards Branch, Air-
ports Div., promotion made permanent.

m George J. Slade, Jr., assistant manager,
programs, Burbank, Calif., Tower.

m Thomas T. Watanabe, area supervisor,
Fresno, Calif:, FSS, from Oakland FSS.

m Frank B. Wilcoxen, area manager, Oak-
land ARTCC.

Marvin E. Clark Vincent J Lanzilla Wallace W. Rose
Fay E, Daniel Robert C. Levesque James L Slye
Loyd M. Duncan Florence M. Lynch Alan J. Snyder
Kamuel M. Ellis David J. McDonald Ralph E. Stallcup
Herbert W. Freitag Robert W, Nichols Mary J. Sutlovien
Robert L. Hake Glenn H. Thomton
Clell Hall NORTHWEST MOUNTAIN REGION ~ VelVin E. Toland
Wesley E. Harmon Glinton H. Abnet Wayre E. Vickrey
David R Harper Gerald L. Aldridge Camilla Vogl
Douglas Harrison Donald L. Anderson Albert M. Welkup
Edward R. Heaps Frederick N. Ard Max K. Winter
William C; Hirehert Richard D. Amer Karl S. Wuthrich
John R. Hochberger Ralph W Blackett Joseph A. Yannello
Ernest W Holmes Joseph L. Bogart
Vermon Hopson Niles Bradshaw SOUTHERN REGION.
Gary L. Jordan Harold D. Broadhead Mildred S. Abercrombie
Joseph W, Kratochvil Lauren B. i John W Allison
Earl S. Lee George L. Buley Bud V Anderson
Norman A. Lewis Alvis J. Carder James R. Beatty, Jr.
Frank R, Limon Francis R. Carrigan Carolyn C. Berry
Philip 1. Link John C. Carter Hubert Black
Robert K. Norden John Chavez Colton J Bowen
John D. Palmer Elme R, Cheatham Douglas D. Braunsroth
William R Paschen John L. Clark Billy H. Brown
Jay A Peterson Roger W Clark Harry J. Butler
Clarence 1. Raiter Lawrence T. Dowd Robert L Butler
Nortis L. Schiewe Mary Ann Dunn Carl W Campbell
James R Schnaare Geraldine Dunoskovic Bennie J. Carden
AlanL. Schwitz  + ‘Thomas E. Dutton Bryant M. Chestrutt
Kenneth L. Stone James W Gates Edward L. Clements
M) Smbo David M. Gourley Jack R. Craft
Raymond A. Teska Meurice A Harris Russell W Croshy
Casper F. Thielman Marion 1 Holman Geraldine T. Crowther
William J. Truempler Hairy Hubbard Daryl J. Davenport

\ Albert Jokela g‘éﬂB.EDaDe‘{llsan‘Br

j Dean M. Jones
Z’S&‘En?e. wv\u'f‘{;om Henry C. Jones Jule C. Delsman
James E. White Donald W Kent Allan J. Depoe
Ronald D. Whitlock Frank J. Kubes, Jr Jesse T. Elders, .
Daniel J Yarke Raymond Lentz Edward W Embry
Ralph Main James H. Estes

NEW ENGLAND REGION Edward R. Marvin Clyde W. Fincher
Ri fams Ansel H. MeAllaster Charles E. Funderburk
Arthur ). Beatty James)E. McBride Daniel P Ganley, Jr.
Paul J. Costello Eugéne J, Mo Edward W Griffith 111
Robert M. Demeo Kenneth L. Moulton Pearl W Grigshy
Dorall Q Eno Leo E_Plairce Alvin W Hall
Walter J Foster Allen B. Robbins Nina G. Harbour
Neil C. Guild
Benton Haynes, .

Anastasios D. Kinanis

Brave Bessie’s
Short Dance
in the Skies

here are many women who took

to the air early in the history of
aviation, but other than the

had to try harder in seeking her wings.
Brave Bessie—a nickname she was
later to earn—was bom into a poor

renowned Amelia Earhart and Jacquediag family in 1896, according to the

Cochran of the middle years, only avia-
tion buffs could name names.

There was Blanche Scott, who is con-
sidered to have been the first woman to
learn to fly, having been taught by
Glenn Curtiss in 1910. Like most pilots
of the era, however, she never obtained a
license, which was being offered by the
Federation Aeronautique Internationale

of America. The first American woman
to do so was Harriet Quimby, who
earned license number 37 in 1911.

The first black woman pilot to earn a
license and possibly the first black per-
son to do so was Bessie Coleman, who
received her certificate in France in
1921.

Like Quimby, she had a short, tragic
career in aviation. Unlike Quimby, she
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date she gave on her license. (Other
sources list 1892 and 1893.) She was a
voracious reader and wanted to go to
college, but hers and her mother’s mea-
ger earnings permitted her to attend only
a single semester at Langston Industrial
College—now Langston University.

She moved to Chicago, where her
brother lived, and worked as a manicur-
ist, and.xnanager of a.chili parlor. All the
while, she continued reading, gaining an
interest in aviation. By the end of World
War 1, she had made up her mind to fly.

Throughout the country, her applica-
tions to flight schools were rejected as
quickly as they were submitted, not only
because she was black, which many of
them probably did not know, but
because she was female. Women were
heavily discriminated against in tradi-

A
I

tionally male fields, and aviation was a
new, macho field.

Coleman was persistent, however, say-
ing “If I can create the minimum of my
desires, there shall be no regrets.” She
approached the editor of the Chicago
Weekly Defender for assistance. He
advised her to learn French and save her
money, that the answer lay in training in
France, where attitudes were more lib-
eral toward women and blacks in
aviation. Indeed, Eugene Bullard, an
American black, learned to fly there and
flew in combat with the Lafayette Esca-
drille in World War I.

She followed that advice, making two
trips to France and taking instruction
from some of the best European pilots,
including the chief pilot of Germany’s
Fokker Aircraft Co. She returned to the
United States with FAI license 18,310 in
hand.

Wanting to share her achievement,
Coleman set her goal of opening a fly-
ing school to “give a little coloring” to
aviation. That would take money,
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Bessie Coleman visited aircraft builder and
designer Anthony Fokker in the Netherlands
during her 1921 trip to Europe.

however, so she began giving exhibitions
over Checkerboard Field in Chicago in
1922. In Boston, Brave Bessie, as she
was then known, did loops over the spot
in the Charles River where Harriet
Quimby was killed. Between exhibi-
tions, she lectured on aviation in
churches and movie theaters. She made
her barnstorming headquarters in
Houston, Texas.

Her first accident occurred in 1924
while doing advertising for the Firestone
Rubber Company in California. It took
her a year to fully recover.

She was close to realizing her goal
when she began barnstorming in
Orlando, Fla. On April 30, 1926, dur-
ing a show for the Jacksonville Negro
Welfare League, Coleman was killed
when she fell from her plane following
mechanical trouble.

Though her flying career was short,
she succeeded in giving a little coloring
and powder to aviation by her inspira-
tion to blacks and women to follow in
her footsteps. m
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Fourteen years ago, the destruction of an
airliner on approach to Dulles International
Airport embroiled FAA in controversy,
changed air traffic control procedures and
hastened implementation of the Ground
Proximity. Warning System. The following
description of thé accident is excerpted from
Troubled Passage, The Federal Aviation
Administration During the Nixon-Ford Term,
the recently publishedfifth volume of the
agency’ narrative history series.

or Washingtonians, December
1974 began with a day so windy
that National Airport was closed
mid-morning. Snow was predicted,
and many citizens doubtless chose to
linger over their Sunday Post rather than
venture outdoors. Those interested in
aviation noted that the troubled Lock-
heed Aircraft Corporation had resisted a
takeover bid by oil-rich Arabs.

The front page also showed a smiling
picture of the affable former congress-
man who had now occupied the White
House for almost four months. An old
Navy man, Gerald Ford had enjoyed
watching the midshipmen trounce Army
in Saturday’s game. The Post’s editorial

section included an indignant attack on
Secretary of Agriculture Earl Butz, who
had regaled reporters with an ethnic joke
about the Pope. This was only a minor
embarrassment to a President whose ini-
tial honeymoon period had lasted less
than five weeks. To many, Ford’s pardon
of Richard Nixon proved that his admin-
istration was no more than an extension
of the previous one.

Alexander Butterfield was among
those for whom the new regime was a
disappointment, yet he could look for-
ward to the formal opening of one of the
major projects through which he hoped
to revitalize FAA. Members of the
world’s aviation community were assem-
bling in the city to attend the first
Biennial Airworthiness Review, sched-
uled to begin the next day.

News of the shutdown at National was
relayed to TWA Flight 514, a Boeing
727 en route to the capital from the
Midwest. After consulting his dis-
patcher, the captain decided to change
his destination to Dulles International.
He had never flown into Dulles before,
but had q'uafifieifto iand'there oy watch-
ing films of the approach.

His new course would take him over a
range of Virginia mountains northwest
of the airport. The crew’ approach plate

did not depict the contours of this range,
but it did show the position of several
individual peaks. The route assigned to
the 727 was represented by an arrow
drawn between the two highest points
and marked with a minimum altitude of
3,400 feet. The arrow pointed to Round
Hill intersection, where aircraft might
drop as low as 1,800 feet on their way
to the final approach fix.

Flight 514 was still on the other side
of the mountains from Dulles when it
received clearance for approach. The
controller mentioned no altitude restric-
tion, and the captain assumed that he
could descend immediately to the height
from which the final section of the
approach would begin.

“Eighteen hundred is the bottom,” he
announced, and the co-pilot guided the

Dr. Preston is a member of the FAA history
staff, Office of Public Affairs. He is the
author of Troubled Passage.

aircraft down into the turbulent clouds.
Doubt crossed the captain’s mind a few
minutes later. He remarked that “this
dumb sheet” showed a minimum alti-
tude of 3,400 feet to Round Hill.
“Where do you see that?” asked the
flight engineer, and the three men dis-
cussed the question. They decided that
the controller’s clearance overrode their
chart and allowed them to descend at
once. In fact, they dropped even below
1,800 feet as their blind, bumpy flight
continued

The crew caught brief glimpses of thé
ground as they neared the mountains,
but their first perception of danger
apparently came from the altimeter
horn. For a few crucial seconds, the 727
began to climb. “Get some power on,”
ordered the captain as the terrain warn-
ing sounded again. Impact came an
instant later. The aircraft struck the crest
of a ridge near the town of Berryville,
killing all aboard.

The key to the TWA disaster lay in
the term “cleared for approach.” EAA’s
position was that Aimoly ?2n,
wrong mMiaicing'tiieir unqualified clear- ..
ance to mean that they could descend
immediately. It was true that controllers
sometimes gave altitude restrictions
when clearing in-bound traffic, but their

The Crash of Flight 514 B....

manual directed them to do this only for
those aircraft classed as “radar arrivals.”
Although Flight 514 had been monitored
on the Dulles controller’s scope, the
agency did not regard it as a radar
arrival because the pilot was not receiv-
ing radar navigational service. Instead,
he had been merely directed to a radial
and later cleared to proceed under his
own navigation.

The Airline Pilots Association
(ALPA) rejected this, arguing that the
TWA crew’s fatal interpretation had been
shared by a majority of pilots before the
accident. This claim may have been
exaggerated, but the National Transpor-
tation Safety Board (NTSB) gathered
evidence that uncertainty on the point
existed within the aviation community.
In the years before the accident, organi-
zations that included the Air Force and
commercial earners had pointed out the
potential for confusion.

The NTSB report on the accident sug-
gested that many pilots did not
understand such distinctions as the one
between radar and nonradar arrivals.

While increasingly reliant on assistance
from control facilities, they often did not
realize the exact nature of the service
received. The report also noted that con-
trollers possessed certain altitude data
not found on the pilots’ charts and often
used this knowledge to clear flights to
descend below published minimums.

Another factor that helped to explain
the TWA pilots’ action was the poor
design of their particular approach plate.
Despite its defects, however, the chart
contained enough information to show
that 1,800 feet was not a safe altitude.
The crew’s failure to draw this conclu-
sion—or seek clarification—was clearly
an error of judgment. The Board’s
majority ruled that this mistake was the
probable cause of the accident, and
listed FAA' failure to prevent such mis-
understandings as a contributory factor.
Two members dissented, dividing the
blame equally between the pilots and the
agency.

Public debate on the Berryville crash
did not wait for the Safety Board’s hear-
ings.-The; fact that the. disaster, had
occurred so near the capital magnified
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both its news appeal and political
impact. The victims included a cross-
section of the Washington establishment:
civil servants, military officers, an FBI
agent, three congressional aides. The
media supplied photographs of the
wreckage and other sad and shocking
details that gave immediacy to the statis-
tic of 92 fatalities.

Unions representing both pilots and
controllers used the occasion to charge
that FAA had ignored their appeals for
additional safety equipment. The NTSB
itself did not entirely preserve its image
as a deliberate investigator. Three days
after the crash, the Board’s chairman,
John H. Reed, was quoted as saying that
the cause had been either instrument
failure or pilot error. ALPA’ John
O’Donnell immediately asked the Presi-
dent to remove Reed for his
“irresponsible speculations” about this
and other recent accidents.

Butterfield, too, released a statement
that deplored premature judgments from
any source. Concerned about reports
that: Flight 514 had received misleading
instructions, however, he included an
interpretation of his own. The Admin-
istrator said that the tapes of the TWA

jet’s communications showed that the
controllers had followed correct and
well-established procedures.

Like many other FAA officials, But-
terfield continued to regard the crash as
a pure case of pilot error. He told one
audience that controllers should properly
be called “spacers” because their func-
tion was to separate aircraft from other
traffic, not from the ground. But the

15

Administrator said that the crash
revealed “room for improvements” that
would prevent “this kind of accident or
fuzzy instructions™ from recurring.

To make changes meant climbing
“out oh the limb of potential liability,”
he explained, but “we don’t give a
damn about that.”
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READING THE FINE PRINT

If you’re retlr!nﬁ this year, under
the new rules for withdrawing a lump
sum equal to your contributions to your
annuity, only 60 percent of it ma¥ e
taken during” 1988, the balance collect-
ible in 1989. What you may not be aware
of is that the 40 Fercent_to be held by
the government will earn interest-
8.375 percent this year. A

The split lump-Sum arrangement is
slated to expire Sept. 30, 1989, unless
Congress reauthorizes it. _

You may also_be surprised to learn
that the continuing resolution spending
bill provided for the payment of inter-
est on back pay awards to federal em-
ployees who are victims of improper
personnel actions. The interest is the
same _charged b¥_the Internal Revenue
Service for delinquent tax payments.

THE STATUS OF LEAVE SHARING

Following on the three-employee
”leave sharing" test and with the
blessing of Congress in thé omnibus
funding bill, the Office of Personnel _
Management 1is publishing regulations in
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the Federal Register that will lift the
ceiling on the number of participants
in the program, but will Timit dona-
tions to annual leave, as the Adminis-
tration prefers. Individual agencies
will set the rules.

_At the same time, the House Post
Office and Civil Service Committee has
passed HR-3757, The Leave Transfer Act,
which would permanently require agen-
cies to permit employees to donate an-
nual leave to co-workers facing per-
sonal emergencies,%lt would also setup
three pilot projects in which both an-
nual and_sick leave could be donated.

A glitch is that federal employees
are barred from giving gifts to super-
iors, which the leave donation could be
considered if the recipient is a higher
grade. HR-3757 and the earler three-
person test have a "notwithstanding
clause” to exempt the program, but
OPM*s expanded program for this spring
doesn’t. )

The House committee also approved
HR-925 , which would permit federal
employees and _employees of large pri-
vate-sector firms to take extended
unpaid leave for personal or family
medical crises.

NARROWED LEGAL PROTECTION

The Supreme Court has ruled in
Westfal 1 vs. irwin that federal em-
ployees are immune from damage suits
only when their conduct is within the
scope _of their duties and they are
exercising decision-making” discretion
— that is, involving policy or planning
decisions.*

A CARPOOL IS NOT AN OFFICE

Did you ever feel like the shoptalk
engaged In during commuting was an ex-
tension of your workday? One federal
employee who re%glarly rode with his
bosses did and filed a claim for over-
time, contending that one of his per-
formance ratings was partially based on
the discussions held during the two
hours of carpooling each day._

The Comptroller General "disallowed
the claim, saying that discussion of
official business in that setting did
not place the employee in_duty status
nor qualify him for overtime.

TRUTH VS. BAD PR_ )

The Congressional Budget Office has
put the lie to public perceptions that
federal employees are under-productive.
The CBO_told Congress that government
productivity has grown at a rate close
to double that of the private sector
over the past 10 years. R

Federal productivity gains averaged
1.4. percent a year, compared to the
private sector’s gain of 0.8 percent.
Not counting Departrnent of Defense and
Postal Service employees, civilian
agencies actually recorded a two per-
cent per year increased output.

JUST A LITTLE RESPECT

Maryland Rep. Steny Hoyer and Sen.
Paul Sarbanes have introduced legisla-
tion to designate May 2-8 as "Public
Service Recognition Week." JayS Senator
Sarbanes: "Public servants lead a noble
call ing_to serve others.” You knew
that, didn"t you?/>
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