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Joining Forces for E E O
£  ^  r  I  1  his year we will hire in 

proportion to the civilian 
M . labor force.” With these 

words, Herb McLure, Associate Admin­
istrator for Human Resource Manage­
ment, opened a joint meeting in Las 
Vegas of the agency’s civil rights offi­
cers (CROs) and human resource man­
agement officers (HRMOs). They met in 
conjunction with the National Black Coa­
lition of Federal Aviation Employees’
14th annual conference.

At the meeting, FA A Administrator 
James Busey unequivocally stated his 
commitment to affirmative action. While 
recognizing that the agency has “talked a 
good game” in the past, Busey said,
“The facts don’t bear out what we want 
to do by the year 2000, particularly at 
the management level.”

Busey demanded that all managers 
take actions leading to meaningful re­
sults. “We are going to make positive 
progress during my tenure,” he said.

q m p

FAA Administrator James Busey, Assistant Administrator for Civil Rights Leon Watkins, 
and manager of the Staffing Policy Division Wanda Reyna discuss EEO initiatives.

He endorsed setting meaningful, at­
tainable goals and holding management 
accountable for the achievement of those 
goals. “We want a culturally mixed work 
force that gives us the benefit of all the 
talents and gifts of all our employees. I

want this EEO initiative to move for­
ward, even within the severe budget situ­
ation. I don’t want our managers to use 
this situation to lie back and do 
nothing.”

The aim of the meeting in Las Vegas

By Lu Carradine and Tina Mallory- 
Stephens
Lu Carradine is the Civil Rights Manager, 
Central Region, and Tina Mallory Stephens is 
the Headquarters Civil Rights Manager.

was to improve work relationships be­
tween CROs and HRMOs, clarify the 
roles and responsibilities of each group, 
and identify strategies for supporting 
FAA’s affirmative action goals.

“Other agencies are not making this 
kind of commitment. FAA is on the cut­
ting edge,” said Leon Watkins, Assistant 
Administrator for Civil Rights.

Organizational development specialists 
Katherine Friedman, Northwest Moun­
tain Region, and Cindy Zook, Washing­
ton Headquarters, served as facilitators 
for the two-day meeting in mid- 
September.

Participants reported that concrete re­
sults came out of the meeting. They 
identified issues hampering the agency’s 
affirmative action initiative and devel­
oped strategies to aid the recruitment 
and retention of minorities and women.

(Continued on page 12)

The Ordeal of the Electra
Three decades ago, a series of crashes involved FAA in a fierce 
controversy about the safety of a new airliner.
By Ned Preston

L ate in the afternoon of Octo­
ber 4, 1960, Eastern Air Lines 
Flight 375 prepared to leave 
Boston’s Logan Airport for Philadelphia 

and points south. Fifteen of the seats 
were filled by Marine recruits who were 
no doubt thinking ahead to what might 
await them at boot camp. The minds of 
other passengers may have been on poli­
tics, for Massachusetts Senator 
John F. Kennedy seemed to be gaining 
in a close race for the Presidency.

Flight 375 was a Lockheed Electra, 
one of a new generation of efficient 
transports helping to make air travel a 
routine choice for many Americans. The 
aircraft was powered by four Allison tur­
bine engines that sucked in air through 
valves mounted just behind the propel­
lers. These turboprops did not deliver 
quite the speed possible to turbojets such

as the Boeing 707, but they far surpassed 
the performance of older piston-driven 
aircraft.

Several of those who watched the de­

parture of Flight 375 noticed that some 
of the engines emitted smoke or fire sec­
onds after takeoff. The Electra yawed 
leftward, struggling to maintain its

jj

climb, and then stalled. The left wing 
dropped as the aircraft began a spin that 
ended in an almost vertical dive into the 
waters of Boston Harbor.

Spectators along the shore immedi­
ately launched small boats and hurried 
toward the sinking wreckage. Many pas­
sengers were found strapped to their 
floating seats, but no more than a few 
were still alive. Rescuers were able to 
release the seatbelt of a man who was 
holding a dead friend with one arm and 

(Continued on page 3)
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By Duncan B. Pardue

N ew \brk area air traffic control­
lers and aviation safety inspec­
tors were the first FAAers to get 
close-up views and rides on a 1932 vin­

tage Junkers 52 when the aircraft began 
a 27-city demonstration tour of the 
United States in September.

The aircraft, which was rescued from 
a junk heap in Ecuador in 1969 by 
American collector Lester Weaver, was 
bought by Lufthansa in 1984 and recon­
ditioned. It is being flown around the 
United States to commemorate the 35th 
anniversary of the airline’s operation in 
this country.

Before it could enter the country, how­
ever, it had to meet FAA certificate re­
quirements. Larry Bottie of AEA-252 
was in charge of this somewhat unusual 
task.

“It was clear from FAR 91.28b that an 
aircraft built in the 1930s could not sup­
port a standard airworthiness certificate,” 
Larry said. “We were able to issue a 
special flight authorization certificate, 
which included 23 limitations.”

Among the limitations are that the air­
craft cannot carry passengers or cargo 
for hire and it must fly only under visual 
flight rules. It also must avoid areas of 
heavy air traffic and congested areas of 
cities, towns, and villages. Too, its spe­
cial flight authorization document has to 
be displayed in the cabin.

Starting in 1932, Junkers began its 
manufacture of about 5,000 of the 
corrugated-skinned passenger planes. 
Most European airlines operated Ju-52s, 
which developed a reputation for rugged­
ness and reliability comparable to the 
American DC-3s.

The restored Ju-52 touring the United 
States was built in 1936. It was origi­
nally fitted with floats to fly Lufthansa’s 
route between Copenhagen, Denmark, 
and Oslo, Norway. It was later sold to 
Norwegian Air Lines, only to be com­
mandeered by the Luftwaffe in World 
War II. After the war it flew again in 
Norway until it was decommissioned in 
1956. It operated as a freighter in Ecua­
dor for a few years. Overused and 
under-maintained, it started to fall apart.

Birds were nesting in the fuselage 
when Weaver found the Ju-52 and bought 
the wreck for $5,200. He had it repaired 
and flew it back to Miami. After being 
refused certification in the United States, 
it was sold in 1975 to aviation author 
Martin Caidin who further restored it 
and sold it to Lufthansa. It took 16 days 
to get the aircraft to Hamburg, Germany, 
where Lufthansa operates its main main­
tenance base. It’s average speed was 110 
miles an hour.

The restored Ju-52 is being flown around the United States to commemorate the 35th anni­
versary o f the airline’s operation in this country.

At Hamburg, the aircraft was stripped 
down completely. Much corrosion was 
discovered under the corrugated skin. 
Replacement skin had to be specially ex­
truded. All electrical cables and hy­
draulic lines were replaced. Unlike later 
monocoque aircraft in which the outer 
skin carries most of the stress, the Ju-52 
is constructed on a steel frame compara­
ble to an automobile. It is powered by 
three 1340 Pratt & Whitney radial 
engines.

After leaving New York, the Ju-52 vis­
its major cities across the United States, 
including Washington, DC, Atlanta, 
Miami, New Orleans, Houston, Dallas, 
Phoenix, San Francisco, Portland and 
Seattle. ■

Duncan B. Pardue, a member o f the Public 
Affairs staff in Eastern Region, is a 
contributing editor to the region’s Intercom.

Posing after a pre-flight demonstration o f the Ju-52 are (L-R) John Mahoney 
(AEA-220), Paul Berkemose (AEA-220), Al Ruff (NY FSDO), Marty Ingram 
(NY FSDO), George Chopay (NY FSDO), David Malloy, Phil Gundel (AEA- 
250), an unidentified Lufthansa representative, Ed Krawiec (NY FSDO), and 
Dick Weaver (AEA-220).
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The Ordeal of the Electra t»«.

President Eisenhower selected retired 
U.S. Air Force Lieutenant General El- 
wood R. “Pete” Quesada as the FAA’s 
first Administrator.

clutching a Bible in his other hand. He 
was one of only ten who survived the 
accident, which claimed sixty-two lives.

In Washington, meanwhile, General 
Elwood “Pete” Quesada was just arriving 
home from a trip to Moscow. As the 
Federal Aviation Agency’s first Adminis­
trator, the general would have received 
the news of any major airline crash with 
grave concern. The circumstances of this 
disaster, however, made it a special test 
for Quesada and for the two-year old 
agency that he headed. The Boston crash 
focused national attention on an already 
intense debate about the 142 Electras in 
service.

In February 1959, less than a month 
after airlines began using Lockheed’s 
graceful new turboprop, one of them had 
plunged into the East River while on ap­
proach to LaGuardia. Although at first 
blamed on a faulty altimeter, this crash 
proved to have been caused by factors 
unrelated to the aircraft’s design or 
equipment. On September 29, however, 
another accident occurred.

Residents of rural Buffalo, Texas, 
were startled that night by a loud noise 
overhead. A brilliant fire appeared in the 
sky, and metal fragments rained down on 
the countryside. These objects were the 
remains of a Braniff Electra that had 
been flying at 15,000 feet with thirty- 
four persons onboard.

A team led by the Civil Aeronautics 
Board, which then had the responsibility 
for determining the probable cause of air 
carrier accidents, began the difficult in­
vestigation. Wreckage was painstakingly 
gathered and analyzed, revealing that the 
aircraft’s destruction had been triggered 
by the failure of its left wing. No reason 
for this failure was apparent, however. 
The Braniff flight had been cruising in 
smooth air, with no nearby traffic that 
might have caused the pilot to stress the 
wing by a violent maneuver.

Perhaps because the reason for the 
Buffalo accident was still unknown, FAA 
took no immediate steps to restrict or 
modify the Electra. The need for action 
became unmistakable, however, when

another of the aircraft lost a wing while 
flying through turbulent air on March 17, 
1960. Sixty-three persons died as the fu­
selage of the Northwest airliner embed­
ded itself in the earth near the Indiana 
towns of Cannelton and Tèll City.

Three days later, FAA issued an emer­
gency directive dropping the Electra’s 
top cruising from 373 to 316 miles per 
hour. On March 25 the agency further 
reduced this limit to 259 miles per hour 
and imposed other temporary restrictions 
to protect the aircraft from immediate 
danger. At the same time, FAA ordered 
a special inspection of all Electras and 
requested Lockheed to conduct an engi­
neering réévaluation of the aircraft type. 
The company began an all-out effort to 
identify the flaw in their product and de­
sign a remedy.

In taking these measures rather than 
simply grounding all Electras, Quesada 
had relied on advice from FAA’s experts 
and those of the National Advisory Com­
mittee for Aeronautics, the predecessor 
of NASA. Almost inevitably, however, 
such an issue places a regulatory official 
in a punishing crossfire between advo­
cates and industry spokesmen. Quesada’s 
-situation was especially hazardous be­
cause his blunt, forceful leadership had 
already earned him a sizeable opposi­
tion. He was also vulnerable to charges 
of favoritism due to his former position 
as à Lockheed vice president, even 
though he had resigned from the com­
pany in a policy dispute.

In addition, Quesada faced the opposi­
tion of the Civil Aeronautics Board. The 
Board learned that inspectors scrutiniz­
ing the Electras discovered that almost 
all the aircraft had experienced some 
cracking of the small rivets that secured 
the structure of their wings. Although 
the percentage of damaged rivets was 
tiny, the Board members feared a pattern 
that might lead to failure. On April 12 
they voted unanimously to urge the 
grounding of all uninspected Electras.

News of this confidential recommen­
dation quickly found its way to Indiana’s 
Senator Vance Hartke, who had earlier 
called for the Electras’ grounding while 
visiting the crash site in his home state. 
Hartke resumed his offensive, stating 
that he was “shocked that Quesada 
would take the chance of ignoring [the 
Board’s] advice and risk further death 
from these planes.”

The Administrator later discussed his 
position in an interview with FAA inter­
viewer Charles Planck. Quesada was 
confident that the lower speeds would re­
duce the Electra’s dynamic load enough 
to protect it from further catastrophic 
failures; yet he was fully aware that, if 
this judgment proved incorrect, the pen­
alty to the public would be terrific.

On May 12, Lockheed announced that 
it had identified the cause of the two 
wing failures. The company concluded 
that both aircraft had sustained some 
prior damage that weakened them in the 
area of their power-packaged nacelles,

permitting the engines to wobble when 
they encountered resistance at high 
speed. A phenomenon that became 
known as the “whirl mode” allowed this 
oscillation to stress the wing beyond the 
breaking point.

Lockheed developed modifications to 
prevent any future reappearance of the 
whirl mode. Until these changes were 
made, however, the Electra remained 
highly suspect in the eyes of many. The 
aircraft’s image as a jinx was heightened 
in September, when one flipped on its 
back after striking an embankment at 
LaGuardia. Although this nonfatal acci­
dent had nothing to do with structural is­
sues, it prompted Senator Hartke to 
renew his attack on FAA’s policy.

In this charged atmosphere, the news 
about the crash of Eastern Flight 375 
awaiting Quesada on his October home­
coming from Moscow was chilling in­
deed. “When I got word that this 
airplane had crashed in Boston Harbor,” 
the general recalled, “I was terribly wor­
ried that we had been wrong about the 
Electra.”

The Administrator arrived at Logan 
the following morning. At the urging of 
Crocker Snow, a state aviation official, 
he inspected the runway from which 
Eastern Flight 375 had departed. The 
tarmac was strewn with hundreds of 
dead birds, many of them chopped up as 
if struck by a propeller. Although he had 
been skeptical of Snow’s interest in this 
phenomenon, Quesada found his atten­
tion aroused. The carcasses were partic­
ularly numerous to the left of the 
runway, the direction toward which the 
doomed Electra had veered.

An ornithologist from nearby Harvard 
University soon confirmed that the birds 
had been killed about the same time as 
the accident. He identified them as star­
lings, a species accustomed to fly no 
more than twelve inches from one an­
other in dense flocks. Quesada compared 
this information with test data showing 
that a turbine aircraft engine might flame- 
out if only a single chicken was forced 
into its intake valve. Although bird 
ingestion had not previously seemed 
much of a threat to transport category 
planes, it now seemed likely that star­
lings had brought down the Eastern 
flight.

Quesada feared that to suggest such a 
cause for the Boston tragedy might sub­
ject him to severe ridicule. On the other 
hand, he believed it necessary to present 
an immediate justification for continuing 
his refusal to ground the Electra. He ex­
plained the bird theory carefully to re­
porters and was relieved to find them 
receptive to the judgement.

The Administrator still faced the scru­
tiny of Congress and the continued criti­
cism of Hartke. On October 9 he made a 
bold counterattack on the Indiana Sena­
tor in a public telegram addressed to the 
chairman of two key oversight 
committees.

“It is regrettable that Senator Hartke

seeks political capital from national trag­
edy . . . ,” Quesada wrote. “[H]e pursues 
his consistent pattern of commenting out 
of a general background of technical ig­
norance and with no real knowledge of 
the specific facts involved.” The Admin­
istrator went on to point out that there 
was as yet no evidence that structural 
failure caused the Boston crash and 
strong reasons to believe otherwise.

These reasons became even stronger 
with examination of the engines hauled 
from Boston Harbor. The discovery of 
avian remains inside the gaspaths com­
bined with other evidence to support the 
bird ingestion theory. The Civil Aeronau­
tics Board eventually concluded that the 
starlings had knocked out three of the 
four engines. Although two of the units 
quickly restarted, the abrupt sequence of 
power loss and recovery had rendered 
the aircraft uncontrollable.

The Boston tragedy prompted FAA to 
encourage more effective programs 
aimed at minimizing the bird hazard at 
the nation’s airports. The accident also 
stimulated research that yielded a better 
understanding of the ingestion problem. 
Meanwhile, in the weeks following the 
crash, Quesada’s position on the Electra 
gained increasing support in the media.

Stepped-up precautions against the bird 
hazard followed the Boston Electra crash.

At the end of 1960, FAA lifted the 
speed restrictions for those Electras that 
were modified to strengthen their wings. 
Until their modification was completed, 
the aircraft had continued to vindicate 
Quesada’s judgement by performing 
safely at the lower speeds. The Electra 
went on to prove its high standards of 
airworthiness in succeeding years, and is 
still in service in some areas of the 
country. The whirl mode had been sub­
dued, but it remained a sobering exam­
ple of how unforeseen factors might 
combine to create a hazard undetected 
by even the exhaustive tests of the certi­
fication process. ■

Ned Preston is the acting FAA agency 
historian.
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Paving the Way for Safer 
Skies: FAA Promotes Global 
TCAS Implementation
By James P. Witeck

On August 31, 1986, a tragic
midair collision occurred in the 
skies over Cerritos, California, 

which cost the lives of 67 passengers 
and flightcrew and 15 persons on the 
ground. This highly publicized tragedy, 
which involved an Aeromexico airlines 
DC-9 and a small general aviation air­
craft, stimulated Congress to an almost 
immediate reaction and marked a turning 
point in aviation history.

The legislative results—the Airport 
and Airway Safety and Capacity Expan­
sion Act of 1987—included provisions 
directing FAA to accelerate its plans to 
develop and implement an effective air­
borne collision avoidance system. Specif­
ically, this law established targets for the 
installation and operation of the Traffic 
Alert and Collision Avoidance System 
(TCAS II) in all passenger-carrying air­
craft (with more than 30 seats) that op­
erate in U.S. airspace, whether operated 
by U.S. or foreign carriers. This sched­
ule, somewhat adjusted in a later legisla­
tive amendment, requires a “phase-in” 
TCAS II implementation for U.S. car­
riers (ending on December 30, 1993) 
and the single deadline of December 30, 
1993, for foreign carriers operating under 
a Part 129 certificate.

The FAA promotes this important 
safety-enhancing technology internation­
ally. One significant way is through the 
U.S./FAA participation in the ICAO SSR 
Improvements and Collision Avoidance 
System Panel (SICASP), a group of in­
ternational experts who develop interna­
tional standards for such systems. The 
panel also oversees global evaluation and 
monitoring programs, which, for the 
most part, are being conducted or 
planned in the United States, Europe, 
and Japan.

Additionally, John K. McGrath, man­
ager of FAA’s Aircraft Engineering Di­
vision (AIR-100), reaches an 
international audience and shares the val­
uable technology for TCAS-II developed 
by the FAA and U.S. aviation indus­
try—a valuable tool for all pilots. The 
AIR-100 division is the principal archi­
tect of FAA rules related to TCAS 
equippage.

In a series of two three-day seminars 
geared to foreign civil aviation authori­
ties and aircraft operators from every 
continent, McGrath leads a slate of 
speakers from the FAA, EUROCON­
TROL, Boeing Commercial Airplane, 
and three airlines—Northwest, United, 
and Japan Airlines—in explaining the 
TCAS functions, components, opera­
tional experience, and both its demon­
strated and expected merits.

At the seminar held last May in 
Miami for authorities and operators from 
Mexico, the Caribbean, and Central/ 
South America, U.S. TCAS manufactur­
ers in their product briefings also gave 
seminar participants flight demonstra­
tions, including simulated aircraft 
encounters.

The most recent seminar series, Sep­
tember 19-21 at the Tai-Pan Ramada Ho­
tel in Singapore, was geared to the 
interest of participants from Europe, Af­
rica, the Middle East, and the Asian/Pa- 
cific rim areas. Barry Brayer, manager of 
the Western-Pacific Region’s Planning 
and International Aviation Staff, along 
with FAA’s Representative in Singapore 
Don Schmidt and his assistant Sapphire 
Yong, hosted the meetings attended by 
approximately 165 participants from al­
most 40 different countries.

The U.S. Ambassador to Singapore, 
Robert Qrr (a former governor of Indi­
ana), made opening remarks on behalf of 
the United States. Speakers from the 
agency were Thomas Imrieh, George 
Lyddane, Frank Rock, Alan Shinseki, 
and Thomas Williamson. The agenda in­
cluded technical presentations, lively 
questions-and-answer periods, and prod­
uct briefings provided by representatives 
of four U.S. TCAS manufacturers— 
Honeywell, Bendix/King, Rockwell 
Intemational/Collins, and Avion Systems.

The FAA is getting out the word on 
the latest developments in TCAS-II tech­
nology, the word that sharing knowledge 
is leading the way to safer skies 
internationally. ■

The author, James P. Witeck, is an 
international programs officer in the Office of 
Program and Resource Management (APR). 
He organized both the Miami and Singapore 
FAA seminars “Implementing Airborne 
Collision Avoidance Systems. >

John McGrath (AIR-100) officially opens the FAA-sponsored seminar.

Thomas Williamson (ARD-310) explains the basics o f TCAS.

(L-R) Thomas Imrieh (AFS-200N); 
Richard Jenyns, Daniel Tillotson, 
George Lyddane (ANM-100); Thomas 
Williamson (ARD-310); Barry Brayer 
(AWP-4); Ambassador Orr; John Mc­
Grath (AIR-100); Frank Rock (AIR- 
120); Alan Shinseki (ANM-100); and 
Richard Edwards, Satoshi Murakami, 
and James Witeck (APR-101 ).

Aviation Links the World

The U.S. Mission staff, left to right: Robert D. Cook, Deputy U.S. Representative!KAO Air Navigation Commis­
sioner; Janett Orndorf, secretary!information assistant; Don M. Newman, U.S. Representative to ICAO; Barbara 
Simpson, Foreign Service secretary!administrative assistant; David L. Schiele, Foreign Service officer.

By Charles Spence

Imagine the confusion if interna­
tional aviation faced the problems 
of border crossings that ground 
travel must endure. The pilot would find 

language barriers, opposing traffic flows, 
unknown and uncertain navigation and 
communications methods and frequen­
cies—or maybe no methods at all.

Fortunately, this is not so. As world 
leaders envisioned the growth of air 
travel after World War II, they estab­
lished the International Civil Aviation 
Organization. ICAO, as it is commonly 
called, was created in December 1944, 
as an intergovernmental organization. In 
1947 it became a specialized agency in 
relationship with the United Nations.

Over the years, ICAO has proved a 
model for international cooperation, and 
proudly, the FAA has played a major role 
in developing world aviation to the pres­
ent high standards. Despite its history 
and current work, few persons in the 
United States, and even within the FAA 
and DOT, are fully aware of the U.S. 
Mission to ICAO and its impact on air 
activities here and throughout the world.

“It was U.S. initiative that brought na­
tions together to develop a means by 
which nations could coordinate aviation 
policy and look to standardizing and nor­
malizing conditions for air transport,” 
says Lynn Jackson, whose section in the 
Office of International Aviation in the 
FAA serves as Secretariat for the U.S. 
Mission.

The United States supports 25% of 
ICAO’s budget, and FAA people serve 
on almost every technical working 
group. U.S. technology and expertise 
leave their marks on world aviation from 
security issues to future navigation sys­
tems and from fare structures to stand­
ards for windshear detection equipment 
and the military interception of civil 
aircraft.

For example, James Treacy in the 
Northwest Mountain Region’s Transport 
Airplane Directorate, ANM-103N, 
serves on a group doing studies and tests 
for certification of aircraft using micro- 
wave landing systems. MLS standards, 
frequencies, installation acceptance 
schedules, and other related issues all 
come through ICAO agreements as does 
almost every matter involving interna­
tional air activities.

In another area, because they share 
the same airspace, coexistence of civil 
and military aircraft is fundamental, yet 
geographical, economic, and political in­
fluences significantly affect the air traffic 
environment.

Concern over the destruction of Ko­
rean Air lines flight 007 by the Soviet 
Union in 1983 prompted ICAO to estab­
lish a study group to develop a second 
edition of the manual about interception 
of civil aircraft. Guice Tinsley, manager 
of the Special Programs Branch of the 
Flight Standards Service, AFS-430, be­

came the U.S. member of the group.
The accidental shoot down of Iran Air 
flight 665 by the United States in 1988 
further emphasized the need for im­
proved civil/military coordination.

Other examples of the diverse projects 
that FAAers work on through the interna­
tional forum are the committees on fu­
ture air navigation systems, noise and 
engine. There are working groups work­
ing on airworthiness, obstacle clearance, 
all-weather operations, and traffic sepa­
ration minima. Study groups are looking 
at subjects like frequency management, 
human factors, fire and rescue, helicop­
ter airborne radar approaches, and satel­
lite-aided search and rescue.

ICAO starts committees, panels, 
working groups, and study groups as is­
sues and subjects require attention. Two 
committees, 15 panels, and 19 study 
groups are now at work on various is­
sues. Four additional study groups are 
tackling issues peculiar to specific re­
gions of the world. FAA personnel serve 
on all but two of the 40. In one case the 
U.S. representative is from the National 
Weather Service, in the other from the 
Department of Commerce.

FAA specialists work on the panels 
and study groups in addition to their reg­
ular duties. “We draw technical people 
from Headquarters and the regions,” 
Jackson explains. “Somehow, they cram 
these extra duties into their days and 
weeks of normal responsibilities.”

Selection of FAA personnel to repre­
sent the United States on the technical 
bodies comes through the FAA Office of 
International Aviation. David DeCarme 
of that office forwards details about the

subject to the appropriate section of 
FAA, requesting an expert 
representative.

Organizationally the U.S. Mission to 
ICAO comes under the Department of 
State. The five-member U.S. Mission 
stationed in Montreal reports to the State 
Department’s International Organiza­
tions. Staffing at the U.S. Mission con­
sists of: Don Newman, the U.S. 
Representative on the Council of ICAO, 
a presidential appointee with the rank of 
minister; Robert Code, Deputy U.S. 
Representative and ICAO Air Navigation 
Commissioner, on assignment from the 
FAA to the Department of State as a 
senior Foreign Service officer; David 
Schiele, a Department of State career 
Foreign Service officer; Barbara Simp­
son, Department of State Foreign Serv­
ice secretary and administrative assistant 
to the U.S. Representative; and Janett 
Orndorf, secretary and information as­
sistant to the Air Navigation 
Commissioner.

FAA plays a major role in the Mis­
sion’s work. “At least 80 percent of the 
business we do is with FAA,” says New­
man. “We are a technical organization, 
and that is where the focus is.”

Other government and industry inter­
ests that become involved in ICAO activ­
ities include the Inter-agency Group on 
International Aviation (IGIA), which co­
ordinates U.S. international aviation pol­
icy. Members are from the FAA, State 
Department, Department of Defense, 
Department of Commerce, Federal Com­
munications Commission, and the Na­
tional Transportation Safety Board. 
Membership in IGIA is at the assistant

secretary or chairman level. Each gov­
ernment agency also appoints ad hoc 
members knowledgeable in the subject 
when matters of major concern to their 
agencies are under consideration.

“When an issue comes down from 
ICAO, this group develops the substance 
and posture of a U.S. position,” ex­
plains Roberta Proffitt. As principal staff 
officer of IGIA, Proffitt serves as the fo­
cal point for circulating data, gathering 
views, and keeping the U.S. Mission in 
Montreal informed.

Participation is not limited to the gov­
ernment. Eight industry groups also help 
to develop the U.S. positions. These in­
clude pilot organizations from commer­
cial carriers and general aviation, 
manufacturers, and airlines. Not only do 
these industry groups get involved dur­
ing formal meetings, they also contribute 
during informal contacts. Newman says 
meaningful help for ICAO work comes 
from conversations with representatives 
from such organizations as the Interna­
tional Air Transport Association, Interna­
tional Federation of Airline Pilots 
Associations and the International Coun­
cil of Aircraft Owners and Pilot 
Associations.

One of ICAO’s chief activities is pro­
moting standardization in such aviation 
matters as licensing of personnel, rules 
of the air, aeronautical meteorology, aer­
onautical charts, units of measurement, 
nationality and registration marks, air­
worthiness, search and rescue, aircraft 
accident investigation, airports, aeronau­
tical information services, noise and en­
gine emissions, safe transport of 
hazardous cargo, and security.

(Continued on page 8)
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A Talk with Barry L. Harris, 
Deputy Administrator

FAA Deputy Administrator Barry 
Lambert Harris, a pilot and busi­
nessman, brings more than 20 
years of aviation experience and 
strong management skills to the 
Federal Aviation Administration.

A commercial, multi-engine, 
instrument-rated pilot with 3,000- 
plus flying hours under his belt, 
Harris is no stranger to the nation’s 
air traffic control system.

On November 6,1989, President 
Bush announced that Harris was 
his choice for FAA Deputy 
Administrator.

In the recent past, he has flown 
500 hours a year in both fixed-wing 
aircraft and helicopters, much of it 
in the heavily traveled skies of the 
Northeast.

Harris, who describes himself as 
a “dedicated aviation enthusiast,” 
belongs to the Aircraft Owners and 
Pilots Association, National Busi­
ness Aircraft Association, Experi­
mental Aircraft Association and the 
National Biplane Association.

The 51-year-old Harris has exten­
sive government and private indus­
try-management expertise. He 
served as president and chief exec­
utive officer of Alliance Corpora­
tion, Portland, ME, and Community 
Systems, Inc., Gloucester, MA.

Harris was also a Gloucester as­
sistant city manager and director of 
community programs for the Bos­
ton’s Metropolitan Area Planning 
Council, a documentary writer- 
producer for WBZ-TV, Boston, and a 
news writer for WINS radio, New 
York City.

Some of Harris’ broadcasting 
documentaries have focused on 
the lives of John F. Kennedy and 
Douglas MacArthur and current af­
fairs issues of capital punishment 
and the half-way house movement.

The FAA Deputy Administrator at­
tended Harvard and Denison uni­
versities, served in the U.S. Army 
and is currently an officer in the in­
active Army Reserve.

The following interview, which 
took place Sept. 17, recounts Harris’ 
impressions of his first year on the 
job.

Now that you have been here fo r  al­
most a  year, what is your impression c f  
FAA? D oes it differ fro m  your precon­
ception o f  the agency?

HARRIS: First of all, I don’t think I 
came in with a lot of preconceptions.

Clearly, when the question was asked, 
“Where would you like to serve in this 
Administration?,” I wanted to be here 
because this was an agency that dealt 
with something I enjoyed and knew a lit­
tle bit about. And I liked Sam Skinner’s 
style.

Deputy Administrator Barry Lambert Harris.

I think what I have found that im­
presses me is FAA’s depth. FAA people 
are bright. They’re motivated. They’re 
dedicated and committed. If anything, I 
was very pleasantly surprised. People at 
the FAA don’t fit the “government em­
ployee” stereotype.

How do you see your role as Deputy  
Administrator o f the FAA? Has that role 
evolved since you came onboard? <

HARRIS: If we look at the statutory 
language that creates the job, we see that 
the Deputy is empowered to do anything 
the Administrator is empowered to do— 
in the Administrator’s absence. This 
means, I suppose, that I could sit in the 
wings like a good understudy and wait 
for something to happen to the 
Administrator.

“. . . in the case of 
Jim Busey and 
Barry Harris that 
chemistry is pretty 
good.”

But, I see it a little differently. I see 
the role of the Deputy as providing an 
additional dimension to the Administra­
tor. One person can do only so much, 
and two people can do so much more. 
Clearly, the Administrator is responsible 
for running the agency, and it’s up to 
him to delegate that portion of the re­
sponsibility he wants to whomever he 
wants.

I think the effectiveness of the Deputy 
is determined by several things. One is 
the chemistry that exists between the 
Administrator and the Deputy. I think in 
the case of Jim Busey and Barry Harris 
that chemistry is pretty good.

We have a lot in common, yet our ca­

reer backgrounds are vastly different. We 
both grew up in the Midwest and seem 
to share what I suppose you could call 
midwestem values. He enlisted in the 
Navy and ended 37 years there with four 
stars. My career included journalism, 
business, and government.

In the 10 months I’ve been here, there 
has never been an issue on which I have 
found myself in fundamental disagree­
ment with the Administrator. On those 
rare instances where issues have come to 
a decision point before we’ve had a 
chance to discuss them, I’ve been 
amazed at how close his calls have been 
to what mine would have been. This 
consonance of approach and opinion be­
tween us is, I think, quite remarkable. It 
also amazes a lot of career employees.

I might add that Jim Busey and Sam 
Skinner enjoy a similar relationship. I 
don’t think anyone in the FAA hasn’t 
noticed what a difference that makes.

Anyway, I feel comfortable that I can 
make a contribution. I feel comfortable 
that I can enhance Jim Busey’s adminis­
tration. And I think there is a growing 
trust between us that allows this synergy 
to be an effective, positive force in the 
agency.

Where do you think you can make the 
biggest impact?

HARRIS: Well, I guess there are sev­
eral areas. This agency is typical of, I 
suspect, any large federal or government 
agency. It is populated with people who 
are making a career of government serv­
ice, yet who see their leaders change 
from administration to administration.

At the FAA, these changes occur far 
more frequently than I think is healthy.
As a result, the career people say, “Gee,
I can’t afford to get too far out in front 
of anybody on any issue, because if the 
administration changes or the leadership 
changes, then I may not be on the right 
side of the issue, and it may hurt my 
career.”

I don’t have a problem understanding 
this. I guess what concerns me is the 
fact that this tends to inhibit an individu­
al’s initiative within an agency. So I see 
my role as encouraging initiative and 
creativity and, at the same time, helping 
to protect those who are willing to take a 
chance. Risk-taking is the essence of 
creativity in management.

We’ve talked a lot about total quality 
management here in the last six months, 
and one of the prerequisites of the TQM 
process is to be able to think in different 
frames—to change paradigms, to think 
over the horizon, to see around the cor­
ner. A role I can play is to encourage the 
agency corporately and the people indi­
vidually to do just that.

I’m also interested in our relationship 
with our customers. I’m interested in the 
way we manage the agency in terms of 
our employment policies, and specifi­

cally our equal opportunity employment 
policies.

I am interested in the role we play na­
tionally in terms of aviation education. 
Then, of course, there are a whole host 
of day-to-day issues in which I get in­
volved in one way or another.

You seem to have taken a particularly  
active role in EEO. Please discuss your 
strategy i f  you have one.

HARRIS: I think this agency has his­
torically given lip service to the process 
of being an equal opportunity employer, 
but it’s largely been lip service to a 
process, not to a result.

Ten or fifteen years ago, the FAA said 
it was going to achieve specific results 
by the year 2000. That was an easy cop- 
out then because the year 2000 was far 
enough away that everyone promulgating 
the plan knew they would be gone. The 
achievement was the process and not the 
fulfillment of the objective: to hire mi­
norities and women.

Now we are looking at the year 2000, 
and it’s only nine years away. Those of 
us who are here today are likely to be 
around then. It’s the near-term future, 
and I guess what I’m saying is, we need

“ Risk-taking is the 
essence o f creativity 
in management. ”

to shift focus from the process to the 
result.

I think an aggressive EEO program is 
the right thing to do. I think it’s the eth­
ical thing to do. It’s the moral thing to 
do. And it’s long overdue.

Currently, the work force of the FAA 
does not, in numbers of women and mi­
norities, approximate the general work 
force.

An agency of 50,000 people spread 
across the United States ought to approx­
imate the same kinds of percentages 
found in the rest of the nation’s work 
force. The fact that it doesn’t tells me 
that there is, at best, inadvertent discrim­
ination, or, at worst, intentional discrimi­
nation. The result is the same.

There are two ways we can approach 
this problem. The first is that we can 
embark upon a course of hiring lots of 
minorities and women in entry-level 
jobs. We hire roughly 5,000 new em­
ployees a year at the FAA. Statistically 
this means we replace the work force 
every 10 years. If we were to make sure 
that every year we double the percentage 
of incoming people targeted to bring 
agency demographics in line with the 
general work force by the year 2000, 
then, in theory, within five years we 
could be at parity.

But if you want a strategy, I’ll give 
you one. Focus on the future!

Minority hiring at entry level gives 
quick numbers and makes everyone feel 
good. And I think we should continue to 
do it though that’s not where my real fo­
cus is. If I want to make a lasting mark 
on this agency, I am convinced I must 
lode over the horizon to a time when I 
am not here—when Busey, Skinner and 
Bush are not here. The imperative is that 
we set in place a mechanism to work our 
intent after we’re gone. John Milton not­
withstanding, that mechanism must in­
volve upper-level career management.
We must make certain these ranks con­
tain a sufficient number of minorities 
and women. They will, by their presence 
and influence, guarantee die process long 
after I’m gone. They will guarantee it 
because they will be continuously em­
powered to refine and fulfill the agenda. 
Empower them and you fulfill the 
agenda because they  are the agenda.

“. . . making sure 
that when the 
choices are made, 
qualified minorities 
and women are 
always among the 
applicants.”

The trick, and it’s not so much a trick 
as the result of serious hard work, is to 
train well, select carefully, and, by doing 
so, assure success. Indiscriminate pro­
motion at this level—I’d call it a num­
bers game—dooms the participants, the 
program, and the agency to failure. We 
regress. Pure motives fall victim to un­
intended consequences.

Discrimination has many faces: some 
are obvious, some are devious, others 
are clever and sophisticated. Die ulti­
mately successful strategy—to achieve 
true and permanent equal employment 
opportunity—will have as many faces.

W hat is being done to fin d  qualified  
women and minorities?

HARRIS: We’ve hired something like 
18 additional recruiters. Wfe’re going into 
the schools; we’re trying to get the word 
out that we’re serious about this.

When I say that I’m not interested in 
the process, what I mean is that I’m not 
interested in allowing us to say: “Hey, 
we’ve developed this plan and this proc­
ess, and that’s all we have to do.”

Also, I’m not talking about reverse 
discrimination, and I’m not talking about 
taking less qualified people. I ’m talking 
about making sure that when the choices 
are made, qualified minorities and 
women are always among the applicants.

I’m not talking about quotas, either. 
But, we’ve got to accept the responsibil­
ity as an agency for making sure that 
minorities and women have development 
plans, that their development plans are 
implemented, and that they get the train­
ing and the opportunities to move up.

What’s the biggest single issue need­
ing the FAA’s attention?

There are many issues we have to deal 
with, but let me take the NAS Plan as 
an example. The NAS Plan is coming 
along well. I believe some 95 percent of 
the NAS Plan’s original programs are 
under contract. By 1995, much of that 
architecture will be in place.

What we have discovered through the 
NAS Plan experience, though, is that we 
cannot come along every 20 years and 
give the agency a capital investment shot 
in the arm and expect it to run for an­
other 20 years.

So, we are moving to a concept of 
constantly upgrading and updating our 
own technological infrastructure. Given 
the fact that it takes anywhere from 
seven to eight years to achieve a major 
procurement under existing federal pro­
curement law, it is very difficult for us to 
stay ahead of developing technologies.

The fact that we are not ahead is one 
of the things for which we’re most se­
verely criticized. We have a technically 
intensive capital structure, and we’ve got 
to adjust that on a continuing basis, on 
an annual basis.

That’s what the Capital Investment 
Plan is all about. It means we can’t just 
wait until everything is broken before we 
fix it.

I think a lot of our critics don’t under­
stand the complexity. They don’t under­
stand the requirements. I don’t think 
the/ quite understand the fact that soft­
ware delivery doesn’t happen as quickly 
as we might hope. We can’t rush a crea­
tive process.

D o you see a special role fo r  yourself 
in general aviation?

HARRIS: I think I bring to the agency 
a perception of general aviation that is 
realistic. My background and experience 
is in general aviation, so I suppose I am 
the ranking general aviation representa­
tive in the FAA.

1 think one of the problems that the 
general aviation community has is that it 
does not contribute as many dollars to 
the system on a direct basis as do other

components of the system, specifically 
the airlines.

On the other hand, in my judgment, 
GA activity is a national asset. General 
aviation nurtures the interest of young­
sters in aviation. It is the source and a 
motivator of aeronautical engineers, sci­
entists, and military and civil pilots. It is 
also an important business tool for cor­
porations, large and small. GA is the 
grassroots and the pinnacle of aviation, 
and its contribution, in this regard, goes 
far beyond the dollar contribution. All 
you have to do is go to air shows such 
as Oshkosh or Lakeland, or to the 
NBAA [National Business Aircraft Asso­
ciation] annual convention, to see what 
general aviation is all about and what it 
means to this nation.

What do you like and dislike about the 
job  c f  Deputy Administrator?

HARRIS: I can’t think of anything 
else I could do each day to make 12 
hours go faster than they do here. It 
compresses time.

On the other hand, every job has its 
little irritations, like the fact that the air 
conditioning works only in the winter 
and the heat works only in the summer; 
and the fact that the elevators run inter­
mittently, and the escalators not at all.

But, basically, I lode forward to com­
ing into the office every day. I look for­
ward to the daily challenges, the crisis 
du jo u r , if you will. I enjoy the people.

Is  there anything that I  should have 
asked you about that I  d idn’t?

HARRIS: I think the FAA is going to 
have to start thinking in terms of taking 
a leadership role on environmental is­
sues. I think the environment is going to 
be an arena of major public policymak­
ing in the next 10 years. If you stop to 
think about it, the transportation modes 
and the government agencies that repre­
sent or regulate them influence the envi­
ronment by virtue of what they do.

Building things like airports, high­
ways, rapid transit systems, impacts the 
environment. I think we’ve got to step 
up to that issue and take some 
responsibility.

Capacity is a major issue. While it is 
partly a technology issue, it is also a 
construction and noise issue. This makes 
it an environmental issue.

If democracy is based on informed 
choices for citizens, then is it not the 
role of the agency to foster the public 
debate? Don’t we have a responsibility 
to make clear what the issues are so that 
the public can, in fact, make the proper 
decisions in terms of the environment 
versus capacity versus economic benefit? 
The FAA has never, in my judgment, as­
sumed this role. It is clearly a leadership 
role and one to which we should commit 
ourselves. We must broaden our vision 
and start looking at the donut, instead of 
focusing on the hole.

Back to a po in t you mentioned ear­
lier— how do we get those kind c f  people 
who can easily think in terms c f  different 
paradigms, look beyond the horizon and 
around the corner?

HARRIS: The FAA is an agency that 
has vital operational responsibilities, and 
I think what happens is that the opera­
tional responsibilities tend to drive the 
agency from a policy standpoint.

When, in fact, we have die responsi­
bility of keeping airplanes separated in 
the air, of maintaining a system that’s 
safe for a half-billion passengers a 
year—and these passengers are our 
spouses, mothers, children—this respon­
sibility weighs pretty heavily on the cor­
porate psyche. Nearly half of our 
employees are engaged directly in doing 
this, and when they have this enormous 
responsibility, they tend to be very con­
servative. The product we’re really de­
livering to the public on a day-to-day 
basis requires ultraconservatism. Now, 
the question is, where do we put a crea­
tive, big-picture component in the 
agency?

“We must broaden 
our vision and start 
looking at the donut, 
instead of focusing 
on the hole.”

The problem we have is knowing 
where it fits in and how to foster and di­
rect it.

This is a function of leadership. It’s a 
matter of opening the agency up to 
where we can have both elements. We 
can have an operational component that 
is conservative, that understands its enor­
mous day-to-day operational responsibil­
ity. But, at the same time, we can have a 
research and development component 
that is inventive and creative; we can 
have a procurement component that is re­
sponsive and responsible; and we can 
have a management team that possesses 
insight and demonstrates foresight. When 
we create that kind of exciting environ­
ment within the FAA, the kind of people 
we’re talking about will beat a path to 
our door. ■
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Aviation Links the World

ICAO is made up of an Assembly, a 
Council compose# of 33 Member States 
with various subordinate bodies, and a 
Secretariat. One hundred sixty-one states 
of the world are members. The organiza­
tion recognizes nine geographic regions. 
These are treated individually for plan­
ning facilities and services required on 
the ground by aircraft flying in these 
regions.

In each region, planning produces a 
network of thousands of air navigation 
facilities and services. Not all states have 
the resources of capital or trained techni­
cians to provide the needed parts of a 
system. ICAO can-help.

Technicians, many of them from FAA, 
work with nationals of many states in 
setting up and getting equipment operat­
ing, conducting teaming centers, and 
promoting all-important standardization. 
Without standardization, even air cross­
ings of borders would be at best diffi­
cult, slow, and confusing—at worst, 
impossible.

As aviation technology continues to 
advance rapidly, not only is it necessary 
to set new standards, but existing ones 
must also be reviewed and amended. If a 
member state does not have the funds to 
develop a needed facility, ICAO can help 
to arrange “joint financing” or funding 
from the United Nations Development 
Program (UNDP). Facilities for North 
Atlantic crossing are an example of the 
former. Air traffic control facilities in 
Greenland and Iceland were developed 
under joint financing arrangements, and 
the charges to users are still subject to

ICAO approval. UNDP-funded technical 
assistance projects are found throughout 
the developing world.

Unusual circumstances can require a 
special meeting of the Assembly. An­
other special assembly convened October 
22 to consider aircraft noise issues and 
the phase-out of stage two aircraft.

Once ICAO adopts a standard or pro­
cedure, individual states put it into effect 
based on timetables of the agreement. If 
a state chooses not to adopt the ICAO 
position, it may file an exemption. These 
rarely involve any safety issues, says 
Jackson. He points to many U.S. exemp­
tions as “differences to reflect circum­
stances in which we have invested in 
certain capabilities” that may be more 
than what ICAO standards state.

“We lead the world in almost every 
aspect of air traffic control, aviation sys­
tems, information, procedures and tech­
nologies,” adds Jackson. “The standards 
adopted through ICAO rarely come up to 
those we apply.” While a state internally 
may have higher standards than those 
agreed to through ICAO, it may not im­
pose these standards on foreign aircraft 
entering its airspace before the times es­
tablished through ICAO agreements.

Issues that ICAO considers may come 
from the organization or from member 
states. “There may be times when we 
want a world standard,” says Jackson, 
“and we will propose a technical com­
mittee to work on it.” At other times 
other member states may be developing 
something that requires world 
agreement.

While ICAO sees itself as a technical 
organization, much of its work, nonethe­
less, can be seen as having a political 
impact, and ICAO demonstrates that 
achievements are possible when nations 
work together and make concessions to 
reach agreement. Although the process is 
often slow, more than four decades of 
world air transportation advancements 
prove its value.

Chief of the U.S. Mission, Don New­
man welcomes ideas, comments, sugges- 
tions-^-and yes, even problems—about 
thè international aspect of aviation. “We 
can be helpful if factored into the loop,” 
he says. ■

Charles Spence, a Gaithersburg, MD, free­
lance writer, is a frequent contributor to 
FAA World.

Retirees

Aeronautical 
Center 
Joe D. Brown 
Thomas E. Burgett 
James J. Burke 
Marie M. Cobb 
Ronald D. Fenter 
William E. Filling 
Dorothy J. Heshman 
Betty R. Fogle 
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Donald D. Bruner 
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Michael P. Cirillo 
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John D. Depew 
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Louis J. Deuriein 
William J. Doran 
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Robert W. Eldred

Ronald G. Estridge Emma K. Smith Southern Region James R. Botsford Technical Center
John L. Fabryka Jerome J. Sotkiewicz Eddie L. Allen Eugene R. Boyter Elmer C. Clarkson
Ernest G. Fant Leslie C. Torguson Liston D. Baggett Reid A. Butler Valentino A. Filauro
Louis A. Feliciano Leslie C. Turner Ruth B. Bebo Robert J. Carrothers James W. Haner
William G. Firth H. Douglas Van Demark Douglas N. Bell Jack L. Catrett Robert M. Johns
Ronald N. Forthman George W. Van Ells Robert B. Blackburn Johnny B. Clark Charles J. Kuck
Joseph W. Gannon Ronald T. Wenstrom Darwyn M. Bolton Ronald L. Crown Herman E. Regal
Robert J. Glatz Karl D. Wiesbauer, Herbert J. Brewer Raymond E. Daril
Donald J. Grant Burnham J. Young Louis W. Brown Jack D. Earle Washington Headquarters
Joseph J. Gyimoty William E. Bunn Ramon W. Felton Wayne J. Barlow
Oscar T. Hall New England Region George D. Byers Curtis H. Freeman Gwendolyn A. Browne
Harry J. Hillman Kenneth H. Domingue Carlo J. Calcasola John W. Fritts Edward V. Curran
Leonard D. Kuzemka George W. Langdon Joe Y. Calhoun Myron C. Gates Robert J. Dame
Frances A. Loher Richard D. Lefebvre Waveriy Chesson Dean E. Gearhart Robert Demon
Alva D. Lovenburg Walter S. McConnell Levi E. Chupp Robert C. Gentry Roy L. Faber
Charles W. Manton Hugh A. Morrison Raiford W. Coley James W. Glenn William E. Freeman
Sheila A. Maxwell Richard A. Moushegian Billie B. Cox Norman C. Hoelting Lewis D. Gelfan
Peter J. McMahon Joseph J. Murtari Billy J. Cozart Henry R. Huffman Richard M. Gough
Paul L. Means Gerald J. Nash Bonnie G. Crandle Doris L. Hunter Edwin S. Harris
James H. Mease Charles W. Simmons Delmar N. Cyr James C. Kelsoe Eugene R. Imes
Stephen L. Morris Thomas M. Whittingham Kinneth M. Daniels Rudolph J. Kralich David U. Johnson
Geraldine F. Murphy Ronald W. Daum Billy C. Lacy Nick A. Komons
Louis W. Nicolaro Northwest Mountain Region Grady J. Davis Herbert E. Lawson Jacques S. Kouchakdjian
Joseph L. Nottage Edwin A. Adams Robert E. Davis Robert F. Leatherwood Charles W. Mayemik
Richard Phillips Michael A. Anderson Sterling E. Dickson Allen J. Lewis Keith D. McDonald
Robert Polesky Eldon V. Bailey John F. Esty Robert P. Lodes Howard E. Murphy
Pio Polla Alice L. Barringer Billy G. Garrett Mary K. Mason John A. Mydlow
Bartolo J. Russo Victor J. Bjomberg, James F. Gibbs Bernard E. McEntee Bobby R.L. Norris
Edward P. Ryan Larry A. Biennis George W. Granger Bartlett C. McGregor James M. O’Malley
Craig F. Schoff Eugene W. Brown Raymond E. Harper Betty J. McKinzie Cesar A. Padilla
Michael F. Soltis Claude D. Cadman Lee H. Harris Jack P. McMahan Joseph L. Pierzga
William R. Vanvliet Joseph F. Daws Christopher J. Hayes Daniel Metz Arthur Prigal
Jerry J. Wall Robert R. Durych George E. Herring Cedi R. Miller Howard R. Richardson
Lloyd O. Weaver Jack P. Guerrie Robert L. Houser Donald J. Miske Raymond D. Schunter
Henry P. Witthohn Charles R. Hall Paul E. Jackson Robert C. Moluf Barry P. Siford
Sidney Wunsch Richard D. Hays Willa D. Kelley Frank P. Mulkey Clifford W. Vogel

Robert W. Hofferber Alma S. Kirby Gerald D. Musselman James E. Warner
Great Lakes Region James R. Houghton Benjamin F. Knight John D. Newsome Robert E. Whittington
Richard D. Aske George D. Hudson Roger D. Lentz James E. Niven
Harold R. Bartlett Robert J. Huhn Kenneth E. Loveless Jack G. Oiler Westerrv-Pacific Region
Thomas J. Bell Vada Hume John M. Mann Carey A. Parish Thomas K. Aina
Lyle J. Bertrand David B. Isenhour John W. Manning Raul O. Parra Marshall J. Blundell
Donald J. Boudreau Frederick G. Jenkins William D. Matthews Thomas R. Peterson Ronald E. Braden
Frank Catalon Roy E. Keehnel Joe W. Maund Larry D. Pickard John H. Calhoun
John R. Clark Merry J. Lizotte Robot D. Miller Bill J. Porter James L. Cary
William E. Crain Stanley H. Magnuson Lynn J. Montgomery David D. Potts Jerold M. Chavkin
Robert E. Diltz Richard J. Mathews Jack A. Nelson Jerry L. Qualls Jerry W. Cloud
James W. Essex George A. McConnachie Thomas C. Pafford Dorothy D. Rich John P. Collier
Richard A. Federanich Norman D. McNealy, Robert G. Phillips John O. Roberts Joseph M. Defelice
Wesley Gahagan Robert N. Miller Clyde H. Prather Ray C. Robinson Lawrence R. Fay
Delbert L. Gamer Ruben R. Natividad Forrest S. Priest Polly M. Ryan Jerome G. Pontes
Dennis R. Gramentz Dewey Overman Robert Louis Quinn Billy L. Scantlen Olga D. Gomez
Jackie A. Hackett Ronald W. Paulson Richard D. Rasmussen Ernest A. Schmid Louie M. Hamilton
Philip Krinsky John W. Schmidt James D. Reeves George A. Seyfang Ralph Hodge
Wilfred N. La Riviere John E. Shaw Michael R. Russell Vera M. Simpson Richard A. Hutson
Earl 0 . Larsen Donald L. Shearer Billy G. Stone Constance H. Sitz Ronald Y. Ichimura
James R. Maness Richard E. Sherwood Edward J. Sullivan Gordon W. Slade Ronald W. Johnston
Jane M. Maxouris Weston B. Slifer William R. Thomas Gary H. Stanton David A. Lyons
James A. Mott Robert R. Svee James R. Todd Paul H. Story Gary P. Munnell
Theodore Musachia Robert E. Taylor Edward W. Toth Leo S. Tanner Robert C  Nelson
Eugene H. Olson Dale W. West Gene E. Underwood Frederick Van Fluke Mateo M. Palenzuela
Robert R. Otts Richard N. Westwood Bernard W. Wenning Donald P. Watson John E. Perry
James R. Payne Neil W. Zimmerman Clyde T. Williams Carl L  Zimbelman George E. Porter
Donald G. Phillips David E. Williams William V. Stewart
Donald G. Ramsey Harlan T. Swetland
William A. Schindler Southwest Region Charles J. Walker
Walter J. Schmanke Donald R. Adair Joseph A. Winchester
John 0 . Sibert Frances M. Allen 

John D. Anderson 
James G. Bates 
Oletha R. Bien
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Aeronautical Center
Susan N . Bounds, manager, Compensation 

Branch, Human Resource Management Div., 
promotion made permanent . . . David R. 
Brown, Academy 3R instructor, Radar Sec­
tion, Airway Facilities Branch, FAA Acad­
emy, promotion made permanent . . .
Robert L. Corcoran, unit supervisor, Elec­
tronic Production Section, Engineering & 
Production Branch, FAA Logistics Cen­
ter . . . David L. Moinette, unit supervisor, 
Electronic Production Section, Engineering & 
Production Branch, FAA Logistics Cen­
ter . . . Ed S. Stevenson, supervisor, Flight 
Operations/Scheduling Section, Anchorage 
FIFO, promotion made permanent. . .
Jimmy C . Warren, unit supervisor, Receipt 
and Packing Section, Storage & Transporta­
tion Branch, promotion made permanent . . . 
Gerald W. Williams, supervisor, Project 
Management Section, Program & Project 
Management Branch, FAA Academy.

Alaskan Region
Richard W. Girard, supervisory aviation 

safety inspector, Flight Procedures Branch, 
Flight Standards Div. . . . Diana L. Hin- 
shaw, unit supervisor, Fairbanks FSDO,
Flight Standards Div. . . . Harry F. Huhn, 
unit supervisor, Anchorage AFSFO, South 
Alaska AFS . . . Ludell Hutchings, unit su­
pervisor, Ketchikan, AK, AFSFO, South 
Alaska AFS, Anchorage, from Cold B a y . . . 
Roger A. Motzko, manager, Safety & Stand­
ards Branch, Airports D iv., from Minneapo­
lis . . . Dottye G. Muhs, manager, 
Management Analysis Branch, Resource 
Management Div. . . . William M. New­
man, asst, manager, Maintenance Engineer­
ing Branch, Airway Facilities Div., from 
Washington Headquarters . . . Gary E. Niel­
sen, unit supervisor, Resource & Standards 
Section, Resource & Planning Branch, Air­
way Facilities Div., promotion made perma­
nent . . . Ronald N. Reynolds, section 
supervisor, Anchorage CASFO, Air Security 
Branch, Civil Aviation Security Div., from 
Brussels, Belgium . . . James E. Royse, unit 
supervisor, Anchorage AFS ARTCC . . . 
Charles J. Smith, foreman, Bethel, AK, 
AFSFO, North Alaska AFS, Fairbanks, pro­
motion made permanent. . . Helen Mae 
Wall, unit supervisor, Air Traffic Div., from 
Washington Headquarters . . . Jeffry F. 
Wheeler, manager, Nome, AK, FSS, from 
Sitka FSS.

Central Region
Jack E. Bowers, area supervisor, Lambert 

Field TRACON ATCT, St. Louis, promotion 
made permanent . . . Herbert L. Drayton, 
section supervisor, National Communications

Center, Air Traffic D iv., promotion made per­
manent . . . Wayne E. Halter, supervisor, 
Iowa/Missouri Section, Safety & Standards 
Branch, Airports Div. . . . Robert L. Hiller, 
section supervisor, National Communications 
Center, Air Traffic D iv., promotion made per­
manent . . . Glenn L. Martin, unit supervi­
sor, Wichita, KS, FSDO, Airworthiness 
Section, Flight Standards Section, promotion 
made permanent . . . Dean E. Matthews, su­
pervisor, Operations Planning Section, Re­
sources & Planning Branch, Airway Facilities 
Div., promotion made permanent . . . 
Richard C. McMillen, manager, Investiga­
tions & Internal Security Branch, Civil Avia­
tion Security Div., promotion made 
permanent . . . Douglas M. Perkins, area 
supervisor, Mid Continent ATCT, Wichita, 
KS, from Kansas City International 
ATCT. . . Kathleen I. Person, unit supervi­
sor, Wichita, KS, FSDO, Operations Section, 
Flight Standards D iv., promotion made per­
manent . . . Phillip M. Reichart, asst, man­
ager, Lambert Field TRACON ATCT, St. 
Louis, MO, from Indianapolis ATCT. . . 
Donald G. Torrini, unit supervisor, St. Ann, 
MO, FSDO, Operations Section, Flight 
Standards Div. , promotion made perma­
nent . . . Terry D. Tipper, unit supervisor, 
Kansas City, MO, FSDO, Geographic Sec­
tion, Flight Standards Div.

Eastern Region
Frank J. Bombace, asst, manager/pro- 

grams, Republic Airport ATCT, Farmingdale, 
NY, from regional headquarters . . .
Philip F. Brito, Airports Program Manager, 
New York Airports District Office, Valley 
Stream . . . William W. Buck, asst, man­
ager, Baltimore, M D, ATCT, from Lambert 
Field . . . Willard M. Daugherty, manager, 
Allegheny City FSDO, West Mifflin, PA . . . 
Albert L. Dummann, unit supervisor, Estab­
lishment Engineering Branch, Airway Facili­
ties Div., Baltimore, M D, from regional 
headquarters . . . Joseph Figliuolo III, area 
supervisor, New York AFSS, Islip, N Y . . . 
Dennis J. Heubner, area manager, Greater 
Pittsburgh ATCT. . . Jay A. Johnson, man­
ager, New York FSDO, Valley Stream,
N Y . . . Otis M. Johnson, Jr., manager, Bal­
timore, M D, FSDO . . . Robert C. Krieg, 
supervisor, Control Section, Control, Reports 
& Analysis Branch, Accounting Div. . . . 
Barbara J. Lengyel, unit supervisor, Re­
source Management Section, Resource & 
Planning Branch, Airway Facilities D iv., pro­
motion made permanent. . . Vincent J. Le­
per a, manager, Pittsburgh FSDO . . .
David W. Madison, area supervisor, Wash­
ington National ATCT, promotion made per­
manent . . . Gilbert Magnan, manager, 
Binghamton, NY, ATCT, promotion made 
permanent . . . John Mayrhofer, manager, 
New York TRACON, Garden City, from 
Washington Headquarters . . . Walter R. 
Mitchell, manager, Charleston, WV, AFSFO, 
Charleston AFS . . . Walter Sheppard, unit 
supervisor, New York CASFO . . . David E. 
Townsend, manager, Charleston, WV,
FSDO . . . David R. Venti, asst, manager 
for training, Baltimore ATCT, from Washing­
ton Headquarters . . . John E. Wilson, area 
supervisor, Washington National ATCT, pro­
motion made permanent. . . Alvin H. Zito, 
asst, manager, Pittsburgh FSDO, Coraopolis, 
PA.

Great Lakes Region
Lisa S. Arington, area supervisor, Ann 

Arbor, MI, ATCT, from Detroit, MI, Metro 
ATCT. . . John E. Brice II, area supervisor, 
Cleveland, OH, ARTCC, promotion made 
permanent. . . William H. Carpenter, asst, 
manager, traffic management, Cleveland, CM, 
ARTCC, Oberlin . . . Gary M. Courtney, 
unit supervisor, Leelanau County, MI,
AFSFO, Belleville, MI, A FS, promotion 
made permanent . . . Frank J. Cullen, asst, 
manager for program support, Bismarck,
N D , AFS, from regional headquarters . . . 
Frederic E. Doll, systems engineer, Oberlin, 
OH, AFS . . . Lyndin L. Foss, unit supervi­
sor, Bismarck, N D , AFS, promotion made 
permanent . . . William J. Hikade, area su­
pervisor, Cleveland, OH, ARTCC, Oberlin, 
promotion made permanent . . . William C. 
Hodges, area supervisor, Cleveland, OH, 
ARTCC . . . John R. Jones, manager,
Schiller Park, IL, FSDO . . . Larry S. Mi­
nor, manager, Ohio State University ATCT, 
Columbus . . . Charles V. Nolan, manager, 
Springfield, IL, FSDO, promotion made per­
manent . . . Bertrand R. Ouellette, man­
ager, Pontiac, MI, ATCT, promotion made 
permanent . . . Bobby L. Pedigo, asst, man­
ager for technical support, Dakota AFS, Bis­
marck, from Anchorage . . . Donald A. 
Slechta, security specialist, Chicago, IL, 
CASFO, Schiller Park, IL, from Des 
Plaines . . . Ronald J. Tishma, environmen­
tal support technician, Oberlin, OH, AFS.

New England Region
Paul G. Johnston, manager, System Re­

quirements Branch, Air Traffic Div., from 
Logan International ATCT.

Northwest Mountain Region
Philip R. Burton, Jr., area supervisor, 

Great Falls, MT, AFSS, promotion made per­
manent . . . Alvin R. Habbestad, manager, 
Seattle Aircraft Certification Office, Transport 
Airplane Directorate . . .  Robert J. Jones, 
area supervisor, Boise, ID, FSS, from North 
Bend, OR, FSS . . . Noel F. Keane, section 
supervisor, Facility Operations Branch, Air  
Traffic D iv., from Centennial Airport ATCT, 
D enver. . . Richard L. Morgan, mainte­
nance mechanic foreman, Portland, OR,
AFS, promotion made permanent. . .
Willard R. Probert, group supervisor, Navi­
gation Communication Installation Engineer­
ing Section, Establishment Branch, Airway 
Facilities Div. . . . William L. Ramage, unit 
supervisor, Billings, MT, AFS . . .
Robert R. Sestak, supervisor, Radar/Auto­
mation Construction Engineering Section, Es­
tablishment Branch, Airway Facilities D iv., 
from Salt Lake City, U T . . . Clark D. Tay­
lor, area manager, Salt Lake City, UT,
ATCT. . . Patrick A. Tferry, area manager, 
Great Falls, MT, A FSS, from Idaho Falls 
FSS . . . Nancy A. TVudell, unit supervisor, 
Salt Lake City, UT, FSDO, from Long 
Beach, CA, FSDO . . . Clarence R. Wil­
son, asst, manager for training, Seattle-Ta- 
coma ATCT. . . Edd S. Woslum, manager, 
Salt Lake City, UT, ATCT, from Denver, CO, 
ATCT. . . James H. Young, section supervi­
sor, Denver CASFO, from Washington 
Headquarters.

Southern Region
Robert R. Aubin, area supervisor, Pensa­

cola, FL, ATCT, from Tallahassee, FL,
ATCT. . . Joseph D. Beiden, crew chief, 
Jacksonville, FL, ARTCC A FS, Hilliard, 
from Palmer, HR, AFSFO . . . Dorothy G. 
Bowden, manager, Compensation Branch, 
Human Resource Management D iv., from re­
gional headquarters . . . Donald E. Buck, 
Jr., Hilliard, FL, ARTCC . . . Jeffrey J. 
Coghill, staff officer, Resource Management 
Staff, C ivil Aviation Security Div., promo­
tion made permanent . . . David J. Cognata, 
area manager, San Juan C ER A P. . . Bryce 
Courtney, asst, manager, plans & proce­
dures, Orlando, FL, ATCT. . . Hoyt L. 
Dunn, manager, Atlanta, GA, Hub AFS, pro­
motion made permanent. . . James L. Gar- 
stang, area supervisor, Greenwood, M S, 
AFSS, from Jackson, TN, AFSS . . .
Isaac O. Grant, area supervisor, St. Peters­
burg, FL, A FSS, from Meridian, M S,
FSS . . . Cecil L. Hall, asst, manager, plans 
& procedures, Charlotte, NC, ATCT. . . 
Joseph A. Hambrite, area manager, Hamp­
ton, GA, ARTCC . . . Eddie C. Head, 
traffic management unit supervisor, Hilliard, 
FL, ARTCC . . . Kenny Jones, area supervi­
sor, Greenwood, M S, AFSS, from Anniston, 
AL, AFSS . . . Luis R. Llado, manager, 
Palmer, PR, AFSFO, San Juan AFS, promo­
tion made permanent . . . James P. Million, 
asst, manager for program support, Tampa, 
FL, AFS, promotion made permanent . . . 
Alan B. Nesbitt, area manager, Hartsfield In­
ternational Airport ATCT. . . Antonio I. Ra­
mos, asst, manager for technical support, San 
Juan, PR, A FS, from regional headquar­
ters . . . John W. Reynolds, Jr., section su­
pervisor, Orlando, FL, Airports District 
Office . . . Donald M. Ricks, area supervi­
sor, Macon, GA, AFSS . . . Kenneth P. 
Sandifer, area supervisor, St. Petersburg, FL, 
AFSS . . . Don R. Simons, area supervisor, 
Charlotte, NC, ATCT, from Washington Na­
tional A TC T. . . James A. Wells, area su­
pervisor, Pensacola, FL, ATCT, promotion 
made permanent . . . Edward K. Wright, 
area supervisor, Greenwood, M S, A FSS, 
from Raleigh, NC, AFSS.

Southwest Region
Chester E. Bedford, supervisor, Naviga­

tion & Interfacility Engineering Section, Es­
tablishment Engineering Branch, Airway 
Facilities Div. . . . Marvin D. Benson, su­
pervisor, Radar/Communication/Automation 
Section, Systems Maintenance Engineering 
Branch, Airway Facilities Div. . . .
Ashley G . Blackman, Jr., manager, Midland, 
TX, AFSFO, Austin, A FS, from Little 
Rock, AFS . . . Edward A. Brestle, area su­
pervisor, Fort Worth, TX, ARTCC . . . Ezell 
Brown, Jr., Houston, TX, AFSFO, Houston 
AFS, promotion made permanent. . .
Sherrill M. Czarnecki, unit supervisor, Nav­
igation & Interfacility Engineering Section, 
Establishment Engineering Branch, Airway 
Facilities Div. . . . Michael E. Daniel, unit 
supervisor, Certificate Management Office, 
Flight Standards Div. . . . Walter M. Ernst, 
Jr., manager, Certificate Management Office, 
Flight Standards Div. . . . Gary F. Fay, asst.
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manager, Albuquerque, NM , ATCT, from 
Aspen, CO, ATCT. . . Steve M. Gallegos, 
asst, sector manager, Fort Worth, TX,
ARTCC AFS, from Albuquerque ARTCC 
AFS . . . Kirk M. Hallett, area supervisor, 
Gallup, N M , FSS . . . Loyd M. Hallibur­
ton, unit supervisor, Certificate Management 
Office, Flight Standards Div. . . .
William E. Jessee, manager, Oklahoma City 
AFSFO, Bethany A FS, promotion made per­
manent . . .  Otis R. Key, unit supervisor,
Fort Worth, TX, FSDO . . .
Allen E. King, manager, Airworthiness 
Branch, Flight Standards D iv., from Dallas, 
TX, FSDO . . . Ronald C . McGarry, man­
ager, Operations Branch, Flight Standards 
Div. . . . Harold D. Millender, unit supervi­
sor, Barksdale A FB, LA, AFSFO, Little 
Rock AFS, from Dallas/Fort Worth AFS . . . 
Salvador Mugica, area supervisor, El Paso, 
TX, FSS . . . Bernard Mullins, manager,
Fort Worth, TX, FSDO . . . Michele M. 
Owsley, manager, Airplane Certification Of­
fice, Rotorcraft Directorate . . . Patricia A. 
Petosky, manager, Midland, TX , ATCT, from  
Lubbock, TX, ATCT. . . J. C. Pierce, Jr., 
unit supervisor, Dallas, TX , FSDO . . . 
Alfred P. Puente, area supervisor, Beaumont, 
TX, A TCT. . . Louis A. Sims, manager, 
TUcumcari, N M , AFSFO, Albuquerque AFS, 
promotion made permanent . . . James P. 
Ward, area supervisor, Albuquerque Transi­
tion Staff, Facility Operations Branch, Air 
Traffic D iv., from Gallup, N M , FSS.

Technical Center
Kaye D. Jackson, center counsel, Assist­

ant Chief Counsel’s Office . . . Rick A . 
Marinelli, technical program manager, Air­
ports Technology Branch, Airports D iv., pro­
motion made permanent.

Washington Headquarters
David T. Bailey, manager, Aircraft Interfa­

cility & Safety Branch, Contracts Div., Lo­
gistics Service . . . Allen F. Beard, manager, 
Maintenance Processor Branch, Automation 
Engineering Div., Associate Administrator 
for NAS Development, promotion made per­
manent . . . Lauraline Clark, manager, Ad­
vanced Automation Branch, Contracts Div., 
Logistics Service . . . James F. Coffey, 
chief, Frankfurt IFO, Flight Standards Staff, 
Flight Standards Service, from the Aeronauti­
cal Center. . . Richard L. Danz, manager, 
Airspace Capacity Planning Program, System 
Capacity & Requirements Office . . .
William T. Dixon, staff officer, Field Evalua­
tion Staff, Associate Administrator for Air­
way Facilities . . . Ralph W. Dority, Jr., 
program manager, Airspace Capacity Plan­
ning Program, System Capacity & Require­
ments Office, from Washington National 
ATCT. . . Algie W. Guy, manager, Ad­
vanced Automation Branch, Contracts D iv., 
Logistics Service . . . Brian S. Isham, man­
ager, Aircraft Interfacility & Safety Branch, 
Contracts D iv., Logistics Service . . .
Ronald L. La Marche, asst, manager, pro­
grams, Traffic Flow Management Branch, 
Operations D iv., Air Traffic Operations Serv­
ice, from Milwaukee, WI . . . Benny L. 
McGlamery, manager, R ight Information & 
Obstructions Branch, Airspace-Rules & Aer­
onautical Information D iv., Air Traffic Opera­

tions Service, from Orlando, FL . . .
Howard R. McGlauflin, manager, Automa­
tion Software D iv., Air Traffic Plans & Re­
quirements Service, from Technical 
Center. . . William F. Petruzel, manager, 
Tèchnical Analysis & Support Branch, Tech­
nical Programs D iv., Right Standards Serv­
ice, promotion made permanent. . . Ned S. 
Reese III, branch manager, Field Develop­
ment Program Div., Office o f Air Traffic 
Program Management, from Denver ARTCC, 
Longmont, CO . . . Paul T. Steucke, man­
ager, Public & Employees Communications 
Div., Assistant Administrator for Public A f­
fairs, from Anchorage, AK . . . John H. 
Timmerman, manager, Air Traffic Advanced 
Automation Systems Requirement Branch, 
Advanced Systems & Facilities D iv., Air 
Traffic Plans & Requirements Service.

Western-Pacific Region
Nina Adams, asst, manager, Human Re­

source Management Div. . . . William J. Al­
cala, asst, manager, Los Angeles ARTCC 
AFS, Palmdale, from Edwards AFB 
AFSFO . . . Ruthann C. Couch, area super­
visor, Oakland, CA, TRACON . . . Paul B. 
Crampton, asst, manager for technical sup­
port, Golden Gate AFS, Hayward, promotion 
made permanent . . . Robert M. Diasio, unit 
supervisor, San Jose, CA, FSDO, promotion 
made permanent . . . Douglas M. Irwin, unit 
supervisor, Las Vegas, NV, CASFO Phoenix, 
AZ, CASFO, promotion made perma­
nent . . . Rebecca Lee, area supervisor, Los 
Angeles, CA, ATCT, promotion made perma­
nent . . . Laurence A. Marinel, asst, man­
ager for training, Sacramento, CA, AFS, 
promotion made permanent . . . Delcie A. 
Mokulehua, unit supervisor, Honolulu, HI, 
AFS, Hawaii-Pacific, promotion made perma­
nent . . . Nina L. Nance, manager, Planning 
& Program Management Branch, Right 
Standards Div. . . . Gary M. Olson, area su­
pervisor, Red Bluff, CA, FSS, promotion 
made permanent. . . Todd A. Smith, area 
supervisor, Santa Barbara, CA, ATCT, pro­
motion made permanent. . . Jesse R. Ste­
venson, manager, Airworthiness Branch, 
R ight Standards Div. . . . Katherine A. 
Warner, section supervisor, Contracts & Pay­
ables Branch, Accounting Div. . . .
Thomas C. Williams, area supervisor, Sacra­
mento, CA, FSS, promotion made 
permanent.

The information in this feature is extracted from 
the Personnel Management Information System 
(PMIS) computer. Space permitting, all actions 
of a change of position and/or facility at the first 
supervisory level and to branch manager in 
offices are published. Other changes usually 
cannot be accommodated because there are 
thousands each month.

I t ’s no secret that employees are the 
FAA’s most precious resource. 
Think about it. Without dedicated 
and talented FAA employees, who would 

run the agency, control air traffic, or re­
pair malfunctioning systems? In short, 
who would oversee the nation’s entire air 
traffic control system or conduct research 
to make the skies safer? With so much 
being accomplished with such a rela­
tively small work force, employee recog­
nition is not only well deserved, but also 
an essential way to show employees the 
importance of their contributions.

Performing the functions of air traffic 
controllers, secretaries, engineers, scien­
tists, administrative officers, and many 
other jobs, all its employees play a vital 
role in meeting the agency’s mission.

The FAA is no stranger to the em­
ployee awards concept. One example is 
the awards ceremony—“Awards for 
Professional Achievement and Excel­
lence”—Executive Director for System 
Development Joseph Del Balzo (AXD-1) 
stated at the FAA Technical Center 13 
years ago, which has been shaped and 
refined into an annual celebration of em­
ployee excellence. In the 13-year period, 
994 center employees have been nomi­
nated through the program, and 156 em­
ployees have been selected as recipients 
for awards.

“Technical Center employees are proud 
of their work,” remarked its Director 
Harvey Safeer, “and that is reflected by 
the quality of their performance.”

“The program features the aspects of 
peer nomination and selection,” said 
Frank Elbertson, program chairperson 
and manager of the Appraisal and Plan­
ning Staff at the center. “What greater 
honor can there be than to be selected 
for an award by a group of your peers?”

Joseph Del Balzo, Executive Director 
for System Development, speaks at the 
FAA Technical Center’s annual em­
ployee awards ceremony,

Del Balzo carried the awards program 
idea with him to the Eastern Region and 
recently to Washington Headquarters, 
where AXD just celebrated an annual 
awards program honoring employees in 
all three of its organizations: System En­
gineering and Development, NAS Devel­
opment, and the Technical Center.

The program is based on the trickle 
up theory. Each of the three organiza­
tions holds its own awards program, and 
the selectees from each organization then 
become the nominees for 15 AXD cate­
gories. The emphasis in all three pro­
grams is placed not only on winning an 
award, but also on being nominated for 
an award.

Employees, who nominate their co­
workers, and committee members, who 
work diligently to bring the entire effort 
together, are the basis for the program’s 
success. ■

Lisa Aveni is a public affairs specialist at the FAA 
Technical Center. Currently she is the Intercom 
editor.
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The group, which agreed to begin 
conducting joint staff meetings to sup­
port their programs, developed a number 
of recommendations to recruit, select, 
promote, and retain women and minori­
ties and to eliminate cultural disadvan­
tages in the workplace. Several of the 
recommendations will be refined by spe­
cial work groups.

CROs and HRMOs also decided to 
conduct joint monthly telcons to open up 
communications and insure consistency 
in policy and program interpretation and 
implementation.

The CRO and HRMO group will meet 
at least annually in conjunction with one 
of the special emphasis group confer­
ences to promote a unified approach to 
affirmative action and equal employment 
opportunity. Finally, CROs and HRMOs 
committed themselves to developing joint 
goals and objectives to achieve a cultur­
ally balanced work force for the FAA.

How did some of the participants view 
the progress made at the meeting?
Wanda Reyna, Headquarters Staffing Pol­
icy Division had this to say: “Now we
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Herb McLure, Associate Administrator for Human Resource Management, and Leon Watkins, Assistant Administrator for Civil Rights, 
enjoy a photo break. Joe Alvarez, manager, Western-Pacific Human Resource Management Division, and Ken Smith, civil rights officer,
Alaskan Region, pause for refreshments.

Fanny Rivera, manager. Headquarters Hu­
man Resource Management Division, and 
Ray Salazar, Director, Center for Manage­
ment Development, attended the meetings.

know what the problems are. I am en­
couraged that we are going to be team 
players.”

Art Montoya, Southern Region Civil 
Rights Officer, added, “We have formed 
partnerships where we share common 
concerns.”

The essential role of the Chief Coun­
sel’s Office in affirmative action and 
equal employment opportunity was clari­
fied by Irene Mields, senior attorney at 
Headquarters, who also summarized re­
cent court decisions that upheld the use 
of affirmative action programs to achieve 
race and gender balance. She encouraged 
the partnership of CROs, HRMOs, and 
the General Counsel’s organization in 
their common cause of achieving an ap­
propriate balance. ■

A t their jo in t m eeting, in conjunc­
tion with the National Black Coalition 
o f Federal Aviation Employees 14th 
annual conference, CROs and 
HRMOs committed themselves to a 
working partnership based on the fo l­
lowing operating norms:

•  We are open, candid, and 
trusting.

•  We talk straight and deal 
directly.

•  We look for opportunities to 
share.

•  We coordinate and concur 
across program lines.

•  We reinforce each other.
•  We are visible partners.
•  We commit time to the 

partnership.
•  We assume the best and forgive 

mistakes.
•  We approach problems and 

seek closure with positive, crea­
tive, and strategic thinking.
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Joining Forces for E E O
^  ^  r i  1  his year we will hire in 
^  ^  I  proportion to the civilian 

labor force.” With these 
words, Herb McLure, Associate Admin­
istrator for Human Resource Manage­
ment, opened a joint meeting in Las 
Vegas of the agency’s civil rights offi­
cers (CROs) and human resource man­
agement officers (HRMOs). They met in 
conjunction with the National Black Coa­
lition of Federal Aviation Employees’
14th annual conference.

At the meeting, FA A Administrator 
James Busey unequivocally stated his 
commitment to affirmative action. While 
recognizing that the agency has “talked a 
good game” in the past, Busey said,
“The facts don’t bear out what we want 
to do by the year 2000, particularly at 
the management level.”

Busey demanded that all managers 
take actions leading to meaningful re­
sults. “We are going to make positive 
progress during my tenure,” he said.

FAA Administrator James Busey, Assistant Administrator for Civil Rights Leon Watkins, 
and manager of the Staffing Policy Division Wanda Reyna discuss EEO initiatives.

He endorsed setting meaningful, at­
tainable goals and holding management 
accountable for the achievement of those 
goals. “We want a culturally mixed work 
force that gives us the benefit of all the 
talents and gifts of all our employees. I

want this EEO initiative to move for­
ward, even within the severe budget situ­
ation. I don’t want our managers to use 
this situation to lie back and do 
nothing.”

The aim of the meeting in Las Vegas

By Lu Carradine and Tina Mallory- 
Stephens
Lu Carradine is the Civil Rights Manager, 
Central Region, and Tina Mallory Stephens is 
the Headquarters Civil Rights Manager.

was to improve work relationships be­
tween CROs and HRMOs, clarify the 
roles and responsibilities of each group, 
and identify strategies for supporting 
FAA’s affirmative action goals.

“Other agencies are not making this 
kind of commitment. FAA is on the cut­
ting edge,” said Leon Watkins, Assistant 
Administrator for Civil Rights.

Organizational development specialists 
Katherine Friedman, Northwest Moun­
tain Region, and Cindy Zook, Washing­
ton Headquarters, served as facilitators 
for the two-day meeting in mid- 
September.

Participants reported that concrete re­
sults came out of the meeting. They 
identified issues hampering the agency’s 
affirmative action initiative and devel­
oped strategies to aid the recruitment 
and retention of minorities and women.

(Continued on page 12)

The Ordeal of the Electra
Three decades ago, a series of crashes involved FAA in a fierce 
controversy about the safety of a new airliner.
By Ned Preston

L ate in the afternoon of Octo­
ber 4, 1960, Eastern Air Lines 
Flight 375 prepared to leave 
Boston’s Logan Airport for Philadelphia 

and points south. Fifteen of the seats 
were filled by Marine recruits who were 
no doubt thinking ahead to what might 
await them at boot camp. The minds of 
other passengers may have been on poli­
tics, for Massachusetts Senator 
John F. Kennedy seemed to be gaining 
in a close race for the Presidency.

Flight 375 was a Lockheed Electra, 
one of a new generation of efficient 
transports helping to make air travel a 
routine choice for many Americans. The 
aircraft was powered by four Allison tur­
bine engines that sucked in air through 
valves mounted just behind the propel­
lers. These turboprops did not deliver 
quite the speed possible to turbojets such

as the Boeing 707, but they far surpassed 
the performance of older piston-driven 
aircraft.

Several of those who watched the de­

parture of Flight 375 noticed that some 
of the engines emitted smoke or fire sec­
onds after takeoff. The Electra yawed 
leftward, struggling to maintain its

A1

climb, and then stalled. The left wing 
dropped as the aircraft began a spin that 
ended in an almost vertical dive into the 
waters of Boston Harbor.

Spectators along the shore immedi­
ately launched small boats and hurried 
toward the sinking wreckage. Many pas­
sengers were found strapped to their 
floating seats, but no more than a few 
were still alive. Rescuers were able to 
release the seatbelt of a man who was 
holding a dead friend with one arm and 

(Continued on page 3)

r  ' "
Passengers board a Lockheed Electra in the early 1960s.
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Vintage German Ju-52 
Tri-motor on Tbur

The restored Ju-52 is being flown around the United States to commemorate the 35th anni­
versary o f the airline’s operation in this country.
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By Duncan B . Pardue

N ew York area air traffic control­
lers and aviation safety inspec­
tors were the first FAAers to get 

close-up views and rides on a 1932 vin­
tage Junkers 52 when the aircraft began 
a 27-city demonstration tour of the 
United States in September.

The aircraft, which was rescued from 
a junk heap in Ecuador in 1969 by 
American collector Lester Weaver, was 
bought by Lufthansa in 1984 and recon­
ditioned. It is being flown around the 
United States to commemorate the 35th 
anniversary of the airline’s operation in 
this country.

Before it could enter the country, how­
ever, it had to meet FAA certificate re­
quirements. Larry Bottie of AEA-252 , 
was in charge of this somewhat unusual 
task.

“It was clear from FAR 91.28 b that an 
aircraft built in the 1930s could not sup­
port a standard airworthiness certificate,” 
Larry said. “We were able to issue a 
special flight authorization certificate, 
which included 23 limitations.”

Among the limitations are that the air­
craft cannot carry passengers or cargo 
for hire and it must fly only under visual 
flight rules. It also must avoid areas of 
heavy air traffic and congested areas of 
cities, towns, and villages. Too, its spe­
cial flight authorization document has to 
be displayed in the cabin.

Starting in 1932, Junkers began its 
manufacture of about 5,000 of the 
corrugated-skinned passenger planes. 
Most European airlines operated Ju-52s, 
which developed a reputation for rugged­
ness and reliability comparable to the 
American DC-3s.

The restored Ju-52 touring the United 
States was built in 1936. It was origi­
nally fitted with floats to fly Lufthansa’s 
route between Copenhagen, Denmark, 
and Oslo, Norway. It was later sold to 
Norwegian Air Lines, only to be com­
mandeered by the Luftwaffe in World 
War II. After the war it flew again in 
Norway until it was decommissioned in 
1956. It operated as a freighter in Ecua­
dor for a few years. Overused and 
under-maintained, it started to fall apart.

Birds were nesting in the fuselage 
when Weaver found the Ju-52 and bought 
the wreck for $5,200. He had it repaired 
and flew it back to Miami. After being 
refused certification in the United States, 
it was sold in 1975 to aviation author 
Martin Caidin who further restored it 
and sold it to Lufthansa. It took 16 days 
to get the aircraft to Hamburg, Germany, 
where Lufthansa operates its main main­
tenance base. It’s average speed was 110 
miles an hour.

At Hamburg, the aircraft was stripped 
down completely. Much corrosion was 
discovered under the corrugated skin. 
Replacement skin had to be specially ex­
truded. All electrical cables and hy­
draulic lines were replaced; Unlike later 
monocoque aircraft in which the outer 
skin carries most of the stress, the Ju-52 
is constructed on a steel frame compara­
ble to an automobile. It is powered by 
three 1340 Pratt & Whitney radial 
engines.

After leaving New York, the Ju-52 vis­
its major cities across the United States, 
including Washington, DC, Atlanta, 
Miami, New Orleans, Houston, Dallas, 
Phoenix, San Francisco, Portland and 
Seattle. ■

Duncan B. Pardue, a member o f the Public 
Affairs staff in Eastern Region, is a 
contributing editor to the region’s Intercom.

Posing after a pre-flight demonstration of the Ju-52 are (L-R) John Mahoney 
(AEA-220), Paul Berkemose (AEA-220), A l Ruff (NY FSDO), Marty Ingram 
(NY FSDO), George Chopay (NY FSDO), David Malloy, Phil Gundel (AEA- 
250), an unidentified Lufthansa representative, Ed Krawiec (NY FSDO), and 
Dick Weaver (AEA-220).

The Ordeal of the Electra

President Eisenhower selected retired 
U.S. Air Force Lieutenant General El- 
wood R. “Pete” Quesada as the FAA’s 
first Administrator.

clutching a Bible in his other hand. He 
was one of only ten who survived the 
accident, which claimed sixty-two lives.

In Washington, meanwhile, General 
Elwood “Pete” Quesada was just arriving 
home from a trip to Moscow. As the 
Federal Aviation Agency’s first Adminis­
trator, the general would have received 
the news of any major airline crash with 
grave concern. The circumstances of this 
disaster, however, made it a special test 
for Quesada and for the two-year old 

i agency that he headed. The Boston crash 
focused national attention on an already 
intense debate about the 142 Electras in 
service.

In February 1959, less than a month 
after airlines began using Lockheed’s 
graceful new turboprop, one of them had 
plunged into the East River while on ap­
proach to LaGuardia. Although at first 
blamed on a faulty altimeter, this crash 
proved to have been caused by factors 
unrelated to the aircraft’s design or 
equipment. On September 29, however, 
another accident occurred.

Residents of rural Buffalo, Texas, 
were startled that night by a loud noise 
overhead. A brilliant fire appeared in the 
sky, and metal fragments rained down on 
the countryside. These objects were the 
remains of a Braniff Electra that had 
been flying at 15,000 feet with thirty- 
four persons onboard.

A team led by the Civil Aeronautics 
Board, which then had the responsibility 
for determining the probable cause of air 
carrier accidents, began the difficult in­
vestigation. Wreckage was painstakingly 
gathered and analyzed, revealing that the 
aircraft’s destruction had been triggered 
by the failure of its left wing. No reason 
for this failure was apparent, however. 
The Braniff flight had been cruising in 
smooth air, with no nearby traffic that 
might have caused the pilot to stress the 
wing by a violent maneuver.

Perhaps because the reason for the 
Buffalo accident was still unknown, FAA 
took no immediate steps to restrict or 
modify the Electra. The need for action 
became unmistakable, however, when

another of the aircraft lost a wing while 
flying through turbulent air on March 17, 
1960. Sixty-three persons died as the fu­
selage of the Northwest airliner embed­
ded itself in the earth near the Indiana 
towns of Cannelton and Tèll City.

Three days later, FAA issued an emer­
gency directive dropping the Electra’s 
top cruising from 373 to 316 miles per 
hour. On March 25 the agency further 
reduced this limit to 259 miles per hour 
and imposed other temporary restrictions 
to protect the aircraft from immediate 
danger. At the same time, FAA ordered 
a special inspection of all Electras and 
requested Lockheed to conduct an engi­
neering réévaluation of the aircraft type. 
The company began an all-out effort to 
identify the flaw in their product and de­
sign a remedy.

In taking these measures rather than 
simply grounding all Electras, Quesada 
had relied on advice from FAA’s experts 
and those of the National Advisory Com­
mittee for Aeronautics, the predecessor 
of NASA. Almost inevitably, however, 
such an issue places a regulatory official 
in a punishing crossfire between advo­
cates and industry spokesmen. Quesada’s 
-situation was especially hazardous be­
cause his blunt, forceful leadership had 
already earned him a sizeable opposi­
tion. He was also vulnerable to charges 
of favoritism due to his former position 
as a Lockheed vice president, even 
though he had resigned from the com­
pany in a policy dispute.

In addition, Quesada faced the opposi­
tion of the Civil Aeronautics Board. The 
Board learned that inspectors scrutiniz­
ing the Electras discovered that almost 
all the aircraft had experienced some 
cracking of the small rivets that secured 
the structure of their wings. Although 
the percentage of damaged rivets was 
tiny, the Board members feared a pattern 
that might lead to failure. On April 12 
they voted unanimously to urge the 
grounding of all uninspected Electras.

News of this confidential recommen­
dation quickly found its way to Indiana’s 
Senator Vance Hartke, who had earlier 
called for the Electras’ grounding while 
visiting the crash site in his home state. 
Hartke resumed his offensive, stating 
that he was “shocked that Quesada 
would take the chance of ignoring [the 
Board’s] advice and risk further death 
from these planes.”

The Administrator later discussed his 
position in an interview with FAA inter­
viewer Charles Planck. Quesada was 
confident that the lower speeds would re­
duce the Electra’s dynamic load enough 
to protect it from further catastrophic 
failures; yet he was fully aware that, if 
this judgment proved incorrect, the pen­
alty to the public would be terrific.

On May 12, Lockheed announced that 
it had identified the cause of the two 
wing failures. The company concluded 
that both aircraft had sustained some 
prior damage that weakened them in the 
area of their power-packaged nacelles,

permitting the engines to wobble when 
they encountered resistance at high 
speed. A phenomenon that became 
known as the “whirl mode” allowed this 
oscillation to stress the wing beyond the 
breaking point.

Lockheed developed modifications to 
prevent any future reappearance of the 
whirl mode. Until these changes were 
made, however, the Electra remained 
highly suspect in the eyes of many. The 
aircraft’s image as a jinx was heightened 
in September, when one flipped on its 
back after striking an embankment at 
LaGuardia. Although this nonfatal acci­
dent had nothing to do with structural is­
sues, it prompted Senator Hartke to 
renew his attack on FAA’s policy.

In this charged atmosphere, the news 
about the crash of Eastern Flight 375 
awaiting Quesada on his October home­
coming from Moscow was chilling in­
deed. “When I got word that this 
airplane had crashed in Boston Harbor,” 
the general recalled, “I was terribly wor­
ried that we had been wrong about the 
Electra.”

The Administrator arrived at Logan 
the following morning. At the urging of 
Crocker Snow, a state aviation official, 
he inspected the runway from which 
Eastern Flight 375 had departed. The 
tarmac was strewn with hundreds of 
dead birds, many of them chopped up as 
if struck by a propeller. Although he had 
been skeptical of Snow’s interest in this 
phenomenon, Quesada found his atten­
tion aroused. "Hie carcasses were partic­
ularly numerous to the left of the 
runway, the direction toward which the 
doomed Electra had veered.

An ornithologist from nearby Harvard 
University soon confirmed that the birds 
had been killed about the same time as 
the accident. He identified them as star­
lings, a species accustomed to fly no 
more than twelve inches from one an­
other in dense flocks. Quesada compared 
this information with test data showing 
that a turbine aircraft engine might flame- 
out if only a single chicken was forced 
into its intake valve. Although bird 
ingestion had not previously seemed 
much of a threat to transport category 
planes, it now seemed likely that star­
lings had brought down the Eastern 
flight.

Quesada feared that to suggest such a 
cause for the Boston tragedy might sub­
ject him to severe ridicule. On the other 
hand, he believed it necessary to present 
an immediate justification for continuing 
his refusal to ground the Electra. He ex­
plained the bird theory carefully to re­
porters and was relieved to find them 
receptive to the judgement.

The Administrator still faced the scru­
tiny of Congress and the continued criti­
cism of Hartke. On October 9 he made a 
bold counterattack on the Indiana Sena­
tor in a public telegram addressed to the 
chairman of two key oversight 
committees.

“It is regrettable that Senator Hartke

seeks political capital from national trag­
edy . . . ,” Quesada wrote. “[H]e pursues 
his consistent pattern of commenting out 
of a general background of technical ig­
norance and with no real knowledge of 
the specific facts involved.” The Admin­
istrator went on to point out that there 
was as yet no evidence that structural 
failure caused the Boston crash and 
strong reasons to believe otherwise.

These reasons became even stronger 
with examination of the engines hauled 
from Boston Harbor. The discovery of 
avian remains inside the gaspaths com­
bined with other evidence to support the 
bird ingestion theory. The Civil Aeronau­
tics Board eventually concluded that the 
starlings had knocked out three of the 
four engines. Although two of the units 
quickly restarted, the abrupt sequence of 
power loss and recovery had rendered 
the aircraft uncontrollable.

The Boston tragedy prompted FAA to 
encourage more effective programs 
aimed at minimizing the bird hazard at 
the nation’s airports. The accident also 
stimulated research that yielded a better 
understanding of the ingestion problem. 
Meanwhile, in the weeks following the 
crash, Quesada’s position on the Electra 
gained increasing support in the media.

Stepped-up precautions against the bird 
hazard followed the Boston Electra crash.

At the end of 1960, FAA lifted the 
speed restrictions for those Electras that 
were modified to strengthen their wings. 
Until their modification was completed, 
the aircraft had continued to vindicate 
Quesada’s judgement by performing 
safely at the lower speeds. The Electra 
went on to prove its high standards of 
airworthiness in succeeding years, and is 
still in service in some areas of the 
country. The whirl mode had been sub­
dued, but it remained a sobering exam­
ple of how unforeseen factors might 
combine to create a hazard undetected 
by even the exhaustive tests of the certi­
fication process. ■

Ned Preston is the acting FAA agency 
historian.



Paving the Way for Safer 
Skies: FAA Promotes Global 
TCAS Implementation
By James P. Witeck

On August 31, 1986, a tragic
midair collision occurred in the 
skies over Cerritos, California, 

which cost the lives of 67 passengers 
and flightcrew and 15 persons on the 
ground. This highly publicized tragedy, 
which involved an Aeromexico airlines 
DC-9 and a small general aviation air­
craft, stimulated Congress to an almost 
immediate reaction and marked a turning 
point in aviation history.

The legislative results—the Airport 
and Airway Safety and Capacity Expan­
sion Act of 1987—included provisions 
directing FAA to accelerate its plans to 
develop and implement an effective air­
borne collision avoidance system. Specif­
ically, this law established targets for the 
installation and operation of the Traffic 
Alert and Collision Avoidance System 
(TCAS II) in all passenger-canying air­
craft (with more than 30 seats) that op­
erate in U.S. airspace, whether operated 
by U,S. or foreign carriers. This sched­
ule, somewhat adjusted in a later legisla­
tive amendment, requires a “phase-in” 
TCAS II implementation for U.S. car­
riers (ending on December 30, 1993) 
and the single deadline of December 30, 
1993, for foreign carriers operating under 
a Part 129 certificate.

The FAA promotes this important 
safety-enhancing technology internation­
ally. One significant way is through the 
U.S./FAA participation in the ICAO SSR 
Improvements and Collision Avoidance 
System Panel (SICASP), a group of in­
ternational experts who develop interna­
tional standards for such systems. The 
panel also oversees global evaluation and 
monitoring programs, which, for the 
most part, are being conducted or 
planned in the United States, Europe, 
and Japan.

Additionally, John K. McGrath, man­
ager of FAA’s Aircraft Engineering Di­
vision (AIR-100), reaches an 
international audience and shares the val­
uable technology for TCAS-II developed 
by the FAA and U.S. aviation indus­
try—a valuable tool for all pilots. The 
AIR-100 division is the principal archi­
tect of FAA rules related to TCAS 
equippage.

In a series of two three-day seminars 
geared to foreign civil aviation authori­
ties and aircraft operators from every 
continent, McGrath leads a slate of 
speakers from the FAA, EUROCON­
TROL, Boeing Commercial Airplane, 
and three airlines—Northwest, United, 
and Japan Airlines—in explaining the 
TCAS functions, components, opera­
tional experience, and both its demon­
strated and expected merits.

At the seminar held last May in 
Miami for authorities and operators from 
Mexico, the Caribbean, and Central/ 
South America, U.S. TCAS manufactur­
ers in their product briefings also gave 
seminar participants flight demonstra­
tions, including simulated aircraft 
encounters.

The most recent seminar series, Sep­
tember 19-21 at the Tai-Pan Ramada Ho­
tel in Singapore, was geared to the 
interest of participants from Europe, Af­
rica, the Middle East, and the Asian/Pa- 
cific rim areas. Barry Brayer, manager of 
the Western-Pacific Region’s Planning 
and International Aviation Staff, along 
with FAA’s Representative in Singapore 
Don Schmidt and his assistant Sapphire 
Yong, hosted the meetings attended by 
approximately 165 participants from al­
most 40 different countries.

The U.S. Ambassador to Singapore, 
Robert Orr (a former governor of Indi­
ana), made opening remarks on behalf of 
the United States. Speakers from the 
agency were Thomas Imrich, George 
Lyddane, Frank Rock, Alan Shinseki, 
and Thomas Williamson. The agenda in­
cluded technical presentations, lively 
questions-and-answer periods, and prod­
uct briefings provided by representatives 
of four U.S. TCAS manufacturers— 
Honeywell, Bendix/King, Rockwell 
Intemational/Collins, and Avion Systems.

The FAA is getting out the word on 
the latest developments in TCAS-II tech­
nology, the word that sharing knowledge 
is leading the way to safer skies 
internationally. ■

The author, James P. Witeck, is an 
international programs officer in the Office of 
Program and Resource Management (APR). 
He organized both the Miami and Singapore 
FAA seminars “Implementing Airborne 
Collision Avoidance Systems. ”

John McGrath (AIR-100) officially opens the FAA-sponsored seminar.

Thomas Williamson (ARD-310) explains the basics o f TCAS.

(L-R) Thomas Imrich (AFS-200N); 
Richard Jenyns, Daniel Tillotson, 
George Lyddane (ANM-100); Thomas 
Williamson (ARD-310); Barry Brayer 
(AWP-4); Ambassador Orr; John Mc­
Grath (AIR-100); Frank Rock (AIR- 
120); Alan Shinseki (ANM-100); and 
Richard Edwards, Satoshi Murakami, 
and James Witeck (APR-101 ).
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Aviation Links the World
By Charles Spence

Imagine the confusion if interna­
tional aviation faced the problems 
of border crossings that ground 
travel must endure. The pilot would find 

language barriers, opposing traffic flows, 
unknown and uncertain navigation and 
communications methods and frequen­
cies—or maybe no methods at all. 

Fortunately, this is not so. As world 
,1 leaders envisioned the growth of air

travel after World War II, they estab­
lished the International Civil Aviation 
Organization. ICAO, as it is commonly 
called, was created in December 1944, 
as an intergovernmental organization. In 
1947 it became a specialized agency in 
relationship with the United Nations.

Over the years, ICAO has proved a 
model for international cooperation, and 
proudly, the FAA has played a major role 
in developing world aviation to the pres­
ent high standards. Despite its history 
and current work, few persons in the 
United States, and even within the FAA 
and DOT, are fully aware of the U.S. 
Mission to ICAO and its impact on air 
activities here and throughout the world.

“It was U.S. initiative that brought na­
tions together to develop a means by 
which nations could coordinate aviation 
policy and look to standardizing and nor­
malizing conditions for air transport,” 
says Lynn Jackson, whose section in the 
Office of International Aviation in the 
FAA serves as Secretariat for the U.S. 
Mission.

The United States supports 25% of 
ICAO’s budget, and FAA people serve 
on almost every technical working 
group. U.S. technology and expertise 
leave their marks on world aviation from 
security issues to future navigation sys­
tems and from fare structures to stand­
ards for windshear detection equipment 
and the military interception of civil 
aircraft.

For example, James Treacy in the 
Northwest Mountain Region’s Transport 
Airplane Directorate, ANM-103N, 
serves on a group doing studies and tests 
for certification of aircraft using micro- 
wave landing systems. MLS standards, 
frequencies, installation acceptance 
schedules, and other related issues all 
come through ICAO agreements as does 
almost every matter involving interna­
tional air activities.

In another area, because they share 
the same airspace, coexistence of civil 
and military aircraft is fundamental, yet 
geographical, economic, and political in­
fluences significantly affect the air traffic 
environment.

Concern over the destruction of Ko­
rean Air lines flight 007 by the Soviet 
Union in 1983 prompted ICAO to estab­
lish a study group to develop a second 
edition of the manual about interception 
of civil aircraft. Guice Tinsley, manager 
of the Special Programs Branch of the 
Flight Standards Service, AFS-430, be-

The U.S. Mission staff, left to right: Robert D. Cook, Deputy U.S. Representative/ICAO Air Navigation Commis­
sioner; Janett Omdorf, secretary/information assistant; Don M. Newman, U.S. Representative to ICAO; Barbara 
Simpsoni Foreign Service secretary!administrative assistant; David L. Schiele, Foreign Service officer.

came the U.S. member of the group.
The accidental shoot down of Iran Air 
flight 665 by the United States in 1988 
further emphasized the need for im­
proved civil/military coordination.

Other examples of the diverse projects 
that FAAers work on through the interna­
tional forum are the committees on fu­
ture air navigation systems, noise and 
engine. There are working groups work­
ing on airworthiness, obstacle clearance, 
all-weather operations, and traffic sepa­
ration minima. Study groups are looking 
at subjects like frequency management, 
human factors, fire and rescue, helicop­
ter airborne radar approaches, and satel­
lite-aided search and rescue.

ICAO starts committees, panels, 
working groups, and study groups as is­
sues and subjects require attention. Two 
committees, 15 panels, and 19 study 
groups are now at work on various is­
sues. Four additional study groups are 
tackling issues peculiar to specific re­
gions of the world. FAA personnel serve 
on all but two of the 40. In one case the 
U.S. representative is from the National 
Weather Service, in the other from the 
Department of Commerce.

FAA specialists work on the panels 
and study groups in addition to their reg­
ular duties. “We draw technical people 
from Headquarters and the regions,” 
Jackson explains. “Somehow, they cram 
these extra duties into their days and 
weeks of normal responsibilities.”» /

Selection of FAA personnel to repre­
sent the United States on the technical 
bodies comes through the FAA Office of 
International Aviation. David DeCarme 
of that office forwards details about the

subject to the appropriate section of 
FAA, requesting an expert 
representative.

Organizationally the U.S. Mission to 
ICAO comes under the Department of 
State. The five-member U.S. Mission 
stationed in Montreal reports to the State 
Department’s International Organiza­
tions. Staffing at the U.S. Mission con­
sists of: Don Newman, the U.S. 
Representative on the Council of ICAO, 
a presidential appointee with the rank of 
minister; Robert Code, Deputy U.S. 
Representative and ICAO Air Navigation 
Commissioner, on assignment from the 
FAA to the Department of State as a 
senior Foreign Service officer; David 
Schiele, a Department of State career 
Foreign Service officer; Barbara Simp­
son, Department of State Foreign Serv­
ice secretary and administrative assistant 
to the U.S. Representative; and Janett 
Omdorf, secretary and information as­
sistant to the Air Navigation 
Commissioner.

FAA plays a major role in the Mis­
sion’s work. “At least 80 percent of the 
business we do is with FAA,” says New­
man. “We are a technical organization, 
and that is where the focus is.”

Other government and industry inter­
ests that become involved in ICAO activ­
ities include the Inter-agency Group on 
International Aviation (IGIA), which co­
ordinates U.S. international aviation pol­
icy. Members are from the FAA, State 
Department, Department of Defense, 
Department of Commerce, Federal Com­
munications Commission, and the Na­
tional Transportation Safety Board. 
Membership in IGIA is at the assistant

secretary or chairman level. Each gov­
ernment agency also appoints ad hoc 
members knowledgeable in the subject 
when matters of major concern to their 
agencies are under consideration.

“When an issue comes down from 
ICAO, this group develops the substance 
and posture of a U.S. position,” ex­
plains Roberta Proffitt. As principal staff 
officer of IGIA, Proffitt serves as the fo­
cal point for circulating data, gathering 
views, and keeping the U.S. Mission in 
Montreal informed.

Participation is not limited to the gov­
ernment. Eight industry groups also help 
to develop the U.S. positions. These in­
clude pilot organizations from commer­
cial carriers and general aviation, 
manufacturers, and airlines. Not only do 
these industry groups get involved dur­
ing formal meetings, they also contribute 
during informal contacts. Newman says 
meaningful help for ICAO work comes 
from conversations with representatives 
from such organizations as the Interna­
tional Air Transport Association, Interna­
tional Federation of Airline Pilots 
Associations and the International Coun­
cil of Aircraft Owners and Pilot 
Associations.

One of ICAO’s chief activities is pro­
moting standardization in such aviation 
matters as licensing of personnel, rules 
of the air, aeronautical meteorology, aer­
onautical charts, units of measurement, 
nationality and registration marks, air­
worthiness, search and rescue, aircraft 
accident investigation, airports, aeronau­
tical information services, noise and en­
gine emissions, safe transport of 
hazardous cargo, and security.

(Continued on page 8)
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A Talk with Barry L. Harris, 
Deputy Administrator

FAA Deputy Administrator Barry 
Lambert Harris, a pilot and busi­
nessman, brings more than 20 
years of aviation experience and 
strong management skills to the 
Federal Aviation Administration.

A commercial, multi-engine, 
instrument-rated pilot with 3,000- 
plus flying hours under his belt, 
Harris is no stranger to the nation’s 
air traffic control system.

On November 6,1989, President 
Bush announced that Harris was 
his choice for FAA Deputy 
Administrator.

In the recent past, he has flown 
500 hours a year in both fixed-wing 
aircraft and helicopters, much of it 
in the heavily traveled skies of the 
Northeast.

Harris, who describes himself as 
a “dedicated aviation enthusiast,” 
belongs to the Aircraft Owners and 
Pilots Association, National Busi­
ness Aircraft Association, Experi­
mental Aircraft Association and the 
National Biplane Association.

The 51-year-old Harris has exten­
sive government and private indus­
try-management expertise. He 
served as president and chief exec­
utive officer of Alliance Corpora­
tion, Portland, ME, and Community 
Systems, Inc., Gloucester, MA.

Harris was also a Gloucester as­
sistant city manager and director of 
community programs for the Bos­
ton’s Metropolitan Area Planning 
Council, a documentary writer- 
producer for WBZ-TV, Boston, and a 
news writer for WINS radio, New 
York City.

Some of Harris’ broadcasting 
documentaries have focused on 
the lives of John F. Kennedy and 
Douglas MacArthur and current af­
fairs issues of capital punishment 
and the half-way house movement.

The FAA Deputy Administrator at­
tended Harvard and Denison uni­
versities, served in the U.S. Army 
and is currently an officer in the in­
active Army Reserve.

The following interview, which 
took place Sept. 17, recounts Harris’ 
impressions of his first year on the 
job.

Now that you have been here fo r  a l­
most a year; what is your impression o f  
FAA? D oes it differ fro m  your precon­
ception o f  the agency?

HARRIS: First of all, I don’t think I 
came in with a lot of preconceptions.

Clearly, when the question was asked, 
“Where would you like to serve in this 
Administration?,” I wanted to be here 
because this was an agency that dealt 
with something I enjoyed and knew a lit­
tle bit about. And I liked Sam Skinner’s 
style.

Deputy Administrator Barry Lambert Harris.

I think what I have found that im­
presses me is BAA’S depth. FAA people 
are bright. They’re motivated. They’re 
dedicated and committed. If anything, I 
was very pleasantly surprised. People at 
the FAA don’t fit die “government em­
ployee” stereotype.

How do you see your role as Deputy 
Administrator o f  the FAA? Has that role 
evolved since you came onboard?

HARRIS: If we look at the statutory 
language that creates the job, we see that 
the Deputy is empowered to do anything 
the Administrator is empowered to do— 
in the Administrator’s absence. This 
means, I suppose, that I could sit in the 
wings like a good understudy and wait 
for something to happen to die 
Administrator.

“. . . in the case of 
Jim Busey and 
Barry Harris that 
chemistry is pretty 
good.”

But, I see it a litde differendy. I see 
the role of the Deputy as providing an 
additional dimension to the Administra­
tor. One person can do only so much, 
and two people can do so much more. 
Clearly, the Administrator is responsible 
for running the agency, and it’s up to 
him to delegate that portion of the re­
sponsibility he wants to whomever he 
wants.

I think the effectiveness of the Deputy 
is determined by several things. One is 
the chemistry that exists between the 
Administrator and the Deputy. I think in 
the case of Jim Busey and Barry Harris 
that chemistry is pretty good.

We have a lot in common, yet our ca­

reer backgrounds are vastly different. We 
both grew up in the Midwest and seem 
to share what I suppose you could call 
midwestem values. He enlisted in the 
Navy and ended 37 years there with four 
stars. My career included journalism, 
business, and government.

In the 10 months I’ve been here, there 
has never been an issue on which I have 
found myself in fundamental disagree­
ment with the Administrator. On those 
rare instances where issues have come to 
a decision point before we’ve had a 
chance to discuss them, I’ve been 
amazed at how close his calls have been 
to what mine would have been. This 
consonance of approach and opinion be­
tween us is, I think, quite remarkable. It 
also amazes a lot of career employees.

I might add that Jim Busey and Sam 
Skinner enjoy a similar relationship. I 
don’t think anyone in the FAA hasn’t 
noticed what a difference that makes.

Anyway, I feel comfortable that I can 
make a contribution. I feel comfortable 
that I can enhance Jim Busey’s adminis­
tration. And I think there is a growing 
trust between us that allows this synergy 
to be an effective, positive force in the 
agency.

Where do you think you can make the 
biggest impact?

HARRIS: Well, I guess there are sev­
eral areas. This agency is typical of, I 
suspect, any large federal or government 
agency. It is populated with people who 
are making a career of government serv­
ice, yet who see their leaders change 
from administration to administration.

At the FAA, these changes occur far 
more frequently than I think is healthy. 
As a result, the career people say, “Gee,
I can’t afford to get too far out in front 
of anybody on any issue, because if the 
administration changes or the leadership 
changes, then I may not be on the right 
side of the issue, and it may hurt my 
career.”

I don’t have a problem understanding 
this. I guess what concerns me is the 
fact that this tends to inhibit an individu­
al’s initiative within an agency. So I see 
my role as encouraging initiative and 
creativity and, at the same time, helping 
to protect those who are willing to take a 
chance. Risk-taking is the essence of 
creativity in management.

We’ve talked a lot about total quality 
management here in the last six months, 
and one of the prerequisites of the TQM 
process is to be able to think in different 
frames—to change paradigms, to think 
over the horizon, to see around the cor­
ner. A role I can play is to encourage the 
agency corporately and the people indi­
vidually to do just that.

I’m also interested in our relationship 
with our customers. I’m interested in the 
way we manage the agency in terms of 
our employment policies, and specifi­

cally our equal opportunity employment 
policies.

I am interested in the role we play na­
tionally in terms of aviation education. 
Then, of course, there are a whole host 
of day-to-day issues in which I get in­
volved in one way or another.

You seem to have taken a particularly 
active role in EEO. Please discuss your 
strategy i f  you have one.

HARRIS: I think this agency has his­
torically given lip service to the process 
of being an equal opportunity employer, 
but it’s largely been lip service to a 
process, not to a result.

Ten or fifteen years ago, the FAA said 
it was going to achieve specific results 
by the year 2000. That was an easy cop- 
out then because the year 2000 was far 
enough away that everyone promulgating 
the plan knew they would be gone. The 
achievement was the process and not the 
fulfillment of the objective: to hire mi­
norities and women.

Now we are looking at the year 2000, 
and it’s only nine years away. Those of 
us who are here today are likely to be 
around then. It’s the near-term future, 
and I guess what I’m saying is, we need

“ Risk-taking is the 
essence of creativity 
in management.”

to shift focus from the process to the 
result.

I think an aggressive EEO program is 
the right thing to do. I think it’s the eth­
ical thing to do. It’s the moral thing to 
do. And it’s long overdue.

Currently, the work force of the FAA 
does not, in numbers of women and mi­
norities, approximate the general work 
force.

An agency of 50,000 people spread 
across the United States ought to approx­
imate the same kinds of percentages 
found in the rest of the nation’s work 
force. The fact that it doesn’t tells me 
that there is, at best, inadvertent discrim­
ination, or, at worst, intentional discrimi­
nation. The result is the same.

There are two ways we can approach 
this problem. The first is that we can 
embark upon a course of hiring lots of 
minorities and women in entry-level 
jobs. We hire roughly 5,000 new em­
ployees a year at the FAA. Statistically 
this means we replace the work force 
every 10 years. If we were to make sure 
that every year we double the percentage 
of incoming people targeted to bring 
agency demographics in line with the 
general work force by the year 2000, 
then, in theory, within five years we 
could be at parity.

It

I

But if you want a strategy, I’ll give 
you one. Focus on the future!

Minority hiring at entry level gives 
quick numbers and makes everyone feel 
good. And I think we should continue to 
do it though that’s not where my real fo­
cus is. If I want to make a lasting mark 
on this agency, I am convinced I must 
lode over the horizon to a time when I 
am not here—when Busey, Skinner and 
Bush are not here. The imperative is that 
we set in place a mechanism to work our 
intent after we’re gone. John Milton not­
withstanding, that mechanism must in­
volve upper-level career management.
We must make certain these ranks con­
tain a sufficient number of minorities 
and women. They will, by their presence 
and influence, guarantee file process long 
after I’m gone. They will guarantee it 
because they will be continuously em­
powered to refine and fulfill the agenda. 
Empower them and you fulfill the 
agenda because they  are the agenda.

. . making sure 
that when the 
choices are made, 
qualified minorities 
and women are 
always among the 
applicants.”

The trick, and it’s not so much a trick 
as the result of serious hard work, is to 
train well, select carefully, and, by doing 
so, assure success. Indiscriminate pro­
motion at this level—I’d call it a num­
bers game—dooms the participants, the 
program, and the agency to failure. We 
regress. Pure motives fall victim to un­
intended consequences.

Discrimination has many faces: some 
are obvious, some are devious, others 
are clever and sophisticated. The ulti­
mately successful strategy—to achieve 
true and permanent equal employment 
opportunity—will have as many faces.

What is being done to fin d  qualified 
women and minorities?

HARRIS: We’ve hired something like 
18 additional recruiters. We’re going into 
the schools; we’re trying to get the word 
out that we’re serious about this.

When I say that I’m not interested in 
the process, what I mean is that I’m not 
interested in allowing us to say: “Hey, 
we’ve developed this plan and this proc­
ess, and that’s all we have to do.”

Also, I’m not talking about reverse 
discrimination, and I’m not talking about 
taking less qualified people. I’m talking 
about making sure that when the choices 
are made, qualified minorities and 
women are always among the applicants.

I’m not talking about quotas, either. 
But, we’ve got to accept the responsibil­
ity as an agency for making sure that 
minorities and women have development 
plans, that their development plans are 
implemented, and that they get the train­
ing and the opportunities to move up.

W hat’s the biggest single issue need­
ing the FAA’s attention?

There are many issues we have to deal 
with, but let me take the NAS Plan as 
an example. The NAS Plan is coming 
along well. I believe some 95 percent of 
the NAS Plan’s original programs are 
under contract. By 1995, much of that 
architecture will be in place.

What we have discovered through the 
NAS Plan experience, though, is that we 
cannot come along every 20 years and 
give the agency a capital investment shot 
in the arm and expect it to run for an­
other 20 years.

So, we are moving to a concept of 
constantly upgrading and updating our 
own technological infrastructure. Given 
the fact that it takes anywhere from 
seven to eight years to achieve a major 
procurement under existing federal pro­
curement law, it is very difficult for us to 
stay ahead of developing technologies.

The fact that we are not ahead is one 
of the things for which we’re most se­
verely criticized. We have a technically 
intensive capital structure, and we’ve got 
to adjust that on a continuing basis, on 
an annual basis.

That’s what the Capital Investment 
Plan is all about. It means we can’t just 
wait until everything is broken before we 
fix it.

I think a lot of our critics don’t under­
stand the complexity. They don’t under­
stand the requirements. I don’t think 
they quite understand the fact that soft­
ware delivery doesn’t happen as quickly 
as we might hope. We can’t rush a crea­
tive process.

D o you see a special role fo r  yourself 
in general aviation?

HARRIS: I think I bring to the agency 
a perception of general aviation that is 
realistic. My background and experience 
is in general aviation, so I suppose I am 
the ranking general aviation representa­
tive in the FAA.

I think one of the problems that the 
general aviation community has is that it 
does not contribute as many dollars to 
the system on a direct basis as do other

components of the system, specifically 
the airlines.

On the other hand, in my judgment, 
GA activity is a national asset. General 
aviation nurtures the interest of young­
sters in aviation. It is the source and a 
motivator of aeronautical engineers, sci­
entists, and military and civil pilots. It is 
also an important business tool for cor­
porations, large and small. GA is the 
grassroots and the pinnacle of aviation, 
and its contribution, in this regard, goes 
far beyond the dollar contribution. All 
you have to do is go to air shows such 
as Oshkosh or Lakeland, or to the 
NBAA [National Business Aircraft Asso­
ciation] annual convention, to see what 
general aviation is all about and what it 
means to this nation.

What do you like and dislike about the 
job  c f  Deputy Administrator?

HARRIS: I can’t think of anything 
else I could do each day to make 12 
hours go faster than they do here. It 
compresses time.

On the other hand, every job has its 
little irritations, like the fact that the air 
conditioning works only in the winter 
and the heat works only in the summer; 
and the fact that the elevators run inter­
mittently, and the escalators not at all.

But, basically, I look forward to com­
ing into the office every day. I look for­
ward to the daily challenges, the crisis 
du jour, if you will. I enjoy the people.

Is  there anything that I  should have 
asked you about that I  didn’t?

HARRIS: I think the FAA is going to 
have to start thinking in terms of taking 
a leadership role on environmental is­
sues. I think the environment is going to 
be an arena of major public policymak­
ing in the next 10 years. If you stop to 
think about it, the transportation modes 
and the government agencies that repre­
sent or regulate them influence the envi­
ronment by virtue of what they do.

Building things like airports, high­
ways, rapid transit systems, impacts the 
environment. I think we’ve got to step 
up to that issue and take some 
responsibility.

Capacity is a major issue. While it is 
partly a technology issue, it is also a 
construction and noise issue. This makes 
it an environmental issue.

If democracy is based on informed 
choices for citizens, then is it not the 
role of the agency to foster the public 
debate? Don’t we have a responsibility 
to make clear what the issues are so that 
the public can, in fact, make the proper 
decisions in terms of file environment 
versus capacity versus economic benefit? 
The FAA has never, in my judgment, as­
sumed this role. It is clearly a leadership 
role and one to which we should commit 
ourselves. We must broaden our vision 
and start looking at the donut, instead of 
focusing on the hole.

Back to a  po in t you mentioned ear­
lier—how do we get those kind o f  people 
who can easily think in terms c f  different 
paradigms, look beyond the horizon and  
around the corner?

HARRIS: The FAA is an agency that 
has vital operational responsibilities, and 
I think what happens is that the opera­
tional responsibilities tend to drive the 
agency from a policy standpoint.

When, in fact, we have the responsi­
bility of keeping airplanes separated in 
the air, of maintaining a system that’s 
safe for a half-billion passengers a 
year—and these passengers are our 
spouses, mothers, children—this respon­
sibility weighs pretty heavily chi the cor­
porate psyche. Nearly half of our 
employees are engaged directly in doing 
this, and when they have this enormous 
responsibility, they tend to be very con­
servative. The product we’re really de­
livering to the public on a day-to-day 
basis requires ultraconservatism. Now, 
the question is, where do we put a crea­
tive, big-picture component in the 
agency?

“We must broaden 
our vision and start 
looking at the donut, 
instead of focusing 
on the hole.”

The problem we have is knowing 
where it fits in and how to foster and di­
rect it.

This is a function of leadership. It’s a 
matter of opening the agency up to 
where we can have both elements. We 
can have an operational component that 
is conservative, that understands its enor­
mous day-to-day operational responsibil­
ity. But, at the same time, we can have a 
research and development component 
that is inventive and creative; we can 
have a procurement component that is re­
sponsive and responsible; and we can 
have a management team that possesses 
insight and demonstrates foresight. When 
we create that kind of exciting environ­
ment within the FAA, the kind of people 
we’re talking about will beat a path to 
our door. ■
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Aviation Links the World ^

ICAO is made up of an Assembly, a 
Council composed of 33 Member States 
with various subordinate bodies, and a 
Secretariat. One hundred sixty-one states 
of the world are members. The organiza­
tion recognizes nine geographic regions. 
These are treated individually for plan­
ning facilities and services required on 
the ground by aircraft flying in these 
regions.

In each region, planning produces a 
network of thousands of air navigation 
facilities and services. Not all states have 
the resources of capital or trained techni­
cians to provide the needed parts of a 
system. ICAO can help.

Technicians, many of them from FAA, 
work with nationals of many states in 
setting up and getting equipment operat­
ing, conducting training centers, and 
promoting all-important standardization. 
Without standardization, even air cross­
ings of borders would be at best diffi­
cult, slow, and confusing—at worst, 
impossible.

As aviation technology continues to 
advance rapidly, not only is it necessary 
to set new standards, but existing ones 
must also be reviewed and amended. If a 
member state does not have the funds to 
develop a needed facility, ICAO can help 
to arrange “joint financing” or funding 
from the United Nations Development 
Program (UNDP). Facilities for North 
Atlantic crossing are an example of the 
former. Air traffic control facilities in 
Greenland and Iceland were developed 
under joint financing arrangements, and 
the charges to users are still subject to

ICAO approval. UNDP-funded technical 
assistance projects are found throughout 
the developing world.

Unusual circumstances can require a 
special meeting of the Assembly. An­
other special assembly convened October 
22 to consider aircraft noise issues and 
the phase-out of stage two aircraft.

Once ICAO adopts a standard or pro­
cedure, individual states put it into effect 
based on timetables of the agreement. If 
a state chooses not to adopt the ICAO 
position, it may file an exemption. These 
rarely involve any safety issues, says 
Jackson. He points to many U.S. exemp­
tions as “differences to reflect circum­
stances in which we have invested in 
certain capabilities” that may be more 
than what ICAO standards state.

“We lead the world in almost every 
aspect of air traffic control, aviation sys­
tems, information, procedures and tech­
nologies,” adds Jackson. “The standards 
adopted through ICAO rarely come up to 
those we apply.” While a state internally 
may have higher standards than those 
agreed to through ICAO, it may not im­
pose these standards on foreign aircraft 
entering its airspace before the times es­
tablished through ICAO agreements.

Issues that ICAO considers may come 
from the organization or from member 
states. “There may be times when we 
want a world standard,” says Jackson, 
“and we will propose a technical com­
mittee to work on it.” At other times 
other member states may be developing 
something that requires world 
agreement.

The globe in New York’s old marine air terminal is symbolic c f world travel. ICAO was 
founded a short time after this photo was taken in 1940.

While ICAO sees itself as a technical 
organization, much of its work, nonethe­
less, can be seen as having a political 
impact, and ICAO demonstrates that 
achievements are possible when nations 
work together and make concessions to 
reach agreement. Although the process is 
often slow, more than four decades of 
world air transportation advancements 
prove its value.

Chief of the U.S. Mission, Don New­
man welcomes ideas, comments, sugges­
tions—and yes, even problems—about 
the international aspect of aviation. “We 
can be helpful if factored into the loop,” 
he says. ■

Charles Spence, a Gaithersburg, MD, free­
lance writer, is a frequent contributor to 
FAA World.
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Lyle J. Bertrand David B. Isenhour John W. Manning Raul O. Parra Marshall J. Blundell
Donald J. Boudreau Frederick G. Jenkins William D. Matthews Thomas R. Peterson Ronald E. Braden
Frank Catalon Roy E. Keehnel Joe W. Maund Larry D. Pickard John H. Calhoun
John R. dark Merry J. Lizotte Robert D. Miller Bill J. Porter James L. Cary
William E. Crain Stanley H. Magnuson Lynn J. Montgomery David D. Potts Jerold M. Chavkin
Robert E. Diltz Richard J. Mathews Jack A. Nelson Jerry L. Qualls Jerry W. Cloud
James W. Essex George A. McConnachie Thomas C. Pafford Dorothy D. Rich John P. Collier
Richard A. Federanich Norman D. McNealy, Robert G. Phillips John 0 . Roberts Joseph M. Defelice
Wesley Gahagan Robert N. Miller Clyde H. Prather Ray C. Robinson Lawrence R. Fay
Delbert L. Gamer Ruben R. Natividad Forrest S. Priest Polly M. Ryan Jerome G. Fontes
Dennis R. Gramentz Dewey Overman Robert Louis Quinn Billy L. Scantlen Olga D. Gomez
Jackie A. Hackett Ronald W. Paulson Richard D. Rasmussen Ernest A. Schmid Louie M. Hamilton
Philip Krinsky John W. Schmidt James D. Reeves George A. Seyfang Ralph Hodge
Wilfred N. La Riviere John E. Shaw Michael R. Russell Vera M. Simpson Richard A. Hutson
Earl 0 .  Larsen Donald L. Shearer Billy G. Stone Constance H. Sitz Ronald Y. Ichimura
James R. Maness Richard E. Sherwood Edward J. Sullivan Gordon W. Slade Ronald W. Johnston
Jane M. Maxouris Weston B. Slifer William R. Thomas Gary H. Stanton David A. Lyons
James A. Mott Robert R. Svee James R. Todd Paul H. Stray Gary P. Murmell
Theodore Musachia Robert E. Taylor Edward W. Toth Leo S. Tanner Robert C  Nelson
Eugene H. Olson Dale W. West Gene E. Underwood Frederick Van Fluke Mateo M. Palenzuela
Robert R. Otts Richard N. Westwood Bernard W. Wenning Donald P. Watson John E. Perry
James R. Payne 
Donald G. Phillips 
Donald G. Ramsey 
William A. Schindler 
Walter J. Schmanke 
John 0 . Sibert

Neil W. Zimmerman Clyde T. Williams 
David E. Williams

Southwest Region
Donald R. Adair 
Frances M. Allen 
John D. Anderson 
James G. Bates 
Oletha R. Bien

Carl L  Zimbelman George E. Porter 
William V. Stewart 
Harlan T. Swetland 
Charles J. Walker 
Joseph A. Winchester
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Aeronautical Center
Susan N . Bounds, manager, Compensation 

Branch, Human Resource Management Div., 
promotion made permanent . . . David R. 
Brown, Academy 3R instructor, Radar Sec­
tion, Airway Facilities Branch, FAA Acad­
emy, promotion made permanent . . .
Robert L. Corcoran, unit supervisor, Elec­
tronic Production Section, Engineering & 
Production Branch, FAA Logistics Cen­
ter . . . David L. Moinette, unit supervisor, 
Electronic Production Section, Engineering & 
Production Branch, FAA Logistics Cen­
ter . . .  Ed S. Stevenson, supervisor, Flight 
Operations/Scheduling Section, Anchorage 
FIFO, promotion made permanent. . .
Jimmy C. Warren, unit supervisor, Receipt 
and Packing Section, Storage & Transporta­
tion Branch, promotion made permanent . . . 
Gerald W. Williams, supervisor, Project 
Management Section, Program & Project 
Management Branch, FAA Academy.

Alaskan Region
Richard W. Girard, supervisory aviation 

safety inspector, Flight Procedures Branch, 
Flight Standards Div. . . . Diana L. Hin- 
shaw, unit supervisor, Fairbanks FSDO,
Flight Standards Div. . . . Harry F. Huhn, 
unit supervisor, Anchorage AFSFO, South 
Alaska AFS . . . Ludell Hutchings, unit su­
pervisor, Ketchikan, AK, AFSFO, South 
Alaska AFS, Anchorage, from Cold B a y . . . 
Roger A. Motzko, manager, Safety & Stand­
ards Branch, Airports Div., from Minneapo­
lis . .  . Dottye G. Muhs, manager, 
Management Analysis Branch, Resource 
Management Div. . . . William M. New­
man, asst, manager, Maintenance Engineer­
ing Branch, Airway Facilities Div., from 
Washington Headquarters . . . Gary E. Niel­
sen, unit supervisor, Resource & Standards 
Section, Resource & Planning Branch, Air­
way Facilities D iv., promotion made perma­
nent . . . Ronald N. Reynolds, section 
supervisor, Anchorage CASFO, Air Security 
Branch, Civil Aviation Security D iv., from 
Brussels, Belgium . . . James E. Royse, unit 
supervisor, Anchorage AFS ARTCC . . . 
Charles J. Smith, foreman, Bethel, AK, 
AFSFO, North Alaska AFS, Fairbanks, pro­
motion made permanent. . . Helen Mae 
Wall, unit supervisor, Air Traffic Div., from 
Washington Headquarters . . . Jeffry F. 
Wheeler, manager, Nome, AK, FSS, from 
Sitka FSS.

Central Region
Jack E. Bowers, area supervisor, Lambert 

Field TRACON ATCT, St. Louis, promotion 
made permanent . . . Herbert L. Drayton, 
section supervisor, National Communications

Center, Air Traffic D iv., promotion made per­
manent . . . Wayne E. Halter, supervisor, 
Iowa/Missouri Section, Safety & Standards 
Branch, Airports Div. . . . Robert L. Hiller, 
section supervisor, National Communications 
Center, Air Traffic D iv., promotion made per­
manent . . . Glenn L. Martin, unit supervi­
sor, Wichita, KS, FSDO, Airworthiness 
Section, Flight Standards Section, promotion 
made permanent . . . Dean E. Matthews, su­
pervisor, Operations Planning Section, Re­
sources & Planning Branch, Airway Facilities 
Div., promotion made permanent . . . 
Richard C . McMillen, manager, Investiga­
tions & Internal Security Branch, Civil Avia­
tion Security Div., promotion made 
permanent . . . Douglas M. Perkins, area 
supervisor, Mid Continent ATCT, Wichita, 
KS, from Kansas City International 
ATCT. . . Kathleen I. Person, unit supervi­
sor, Wichita, KS, FSDO, Operations Section, 
Flight Standards Div., promotion made per­
manent . . . Phillip M. Reichart, asst, man­
ager, Lambert Field TRACON ATCT, St. 
Louis, MO, from Indianapolis ATCT. . . 
Donald G. Tbrrini, unit supervisor, St. Ann, 
MO, FSDO, Operations Section, Flight 
Standards D iv., promotion made perma­
nent . . . Tferry D. Tupper, unit supervisor, 
Kansas City, MO, FSDO, Geographic Sec­
tion, Flight Standards Div.

Eastern Region
Fkank J. Bombace, asst, manager/pro- 

grams, Republic Airport ATCT, Farmingdale, 
NY, from regional headquarters . . .
Philip F. Brito, Airports Program Manager, 
New York Airports District Office, Valley 
Stream . . . William W. Buck, asst, man­
ager, Baltimore, M D, ATCT, from Lambert 
Field . . . Willard M. Daugherty, manager, 
Allegheny City FSDO, West Mifflin, PA . . . 
Albert L. Dummann, unit supervisor, Estab­
lishment Engineering Branch, Airway Facili­
ties D iv., Baltimore, M D, from regional 
headquarters . . . Joseph Figliuolo III, area 
supervisor, New York AFSS, Islip, N Y . . . 
Dennis J. Heubner, area manager, Greater 
Pittsburgh ATCT. . . Jay A. Johnson, man­
ager, New York FSDO, Valley Stream,
NY . . . Otis M. Johnson, Jr., manager, Bal­
timore, M D, FSDO . . . Robert C . Krieg, 
supervisor, Control Section, Control, Reports 
& Analysis Branch, Accounting Div. . . . 
Barbara J. Lengyel, unit supervisor, Re­
source Management Section, Resource & 
Planning Branch, Airway Facilities D iv., pro­
motion made permanent. . . Vincent J. Le- 
pera, manager, Pittsburgh FSDO . . .
David W. Madison, area supervisor, Wash­
ington National ATCT, promotion made per­
manent . . . Gilbert Magnan, manager, 
Binghamton, NY, ATCT, promotion made 
permanent. . . John Mayrhofer, manager, 
New York TRACON, Garden City, from 
Washington Headquarters . . . Walter R. 
Mitchell, manager, Charleston, WV, AFSFO, 
Charleston AFS . . . Walter Sheppard, unit 
supervisor, New York CASFO . . . David E. 
Townsend, manager, Charleston, WV,
FSDO . . . David R. Venti, asst, manager 
for training, Baltimore ATCT, from Washing­
ton Headquarters . . . John E. Wilson, area 
supervisor, Washington National ATCT, pro­
motion made permanent. . . Alvin H. Zito, 
asst, manager, Pittsburgh FSDO, Coraopolis, 
PA.

Great Lakes Region
Lisa S. Arington, area supervisor, Ann 

Arbor, MI, ATCT, from Detroit, MI, Metro 
ATCT. . . John E. Brice H, area supervisor, 
Cleveland, OH, ARTCC, promotion made 
permanent . . . William H. Carpenter, asst, 
manager, traffic management, Cleveland, OH, 
ARTCC, Oberlin . . . Gary M. Courtney, 
unit supervisor, Leelanau County, MI,
AFSFO, Belleville, MI, A FS, promotion 
made permanent . . . Frank J. Cullen, asst, 
manager for program support, Bismarck,
N D, AFS, from regional headquarters . . . 
Frederic E. Doll, systems engineer, Oberlin, 
OH, AFS . . . Lyndin L. Foss, unit supervi­
sor, Bismarck, N D , AFS, promotion made 
permanent . . . William J. Hikade, area su­
pervisor, Cleveland, OH, ARTCC, Oberlin, 
promotion made permanent . . . William C. 
Hodges, area supervisor, Cleveland, OH, 
ARTCC . . . John R. Jones, manager,
Schiller Park, EL, FSDO . . . Larry S . Mi­
nor, manager, Ohio State University ATCT, 
Columbus . . . Charles V. Nolan, manager, 
Springfield, IL, FSDO, promotion made per­
manent . . . Bertrand R. Ouellette, man­
ager, Pontiac, MI, ATCT, promotion made 
permanent . . . Bobby L. Pedigo, asst, man­
ager for technical support, Dakota AFS, Bis­
marck, from Anchorage . . . Donald A. 
Slechta, security specialist, Chicago, IL, 
CASFO, SchiUer Park, IL, from Des 
Plaines . . . Ronald J. Tishina, environmen­
tal support technician, Oberlin, OH, AFS.

New England Region
Paul G. Johnston, manager, System Re­

quirements Branch, Air Traffic Div., from 
Logan International ATCT.

Northwest Mountain Region
Philip R. Burton, Jr., area supervisor, 

Great Falls, MT, AFSS, promotion made per­
manent . . . Alvin R. Habbestad, manager, 
Seattle Aircraft Certification Office, Transport 
Airplane Directorate . . . Robert J. Jones, 
area supervisor, Boise, ID, FSS, from North 
Bend, OR, FSS . . . Noel F. Keane, section 
supervisor, Facility Operations Branch, Air 
Traffic D iv., from Centennial Airport ATCT, 
D enver. . . Richard L. Morgan, mainte­
nance mechanic foreman, Portland, OR,
AFS, promotion made permanent . . .  
Willard R. Probert, group supervisor, Navi­
gation Communication Installation Engineer­
ing Section, Establishment Branch, Airway 
Facilities Div. . . . William L. Ramage, unit 
supervisor, Billings, MT, AFS . . .
Robert R. Sestak, supervisor, Radar/Auto­
mation Construction Engineering Section, Es­
tablishment Branch, Airway Facilities D iv., 
from Salt Lake City, U T . . . Clark D. Tay­
lor, area manager, Salt Lake City, UT,
ATCT. . . Patrick A. Tferry, area manager, 
Great Falls, MT, A FSS, from Idaho Falls 
FSS . . . Nancy A. TVudell, unit supervisor, 
Salt Lake City, UT, FSDO, from Long 
Beach, CA, FSDO . . . Clarence R. Wil­
son, asst, manager for training, Seattle-Ta- 
coma A TCT. . . Edd S. Woslum, manager, 
Salt Lake City, UT, ATCT, from Denver, CO, 
ATCT. . . James H. Young, section supervi­
sor, Denver CASFO, from Washington 
Headquarters.

Southern Region
Robert R. Aubin, area supervisor, Pensa­

cola, FL, ATCT, from Tallahassee, FL,
ATCT. . . Joseph D. Beiden, crew chief, 
Jacksonville, FL, ARTCC A FS, Hilliard, 
from Palmer, H I, AFSFO . . . Dorothy G. 
Bowden, manager, Compensation Branch, 
Human Resource Management D iv., from re­
gional headquarters . . . Donald E. Buck, 
Jr., Hilliard, FL, ARTCC . . . Jeffrey J. 
Coghill, staff officer, Resource Management 
Staff, Civil Aviation Security Div., promo­
tion made permanent . . . David J. Cognata, 
area manager, San Juan C ER A P. . . Bryce 
Courtney, asst, manager, plans & proce­
dures, Orlando, FL, ATCT. . . Hoyt L. 
Dunn, manager, Atlanta, GA, Hub AFS, pro­
motion made permanent. . . James L. Gar- 
stang, area supervisor, Greenwood, M S, 
AFSS, from Jackson, TN, AFSS . . .
Isaac O. Grant, area supervisor, St. Peters­
burg, FL, AFSS, from Meridian, M S,
FSS . . . Cedi L. Hall, asst, manager, plans 
& procedures, Charlotte, NC, ATCT. . . 
Joseph A. Hambrite, area manager, Hamp­
ton, GA, ARTCC . . . Eddie C. Head, 
traffic management unit supervisor, Hilliard, 
FL, ARTCC . . . Kenny Jones, area supervi­
sor, Greenwood, M S, A FSS, from Anniston, 
AL, AFSS . . . Luis R. Llado, manager, 
Palmer, PR, AFSFO, San Juan AFS, promo­
tion made permanent . . . James P. Million, 
asst, manager for program support, Tampa, 
FL, AFS, promotion made permanent . . . 
Alan B. Nesbitt, area manager, Hartsfield In­
ternational Airport A TCT. . . Antonio I. Ra­
mos, asst, manager for technical support, San 
Juan, PR, AFS, from regional headquar­
ters . . . John W. Reynolds, Jr., section su­
pervisor, Orlando, FL, Airports District 
Office . . . Donald M. Ricks, area supervi­
sor, Macon, GA, AFSS . . . Kenneth P. 
Sandifer, area supervisor, St. Petersburg, FL, 
AFSS . . . Don R. Simons, area supervisor, 
Charlotte, NC, ATCT, from Washington Na­
tional ATCT. . . James A. Wells, area su­
pervisor, Pensacola, FL, ATCT, promotion 
made permanent . . . Edward K. Wright, 
area supervisor, Greenwood, M S, AFSS, 
from Raleigh, NC, AFSS.

Southwest Region
Chester E. Bedford, supervisor, Naviga­

tion & Interfacility Engineering Section, Es­
tablishment Engineering Branch, Airway 
Facilities Div. . . . Marvin D. Benson, su­
pervisor, Radar/Communication/ Automation 
Section, Systems Maintenance Engineering 
Branch, Airway Facilities Div. . . .
Ashley G. Blackman, Jr., manager, Midland, 
TX, AFSFO, Austin, A FS, from Little 
Rock, AFS . . . Edward A. Brestle, area su­
pervisor, Fort Worth, TX , ARTCC . . . Ezell 
Brown, Jr., Houston, TX , AFSFO, Houston 
AFS, promotion made permanent . . .
Sherrill M. Czarnecki, unit supervisor, Nav­
igation & Interfacility Engineering Section, 
Establishment Engineering Branch, Airway 
Facilities Div. . . . Michael E. Daniel, unit 
supervisor, Certificate Management Office, 
Flight Standards Div. . . . Walter M. Ernst, 
Jr., manager, Certificate Management Office, 
Flight Standards Div. . . . Gary F. Eay, asst.

il
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manager, Albuquerque, N M , ATCT, from 
Aspen, CO, ATCT. . . Steve M. Gallegos, 
asst, sector manager, Fort Worth, TX,
ARTCC AFS, from Albuquerque ARTCC 
AFS . . . Kirk M. Hallett, area supervisor, 
Gallup, N M , FSS . . . Loyd M. Hallibur­
ton, unit supervisor, Certificate Management 
Office, R ight Standards Div. . . .
William E. Jessee, manager, Oklahoma City 
AFSFO, Bethany A FS, promotion made per­
manent . . . Otis R. Key, unit supervisor,
Fort Worth, TX, FSDO . . .
Allen E . King, manager, Airworthiness 
Branch, Flight Standards D iv., from Dallas, 
TX, FSDO . . . Ronald C . McGarry, man­
ager, Operations Branch, Flight Standards 
Div. . . . Harold D. Millender, unit supervi­
sor, Barksdale AFB, LA, AFSFO, Little 
Rock AFS, from Dallas/Fort Worth AFS . . . 
Salvador Mugica, area supervisor, El Paso, 
TX, FSS . . . Bernard Mullins, manager,
Fort Worth, TX, FSDO . . . Michele M. 
Owsley, manager, Airplane Certification Of­
fice, Rotorcraft Directorate . . . Patricia A. 
Petosky, manager, Midland, TX, ATCT, from 
Lubbock, TX, ATCT. . . J. C . Pierce, Jr., 
unit supervisor, D allas, TX, FSDO . . . 
Alfred P. Puente, area supervisor, Beaumont, 
TX, ATCT. . . Lours A. Sims, manager, 
Tbcumcari, NM , AFSFO, Albuquerque AFS, 
promotion made permanent . . . James P. 
Ward, area supervisor, Albuquerque Transi­
tion Staff, Facility Operations Branch, Air  
Traffic D iv., from Gallup, N M , FSS.

Technical Center
Kaye D. Jackson, center counsel, Assist­

ant Chief Counsel’s Office . . . Rick A. 
Marinelli, technical program manager, Air­
ports Technology Branch, Airports D iv., pro­
motion made permanent.

Washington Headquarters
David T. Bailey, manager, Aircraft Interfa­

cility & Safety Branch, Contracts D iv., Lo­
gistics Service . . . Allen F. Beard, manager, 
Maintenance Processor Branch, Automation 
Engineering Div., Associate Administrator 
for NAS Development, promotion made per­
manent . . . Lauraline Clark, manager, Ad­
vanced Automation Branch, Contracts D iv., 
Logistics Service . . . James F. Coffey, 
chief, Frankfurt IFO, Flight Standards Staff, 
Flight Standards Service, from the Aeronauti­
cal Center. . . Richard L. Danz, manager, 
Airspace Capacity Planning Program, System 
Capacity & Requirements Office . . .
William T. Dixon, staff officer, Field Evalua­
tion Staff, Associate Administrator for Air­
way Facilities . . . Ralph W. Dority, Jr., 
program manager, Airspace Capacity Plan­
ning Program, System Capacity & Require­
ments Office, from Washington National 
ATCT. . . Algie W. Guy, manager, Ad­
vanced Automation Branch, Contracts D iv., 
Logistics Service . . . Brian S. Isham, man­
ager, Aircraft Interfacility & Safety Branch, 
Contracts Div. , Logistics Service . . .
Ronald L. La Marche, asst, manager, pro­
grams, Traffic Flow Management Branch, 
Operations D iv., Air Traffic Operations Serv­
ice, from Milwaukee, WI . . . Benny L. 
McGlamery, manager, Flight Information & 
Obstructions Branch, Airspace-Rules & Aer­
onautical Information Div., Air Traffic Opera­

tions Service, from Orlando, FL . . .
Howard R. McGlauflin, manager, Automa­
tion Software D iv., Air Traffic Plans & Re­
quirements Service, from Technical 
Center. . . William F. Petruzel, manager, 
Technical Analysis & Support Branch, Tfech- 
nical Programs D iv., Flight Standards Serv­
ice, promotion made permanent. . . Ned S. 
Reese III, branch manager, Field Develop­
ment Program D iv., Office o f Air Traffic 
Program Management, from Denver ARTCC, 
Longmont, CO . . . Paul T. Steucke, man­
ager, Public & Employees Communications 
Div., Assistant Administrator for Public A f­
fairs, from Anchorage, AK . . . John H. 
Timmerman, manager, Air Traffic Advanced 
Automation Systems Requirement Branch, 
Advanced Systems & Facilities Div., Air 
Traffic Plans & Requirements Service.

Western-Pacific Region
Nina Adams, asst, manager, Human Re­

source Management Div. . . . William J. Al­
cala, asst, manager, Los Angeles ARTCC 
AFS, Palmdale, from Edwards AFB 
AFSFO . . . Ruthann C. Couch, area super­
visor, Oakland, CA, TRACON . . . Paul B. 
Crampton, asst, manager for technical sup­
port, Golden Gate AFS, Hayward, promotion 
made permanent . . . Robert M. Diasio, unit 
supervisor, San Jose, CA, FSDO, promotion 
made permanent . . . Douglas M. Irwin, unit 
supervisor, Las Vegas, NV, CASFO Phoenix, 
AZ, CASFO, promotion made perma­
nent . . . Rebecca Lee, area supervisor, Los 
Angeles, CA, ATCT, promotion made perma­
nent . . . Laurence A. Marinel, asst, man­
ager for training, Sacramento, CA, AFS, 
promotion made permanent . . . Delcie A. 
Mokulehua, unit supervisor, Honolulu, HI, 
AFS, Hawaii-Pacific, promotion made perma­
nent . . . Nina L. Nance, manager, Planning 
& Program Management Branch, Flight 
Standards Div. . . . Gary M. Olson, area su­
pervisor, Red Bluff, CA, FSS, promotion 
made permanent . . . Todd A. Smith, area 
supervisor, Santa Barbara, CA, ATCT, pro­
motion made permanent . . . Jesse R. Ste­
venson, manager, Airworthiness Branch, 
Flight Standards Div. . . . Katherine A. 
Warner, section supervisor, Contracts & Pay­
ables Branch, Accounting Div. . . .
Thomas C. Williams, area supervisor, Sacra­
mento, CA, FSS, promotion made 
permanent.

The information in this feature is extracted from 
the Personnel Management Information System 
(PMIS) computer. Space permitting, all actions 
of a change of position and/or facility at the first 
supervisory level and to branch manager in 
offices are published. Other changes usually 
cannot be accommodated because there are 
thousands each month.

I t’s no secret that employees are the 
FAA’s most precious resource. 
Think about it. Without dedicated 
and talented FAA employees, who would 

run the agency, control air traffic, or re­
pair malfunctioning systems? In short, 
who would oversee the nation’s entire air 
traffic control system or conduct research 
to make the skies safer? With so much 
being accomplished with such a rela­
tively small work force, employee recog­
nition is not only well deserved, but also 
an essential way to show employees the 
importance of their contributions.

Performing the functions of air traffic 
controllers, secretaries, engineers, scien­
tists, administrative officers, and many 
other jobs, all its employees play a vital 
role in meeting the agency’s mission.

The FAA is no stranger to the em­
ployee awards concept. One example is 
the awards ceremony—“Awards for 
Professional Achievement and Excel­
lence”—Executive Director for System 
Development Joseph Del Balzo (AXD-1) 
stated at the FAA Technical Center 13 
years ago, which has been shaped and 
refined into an annual celebration of em­
ployee excellence. In the 13-year period, 
994 center employees have been nomi­
nated through the program, and 156 em­
ployees have been selected as recipients 
for awards.

“Technical Center employees are proud 
of their work,” remarked its Director 
Harvey Safeer, “and that is reflected by 
the quality of their performance.”

“The program features the aspects of 
peer nomination and selection,” said 
Frank Elbertson, program chairperson 
and manager of the Appraisal and Plan­
ning Staff at the center. “What greater 
honor can there be than to be selected 
for an award by a group of your peers?”

Joseph Del Balzo, Executive Director 
for System Development, speaks at the 
FAA Technical Center’s annual em­
ployee awards ceremony,

Del Balzo carried the awards program 
idea with him to the Eastern Region and 
recently to Washington Headquarters, 
where AXD just celebrated an annual 
awards program honoring employees in 
all three of its organizations: System En­
gineering and Development, NAS Devel­
opment, and the Technical Center.

The program is based on the trickle 
up theory. Each of the three organiza­
tions holds its own awards program, and 
the selectees from each organization then 
become the nominees for 15 AXD cate­
gories. The emphasis in all three pro­
grams is placed not only on winning an 
award, but also on being nominated for 
an award.

Employees, who nominate their co- 
workers, and committee members, who 
work diligently to bring the entire effort 
together, are the basis for the program’s 
success. ■

Lisa Aveni is a public affairs specialist at the FAA 
Technical Center. Currently she is the Intercom 
editor.
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The group, which agreed to begin 
conducting joint staff meetings to sup­
port their programs, developed a number 
of recommendations to recruit, select, 
promote, and retain women and minori­
ties and to eliminate cultural disadvan­
tages in the workplace. Several of the 
recommendations will be refined by spe­
cial work groups.

CROs and HRMOs also decided to 
conduct joint monthly telcons to open up 
communications and insure consistency 
in policy and program interpretation and 
implementation.

The CRO and HRMO group will meet 
at least annually in conjunction with one 
of the special emphasis group confer­
ences to promote a unified approach to 
affirmative action and equal employment 
opportunity. Finally, CROs and HRMOs 
committed themselves to developing joint 
goals and objectives to achieve a cultur­
ally balanced work force for the FAA.

How did some erf the participants view 
the progress made at the meeting?
Wanda Reyna, Headquarters Staffing Pol­
icy Division had this to say: “Now we

Herb McLure, Associate Administrator far Human Resource Management, and Leon Watkins, Assistant Administrator far Civil Rights, 
enjoy a photo break. Joe Alvarez, manager, Western-Pacific Human Resource Management Division, and Ken Smith, civil rights officer, 
Alaskan Region, pause far refreshments.

know what the problems are. I am en­
couraged that we are going to be team 
players.”

Art Montoya, Southern Region Civil 
Rights Officer, added, “We have formed 
partnerships where we share common 
concerns.”

The essential role of the Chief Coun­
sel’s Office in affirmative action and 
equal employment opportunity was clari­
fied by Irene Mields, senior attorney at 
Headquarters, who also summarized re­
cent court decisions that upheld the use 
of affirmative action programs to achieve 
race and gender balance. She encouraged 
the partnership of CROs, HRMOs, and 
the General Counsel’s organization in 
their common cause of achieving an ap­
propriate balance. ■

Fanny Rivera, manager, Headquarters Hu­
man Resource Management Division, and 
Ray Salazar, Director, Center far Manage­
ment Development, attended the meetings.

A t their jo in t meeting, in conjunc­
tion with the National Black Coalition 
o f Federal Aviation Employees 14th 
annual conference, CROs and 
HRMOs committed themselves to a 
working partnership based on the fo l­
lowing operating norms:

•  We are open, candid, and 
trusting.

•  We talk straight and deal 
directly.

•  We look for opportunities to 
share.

•  We coordinate and concur 
across program lines.

•  We reinforce each other.
•  We are visible partners.
•  We commit time to the 

partnership.
•  We assume the best and forgive 

mistakes.
•  We approach problems and 

seek closure with positive, crea­
tive, and strategic thinking.
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