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t’s about 8 p.m.  You’ve com-
pleted the aircraft inspection and
pre-flight checklist and found no
problems.  The flight plan has

been filed, and a check of the weather
shows clear skies to your destination,
two hours away.  Your qualifications
are current and you consider yourself
a better-than-average pilot.

Life couldn’t be better—but are
you really ready for that flight?  How
well you will be able to perform could
come down to whether you are able
to stay alert and awake.  A dangerous
situation, fatigue, could ruin your per-
fect day.

TYPES OF FATIGUE

Your body is a “well-oiled machine”
and, like most machines, works on a
cycle.  The cycle, in the case of the
human body, is the Circadian rhythm,
also referred to as the “biological
clock.”  It is a 25-hour period in which
the body goes from a state of rest,
through activity, and returns to rest.
As we are in a 24-hour world, this
usually does not present a problem.
So long as we are working within the
body’s activity schedule, this type of
fatigue, Circadian fatigue, is less likely
to be a problem.  Unfortunately, when
we work outside the “normal” series of
daily events, such as late at night or
where time zones are crossed which
detract from the hours in our day, cir-
cadian fatigue can, and often does,
pose a serious hazard.

In the average Circadian cycle, we
come from our deepest state of rest,
at about 4 to 6 a.m., and gradually in-
crease to a peak of alertness around 4
to 6 p.m.  From there we begin a slow

energy decrease until 10 to 11 p.m.,
where we experience a significant
plunge, returning to the deep sleep
realm at about 1 to 2 a.m.  The times
indicated here are approximate.  As in-
dividuals, our capabilities will vary de-
pending on whether we are “early
birds” or “night owls.”  Those who nat-
urally rise early tend to go to sleep
early, and just the opposite is true for
those who wake later.

Additionally, we experience acute
and chronic fatigue.  Acute fatigue is
experienced as we actively perform
tasks requiring muscle and mental ac-
tivity.  Chronic fatigue is accumulated
fatigue as the result of time involved
with various activities, even if they are
not of a strenuous nature.

These three types of fatigue—Cir-
cadian, acute, and chronic—do not
act independently on an individual.  In-
stead, they act synergistically.  That is,
they compound one upon another and
“add up.”  This effect can cause you
to feel “good to go” as you start a late
evening event, only to find yourself be-
coming tired and unable to concen-
trate after a short while.  The results
are loss of situational awareness,
task/target fixation, and complacency.
In an aircraft, these could add up to a
mishap.

Getting back to the 8 p.m. flight
we started at the beginning, let’s look
at things you might do and how they
could affect your ability to resist fa-
tigue.  As happened to a military pilot,
who had a fatal mishap in a tactical jet
aircraft, you could choose to wake as
usual and try to cram a lot of activities
into your day before the flight.  In his
case, he woke at about 5 a.m., went
for a run, did some weight lifting, and

spent the day catching up on some
yard work.  This type of schedule, be-
fore a late flight, would result in acute
fatigue from physical exertion, accu-
mulated fatigue from being awake for
a long time, and Circadia fatigue as
normal bedtime approaches.  As you
can well imagine, this situation, along
with other factors, created a significant
disadvantage in this pilot’s ability to
combat fatigue.  The same factors
have caused countless instances of
controlled flight into terrain, near mid-
airs, and mid-air collisions.

SOLUTIONS?

What could we do to improve
upon this scenario?  For starters,
you could get up a little later in an
effor t  to change your Ci rcadian
rhythm.  Essentially, what you would
be doing is reversing some of the
sleep debt that may have accumu-
lated up to that time.  Light, heat,
sounds, and smells help to set your
biological clock naturally and would
wake you up closer to your normal
time, so you’ll have to shield your-
self from those things in order to
sleep later.  Second, it’s important
not to overly exert yourself during
the course of the day before a late
flight.  Taking care of some paper-
work that has been piling up might
be a better, and less physically de-
manding,  act iv i ty.   Addi t iona l ly,
some research suggests a nap a
few hours before the event can be a
real “pick-me-up” that could result
in a little energy boost.  By napping,
you would be well rested—not ex-
hausted—and prepared for the ef-
fects ofCircadian fatigue.
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You’re Not Tired, Are You?
Fatigue, physiological training for pilots

by Eric Simson



What you eat is also important.
Eating a candy bar or drinking some-
thing having high sugar/high caffeine
properties will only provide a short-
term f ix.  The sugar wi l l  burn off
quickly, resulting in a rapid lack of en-
ergy, and too much caffeine can cause
dehydration and irritability.  Food that
is high in protein, such as peanuts, will
provide energy for a longer period of
time, without the rapid “energy crash”
associated with the metabolism of
sugars.

I’m sure there are some skeptics
out there who believe they can be just
as alert late at night as they are during
the day and that coffee and candy will
keep you awake.  I was one myself
when I was provided this information
in a night vision goggle course, so I
tested the theory.  Starting out on a
road trip at 3 a.m., after five hours of
sleep, I drank about three to four cups
of coffee between 4 and 6 a.m., eating
a piece of hard candy every five min-
utes as I began to nod off.  Thankfully,
the sun came up then and woke my
biological alarm clock.  On the return, I
started at the same time, with the
same amount of sleep, and drank one
to two cups of coffee between 4 and
6 a.m., eating a handful of peanuts
every 30-45 minutes to stay awake.
And, I wasn’t nearly so drained of en-
ergy when the sun came up as I had
been on the previous trip.

Recently, the use of melatonin has
been promoted, through the media, as
a way to assist with Circadian fatigue
and jet lag.  While studies have
demonstrated some benefit from its
use, they have also indicated draw-
backs from the sedative and hypnotic
effects.  Additionally, melatonin in-
gested at the incorrect time may fur-
ther desynchronize an already trou-
bled Circadian rhythm through the
addition of another cue.  Therefore, it
is cautioned that melatonin should not
be taken within 24 hours of flying, and
professional guidance should be
sought in the proper use of this neuro-

hormone to achieve maximum benefit
without adverse reaction.  [Sanders
DC, Chaturvedi AK, Hordinsky JR
(1998). Aeromedical Aspects of Mela-
tonin—An Overview.  Washington DC:
DOT/FAA/AM-98/10]

CONCLUSIONS

Fatigue can be a factor when flying
late, but it doesn’t have to be.  The
choice is strictly up to you:  Prepare

for the flight ahead of time and be
ready to combat fatigue.  And, if you
feel fatigued before you fly...don’t.

Mr. Simson is an aviation physi-
o logy inst ructor  a t  the C iv i l
Aeromedical Institute’s Aeromedical
Education Division 

This is reprinted from the Fall 2000
The Federal Air Surgeon’s Medical
Bulletin.
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CALENDAR OF EVENTS
July 14-15 - Hagerstown Fly-In—Drive-In and Young

Eagles Day, Hagerstown, MD
To be held at the Hagerstown Regional Airport-Richard

Henson Field (HGR), the event will feature free first flights for
young people, ages seven through seventeen with parents
permission, on both days.  For more information contact
Gary Hartle at (717) 597-9328 or June Green at (301) 739-
0074.

July 12-22 - Dayton Air Show, Dayton, OH
To be held at the Dayton International Airport, featuring

the USAF Thunderbirds, Patty Wagstaff, the U.S. Army
Golden Knights, and many more.  For more information,
contact Kim Dell at (937) 898-5901 or see their website at
<http://www.airshowdayton.com>.

November 27-30 - The Third International Aviation
Security Technology Symposium, Atlantic City, NJ

Will be sponsored by the FAA Aviation Security R&D Divi-
sion and National Safe Skies Alliance at the Tropicana Resort
and Casino in Atlantic City.  Topics include:  Trace Detection;
Bulk Detection; Human Factors; Technical Integration; Oper-
ational Testing and Evaluation; Deployment; Aircraft Harden-
ing; Emerging Technologies; and other related topics.  For
more information, see
<http://www.safeskiesinternational.org/
symposium_2001.htm>.
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Question 1.  What is the purpose of the yellow demarcation bar marking?

a.  Delineates runway with a displaced threshold from a blast pad, stopway, or
taxiway that precedes the runway.

b.  Delineates entrance to runway from a taxiway.
c.  Delineates beginning of runway available for landing when pavement is

aligned with runway on approach side.

Question 2.  When turning onto a taxiway from another taxiway, what is
the purpose of the taxiway directional sign?

a.  Indicates direction to take-off runway.
b.  Indicates designation and direction to exit taxiway from runway
c.  Indicates designation and direction of taxiway leading out of an intersection.

Question 3.  What purpose does the taxiway location sign serve?

a.  Identifies taxiway on which an aircraft is located.
b.  Provides general taxiing direction to named runway.
c.  Denotes entrance to runway from a taxiway.

Question 4.  What is the purpose of the hold position markings on a
holding bay?

a.  Identifies taxiway on which the aircraft is located.
b.  Holds aircraft on the taxiway when there is an operation need.
c.  Identifies area where aircraft prohibited from entering.

Question 5.  What purpose does the ILS critical area boundary sign
serve?

a.  Identifies the exit boundary for the runway protected area.
b.  Identifies the exit boundary for the ILS critical area.
c.  Identifies area where aircraft is prohibited from entering.

This time we plan to test your runway signage knowledge.  In the following multiple choice
questions, circle the correct answer.  (The answers can be found on page 28.)



•  New Instrument 
Chart Format

I am writing about the FAA Aviation
News, April 2000, Page 27, “New
Government Instrument Chart Format”
article.  It seems to me, for uniformity
and ease of understanding, the insert
missed approach icon paths should
be directionally oriented as such paths
are depicted on the chart proper, i.e.
north at top.

Harold Blank
Portland OR

The missed approach icons are
designed to make it easy for the pilot
to read and understand the missed
approach procedure without the need
to make any mental adjustments for
direction.  In the case of the icons, the
pilot just needs to follow the icons in
the direction indicated.  In the case of
the chart’s planview, the flight path is
directionally oriented, north up, to
show the complete procedure. 

•  Navigation Equipment 
Requirements for IFR

According to the Aeronautical In-
formation Manual , Section 1-1-
21,b,1,(b), “Aircraft using GPS naviga-
tion equipment under IFR conditions
must be equipped with an approved
and operational alternate means of
navigation appropriate to the flight.”
Does this mean an aircraft equipped
with dual IFR approach-approved
GPS-coms cannot be legally flown in
IFR conditions unless also equipped
with a non-GPS navigation system?

Robert Checchio
Dunellen, NJ   

Yes.  Also, a non-GPS approach
procedure must exist at the alternate
airport when one is required.  If the
non-GPS approaches on which the
pilot must rely require DME or ADF,
the aircraft must be equipped with

DME or ADF avionics as appropriate.
AIM 1-1-21 f,6,(h).

•  Airspace And Books 

Great info, thanks so very much.
But can you direct me to any articles
that will help me to understand air-
space definitions & requirements and
ATC procedures within them?  My
textbooks do not seem to bring these
airspaces alive for me.  Actually, I wish
someone had written l ive articles
about how some actual pilots navi-
gated in them...true to life, minute to
minute rewrites of all the communica-
tions and the pilots flying reactions to
the clearances and his own headings,
altitudes, etc.  That’s what I would call
teaching.  So much more useful than
the bland, dead textbook rehash of
Federal Aviation Regulations.  Know of
any great articles that actually do this

Rog in Jacksonville, Fla.
Via Email

Although we will not endorse any
particular company, many companies
produce videotapes on airspace and
operating in that airspace.  One or
more companies also produce audio
tapes that can be used to gain famil-
iarity with the air traffic control system.
Various aviation catalogs and maga-
zines list the products.

• Complaint Department 

I enjoyed your feature article on
mountain flying in the April special
issue.  Only “complaint” is that the
photos are so beautiful that I had to
read it twice because the views dis-
tracted me.

Gregg Hendry
via the Internet

Saying thank you for complaining is a
bit unusual, but we will take this type of
“complaint” anyday.  Glad you enjoyed
the article, despite your “complaint.” 
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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 representa-
tive letter to publish.  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 imme-
diate FAA operational issues
should be referred to their
local Flight Standards District
Office or Air Traffic facility.
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

• ELT Rule Change

Regarding the recent changes to
Federal Aviation Regulation § 91.207
(Federal Register Dec. 22, 2000), I un-
derstand the addition of section (f)(11),
but I do not understand why the word-
ing of (f)(1) was changed.  It used to
read ...”turbojet powered aircraft”, and
now it reads ...”turbo-powered air-
craft”.  Was this an oversight, or was
there a purpose?

A crafty operator with either turbo-
propeller or even turbocharged en-
gines might interpret the rule as ex-
empting him from having an ELT for
the next three years.

Pat Atchison
Via Email

The Federal Register made a mis-
take.  A correction was made on
March 23, 2001



crease of 3 percent.
Outpacing the large air carriers, re-

gional commuter airline enplanements
are forecast to increase from 79.6 mil-
lion in 2000, and grow 5.7 percent a
year, reaching 154.1 million in 2012.
The most stunning growth rate is pro-
jected to occur in the regional jet fleet,
with an expected rise from 569 aircraft
in 2000 to 2,190 aircraft in 2012, an
annual increase of 11.9 percent.

The cargo fleet is also expected to
increase from 1,073 aircraft in 2000 to
1,760 aircraft in 2012, an increase of
4.2 percent a year.

It is projected that aircraft opera-
tions at FAA air traffic control centers
that handle en-route operations will in-
crease from 46 million in 2000 to 61.7
million in 2012. Given the projected in-
creases over the next 12 years, the
FAA is working with the aviation indus-
try to develop a comprehensive plan
of action that will provide solutions to
both near- and long-term capacity
challenges.

FAA Administrator Jane F. Garvey,
who introduced Secretary Mineta at
the agency’s forecast conference,
said, “The FAA is aggressively taking
on the challenges of addressing our
expanding airspace system needs for
both the long and short term. How-
ever, to be successful in this undertak-
ing, we must continually work with the
airlines, the airports, and the entire avi-
ation community. Partnership is key.”

The FAA’s efforts to modernize the
air traffic control system include re-
placement of new computer systems
and software at its facilities, programs
to unleash the benefits of satellite nav-
igation, development of equipment on
board aircraft to increase critical flight
and weather information for pilots, as
well as programs to provide operators
maximum flexibility to fly more timely
and fuel-efficient routes.

To obtain a copy of the FAA fore-
cast report, members of the public
can contact FAA’s Statistics and Fore-
cast Branch at (202) 267-3355. The

media can contact FAA’s Office of
Public Affairs at (202) 267-3883.

THE NUMBERS

The National Transportation Safety
Board (NTSB) on March 16 released
its report on U.S. civil aviation statis-
tics for the year 2000.  As reported,
the number of accidents decreased
from 2,053 to 1,975.  However, the
number of fatalities increased from
697 to 748.  

The NTSB reported that 92 per-
sons were killed in air carrier accidents
(14 CFR 121 operations).  There were
49 accidents involving Part 121 opera-
tors.  This was an increase of one
from the 48 in 1999.  The 121-acci-
dent rate for 2000 was 0.440 per
100,000 departures compared to a
rate of 0.449 in 1999.

Part 121 charter airlines had zero
fatalities with a reported five accidents.
There were four accidents in 1999.
Their accident rate was 1.131 per
100,000 departures compared to
0.979 in 1999.

Part 135 scheduled airlines had
five fatalities compared to 12 in 1999.
The 2000 accident rate per 100, 000
departures was 1.231.  The 1999 rate
was 1.546.

Air taxis had 80 accidents in 2000.
There were 73 in 1999.  The number
of fatalities in 2000 was 71.  Accord-
ing to the report, this was “...almost
double the total for 1999.”

Their accident rate per 100,000
hours was 3.29 in 2000 compared to
1999’s 3.23.

General aviation (GA) had 1,835
accidents in 2000.  In 1999, the num-
ber of GA accidents was 1,913.  The
number of fatal accidents in 2000 was
341.  The 1999 number was 342.
The actual number of GA fatalities in
2000 was 592.  The 1999 number of
fatalities was 630.  The GA accident
rate per 100,000 hours was 5.96
compared to 6.49 in 1999.

The NTSB website contains the
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ONE BILLION PASSENGERS IN
10 YEARS? 

The Federal Aviation Administra-
tion’s (FAA) reports that at the FAA’s
26th Annual Commercial Aviation
Forecast Conference Secretary of
Transportation Norman Y. Mineta dis-
cussed with aviation leaders the chal-
lenges facing an air transportation sys-
tem that continues to expand rapidly
into the new millennium.  The secre-
tary based his remarks on FAA Aero-
space Forecasts Fiscal Years 2001-
2012, which predicts annual U.S.
passenger levels to soar to more than
one billion by 2010.

“Commercial aviation will continue
its tremendous growth rate over the
next decade, further underscoring our
nation’s reliance on this vital form of
transportation,” Secretary Mineta said.
“Of course, guaranteeing the safety of
the travelling public is and always will
be our number-one responsibil ity.
However, working together to close
the gap between demand and the ca-
pacity of our transportation infrastruc-
ture is a central challenge for us in the
aviation community.”

The FAA forecast is released annu-
ally and provides a statistical predic-
tion of aviation levels over the next 12
years. The report provides extensive
historical and forecasting data for
commercial air carriers, regional/com-
muter airlines, general aviation, the
military, and cargo airlines.

According to FAA predictions, the
total number of domestic passengers
on U.S. air carriers is expected to in-
crease from 604.1 million in 2000,
and grow 3.6 percent per year to
927.4 million passengers in 2012. In
addition, U.S. air carrier international
enplanements are projected to in-
crease from 54.6 million in 2000 to
108.4 million in 2012, a growth of 5.9
percent each year for continued total
annual enplanement levels well over
the one billion mark. Furthermore, the
nation’s fleet of large air carrier jets
with 60 or more seats is expected to
grow from 4,417 aircraft in 2000 to
6,313 aircraft in 2012, an annual in-



nual events such as Torch Run, Dulles
Day Plane Pull, and Cops and Lob-
sters.  On September 15th of this
year, MWAA Police will host its largest
fund raising activity, Dulles Day Family
Festival, featuring the 9th Annual
Plane Pull competition at Dulles Inter-
national Airport.

MARINE CORPS BASE CAMP
LEJEUNE WATER HEALTH 
SURVEY SEEKING FAMILIES 

Because some of our readers may
have been in the Marine Corps from
1968 through 1985, FAA Aviation
News is reprinting part of a media re-
lease provided by Marine Corps Public
Affairs.  According to the release, Ma-
rine Corps officials are still seeking for-
mer Marine families who conceived
children while living in base housing at
Camp Lejeune, NC from 1968 through
1985. The Agency for Toxic Sub-
stances and Disease Registry
(ATSDR), a publ ic health service
agency, is conducting a health survey
concerning these children.  While the
Marine Corps has received many calls,
they still have not achieved sufficient

participation in the survey. To be suc-
cessful, they hope to reach at least
80% of the estimated 16,500 eligible
individuals. To date, there is still a
need to reach approximately 4,000
people. The health survey focuses on
compounds which are often used in
dry cleaning or as degreasers and that
existed in low amounts within the
MCB Camp Lejeune water distribution
system between 1968 and 1985. All
wells that were found to contain these
substances were closed in 1985. This
survey attempts to enhance our un-
derstanding by gathering data for use
in a scientific research study about the
effects that these substances may
have on children when exposed be-
fore birth. 

If you or someone you know were
pregnant and l ived aboard MCB
Camp Lejeune between 1968 and
1985, you are encouraged to partici-
pate in this survey whether or not your
child has exhibited any adverse health
symptoms. To participate, call the Na-
tional Opinion Research Center
(NORC) at 1-800-639-4270.   Cur-
rently many individuals are calling, so
we ask for your patience as it may
take up to a week to get a return call. 

Also, NORC can be reached via e-
mail at: [4827-
lejeune@norcmail.uchicago.edu].

For more general information about
the survey, you can call the ATSDR at
1-888-422-8737, extension 5132. The
Marine Corps has established a toll-
free number at 1-877-261-9782.  In-
formation can also be found on the
following Internet web pages:

<www.lejeune.usmc.mil/water/wa-
tersurvey.htm>, 

www.usmc.mil/camlejwatersurvey>
or <www.atsdr.cdc.gov.
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complete report with supporting tables at
<www.ntsb.gov/aviation/stats.htm>.   

AIRPORTS AUTHORITY POLICE
WAIT TABLES FOR CHARITY

Airport Police Officers, Marines,
and Olympians teamed up to wait ta-
bles and raise money for Special
Olympics Virginia.  Officers from the
Metropolitan Washington Airports Au-
thority (MWAA) armed themselves with
trays and aprons to support Special
Olympics as part of the national Cops
and Lobsters fund raising events at
Red Lobster restaurant.

The officers hustled to wait ta-
bles during lunch and dinner, work-
ing for tips and donations that go to
Virginia Special Olympics.  United
States Marines and Special Olympic
athletes pitched in and helped raise
more than $3,800 during one day on
March 2nd and another day was
planned for April 13th.

This is the seventh year that the
Authority Police have been involved in
this program and they have raised
nearly $15,000 for Special Olympics.
Authority police have been associated
with Special Olympics Virginia for
many years and raise funds with an-

Answers to Runway Safety
Corner Quiz on page 25.  
1-a, 2-c, 3-a, 4-b, 5-bArport police officers, Marines, and Olympians armed themselves with trays and aprons

to support Special Olympics.



Editor’s Runway
from the pen of Phyllis-Anne Duncan

Air Rage
Recently, on return from a restful week in Florida, I boarded an air carrier whose exit row seating is configured with three aft-facing,

three forward-facing seats on each side of the aisle.  I took my favorite spot—forward-facing, right side, next to the over-wing exit.  I
stowed my computer bag beneath the seat in front of me, settled back, fastened my seat belt, and opened a Frederick Forsythe thriller
just purchased in the JAX book shop.  In but a few seconds I heard an audible sigh and looked up to see a woman frowning at me.

“Are you going to sit there?” she asked.  I responded that I was and received another sigh and an eye-rolling that would rival any
adolescent expression of disgust.  She took the seat facing me and bent down to put her computer bag beneath the seat.

“Is that your bag under there?” she asked. I replied it was.  “Well, where am I going to put mine?”
“It’ll fit right on top of mine,” I replied.  “I’ve stuffed a briefcase and a computer bag under there before with no problem.”
No buying it.  She rested her computer bag against the window exit.  (Yes, you read that correctly.)  She set her purse next to the

computer bag, then removed her coat, folded that up, and lay it on the floor beside the other two items.
Okay, vacation was suddenly over.  “Excuse me,” I said, “this is the exit row, and those things can’t stay there.”
As the saying goes, if looks could kill, I’d be e-mailing this in from the great beyond. “I’m not moving them,” she declared.
“The exit row has to be clear,” I explained, hoping a flight attendant would soon arrive to tell us all the obvious.
“You can’t tell me what to do with my belongings,” she declared.
“Well, actually, I can, and I can prove that to you if you’d allow me to get my identification out of my briefcase.”
Saved by the flight attendant, who arrived and said, “Oh, my, those things can’t stay there.  Who do they belong to?” Two other

passengers who were sitting in this exit row and who had overheard the exchange pointed at the woman.
“I’ll take care of these,” the flight attendant said and took all three items away for stowage in the overhead compartments.
“Do you work for this airline?” the woman demanded.  I replied that I didn’t.  “What gives you the right to have my things moved?

What if they’re stolen?  I’ll hold you responsible.” 
I gave her my name, said I worked for the FAA, and provided my supervisor’s phone number, and suggested she give him a call.

My offer of contacting my supervisor silenced her, but it was a passive-aggressive silence.  Not only did the flight attendant have to
remind her to fasten her seat belt, but she spent the first part of the one and a quarter-hour flight crossing her legs and kicking me in
the shins until I learned to anticipate it and move my legs aside.  

In one of those epiphanous moments rare for someone my age, I realized both of us were prime candidates for air rage.  She
because she resented the fact that the regulations applied to her, and I because I resented getting my shins kicked.  Though her out-
ward behavior was obviously the worse of the two of us, inside I was practically begging her to get in my face so that a lesson about
air rage could be learned.  (A moment of childishness that quickly passed, but don’t even try to tell me you haven’t been there.)  Then,
thankfully, I realized she was operating from ignorance.  No one had ever explained to her the need for keeping the exit rows clear.

Airlines do not want to alarm people, so it’s easy for them to say, “Seat backs upright, tray tables stowed, exit rows clear because
the FAA says so.”  It troubles passengers to hear that all those things have to be done to assure that the aircraft can be exited in the
event of an emergency evacuation.  That and, lately, the emphasis in Congress and in the national news media has been on customer
service, not safety.  I mean, I like to get where I’m going, too, but when I hear that a flight is delayed because of a mechanical or weath-
er, I’m glad, not outraged at a temporary inconvenience.

On other flights when I’ve asked people to stow their luggage, they’ve mostly been positive, saying, “You know, I’ve always want-
ed to know why I have to do that.” When I explain the reason—not that they’re simply regulations that have to be followed, that it’s for
their safety—people are understanding, even grateful for the knowledge.  My fellow exit-row traveler that particular day wasn’t inter-
ested in safety, which is too bad for her and for the shins of any future person sitting across from her.

I know it’s not my job to assure that the exit row is clear—but it is my responsibility as an FAA employee to respond to any incident
of non-compliance.  Technically, the non-compliance would have occurred if the flight attendant hadn’t cleared the exit row, but if I can
help educate the public on a safety issue, that spares them the time to take care of their safety checks.  Many times we forget that
safety is their primary job—not serving beverages and food or stowing your items in the overhead compartment.

Well, my supervisor never heard from Ms. Shin-Kicker, and I really hope the rest of her day was better than its beginning—sitting
across from a vacationing FAAer who was concerned about her safety.

‘Til next time…
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