























Runway | ncursion, Pedestrian \ersion

The FAA and many pilot organiza-
tions have given much attention in re-
cent months to prevention of runway
incursions involving aircraft. However,
these events may also involve pedes-
trians, as a general aviation pilot dis-
covered after parking his aircraft at a
new FBO.

| had flown into [airport] with a CFll
for my instrument cross-country re-
quirement, and the aircraft was se-
cured with...a new FBO. Weather the
following day prevented my departure,
so we stayed over another day.... My
brother-in-law drove me to the airport,
but we were unable to locate the road
to get to the new FBO location. Time
was getting late to make my take-
off...and my brother-in-law was going
to be late for work. We never did find
the road that led to the FBO.

We noticed what appeared to be a
ramp path from some hangers just
south of the Tower area, where | could
see the FBO across what appeared to
be all ramp. Some new construction
was also seen, a new taxiway to the
new FBO area with cones blocking
any vehicle movement on the taxiway.
| elected to take what seemed to be a
safe path across a construction zone.
| did not see any runways when | ex-
ited my brother-in-law’s car....

As | approached the construction
area, | noticed the Runway 10 thresh-
old and realized the runway was there,
but still thought it was part of the con-
struction area as the runway’s surface
condition was quite rough. To be
safe, | looked for traffic and walked
around the threshold end of Runway
10 in the mud. After | had passed, |
noticed a Cessna 172 and a King Air
enter the run-up area, then they took
Runway 10 for takeoff a few minutes
later. At that time | realized this run-
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way was still active.

| continued to walk to the
FBO across the newly con-
structed ramp area south of
Runway 10 when the airport
authority representative in a
truck stopped me.... He in-
formed me that what | had
done was a runway incursion
and, after quick reflection, |
agreed with him....

The airport authority sug-
gested | contact the FBO by
phone, as it is part of their
services to me as a pilot, to
help me get around the airport
in just such instances. While
the runway incursion event
with an airplane was clear to
me through reading AOPA Air
Safety Foundation literature, |
did not comprehend at the
time the same event could be
triggered by a pedestrian. |
now fully understand this and
will avoid it under all circum-
stances in the future.

In 1999, the most recent
complete year for which the
FAA has collected runway in-
cursion data, Vehicle-Pedes-
trian deviations accounted for
19% of all runway incursion
events. Pilots who find them-
selves in our reporter’s situa-
tion should resist walking or
driving across the airport sur-
face. Help is usually just a
phone call (or radio call) away.

+

This article originally ap-
peared in the December 200
issue Callback from NASA’s Avi-
ation Safety Reporting Sys-
tem(ASRS).

Normally, when you are walking, the shortest dis-
tance between two points is a straight line. But at
an airport, a straight line might get you in trouble if
you walk across a runway or taxiway.
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PACE,

What a Deal! =

by Patricia Mattison

everal years ago when | first
') came to the FAA | was tasked
to do a series of “Ramp
Q Checks.” The premise is that
by doing ramp checks an inspector is
able to recognize inadvertent prob-
lems before the problem becomes an
accident. The inspector would spend
some time out at airports greeting pi-
lots at the gas pump or at the tie-
down and request to see the pilot’s
certificates and the airplane’s paper-
work. Most of the time everything
was in order and the pilot was sent on
his/her way with a smile and “thanks”
from the inspector.

Ramp checks are still being done
today. However, the FAA has gone
one step further. Several years ago,
the FAA began to offer a program
called the PACE Program to pilots
and/or aircraft owners. PACE stands
for Pilot Aircraft Courtesy Evaluation
and is exactly that.

PACE is a courtesy evaluation by
an airworthiness inspector, who is an
airframe and power plant mechanic or
an avionics specialist. He or she eval-
uates the aircraft mechanically and re-
views the aircraft paperwork as well.
At the same time, an operations in-
spector, who is a pilot and flight in-
structor, will review the pilot’s certifi-
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cates and logbook to assure that all is
in order. Then the pilot may take a
ride with the operations inspector who
will confirm his/her piloting skills.

The ride is not a lesson per-say,
but rather a review of the standards
that the pilot had to meet in order
to receive his/her certificate in the
first place. When the ride is over, if
necessary, the inspector will sug-
gest that the pilot see a flight in-
structor for training in areas that
might need additional review. Just
a good review of flight maneuvers
that don’t get practiced much in the
day to day flying most of us do.
Any mechanical issues would be re-
ferred to a mechanic to satisfy any
discrepancies that were found dur-
ing the inspection.

The advantage of the PACE Pro-
gram is that there is no pressure from
the FAA. If an inspector finds that
there is a problem, an attempt to fix
the problem immediately is suggested.
For instance, say that a pilot’s medical
has accidentally expired. The pilot is
asked not to fly until a medical is ob-
tained and the pilot is directed to the
nearest medical examiner (AME). If an
aircraft is found to be unairworthy, the
pilot may be issued a ferry permit to
allow the aircraft to be flown home or

to a place where repairs can be made.

In other words, no violation will
come from the inspector because of
what is found at a PACE inspection.
If, however, the person, who just par-
ticipated in the PACE Program, goes
against the suggestion of the inspec-
tor and flies even though discrepan-
cies are found, an enforcement could
take place. Once you are may aware
of a problem, ignorance is no longer
an excuse.

By now | hope you are asking
“How can | get this PACE Program on
my schedule?” Easy. Just call your
nearest Flight Standards District Office
and find out when the next PACE pro-
gram is scheduled and you can be set
up with an operations inspector and
an airworthiness inspector. If FAA in-
spectors are not available, qualified
aviation safety counselors will be
used.

It's not too often that you can get
something for free from the U.S. Gov-
ernment, so why not take advantage
of it. And who knows, PACE might
just make you a safer pilot all round.

+
Patricia Mattison is the Safety Pro-

gram Manager at the Juneau Flight
Standards District Office.
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¢ Sometimes Aluminum
and Steel Do Mix

After reading Dean Chamberlain’s
article, “Aluminum and Steel Don’t
Mix,” in your November/December
2000 issue, | thought that | would
share my adventures with this
Airworthiness Directive (AD). |, too,
have an antique airplane powered by a
Lycoming engine and | just completed
a year-long “annual”inspection on it.
During that process the dreaded AD
research gave me quite a challenge.
To be specific, AD 96-09-10 seemed
to require that | replace the engine oil
pump impellers and housing just as Mr.
Chamberlain describes in his article.
But discussions with a local engine
overhaul shop led to a possible exclu-
sion of certain part number (P/N)
impellers.

My Lycoming 0-360-A1A was built
in 1959 and has only been overhauled
once (in 1969) and the engine logbook
did not indicate that the oil pump
impellers/housing/shafts had ever
been replaced. | called Lycoming and
found out that the oil pump impellers in
my engine at the time of manufacture
were P/N 60747 aluminum impeller
and P/N 60746 steel impeller. This
P/N aluminum impeller has a hole in
the middle for a fixed shaft to pass
through. | was also informed that, if |
could not determine through research
of the engine maintenance records that
these impellers were still installed, |
could pull a magneto off the accessory
case and | would be able to see the oil
pump housing. The fixed shaft for the
old style aluminum impeller protrudes
out of the housing and is secured by a
cotter pin and this can be seen
through the opening for the magneto.
All later style impellers/housing combi-
nations do not have this feature, as the
shafts are integral to the impellers and
don’t protrude out of the housing.

After | knew which impellers were
in my engine | could further research
the AD applicability. The AD and the
referenced Lycoming Service Bulletin
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(SB) No. 524 seemed clear that all alu-
minum impellers need to be replaced
at 2,000 hours SOH or five years from
the effective date of the AD. My O-
360-A1A falls under paragraph (C) of

the AD which states: “...replace any
aluminum oil pump impeller and shaft
assembly...” In SB 524, Section Il
Aluminum Oil Pump Impellers, it is stat-
ed: “Textron Lycoming requires
replacement of all aluminum oil pump
impellers at the next recommended
overhaul not to exceed 2,000 hours of
operation. The aluminum oil pump
impellers being replaced are P/N
60747...” This seemed clear and irrev-
ocable to me as it did to Mr
Chamberlain and his mechanic. |
would be required to replace the alu-
minum impellers before 2,000 hours
SOH or by July 15, 2001.

The only place to find more expla-
nation about this AD would be the
actual amendment to FAR Part 39 in
the Federal Register. It was hard to
locate the amendment until | went on
the Internet and searched the Federal
Register for “Amendment 39-9586”
which was published in 1996.
Reading that amendment gave me the
long sought after statement that “The
earlier configuration incorporates a
fixed shaft and cotter pin with a differ-
ent aluminum impeller. That configura-
tion is not affected by this AD.” But
this in conflict with what | read in the
AD and the SB! So, which is correct?

The amendment also gave an FAA
contact person for this AD and | decid-
ed that the next logical step was to talk
to that person. | gave him all the facts
that | had discovered and he agreed
that my old style aluminum impeller
with a fixed shaft was not affected by
the requirements of this AD. |
expressed concern that it was not
possible to reach this conclusion with-
out reading the complete amendment
and calling him for verification. He
explained that the same language in
the amendment excluding the PN
60747 impeller should have been in
the body of the AD itself, but “it was

inadvertently left out.”

For my engine | have made a log-
book entry stating that this AD does
not apply because it has a P/N 60747
aluminum impeller with a fixed shaft;
and per Amendment 39-9586, effec-
tive July 15, 1996, AD 96-09-10 does
not apply to those parts. My engine
passes all other airworthiness require-
ments, has good oil pressure, is not
making metal, and has not reached
TBO (2,000 hours).

| can only wonder why it is not
possible to reach this conclusion
through the normal process of reading
the AD and the referenced manufac-
turer’s service documents. | also won-
der if anyone else has actually reached
the same conclusion that | did about
the applicability of this AD to the old
style aluminum impeller.

Leslie Sargent
Oklahoma City, OK.

Thank you for your comments. As
you pointed out in your letter, it is
important for everyone dealing with a
service bulletin or an airworthiness
directive (AD) to thoroughly research
the bulletin or AD. In many cases, the
preamble, if there is one, published in
the Federal Register announcing the
AD provides important background
material that may not be contained in
the actual AD. In my case, since | was
not absolutely certain of the type of oil
pump in my aircraft, | decided to have
the pump inspected. One of the
important factors in my decision was
the fact that my engine had to be
removed for another reason so its
removal was not a consideration in the
oil pump inspection. You comment
about how someone can inspect the
pump on the engine may save some-
one the expense of having to remove
an engine.

* Another View Point

The article entitled “A Weighty
Question” points out the importance of
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using scales that are calibrated. In the
article, the Flight Standards District
Office (FSDO) inspector stated that:
“...in order to insure the accuracy of
the aircraft’s weight and balance, the
weight of the cargo must be accurate.
“...and must be calibrated to a stan-
dard to insure this accuracy.”

Before a meaningful calibration
can be performed, the required accu-
racy (acceptable limit) and precision
(resolution) need to be defined. Who
sets these important limits? Are they
truly meaningful? | do not believe it
would significantly improve safety by
requiring the weight measurements, for
example, to be five times more accu-
rate than the accuracy and precision of
the available weight and balance data,
and the precision of the actual loading
location.

| do agree that defined periodic

a N

FAA AVIATION NEWS wel-
comes comments. We may edit
letters for style and/or length. If
we have more than one letter on
the same topic, we will select
one representative letter to pub-
lish. Because of our publishing
schedules, responses may not
appear for several issues. We
do not print anonymous letters,
but we do withhold names or
send personal replies upon
request. Readers are reminded
that questions dealing with
immediate FAA operational
issues should be referred to
their local Flight Standards
District Office or Air Traffic facili-
ty. Send letters to H. Dean
Chamberlain, FORUM Editor,
FAA AVIATION NEWS, AFS-
805, 800 Independence Ave.,
SW, Washington, DC 20591, or
FAX them to (202) 267-9463; e-
mail address:

Dean.Chamberlain@faa.gov
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calibration, traceable to the National
Institute of Standards and Technology
is needed to assure the scale is within
the defined limits.

Richard Kadlec
Kokomo, IN

For those interested, the National
Institute of Standards and Technology
(NIST), an agency of the U.S.
Commerce Department, has extensive
information on weights and measures.
For example, one of its websites con-
tains the following definition about the
traceability of a standard. “The
ANSI/NCSLZ540-1-1994 defines
traceability as: the property of a result
of a measurement whereby it can be
related to appropriate standards, gen-
erally national or international stan-
dards, through an unbroken chain of
comparisons.” The website address is
<http://ts.nist.gov/ts/htdocs/230/233/
calibration/trace/trace.html>.

According to NIST data, it works
with federal, state, and local govern-
ment agencies to establish an accu-
rate standard for weighing from the
NIST standard down to the local
scales used to weigh your produce in
your local supermarket or, in the case
of this Forum article, the scales of your
local check hauler.

* Flight Plan Addendum

| have just read the article, “Those
‘Worthless” VFR Flight Plans” in the
January/February 2001 FAA Aviation
News. This article does a good job
getting the message across about the
importance of VFR Flight Plans.
However, there are also a few things
that might be added to the article:

1. The article mentions the prob-
lem of forgetting to close a VFR flight
plan. A CFl at one of my presentations
said that he encourages his students
to turn their wristwatches upside down
when they activate their flight plans.
He said that one of the first things he
does when he gets on the ground is

look to see what time it is. When he
sees the watch upside down he
remembers to close his flight plan.

VFR flight plans are not like IFR
flight plans. If you land at an airport
with an operating control tower your
VFR flight plan is not automatically
canceled. The flight plan will not be
canceled unless you cancel it.

2. Don’t forget to activate your
VFR flight plan. AFSS/FSS specialists
get calls on a daily basis to cancel flight
plans that were never activated. These
pilots, though they filed a flight plan,
did not have the search and rescue
insurance that being on a flight plan
provides because they forgot to acti-
vate them.

3. Pilots are encouraged to file an
accurate route of flight. A pilot might
file a VFR flight plan from New Orleans
to Houston. If that pilot intends to fly
along the coast instead of direct, that
information needs to be in the route of
flight. A search taking place along a
direct route while the aircraft is 50
miles south results in a lengthy delay in
the aircraft being located.

4. Avoid filing round-robin VFR
flight plans. For example, | file a round-
robin flight plan from Terre Haute, IN to
Nashville, TN and back to Terre Haute.
The time enroute is five hours. If | have
problems and go down 15 minutes
after departure from Terre Haute no
one begins looking for me for five
hours and 15 minutes after the crash.
If 1 had filed one way to Nashville it
would be two hours and 45 minutes or
about half the time.

5. It was mentioned in the article
that the ALNOT search area is within
50 miles of the proposed route of flight.
The Rescue Coordination Center
and/or the destination AFSS/FSS can
expand the search area to the maxi-
mum range of the aircraft.

Terry A. Gambill,
Support Specialist
DeRidder AFSS, LA

Thanks for the reminders.
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MINETA NEW SECRETARY OF
TRANSPORTATION

On January 25, Norman Y. Mineta
became the 14th U.S. Secretary of
Transportation, overseeing air, mar-
itime, and surface transportation
administrations. According to Mineta,
“Transportation is the key to both our
economic success and to our quality
of life.”

Before becoming Secretary of
Transportation, Mineta served as U.S.
Secretary of Commerce under
President Clinton, becoming the first
Asian-Pacific American to serve in the
cabinet. He is the first Secretary of
Transportation to have previously
served in a cabinet position.

Before serving his cabinet posi-
tions, Mineta was a vice president at
Lockheed Martin Corporation and
chaired the National Civil Aviation
Review Commission, which in 1997
issued recommendations on reducing
traffic congestion and reducing the avi-
ation accident rate. Many of the com-
mission’s recommendations were
adopted by the Clinton administration,
including reform of the FAA to enable it
to perform more like a business. He
served as a member of the U.S. House
of Representatives (CA) from 1975 to
1995. As a member of Congress,
Mineta was known for his dedication to
the people of his district, for consen-
sus building among his colleagues and
for forging public-private partnerships.
His legislative and policy agenda was
wide and varied, including major proj-
ects in the areas of economic develop-
ment, science and technology policy,
trade, transportation, the environment,
intelligence, the budget and civil rights.

Mineta and his family were among
the 120,000 Americans of Japanese
ancestry forced from their homes and
into internment camps during World
War Il.  After graduating from the
University of Berkeley, Mineta joined
the Army in 1953 and served as an
intelligence officer in Japan and Korea.
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He joined his father in the Mineta
Insurance Agency before entering poli-
tics in San Jose, serving as a member
of its city council from 1967 to 1971
and mayor from 1971 to 1974,
becoming the first Asian-Pacific
American mayor of a major U.S. city.

While in Congress, Mineta was the
driving force behind passage of H.R.
442, the Civil Liberties Act of 1988,
which officially apologized for and
redressed the injustices endured by
Japanese Americans during World War
II. In 1995, George Washington
University awarded the Martin Luther
King, Jr, Commemorative Medal to
Mineta for his contributions to the field
of civil rights.

PEACOCK TO HEAD FAA AIR
TRAFFIC SERVICE

FAA Administrator Jane F. Garvey
has named Bill G. Peacock as the new
director of the Air Traffic Service. He is
responsible for managing the safe and
efficient flow of air traffic—airline, pri-
vate and military—throughout the
United States. Peacock directs a
workforce of 24,000 that includes
20,000 air traffic controllers who stalff
352 airport control towers, 185 termi-
nal radar control facilities, 21 enroute
air traffic centers, and 75 flight service
facilities.

Peacock succeeds Ronald E.
Morgan, who has directed the Air
Traffic Service since August 1996.
Morgan is retiring after a 32-year
career with the FAA.

“Bill Peacock will provide the lead-
ership the Air Traffic Service needs as it
faces continuous growth in air travel
and growing congestion at some major
airports,” FAA Administrator Jane F.
Garvey said.

Peacock began his FAA career as
a controller in the Lubbock, TX, control
tower in 1973. Since last February, he
served as program director for Air
Traffic Tactical Operations, where he
was responsible for the daily flight oper-

ations in the National Airspace System.
The FAAs Air Traffic Control System
Command Center in Herndon, VA,
reported to Peacock, and he had a
major role in developing and imple-
menting the Spring/Summer 2000
effort, in which the FAA and airlines
work together to mitigate the effects of
aviation delays. Earlier, he was the air
traffic division manager in the FAA’s
New England Region, where he led
1,000 employees and managed an
annual budget of more than $90 million.

A graduate of Embry Riddle
Aeronautical University, Peacock has
also attended the Kellogg Executive
Program and the Federal Executive
Institute. He is a private pilot with an
instrument rating.

LATE ISSUE

Two FAA Aviation News sub-
scribers reported they received their
copies of the January-February 2001
issue during the first week of
February. We are asking anyone who
received the magazine late to please
contact us either in writing or by elec-
tronic mail.

The printer delivered FAA's copies
of the magazine on December 13. The
Government Printing Office (GPO)
should have received its copies on or
about the same date. GPO uses its
copies to sell through its sales offices
and to mail out to those who subscribe
to GPO for the magazine. We expect-
ed subscribers to receive their copies
by the end of December or the first
week of January.

FAA is not involved in the sale of
FAA Aviation News through GPO, nor
does FAA receive any of the funding
the GPO derives from the sale of the
magazine. Since FAA is not involved in
the sale of the magazine, that is why
when subscribers have a problem with
their subscription and contact us, we
refer them to the GPO customer serv-
ice department listed on the inside
front cover. The same is true for
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changes of addresses. However,
when we become aware of a problem
that may affect more than one person,
we want to help resolve the matter as
quickly as possible. The FAA Aviation
News staff cares about all of our read-
ers. You and your safety are the rea-
son the magazine exists.

If anyone received his or her
January-February issue in late January
or the beginning of February, please
contact Dean Chamberlain electroni-
cally at dean.chamberlain@faa.gov or
by writing to him at Dean Chamberlain,
AFS-805, Federal Aviation Adminis-
tration, 800 Independence Ave. SW,
Washington, DC 20591. Please
include the date you received the issue
and your city and state.

GOOD NEWS FOR FLIGHT
INSTRUCTORS

The FAA has established an addi-
tional acceptable procedure for renew-
ing flight instructor certificates on the
basis of participation in the FAA’s Pilot
Proficiency Awards Program
(“WINGS”) as a flight instructor. In
accordance with Federal Aviation
Regulations, 8§61.197(a)(2)(ii), a holder
of a current flight instructor certificate
may renew his/her flight instructor cer-
tificate if that flight instructor is “...in a
position involving the regular evaluation
of pilots....” Therefore, the FAA has
determined that a holder of a current
flight instructor certificate can renew
his/her certificate by participating as a
flight instructor in a phase of the FAA’s
“WINGS” Program (i.e., Phase |
through XX proficiency awards).

In order to renew his/her flight
instructor certificate by participating as
a flight instructor in the FAA's WINGS
Program, the flight instructor must:

(1) Hold a flight instructor certifi-
cate that has not expired;

(2) Have provided at least 15
hours of flight training in a phase of the
“WINGS” Program;

(3) Have provided flight training in

a phase of the “WINGS” Program to at
least five pilots and signed the log-
books of those pilots;

(4) Be enrolled and actively partic-
ipating in a phase of the “WINGS”
Program, or have previously satisfacto-
rily accomplished all phases (I through
XX) of the program;

(5) Present a record to an author-
ized FAA Flight Standards Aviation
Safety Inspector (ASI) showing that the
flight instructor has met the require-
ments within the preceding 24-calen-
dar months before the month of appli-

cation for renewal of his/her flight
instructor certificate; and

(6) Present a completed FAA Form
8710-1, Airman Certificate and/or
Rating Application, to an authorized
FAA Flight Standards’ Aviation Safety
Inspector (ASI) or Aviation Safety
Technician (AST) for renewal of his/her
flight instructor certificate.

These procedures were developed
by FAA's Aviation Safety Program
Office, AFS-803, and the Certification
Branch, AFS-840, 800 Independence
Avenue, SW, Washington, DC 20591.

FAA SAFETY FORUMS AT
AMERICA ONLINE

The following is the 2001 proposed schedule of FAA aviation
safety forums produced by FAA Aviation Safety Inspector and
Safety Program Manager, Mr. Buz Massengale, from the Tampa
Flight Standards District Office. Each Wednesday, Massengale
holds his online safety meeting starting at 9:30 p.m. Eastern time.
The meetings are held in the “Wright Hall” chatroom on America
Online (AOL). For AOL members, use the keyword “FLY” then
enter the Wright Hall chatroom. The online meeting qualifies as a
safety seminar under the FAA's “Wings” program. For more
details about the online safety meeting, you can contact the
Tampa FSDO’s website at <www.faa.gov/fsdo/tpa>.

2001 SCHEDULE

Turbulence
NO FORUM

April 4

April 11
April 18
April 25

May 2
May 9
May 16
May 23
May 30

NO FORUM

June 6

June 13
June 20
June 27

The Instrument Rating
Aircraft Washing

A Good Preflight Inspection

Surfing the Mountain Wave
Thunderstorms
AVIATION TRIVIA CONTEST!

Bad Flights Gone Good

Mixing your Business and Flying
Engine Operation: Lean & Mean
Fueling Safety

Mountain Flying
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Gift to the Air

Anne Morrow Lindbergh
1906 - 2001

Surely, when she met him, she must have thought that their lives would be the stuff of fairy tales and happily ever
after. She once referred to him as her knight and she his devoted page. To modern women this may be a conundrum,
that the woman who was the first American woman glider pilot, who co-piloted and navigated for her “knight” when he
established transatlantic flying routes, could see herself in a subservient role. But Anne Morrow Lindbergh was far more
complex than that post-feminist characterization. She and Charles Lindbergh were partners in life and in aviation. So
long as she lived, some part of “Lucky Lindy” lived still, the symbol of the golden age of flight, of solo flights across dis-
tances said to be impossible to traverse, of daring pioneers of air mail and intercontinental travel.

At the age of 94, Anne Morrow Lindbergh, wife, mother, woman of letters, pilot, died February 7 of natural causes
in Vermont. It was a quiet death, surrounded by family, not, in some ways, an aviator’s death, but Anne Morrow was
a writer first, her talents first recognized while a student at Smith College. She herself wrote: “And since | think best
with a pencil in my hand, | started naturally to write.”

She was 21, and Charles A. Lindbergh was 27, already “Lucky Lindy,” when they met, and, daughter of staid and
solid New England, she was drawn to the aura of adventure around America’s foremost aviator. By the time they mar-
ried two years after they met, he had taught her to fly. She wrote of him, “The man | was to marry believed in me and
what | could do, and consequently | found | could do more than | realized.”

Though she was along as his navigator, co-pilot, and radio operator on most of his flights to establish commercial
air routes, it was her writing that made her as famous as he. Most of her 11 published works were based on her diaries.
North to the Orient traced her and Lindbergh’s journey to map commercial routes to the Far East. Gift from the Sea is
a timeless book about men, women, and relationships. As central as writing was to her life’s balance, it took her more
than 40 years to write about the seminal tragedy of her life, the kidnapping and murder of her young son. In Hour of
Gold, Hour of Lead she writes poignantly of seeing her son’s face on others’ children and realizing she would do that
forever. After the death of their first child and adverse publicity surrounding Charles Lindbergh’s pacifist activities before
World War I, the Lindberghs preferred a reclusive life that shielded their five other children from publicity. After her hus-
band’s death, she still coveted her privacy, rarely giving interviews, but according to her youngest child Reeve, remained
active in her family’s life and alert to aviation history.

Her aviation accomplishments earned her places in the National Aviation Hall of Fame, the Women in Aviation
Pioneer Hall of Fame, and the National Women’s Hall of Fame, but she eschewed success, preferring a quiet retirement
with Lindbergh until his death in 1974. One year later when Gift from the Sea was re-published, aviation terminology
still a part of her vocabulary, she added in an Afterword, “But when a mother is left, the lone hub of a wheel, with no
other lives revolving about her, she faces a total re-orientation. It takes time to re-find the center of gravity.”

She is survived by Jon, Land, Scott, and Reeve Lindbergh. Her daughter, Anne, died in 1993.

To imagine where she has now gone, we need only reflect on her concluding words in Gift from the Sea:

“The waves echo behind me....But there are other beaches to explore. There are more shells to find. This is only a beginning.”
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