





























“Well, the air, like water, is made up
of waves.” she said. “Riding the
waves is fun!” From the look on her
face and her confidence in the sturdy
Cessna 172 training plane, | saw her
point. Now with some twenty hours in
the air, the terror gave way to mere
anticipation.

Each day after a flight, Dick would
ask expectantly, “Did you have fun?” |
knew he had fun every time he soared
aloft, but | assured him that fun would
follow competence. Competent | still
was not. | thought of all my 17-year-
old students. Unlike those teens, who
believe themselves to be indestructible
and invincible, | was thoughtful and
deliberate in my approach to flight.
Adults realize their fallibility; youths do
not. Flying is risky business and learn-
ing everything | could brought me
closer and closer to competence. | so
wanted to be able to manage the
plane, make the turns, the stalls, the
takeoffs, and, especially to make the
landings smooth and accurate. |
wanted to make the plane stay at a
particular airspeed and altitude. |
wanted to set the site-picture firmly in
my mind. Enjoyment would come
when | could execute these things and
quit having sweaty palms practicing
“engine out.”

| was soon dancing with the plane
more smoothly down the taxiway.
Sliding my heels down to the floor, |
tap-danced with the rudder, and the
taxiway became my ballroom. Daily,
my confidence grew with taxiing, but
each time | turned the key in the igni-
tion, | glanced over the cowling to see
the fueling station just a few yards di-
rectly in front of me. Great tanks of
fuel were parked right in front of the
parking area. “Dear God,” | thought,
“help me keep the throttle on whoa,
horse, not go, horse!” New pilots
often confuse the direction of the in-
struments since throttle-out is idle but
carburetor-heat-out is on full blast.
“Who invented such instruments, any-
way?” Those first takeoffs were acts
of avoidance of Slam Dancing. My
students would have called that con-
tact, “A Blast, Man”!

| had to admit that takeoffs were a
blast. Now, that was fun!! | enjoyed
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the power burst and the lift-off toward
the beautiful mountain peaks. | kept
the horizon on the cowling, and the
plane gained altitude at exactly 500
feet per minute. | memorized the rou-
tine in the flight pattern for “Touch and
Go’s.” Although | still needed help
with “Touch,” | sure loved to make that
plane “Go.” Dick was not surprised
that | liked the takeoff. “You just like
the power,” he said. Predictably, |
mentioned the fact that jet pilots, like
him, probably loved power too.

However, landing still remained a
challenge, for like most student pilots,
timidly trying to settle the plane down,
| tried not to bounce, porpoise, or just
plain dump the nose wheel into the
asphalt. It took some time before | ac-
tually put the plane on the ground
without help. My instructor had been
busy giving me the “Thumbs Up” sig-
nal with every new achievement. Her
positive reinforcement rewarded me
with each task conquered. She was
enthusiastically bouncing in her seat
when | finally made that first landing.
Like the good cheerleader that she
was, she was excited. Dick was ec-
static. | was numb. | went home that
afternoon and slept. The mental en-
ergy was unbelievably exhausting. |
was tired, but | could land.

Landing was one thing but with
forty-plus hours of flight, landing with
finesse was now the goal. We took off
for a nearby non-towered airport to
practice using UNICOM while doing
touch and go’s on a different field.
With seven more successful landings,
| didn’t say smooth as silk, landings, |
was feeling pretty good. We headed
back to Jeffco and | realized that solo
was not far off and cross-country
planning loomed large. | strafed the
ground with my eyes, searching for
the landing strip. The ATC instructed
us to approach 29 Left, but | could not
locate the field no matter how hard |
focused. | realized how crucial that
feat would be on a solo flight. | felt a
twinge of panic.

“There’s the lake,” my instructor
said. “And there’s Storage Tech.

Now the field is just across the
street from the shopping Mall,” My
ears perked up. My blue eyes grew

steely gray, and like an eagle, | zeroed
on the area of the Mall, “There’s Dil-
lards,” my instructor said, “And over
there’s the field.”

“Now, that’s more like it,” | thought,

| could always find a Mall. “From
200 above the ground, Jeffco airport
appears to be just an inch and a half
above Dillards! A combat class shop-
per, | finally saw a landmark that made
sense. At last, | could clearly see that
flying was going to be fun!

File Your Flight Plan

On reviewing my experience, |
found several factors to be significant.

1. Age is not a consideration.
There is a circle of octogenarian pilots
at Jeffco who fly frequently and enjoy
the thrill of reliving their World War I
experiences. Just when | received my
Medicare card, | signed up to learn
how to fly. With perseverance, | will
get my pilot’s license, or is that certifi-
cate, before my next birthday. Learn-
ing keeps the mind active. Hopping in
and out of the cockpit, conducting a
preflight examination of the plane,
climbing up ladders to check the fuel,
and stooping to chain down the em-
pennage keeps you fit.

2. Flying becomes safer when
the pilot has a back up. Anyone, at
any age, can have a heart attack or a
stroke in mid-flight. Pilots who love
their spouses (or significant other)
might look thoughtfully at the circum-
stances in which they place them
when they take off on a cross-country
flight with a companion untrained to
land. Charter and some corporate pi-
lots fly all the time with no backup
pilot. When they crash, they take their
passengers with them.

3. Choose your instructor. In-
terview the person to be assured that
their teaching style matches your
learning style. Not all good pilots can
teach everybody. If he or she reminds
you of your parent trying to teach you
to drive the car, find someone else.

4. Pleasure follows compe-
tence. When one has mastered the
basic skills of flying, finesse brings
confidence. Finally, “as the night fol-
lows the day,” fun follows form.
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ouples who share flying expe-
riences face special chal-
lenges in learning to work and
communicate as a team. This
is especially true of IFR flight into

weather conditions. Several reports
from ASRS files describe the various
things that can go wrong—and right,
too—when a flying duo is “in the
clouds.”

‘Gee’ Whiz

While cruising on altitude and navi-
gation autopilot at 9,000 feet IFR in
mostly IMC conditions, | had to leave
my seat for physiological relief. The
passenger in the co-pilot seat, my

wife, has accompanied me on approx-
imately 100 hours of cross-country
flight in various single- and multi-en-
gine aircraft. | asked her if she would
answer the radio if Center called with
a frequency change. She said no,
since she is nervous about making
radio calls. | informed Center that |
would need to be off frequency for
two minutes and I'd report back on.
That was approved.

While | was in the back of the air-
plane...Center called to see if | was
back on frequency yet. [My wife]
thought she would answer the radio
call and tell them | wasn’t back yet.
She reached across and pushed what
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she thought was the push-to-talk
switch on my yoke. She had actually
pushed the autopilot disconnect
switch on my yoke. At that time a
passenger in the back of the airplane
asked my wife a question. My wife
turned around and spoke with the
other passenger for a moment. When
my wife turned forward she saw that
the aircraft was in a descending turn.
| was on my way back up to the cock-
pit when she pulled back on the yoke
and leveled the wings. | was forced
to the floor when her pullback re-
sulted in approximately two G’s. In a
couple of seconds she eased the
back pressure and | was able to re-
turn to the cockpit and correct the al-




titude and heading deviations.

A pre-flight briefing for the spouse
on how to use a handheld microphone
might have prevented inadvertent acti-
vation of aircraft controls and this ex-
cess ‘G’ situation. Training in wing-
leveling techniques, on the other
hand, is best left to the watchful eye of
a certified instructor.

The Thrill is Gone, Baby

A pilot on her first IFR flight after
passing the instrument check believed
she had planned for every contin-
gency. When it became necessary to
divert to an alternate airport after
reaching cruising altitude, she and her
pilot spouse in the right seat handled
the diversion well...except for one
small detail.

It was my first IFR flight, since re-
ceiving my instrument rating. Condi-
tions at departure and arrival airports
were VMC (current and forecasted),
but | was determined to file IFR to gain
experience.... Upon reaching enroute
altitude, | tuned in the ATIS for the
destination. | was shocked to hear
“300 feet overcast, one mile in fog.”
My personal minimums were written
down in advance and an attempt of
this low IMC was out of the ques-
tion—particularly since a missed ap-
proach would require holding over the
ocean in a single-engine aircraft.

My spouse suggested that we try
our alternate. ATIS there reported 800
feet broken and two miles. | asked my
spouse to get out the alternate ap-
proach plates. Spouse is a private
pilot...and instrument student, and in
flight [was] asking a lot of questions.
[It was the] spouse’s first time in IMC.
| informed ATC that | wanted to go to
the alternate, which was immediately
granted.... Approach gave us vectors
for the VOR approach...[and] in-
structed me to maintain 2,500 feet
until established, cleared for the ap-
proach, report FAF inbound.

The clouds started at 2,000 feet
MSL. | intercepted the approach
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course and started the descent. We
entered the clouds and held the MDA
(640 feet). We reported the FAF. |
worried as time passed that we would
not see the airport.... Nav indication
‘To’ and GPS indicated airport still
ahead. We broke out of the...clouds
to find 800 foot broken [conditions]
around the airport. Saw the airport
and landed safely. Spouse was
thrilled and really impressed. |, too,
was elated.

It wasn’t until hours later, as we
continued our trip in a rental car and

reviewed the flight, that | realized | had
descended to MDA before the FAF....
This occurrence was caused by inex-
perience, but | could have (and will in
the future) do better cockpit coordina-
tion, review all possible plates for my-
self beforehand, and walk my spouse
through my plans on the ground to
avoid (minimize) questions at critical

times.
T

This article originally appeared in
Callback from NASA’s Aviation Safety
Reporting System.

Checklist for Flying

Companions

(Wisdom from ASRS Reporters)

For Left Seat Occupants

» Conduct pre-flight briefings for right seat non-pilot companions
that identify do not touch controls and devices, as well as the
proper use of handheld mikes and other emergency communi-

cation devices.

e Conduct verbal “walk-throughs” of important flight details on the

ground—not during critical

approaches.

For Right Seat Occupants

maneuvers such as missed

* Be an attentive and supportive partner in cockpit management,
not a source of distraction, criticism, or confusion for the flying

pilot.

« If acting as pilot in command, mentally perform the flying tasks
and checklists as if flying from the left seat.

Another good idea is for non-pilot companions to take a Pinch-
Hitter’s course to familiarize themselves with how to control and land

an airplane.

Check with your local airport, flight school, or Flight

Standards District Office for information.

SEPTEMBER 2001 @



by Jim Stover
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onsider how many of us ex-

perienced flight instruction 25

years ago. We began each

lesson with a less-than-clear
understanding of what was in store for
us, and we never even received a
course syllabus. We called Flight Ser-
vice for a briefing, and our pencils
broke somewhere in the middle of the
synopsis. We ended up with a lot of
writing, but little understanding of the
overall weather picture. Somehow we
managed.

Now we have useful tools that
help us do a better job with our stu-
dents—computers. Even though
they’re still a challenge for many of us,
they aren’t as bad as they used to be.
With a full array of planning software,
word-processing tools, and other
goodies, their usefulness outweighs
their hassle. Flight instructors who un-
derstand the advantages available to
them and to their students enjoy some
advantages over those who still live in
the 20th century.

For less than $1,500 you can get
a decent computer with a printer and
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all the necessary hardware and soft-
ware to do nearly everything. Some
companies allow you to tailor your se-
lection based on your anticipated
needs, and then they ship your com-
puter in the mail within a week. Be-
cause you are a CFl, this may also be
a business deduction for you, de-
pending on your situation and use.

So, how do we as instructors
apply the advantages of computers to
make our instruction better? As in
most advances, there are timesavers
and time-wasters.

THE GOOD

Electronic mail is wonderful. Once
you gain access to a computer with a
modem, acquire an e-mail account.
Some companies offer free e-mail.
Most providers of Internet access in-
clude e-mail as part of the Internet
contract. Select an e-mail address
your students (customers) can remem-
ber, like your name. Remember to add
this address to your business cards,

Go through the menu selections

for the program and set up your elec-
tronic address book so that your
flight-instructing list contains the
names of all your students or prospec-
tive students who have e-mail ad-
dresses. Many programs allow users
to set up a suspense file. Set yours to
reflect dates for flight reviews, “Wings*
program expirations, instrument profi-
ciency checks, or other dates when
students may require instruction. Be
sure to ask if students want to receive
a reminder. Most appreciate your
concern for their flying proficiency and
currency.

Perhaps the best advantages of
e-mail are that, unlike some phone
calls, they are free for long distance
and they do not require a 10-minute
conversation to ask a simple question.
E-mail is a huge timesaver and
money-saver for these reasons alone.
Use e-mail to confirm flight dates and
changes, make periodic inquiries, and
keep contact with students.

The Direct User Access Terminal
System (DUATS) is another informa-
tion age service offering value to
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users. Prior to a flight or lesson, ac-
cess this service to obtain text and
graphical weather information. Take a
few minutes to transpose key informa-
tion to a piece of paper that you can
take with you on your flight. The
downside of DUATS is that, for even a
local flight, you get international flight
warnings and numerous inapplicable
FDC NOTAMs that can take some
time to sift through.

Once you have a picture of condi-
tions for your flight, call the Flight Ser-
vice Station (FSS) and get a briefing.
(See sample briefing form on he right.)
My opinion is that an FSS briefer con-
sistently offers the best interpretation
and understanding of developing
weather conditions. How many times
did you as a student call FSS only to
find yourself writing at warp speed
and, having obtained the weather,
have little comprehension of what was
out there? Armed with a general pic-
ture, you stand a good chance of
comprehending outside conditions
and asking intelligent questions.

The word processor is one of the
true benefits of the computer age.
Boundless applications exist for the
benefit of those who wish to take ad-
vantage of them. Gone are the days
when you had to retype whole docu-
ments when only one portion
changed.

| see two great advantages here.
First, when teaching classes, instructors
can implement easy changes in the syl-
labus or lesson plan. Class lessons,
once entered into a word processor, are
relatively simple to update. Changes to
the course outline require less than an
hour. Every new class receives a new
course outline with lessons learned from
the last course incorporated into the
new document.

The same applies to in-class
exams when the FAA changes ques-
tions in the test bank. They send out
the changes, you put them in. You are
up to date in minutes. If your class
has problems with a concept or needs
more work with navigation questions,
make an overhead transparency
printed from the file. Project the trans-
parency on technology’s answer to the
chalkboard—the dry erase board—

and write on the board over the pro-
jected image. It's effective and easy.
While you’re at it, copy pages of the
FAA’s test supplements onto trans-
parencies to familiarize students with

Weather:

Briefing Elements

Pilot Rating (W/VFR/IFR):
Aircraft N-Number:
Departure Airport:

ETD and ETE:

Route of Flight:
Destination:

Altitude:

Type of Brief:

ONoG AN

the specific charts, graphs, and dia-
grams available during their knowl-
edge test.

The second opportunity a com-
puter offers is to provide students with

1-800-992-7433

Standard Brief from FSS

Adverse Conditions:

VFR Recommentation:

Synopsis:

Current Conditions:

Forecast Conditions:

Winds Aloft: 30 60

NOTAMS:




a more detailed, written record of their
next flight. Consider developing a
“flight profile” for each lesson. | have
one for each flight lesson | teach. At
the end of each lesson, the student
and | confirm our next appointment
and which lesson number we plan to
cover. When | get home, | open the
flight profile for that lesson and tailor
the flight for that student. If previous
tasks require review, | add them into
the profile.

Here’s the magic. Attach the
flight profile to an e-mail and send
it to the student that evening. Be
consistent so your student knows
when to expect it. When your stu-
dent receives the document, he or
she knows exactly what will be
covered and in what order, has the
homework assignment for reading,
and knows what to study. That
student also knows that to show
up without the profile filled in with
respect to weather, a flight assess-
ment, weight and balance, and
performance numbers is to show
up unprepared.

Print the profile before class on
the front and back of an 8-by-11
inch page in the landscape mode
(sideways). Fold the page in half,
and your profile takes up as much
space as an approach plate. It
should resemble a church program
(which, between praying for better
weather and maintenance-free
avionics, is where this idea oc-
curred to me). The lesson se-
guence appears on top. You or
your students can make easy ref-
erence to the weather as it is on
the inside facing you. The per-
formance parameters and other in-
formation are a matter of instructor
preference, but | think they add
significantly toward helping stu-
dents develop good preflight
habits.

Note in the example that |
have added key points under
several topics to alert the stu-
dent that these teaching points
of emphasis are part of the les-
son’s preparation.

In addition to the set of flight
profiles, | also keep a separate
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document for each lesson, called
“teaching notes.” After each lesson |
record items | can improve upon. After
reading articles in aviation magazines
about how other instructors teach a
particular skill, I insert a reminder to at-
tempt a better tactic. | make sure to
reference the document by magazine
or book and page, so | can evaluate its
efficacy after the lesson.

Note that | also include a weight

and balance table as well as a center
of gravity moment diagram in my pro-
file. Technology strikes again—this in-
formation was inserted by “cutting and
pasting.” Good scanners are available
for under $100, and they allow you to
“insert” pages from an appropriate
pilot operating handbook (POH). |
teach in eight different aircraft and
therefore have eight different “pictures”
for my profiles. In total, | spend about

Aircraft Performance Review

VX: Vy: Vso:

Va: : Vne:

Best Glide:

Performance

Pressure Alt: Temperature:
Takeoff Parameters and Distance:
Accelerate/Stop Distance:

Climb Parameters and Performance:

Landing Parameters and Distance:

Density Altitude:

Weight and Balance

WEIGHT

ARM _ MOMENT

Alrcraft (BEW)

Front Passengers

Baggage Area




as much time constructing the next
lesson, usually five to 15 minutes, as |
do without a computer, except now |
have a record of my plan that | can
use and provide to my students at my
convenience.

The World Wide Web is a maze of

of these programs.
THE NOT SO GOOD

Technology, more specifically in-
formation, can overwhelm us. Too
much information is as bad as too lit-

information, some of
which is particularly
useful. Several free
websites allow you
and your students to
fill out an instruction
calendar. You con-
trol the schedule but,
by adding your stu-
dents’ names to the
list of people with
authorized access,
each pilot can
schedule his or her
own flight lessons.
The program informs
you by e-mail that
your calendar has
been changed.

The Internet also
offers many sites
where information
about various as-
pects of aviation
abounds. Most In-
ternet service
providers (the com-
panies that sell sub-
scriptions so that
you can access the
web via a modem)
offer some space on
their computers
where you can cre-
ate your own web
page to advertise
your services.

Other applica-
tions also exist. Pro-
grams to compute
income taxes can
cost as little as $20.
Several companies
make software that
makes tracking busi-
ness expenses and
earnings simple. Ef-
fective tax planning
will likely save you
more than the cost

Flight Profile

Syllabus: Private

power off stalls, and flight under instrument conditions.

Homework: View stalls and slow flight from Private Pilot
Airplane Flying Handbook, Chapter 5, pp. 5-1 to 5-7 and

Flight Plan
ACTION
Prelight:
Weather (instructor supervised)

Collision avoidance
Wake turbulence
Preflight inspection
Required certificates and documentation

Engine starting procedures
Obtain ATIS
Radio communications: ground and tower
Taxiing: steering and aircraft controls, x-wind taxi
Radio communications: tower
Taxi and before takeoff checks
Normal or x-wind takeoff (student performed)
Climb and departure
Proceed to training area
Emergency field selection
Flight training
Slow flight demonstration and practice

Instrument flying: climbs, descents, and
Traffic patterns
Normal approach and landing

Post Flight:
Parking and serving airplane
Securing aircraft
Lesson review.

Flight Lesson: 4 (8/29/00)

Instrument instruction (primary and secondary inst)

tle information. There are so many
websites that a busy schedule pre-
vents traveling to each one to look for
information. Here are some areas |
think still fall short.

The FAR/AIM on CD. These little
Frisbees are loaded with information,

Student: Walker

Objectives: Review procedures from Lesson 2. Introduce slow flight, power on stalls,

Maneuvers. Read and study
Chapter 9, pp. 0-1 to 9-6.

START TIME
5:30
5:35
5:45
5:40
5:45
5:55

Power off stalls demonstration and practice
Power on stalls demonstration and practice
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and | still find it incredible that manu-
facturers can put an inch and a half
book written in tiny print on the “A”
side with room to spare. They are, if
you ask me, nearly useless. Like my
boss used to say, “It briefs well at the
board, but doesn’t execute.” [Editor’s

note: FAR and AIM are available at
<http://www.faa.gov/avr/
armhome.htm>.]

Computer-based training merits a
detailed look, though it is roughly
twice as expensive as traditional,
video-based instruction.

Handheld flight computers and
checklists have more ways to go
wrong than Corrigan. A bright, sunny
day means the LED crystals are un-
readable. The batteries give out at the
most inopportune time, like when
you’re using the calculator, and re-
placements are not standard at the
FBO. The function keys of flight com-
puters require considerable practice to
use efficiently. In a bouncy airplane,
one-handed operation of the calcula-
tor is nearly impossible. And finally,
my E-6B is faster. The checklist cal-
culators usually cost too much, and if
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you want to edit the list to include
items you think are key to a preflight,
you’ll need a separate list. They’re
gadgets | can live without.

THE FINE PRINT

If you have worked on a computers
before, you know they have “senior mo-
ments” when they lose things, forget
things, malfunction when hit by light-
ning, or just stop working altogether.

Experienced computer operators
follow the motto “save early and
often.” Back up all your valuable les-
son plans and flight profiles—daily is
good for frequently accessed files, and
monthly is adequate for everything
else. Two sets of backups are more
than sufficient, but never use your last
backup disk, except to make a copy.
This is experience speaking. Losing
your hard work is ugly.

Incompatibility between different
systems, such as Microsoft and
Apple, sometimes presents problems.
For the most part, though, those
problems are minimized. With a little
bit of experience, you’ll learn to save

and distribute files that work, despite
any idiosyncrasies with your students’
computers.

Cost and obsolescence are the
downsides of investing in technology.
My car is 16-years old and runs fine,
mostly. Last year, my 6-year old
computer went the way of the dump-
ster for a host of reasons. Three
years is the current life expectancy.

Lastly, technical support often
falls short. If you want help, find an
eighth grader whose parents com-
plain he/she is always on the com-
puter. Offer to pay him/her $5 an
hour to bring you up to speed. You
think I'm kidding. Before he /she ar-
rives, however, back up everything.

The times have changed, and
there’s no excuse for delivering disor-
ganized instruction or settling for half-
understood concepts. A computer
can put all the information we need
right at our fingertips, which makes us
better instructors and our students
better pilots.

+

This article is reprinted with per-

mission from the NAFI Mentor.
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irplanes are just like people.
N They have personalities, likes
‘X and dislikes, and, as they get
older, they begin to fray a bit
at the edges. And, just like people,
when they are showing their age, a
few make a trip to aviation’s answer to
a plastic surgeon and get a makeover.
The aviation makeover usually con-
sists of a brand new shiny coat of
paint, replacing of windows, state of
the art avionics package, and an inte-

rior to die for.

Interior makeovers come in all
sizes and shapes—from expensive
Corinthian leather to less expensive
polyester, from imported teakwood
tabletops to Formica card tables.
With all the options available it’s really
easy for mechanics to get a little con-
fused and fall outside the regulatory
guidelines of the Federal Aviation Reg-
ulations (FAR). | hope that the follow-
ing overview and review of certificate
requirements for different type certifi-
cated aircraft will be helpful and help

Y

by Bill O’Brien
to reduce the interior confusion.
overview

When replacing interiors, or just a
couple of the interior’s component
parts, the FAR’s still require that the
interior repair or alteration is airworthy.
Airworthy means that the interior must
meet its original type design or ap-
proved alteration and be in a condi-
tion for safe operation. Simply put, if
you are going to put an interior in a
Piper PA-28R-200 Arrow, then that
interior must meet the same CAR-3
type design requirements that the PA-
28R was type certificated under. If
you are installing an interior in a Gulf-
stream 4 then that interior must meet
the same FAR Part 25 type certificate
requirements.

Airworthy’s second requirement,
“condition for safe operation,” means
that the new interior is designed in
such a way that it can be inspected
for wear and be maintained in an air-
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worthy or safe condition. Another way
of looking at “condition for safe opera-
tion” is to ensure that on every flight
the seats’ locking pins, lock, and seat
belts are securely attached and the
VCR won't leave its rosewood cabinet
in rough air and cold cock the vice
president of accounting. Although not
exactly an “airworthy requirement,” a
replacement interior should not be so
poorly designed that it becomes a
maintenance nightmare that con-
sumes hundreds of man hours to
open up and reinstall just to perform
required airframe inspections.

Interiors come in all shapes, sizes,
and complexity, and it is the complex-
ity of the interior work that determines
if the alteration/repair is going to be
major or minor. If the interior change
is major, then approved data will be
needed to make the modification. If it
is @ minor alteration or repair, then ac-
ceptable data is okay. For example, if
a major interior change guts the cabin,
requires the addition of reinforced
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stringers, new wire bundles, and lead-
lined doublers plates to suppress the
radiation from the nuclear-powered
port-a-potty the CEO wants installed,
no one will argue with you that this is a
major alteration and approved data is
needed. But is it major or minor repair
or alteration if just the soiled headliner,
rug(s), and seats fabric are being re-
placed?

If the headliner, seat fabric, and
rugs are being replaced on your
Piper and the replacement fabric and
rugs are the same as the original,
then the interior work is a minor re-
pair. If the replacement fabric and

rugs are different, say instead of the
original type design 100% polyester
fabric and rugs, the new material is
80% wool and 20% polyester and
the new material meets the burn re-
quirements of Part 23, then we have
a minor alteration.

The same minor repair/alteration
example would hold true if the same
components were being replaced on
a Gulfstream 4. These changes to
the interior are either minor repairs
or minor alterations because weight
and balance, structural strength,
performance, powerplant operation,
or other qualities affecting airworthi-

Cessna photo
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ness were not affected and the
minor repair or alterations can be
done by elementary operations. (ref :
FAR Part 1, definitions of major re-
pairs/major alterations)

Now let’s look at the material/fab-
ric fire protection requirements for
CAR-3 Certificated Aircraft. These air-
craft simultaneously make up both the
oldest and vast majority of aircraft
found in the U.S. aviation fleet. These
are the Beech, Cessna, and Piper air-
craft of days of our youth. The 10-
year-old kids, who hung on the airport
fence in the late nineteen fifties, are
now in their fifties and they are buying
these older aircraft and revitalizing
them in high hopes of recapturing their
four decade old dream.

CAR-3 aircraft that are used for
Part 91 operations with interiors where
smoking is not permitted, the interior
materials shall be flash-resistant. (ref.
CAR-3, section 3.388) In CAR-3 air-
craft interiors where smoking is per-
mitted, the wall and ceiling linings, the
covering of all upholstering, floors, and
furnishings shall be flame-resistant.
(ref. CAR-3, section 3.388)

When a mechanic buys material in
bulk to refurbish the interior, seats,
and ceiling liners for a CAR-3 aircraft
used in Part 91 operations, a manu-
facturer’s statement declaring that the
material meets the American Society
for Testing and Materials (ASTM) or
similar national standard for either
flash resistance or flame resistance for
the applicable installation would be
acceptable. A manufacturer’s state-
ment is acceptable because neither
the old Civil Aeronautics Administra-
tion (CAA) nor the Federal Aviation Ad-
ministration (FAA) has published an
FAA fire standard for either flash or
flame resistance interior materials for
CAR-3 aircraft. The FAA accepts and
recognizes a national standard, so the
mechanic who bought the fabric/ma-
terial in bulk should reference the
manufacturer’s statement and the na-
tional standard that the fabric/material
meets in the aircraft’s maintenance
records.

If no “standards” statement is
made in the aircraft’s logs then at the
aircraft’s next annual inspection the 1A
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has a problem. He/she is looking at a
new interior that may or may not meet
CAR-3 requirements. In other words
he/she may have an “unapproved in-
terior” and the fabric might have the
flame resistance of a box of matches.
So if the IA can’t chase down the me-
chanic who installed the interior and
get the necessary “standards” state-
ment in the logbook, then the only
other alternative is to have a labora-
tory check and certify that the fabric
meets the ASTM or any other nation-
ally recognized flash or flame-resistant
standard or do a burn test in accor-
dance with Part 23, Appendix F.

A Suggestion

To avoid mucking around with
the flash/flame/burn federal require-
ments when you buy interior
fabric/material in bulk for CAR-3 air-
craft, the best way to satisfy the reg-
ulations is to have an approved FAA
Repair Station perform and sign off a
Part 23 burn test. If your fabric
passes Appendix F requirements,
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then it exceeds the CAR-3, section
3.88 requirements and you can tell
your customers that they are better
protected in case of an accident.

What about the fire protection for
FAR Part 23/25 Certificated Aircraft
interiors? Requirements for interiors
for Part 23/25 are straightforward,
none of this flash and flame dual
CAR-3 standards. If you buy in bulk
the fabric and materials must meet
Part 23, Appendix F or Part 25 Ap-
pendix F burn test requirements. The
applicable Appendix F test must be
performed by an FAA Repair Station
which will certify that all materials and
fabrics meet the regulation. This
statement must be made part of the
aircraft’s maintenance records. If you
buy interior fabric or materials that
will be used on both Part 23 and Part
25 aircraft be sure that the Repair
Station certifies that the material/fab-
ric meets both Part 23 and Part 25
requirements.

If a CAR 3, Part 23, or Part 25 air-
craft has an interior installed under a
STC, then the new interior is consid-
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ered a major alteration, and the STC
number must be noted on Block 8 of
the FAA Form 337 and in the aircraft’s
maintenance records. It is not neces-
sary to state in the aircraft’s mainte-
nance logbooks that the interior meets
burn requirements of Appendix F of ei-
ther Part 23 or Part 25. The fact that
the STC is FAA-approved data and it
calls out the name and ID number of
the cloth or material to be used satis-
fies the burn test requirement. Also
don’t forget that under the law passed
by Congress in October of 1966, the
owner of the aircraft must have a letter
from the STC holder that authorizes
the owner to install the STC.

Some Things To Consider

A few suggestions that a me-
chanic or a repair station that is into
re-mods should consider are:

1. Keep copies of all Flash/
Flame/Burn tests and certifications
with the bulk fabric/materials you
have in stock and a copy in a secure
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place, just in case you are asked by
your friendly FAA inspector.

2. Keep samples of fabric and
material and their invoice numbers
used in the aircraft’s interior modi-
fications so replacement is a snap
verses a chore.

3. Be careful of dry cleaning
chemicals/soaps/detergents that
are used to clean interiors. They
can degrade the fire protection of
the fabric. Remember on CAR-3,
Part 23, and Part 25 aircraft the
flash/flame and burn requirements
are part of the aircraft’s type de-
sign. If a mechanic suspects that
the interior no long meets the rule,
then samples of the interior fabric
should be tested.

4. If your company recently
bought a Part 23/25 aircraft or if
your company is considering a
purchase of a used aircraft built
under these type design stan-
dards, then a burn test of the inte-
rior materials is strongly recom-
mended.

How Are Interiors Approved?

If you want to completely re-do
your aircraft’s interior, add a wet bar,
entertainment center, phones, etc., we
are talking a major alteration here.
Any major alteration requires approved
data. The three ways where you can
get approved data are: Have an ap-
propriately rated Designated Engineer-
ing Representative (DER) draw up and
approve the data, the second is the
STC route, and the third is the FAA
field approval.

A word here about field approvals.
FAA inspectors are not in the business
to compete with DER or holders of
STC. We will do field approvals for
addition of equipment like a TV or a
sound system, but full re-mod of inte-
riors are big projects and literally will
take up a good bit of our time, so hir-
ing a DER or buying an STC should be
your first choice. FAA Repair Stations
also have an option of taking DER-ap-
proved data and making it into a
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process specification approved under
the Repair Station’s Operating Limita-
tions. For example, Poteen’s Aviation
Interiors, an FAA Part 145 Repair Sta-
tion, has an order from a Lear Jet op-
erator to re-mod six of their jets.
Since the interiors are all the same,
the DER-approved data for the alter-
ation can be made part of the Repair
Station’s process specifications. The
process specifications can be en-
larged to cover recordkeeping, In-
structions for Continued Airworthi-
ness, and replacement of parts.

Which brings up an interesting
point. How would a mechanic or re-
pair station sign off a repair to a non-
standard piece of electronic gear that
is not TSO, not PMA, and not part of
the original type design? What stan-
dard will you reference? You say that
there are no such animals on your cor-
porate jett What about the Sony TV,
GE VCR, RCA stereo, and Panasonic
microwave in the galley. Are you
trained and equipped to repair a 21-
inch Sony TV? How about a mi-
crowave? How do you fix these non-
standard pieces of equipment when
they no longer work as advertised?
How do you repair or replace a VCR
after the owner installs the tape in
backwards and the four tape pick-up
heads merge into one?

First, solve the problem before
you install the equipment. If you get a
field approval or an STC for an instal-
lation of an non-standard piece of in-
terior equipment such as a TV, VCR,
stereo, microwave, etc., make sure
that the STC or the Field Approval in-
cludes “Instructions for Continued Air-
worthiness,”(ICAW). What is an
ICAW? The FAA approved ICAW, in-
cluded with the STC or Field Approval,
will tell you how maintenance can be
performed on these non-standard
pieces of equipment. For example,
the horizontal hold on your aircraft’s
TV doesn’t hold anymore. The ICAW
may allow you to take it to the nearest
factory authorized dealer for that make
and model TV and have them do the
repair. Once back on board the air-
craft, the ICAW may call out some in-
spections or operational checks to
perform and you are back in business.

In the logbook state that the repairs
were accomplished in accordance
with the STC or Field Approval’s ICAW
and the FAR § 43.13 performance rule
and 8§ 43.9 maintenance record keep-
ing rule are satisfied.

For an STC installation, the ICAW
is required by FAR Part 21, section
21.50, but sometimes the ICAW are
missing or not exactly what you need.
If the ICAW are not satisfactory, con-
tact the STC holder and ask for an
ICAW that meets your needs. If the
equipment was installed under a FAA
Field Approval, ICAW are not required
of FAA Field Inspectors as of this date
by FAA Headquarters, but I'm working
on it. However, there is no law that
prohibits an FAA inspector from pro-
viding you with one, if you ask. An
ICAW is a good idea because if the
next time a piece of non-standard
equipment packs up, the ICAW will
save you and the FAA a lot of trouble.
The ICAW can also list replacement
parts that are authorized for that air-
craft under that particular STC, DER,
or Field Approval installation.

Conclusion

In closing, aircraft interior installa-
tion and maintenance are perhaps one
of the most overlooked components
found on an aircraft. However, NTSB
accident data tells us that many peo-
ple survive the initial accident, yet
many die because of smoke and fire
related injuries caused by the fires that
fed on the aircraft’s interior or failure of
interior components. | have personally
been at accident sites where pilots
and passengers have been fatally in-
jured because of something simple
like a hand-held fire extinguisher was
improperly secured and was turned
into a lethal missile, propelled by the
force of impact, or a seat belt failed
because its corroded attachment bolt
was hidden by the interior panel and
was hard to inspect.

Don’t become a statistic, if you
have ways of avoiding it. o’

Bill O’Brien is an Airworthiness
Aviation Safety Inspector in FAA’s
Flight Standards Service.
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by M. Kay Fulkerson

n April 26, the Baton Rouge

Flight Standards District Office

(FSDO) and the Air Traffic Con-

trol Tower at the Baton Rouge
Metropolitan, Ryan Field, hosted the
Second Annual Kids’ Day 2001. Sup-
port from everyone on the airport
helped make this a success with over
1,000 boys and girls attending.

Our experience proves that an
event of this size can be safe, fun, and
educational for all concerned. The
parents and teachers were involved
with interest in aviation written all over
their faces.

Thirty years ago a young boy or
girl could go to the local airport with
their parents and look at all of the air-
planes without the restrictions of air-
port security. (The thought of crossing
that imaginary line today and its reper-
cussions gives one goose bumps.)
We must spark the interest in air-
planes in the young. About the only
way we can do that in this day and
age is to open our airports and let the
children come in and touch and look
at an aircraft.

Three years ago, the Baton Rouge

D

FSDO had an open house. Everyone
asked, “Where are the airplanes?”
What is the FAA without airplanes?
That got the FSDO manager, Shery!
Hammans, thinking, so she decided to
get the entire airport involved, not only
the FAA. Well, last year Kids’ Day was
well received by the public. The man-
ager felt that if we can encourage
even a few young people to get in-
volved in aviation, we have a chance
of developing new pilots and mechan-
ics for the future.

This year the local Experimental
Aircraft Association(EAA), Chapter
244, conducted 114 Young Eagle
flights that allowed children to fly in a
real airplane. Most of today’s pilots
were exposed to airplanes in a similar
manner. The local balloon club gave
over 110 tethered hot air balloon rides
giving the young a feel of what it is like
to hover above the trees without
wings.

Pedal cars were provided for the
very young. A 60-foot racetrack was
marked inside a local hangar. Even
though kindergarten kids like to see
airplanes, they are too small to fly, but

they too can have fun at the airport.
In a couple of years, they will be old
enough to take their first flight with the
EAA's Young Eagles.

Forty-two aircraft were on static
display or flew during the event. The
kids were able to sit in the airplanes and
helicopters and hold the controls of
even the military aircraft. The smell of
aviation fuel and the feel and the touch
of an aircraft can be very addictive.

Four large model airplanes were
on static display including the famous
Piper J-3 Cub and the P-51 Mustang.
Even the model airplane clubs are not
what they were a few years ago. Now
you must be a member to even go out
to the flying club and watch the model
airplanes fly. Here, the model airplane
pilots allowed the young boys and
girls to get a first hand look at a minia-
ture airplane and find out how they fly.

Sixty-five individuals toured the Air
Traffic Control Tower. Air traffic control
is another way to get involved in a very
rewarding career in aviation. Airplanes
can’t fly without the professionals on
the ground, especially the mechanics.

It took 31 exhibitors, 27 contribu-
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tors, five volunteers, 22 FAA adminis-
tration and aviation safety inspectors,
and 10 air traffic controllers to make
the day a success. This does not
count the parents, teachers, and kids.
We planned the event during a school
week; thereby, allowing the school
kids to make this a field trip. If the
truth were really known, the teachers
were as excited as the children were.
We need teachers who can teach avi-
ation in the classrooms. They must
have a love for aviation in order to be a
good aviation teacher.

One of our local aviation medical
examiners talked about aviation medi-
cine and how it relates to the pilot. He
explained even the simplest body
functions and how they react when
the pilot is in an airplane. A local pilot
examiner, who is also a high school
teacher, explained what makes an air-
plane fly. He made physics simple
and interesting.

FAA Inspector Mike Chapman
demonstrated the night vision goggles
that he uses in the Army National
Guard. Over 60 kids saw first hand
how the military flies safely at night by
trying the goggles on in a very dark
room.

FAA Inspector Mary Donahue

demonstrated to 60 kids how an air-
plane flies. She made it fun for all ages.

The day was not only fun, but also
educational. Even the older pilots who
attended said that they did not know
some of the information that was ex-
plained. It just goes to show that we
are never too old to learn when it
comes to aviation.

The contributors supplied food,
cold drinks, and door prizes for every-
one who attended.

Our goal was to create interest in
aviation and encourage the young to
follow a career path in aviation. Their
support greatly contributed to Kids’
Day 2001, and we look forward to fu-
ture events with even greater public in-
terest. The temperature was a mild 75
degrees with not a cloud in the sky.
The wind was very light. It was a per-
fect day for such an event.

Everyone talks about how much it
costs to fly. Have things really
changed in year 2001? Not at all, in
fact one works less hours to get flight
lessons.

In the 1950’s, a student could
take flying lessons for about $11.50
per hour. The high school student at
that time was making about $.75 per
hour working in the local grocery

store. This amounted to working
about 15.3 hours for one hour dual fly-
ing time. Now in the year 2001, a stu-
dent can take a flying lesson for about
$50.00 per hour. It sounds like a lot of
money, but look what the high school
kids are making after work. At least
$5.00 per hour would sound about
right. At that rate, it would take 10
hours of work in the part time job to
have enough money to fly for a one-
hour period of dual flying time. It
amounts to the young kids in the year
2001 work 5.3 hours less to get one
dual flight lesson. What is more im-
portant, a new car or learning to fly?
When they say it costs too much,
does it really?

We hope by having Kids’ Day, we
have encouraged some young boy or
girl here in Louisiana to become a pilot
or mechanic or controller. The short-
age of airmen is not next week, not
next year, but now.

If you own an airplane, take a
young friend for a ride. That ride may
be all it takes for the starting of a new
aviation career.

M. Kay Fulkerson is the (opera-
tions) Safety Program Manager at the
Baton Rouge FSDO.
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As a result of a civilian, surplus
military-jet aircraft accident in February
2001, a safety suggestion was sent to
FAA Headquarters concerning the use
of “hot” ejection seats in such aircraft.
Although FAA approves the use of
“hot” ejection seats in aircraft de-
signed with them, the seats have to
be maintained in accordance with the
manufacturer’s recommendations.

At issue is the safety of such
seats. No, we are not talking about
the safety of the seat’s design; we are
talking about the maintenance and
continued airworthiness of such seats.
The basic question is, “Will the seat
work as advertised in an emergency?”
Or more simply, will the seat get you
out of the aircraft when you want to
get out of the aircraft?

In the case of the submitted safety
recommendation, the aircraft dis-
cussed was an Aero Vodochody L-39.
According to one U.S. company’s
website, Czech Jet, Inc. which spe-
cializes in the maintenance, servicing,
and training for the L-39, the L-39 is
used in 16 countries as a military train-
ing and light attack aircraft. The L-39
aircraft—one was the military jet used
in the most recent James Bond
movie—has become popular in the
United States as an “affordable” mili-
tary jet for those wanting such an air-
craft. In the U.S., the aircraft are cer-
tificated by FAA as experimental,
exhibition under 14 Code of Federal
Regulations (CFR) §21.191(d).

According to the safety sugges-
tion and the Czech Jet Inc.’s website,
some of the Czech-built military air-
craft ejection seat systems in the U.S.
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are not being maintained properly.
Czech Jet states their inspections and
servicing of L-39 ejection systems
have found some seats and associ-
ated equipment not being inspected
properly, poor documentation of
maintenance and servicing, parts in-
stalled wrong or not removed when
required, and life dated components
such as the critical seat rocket motor
out of date. In some cases, important
safety pins were found either not in-
stalled properly or not removed when
they should have been removed. The
seats would not have worked in some
cases.

What this means to those who
ride on “hot” seats or work around
“hot” ejection seats and systems, is
that the seats may not function when
needed or that they might accidentally
fire when work is being performed on
the seat or cockpit area if the seat has
not been properly maintained or made
safe after a flight. Add in the risk of
the canopies ejecting if inadvertently
activated, and the risk of “hot” seats
becomes higher for those sitting on
them or working near them if they lack
the knowledge to know if the seats
are safe to be around. Then, add in
the possible lack of knowledge of a
passenger to operate the seat or even
know the proper body position to
eject, and the risk of death or serious
injury increases as more people be-
come exposed to the seat and cock-
pit area of aircraft with “hot” ejection
seats.

Therefore, it is important for any-
one, pilot, passenger, mechanic, or
anyone helping someone getting in or

out of a “hot” seat or working on a
“hot” seat, to know, understand, and
comply with all safety procedures in-
volving such seats. This includes the
proper maintenance procedures,
record keeping, safety features, and
how to properly operate the seat and
any related safety systems. Proper in-
struction in how to correctly strap into
any parachute that might be part of
the system is also important when fly-
ing in any aircraft with a “hot” and
properly armed ejection seat. Each
person riding in or working on an
ejection seat system should know
how to properly arm the seat and how
to properly “safety” the seat.

For more information about sur-
plus military ejection seats, for exam-
ple, those in the L-39, interested
readers can contact Aero Vodochody
at <www.aero.cz> or call the com-
pany in the Czech Republic at 420-2
8603 1111. Another source of infor-
mation about the L-39 is Czech Jet
Inc. at <www.L39.com> or by tele-
phone at (408) 394-4213. According
to the Czech Jet’s Internet website,
“Czech Jet Inc. is a leading U.S.
source for L-39 information, training,
support, restoration, operation, ejec-
tion seats maintenance, and service
of the Aero Vodochody L-39 aircraft.”
Readers may also contact the EAA
Warbirds of America online at
<www.warbirds-eaa.org> or by tele-
phone at (920) 426-4800 for informa-
tion about surplus military aircraft.

Failure to know and follow the air-
craft manufacturer’s recommended
safety procedures could result in seri-
ous injury or death.
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FAA Releases Runway Incursion
Risk Categories

s part of an ongoing effort
to increase runway safety
and target safety re-
sources, the Federal Avia-
tion Administration (FAA) has estab-
lished four risk categories to capture
the severity of runway incursions and
explained them in a new report.

“Reducing runway incursions is
one of our highest priorities,” said FAA
Administrator Jane F. Garvey. “For the
first time we have classified incursions
by risk. This allows us to target re-
sources and solutions to help turn the
tide on runway incursions.”

The report, FAA Runway Safety
Report - Runway Incursion Severity
Trends at Towered Airports in the
United States, analyzed the 1,369 run-
way incursions reported from 1997
through 2000 and showed that 81
percent of the incursions fell into the
two lowest risk categories. It also
found that the number of high-risk in-
cursions leveled off during the four-
year period, but total incursions rose
as the number of less severe incidents
increased.

Between 1997 and 2000, there
were 266 million takeoffs and landings
at U.S. towered airports. The 1,369
incursions that occurred during that
period were distributed among 297 of
the 459 airports that have control tow-
ers. The remaining 152 airports had
no incursions. A team of aviation ex-
perts reconstructed, analyzed, and
placed each incursion into four cate-
gories of increasing risk:

« Category D incursions represent

little or no risk of collision, but
meet the definition of a runway
incursion.

e Category C incursions de-
creases separation, but has
plenty of time and distance to
avoid a potential collision.

e Category B incursions de-
creases separation further, and
a significant potential for colli-
sion exists.

e Category A incursions is the
most severe category with the
margin of safety so low that a
collision is barely avoided be-
cause extreme action is taken.

Over the four years, seven percent
of the incidents fell into the most seri-
ous category, another 12 percent
were potentially serious, 35 percent al-
lowed time to avoid a collision, and
the remaining 46 percent represented
little or no risk. In doing the analysis,
team members from diverse aviation
backgrounds considered variables
such as aircraft types, human per-
formance, airport characteristics, and
environmental factors. These vari-
ables will now be used to classify fu-
ture runway incursions. Also, im-
proved runway incursion data
collection and reporting practices will
focus on why the incursion took place,
so the aviation community can find the
right solution for the problem.

The report also concluded that:

e Based on their proportion of
total takeoffs and landings, no

single aircraft operation type
(commercial, general aviation,
military) accounts for a signifi-
cantly greater proportion of run-
way incursions.

« Airport volume alone is not a re-
liable indicator of runway incur-
sion trends, but the 32 busiest
airports accounted for 37 per-
cent of the high-risk (category A
and B) incursions.

e The most common type of in-
cursion involved two general avi-
ation aircraft and fell into the two
lower-risk categories.

» Taking steps to reduce category
C and D incursions also may
prevent higher-risk incursions.

e Because the cause of runway
incursions may involve a mix of
aircraft types, airport layout and
procedures, a measure of air-
port complexity should be de-
veloped to better identify what
causes incursions.

Working with members of the avi-
ation community, the FAA has installed
new runway safety technology; has
stepped up training, education, and
awareness; and has improved airport
markings and lighting to help reduce
incursions at airports around the
country. The new data will help the
agency focus runway safety resources
in areas where they are most needed.

For those interested in reading the
report, it can be found at
<www.faa.gov/runwaysafety>, click on
“Current Events” and scroll down to
“FAA Runway Safety Report.”

- Bema, —




e 10-MILE RADIUS

| am writing about the article in the
Jan/Feb 2001 edition of FAA Aviation
News, pages 25/26. There is a dis-
cussion about the NDB 35 approach
at Holyoke, Co., but the approach
plate depicted is for the VOR ap-
proach at Clarion, Pa. Did | miss
something?

Also, | could have been confused
by the references to “remain within 10
miles.” It seems that some pilots think
the 10 NM ring is a “limit.” | believe it
is not. The requirement to remain
within 10 is made in the profile view
with the wording: “Remain within x
miles;” or with the statement, “one
minute holding pattern.” (the one
minute of flight, limiting the distance
flown.)

Please clarify.

Skip Lacey
Via email

The Clarion County approach
plate was just used to illustrate a 10
NM circle.

You are correct about the 10 NM
radius ring or distance circle not being
a limitation unless the chart states it is
a limitation. The ring or circle shows
scale. The new (2001) FAA Instru-
ment Flying Handbook, FAA-H-8083-
15, states in part the following, “The
majority of NACO charts contain a ref-
erence or distance circle with a 10 NM
radius. Normally, approach features
within the plan view are shown to
scale; however, only the data within
the reference circle is always drawn to
scale. The circle is centered on an
approach fix and has a radius of 10
NM, unless otherwise indicated.
When a route segment, outside of the
circle, is drawn to
scale, the symbol
interrupts the seg-
ment.”

“Dashed circles,
or concentric rings
around the distance
circle, are used when

the information necessary to the pro-
cedure will not fit to scale within the
limits of the plan view. They serve as a
means to systematically arrange this
information in its relative position out-
side and beyond the reference circle.
These concentric rings are labeled en
route facilities and feeder facilities.”
Regarding your comment about
the reference to “remain within 10
NM,” we cannot emphasis enough the
importance of complying with that or
any other guidance published for a
given approach procedure. Your flight
safety depends upon complying with
such guidance. Each procedure pro-
vides certain terrain clearances de-

provided in the primary area. In the
secondary area, 500 feet of obstacle
clearance shall be provided at the
inner edge, tapering uniformly to zero
feet at the outer edge.”

Although there are some other cri-
teria mentioned, this statement gives
you an idea of what protection you
have in the published procedure and
what protection you don’t have when
you exceed the published procedure.

The new FAA Instrument Flying
Handbook gives a very good explana-
tion using color to highlight the impor-
tant elements of an approach chart in-
cluding discussing all of the elements
on the plan view.
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NEW CONVECTIVE
DATA SERVICE

If you have not visited the Aviation
Digital Data Service (ADDS) Internet
site recently, you may not know about
the latest service provided by the FAA
and the National Weather Service
(NWS). For those not familiar with
ADDS, the FAA funds and directs
ADDS and the experimental weather
products that it displays. These prod-
ucts have not been developed by and
are not endorsed by the NWS.

The latest project is displaying the
current convective and extrapolated
significant convection activities. As
noted in the planned Aeronautical In-
formation Manual (AIM) change that
FAA Aviation News reviewed, the new
National Convective Weather Forecast
(NCWEF) is a supplement to, but not a
substitute for, the information con-
tained in Convective SIGMET. How-
ever, as the change notice explained,
“convection, particularly significant
convection, is typically associated with
thunderstorm activity.”

The NCWEF is updated every five
minutes using data from the Next
Generation Weather Radar (NEXRAD)
and cloud-to-ground lightning data.

Designed to show high-resolution
convective forecast data in a small vol-
ume of airspace, the output will show
location, speed, and direction of mo-
ment of certain types of convective
activity.

The system does have limitations
that pilots need to remember. For ex-
ample according to the AIM change,
“NCWEF extrapolation forecasts are
more accurate when predicting the lo-
cation and size of well organized, un-
changing convective storms moving at
uniform speeds. The NCWF does not
work well with sporadic, explosive
cells that develop and dissipate in
minutes.”

The change said, “In displaying
forecast cell locations, the NCWF
does not distinguish among level 3
through level 6 of the NCWF hazard
scale.” Nor does NCWF detect or
forecast:
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(a) some embedded convection.

(b) Low-topped convection con-
taining little or no cloud to ground
lightning (such as may occur in cool
air masses).

(c) Rapidly evolving convection.

“The NCWF cannot provide infor-
mation on specific storm hazards such
as hail, high winds, or tornadoes.”

As the proposed AIM change
said, “the NCWF is most accurate for
long-lived mature multi-storm systems
such as organized line storms. NCWF
does not forecast initiation, growth, or
decay of thunderstorms. Therefore,
NCWF tends to under-warn on new
and growing storms and over-warn on
dying storms. Forecast positions of
small, isolated, or weaker thunder-
storms are not displayed.”

The NCWF also is only available in
the 48 contiguous states.

With all of its limitations, the
NCWF promises to provide pilots a
new and dynamic visual way to help
plan their flights. You can check out
both the NCWF and the many other
features of the ADDS web site at
<http://adds.awc-kc.noaa.gov>.

INFORMATION ON AIRPORT
DELAYS AVAILABLE ON CNN

Immediate information on airport
delays began airing on June 5 as a
“ticker” on the bottom of screens on
CNN Airport Network. In an effort to
provide timely airport delay status in-
formation to travelers, House Avia-
tion Subcommittee Chairman John
Mica (R-FL), Federal Aviation Admin-
istrator Jane F. Garvey, the CNN
News Group Chairman and CEO
Tom Johnson, and American Associ-
ation of Airport Executives (AAAE)
President Charles Barclay jointly an-
nounced this timely new information
service for passengers.

The airport delay information
comes directly from the Federal Avia-
tion Administration’s (FAA) Air Traffic
Control System Command Center

web site, <www.fly.faa.gov>, which
provides real-time airport status infor-
mation. Passengers should continue
to check with their airline for specific
flight information. The new CNN serv-
ice will provide a ticker that will read:
“FAA airport delay advisory” and
“Check with your airline for details.” It
will then scroll the city/airport name,
the airport’s abbreviation code and the
delay time. If there are no delays
greater than 60 minutes, the ticker will
not appear.

“l am pleased that CNN and the
FAA cooperated to create a service to
keep airline passengers updated
about delays. This is a great example
of how the government can work with
industry to make the traveler’s experi-
ence a better one. Information about
delays is critical to traveling passen-
gers and this will be a great assistance
in helping passengers plan their
travel,” said Chairman Mica.

“Chairman Mica and Secretary of
Transportation Mineta must be ap-
plauded for their leadership on this
project,” said Garvey. “As a result of
this joint effort, millions of travelers will
have access to information from the
FAA’'s Command Center. We are
committed to providing travelers with
the most current information so they
may make informed decisions.”

“CNN is pleased to be playing
such an important role in getting valu-
able airport delay information from the
Federal Aviation Administration directly
to the traveler,” said Johnson.

“A lack of information only com-
pounds the frustration passengers ex-
perience when they are stuck at the
airport because of a delayed or can-
celled flight,” said Barclay. “Thanks to
the leadership of Chairman Mica and
Administrator Garvey, and to the co-
operation of CNN Airport Network,
this summer millions of passengers
will have access to additional, real-
time information about the aviation
system’s status.”

The list of major airports and their
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abbreviation codes on the ticker will
include: Atlanta (ATL), Baltimore (BWI),
Boston (BOS), Charlotte (CLT),
Chicago (ORD), Cincinnati (CVG),
Cleveland (CLE), Dallas/Fort Worth
(DFW), Denver (DEN), Detroit (DTW),
Houston (IAH), LaGuardia (LGA), Las
Vegas (LAS), Los Angeles (LAX), Miami
(MIA), Minneapolis (MSP), Newark
(EWR), New York (JFK), Orlando
(MCO), Philadelphia (PHL), Phoenix
(PHX), Pittsburgh (PIT), Reagan Na-
tional (DCA), Salt Lake City (SLC), San
Francisco (SFO), Seattle (SEA), St.
Louis (STL), and Washington Dulles
(IAD).

CNN Airport Network is the only
live, satellite-delivered television serv-
ice that provides up-to-the-minute
news and information to the traveling
public. Launched in 1992, the service
is now offered in 35 of the nation’s
busiest airports, covering more than
1,600 gates and other viewing areas.

FAA APPROVES AIRPORT
MOVEMENT AREA SAFETY
SYSTEM

After extensive testing, the Federal
Aviation Administration (FAA) an-
nounced that it would begin using an
alert warning system at the country’s
34 busiest airports to help prevent
runway accidents. Already in use at
San Francisco and Detroit, the Airport
Movement Area Safety System
(AMASS) provides air traffic controllers
with visual and aural alerts of potential
runway accidents caused by runway
incursions.

“This new tool provides passen-
gers an extra margin of safety on the
runway,” said Administrator Jane F.
Garvey. “While technology like
AMASS is crucial, the FAA believes
that heightening and maintaining the
awareness of pilots, controllers, and
airport vehicle operators through edu-
cation is the best way to improve run-
way safety.”

The AMASS is an enhancement to
the Airport Surface Detection Equip-
ment Model 3 (ASDE-3) radar. The
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system works by processing surveil-
lance data from the ASDE-3, the air-
port surveillance radar, and the termi-
nal automation system. It then
determines conflicts based on the po-
sition, velocity, and acceleration of air-
borne arrival aircraft with ground-
based aircraft and vehicles. Currently,
33 major airports have commissioned
the ASDE-3, which enables controllers
to observe airport surface movements,
particularly at night and when visual
observation is impaired by bad
weather.

Maintenance and oversight of the
AMASS was transferred from Wash-
ington headquarters to FAA facilities in
San Francisco and Detroit in June.
The remaining 32 airports are sched-
uled to have the system in operation
by the end of 2002. Developing
AMASS into a useful, reliable warning
system to meet user requirements has
been an extremely complex technical
challenge. The AMASS is comprised
of two subsystems, one built by
Northrop Grumman Systems Corp.
Norden Systems, and the other built
by Dimensions International, Inc.

In its continuing effort to improve
runway safety, the FAA is working
closely with the aviation community to
promote and support increased edu-
cation, training, and awareness for pi-
lots, controllers, airport personnel, and
vehicle operators.

NOTICE OF UPCOMING NTSB
GENERAL AVIATION FINAL
ACCIDENT REPORTS NOW
AVAILABLE

According to a National Trans-
portation Safety Board (NTSB) media
release, the NTSB has added a new
feature to its web site that gives notice
of pending releases of probable cause
briefs of general aviation accidents.
The new feature debuted the week of
June 20.

Under the new procedure, the
Board will list accidents on its web site

for which final reports are nearing
completion and indicate the week of
their anticipated release. The acci-
dents will be listed by accident num-
ber, date, location, and aircraft regis-
tration number. For example, the
initial list contains 103 general aviation
accidents and states that the final re-
ports are expected to be available the
week of July 2.

“Although the Safety Board has
been publishing final accident reports
on its web site for several years, we
realize that it has sometimes been dif-
ficult for interested persons to know
when a particular report would ap-
pear,” NTSB Acting Chairman Carol
Carmody said in announcing the new
procedure. “Now, affected family
members, news media representa-
tives, and the general public will be
better able to prepare for the release
of final accident reports.”

The NTSB issues almost 2,000
aviation accident and incident reports
a year. They are published on the
Board’s web site, <http://
www.ntsb.gov>. The list of accidents
for which probable cause briefs are
pending can be found at
<http://www.ntsb.gov/aviation/pc_re-
lease.htm>.

NATA DEBUTS AIRPORT
COMMUNITY RELATIONS
TOOLKIT

The National Air Transportation
Association (NATA) has released its
Airport Community Relations Toolkit.
The Toolkit is the next major step in
the American Aviation Access Initiative
(AAAI), a NATA program designed to
improve turbine-powered aircraft ac-
cess to general aviation airports
throughout the United States.

“This Toolkit goes beyond identify-
ing the economic benefits an airport
represents and emphasizes the quality
of life aspects of a community airport,”
said NATA immediate past chair Linda
Barker. “Although the economic ben-
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efits are certainly important, it is by
stressing the improved quality of life—
medical access, public safety access,
business access—that community
residents may appreciate the real ben-
efits of their airport.”

The Toolkit is a comprehensive
workbook designed to assist aviation
businesses in establishing and main-
taining good airport community rela-
tions. It comprises five sections: De-
veloping a Community Relations
Program, Implementing Community
Outreach Elements, Communicating
Effectively and Resolving Conflicts,
Pulling It All Together-Strategies for
Action, and Additional Resources.
Each section includes detailed steps
on building trust and establishing a
good rapport with community groups
and leaders, the FAA, public officials
and the media.

“The Airport Community Relations
Toolkit serves two additional pur-
poses,” concluded Barker. “First,
we’ve identified solutions that will elim-
inate or reduce residents’ concerns
about an airport. Second, in evaluat-
ing concerns we’ve explored mecha-
nisms that might be most effective in
reaching out to a community to ad-
dress specific issues.”

The Toolkit is priced at $30.00
and may be ordered from NATA by
contacting Kathy Bailey-Sumlin at
800/808-6282.

NEW TAXI ADVISORY
CIRCULARS PUBLISHED

Two new FAA advisory circulars
(AC) have been published. One is for
taxi operations for general aviation pi-
lots, and the other one is designed for
air carrier pilots. AC 91-73, Part 91
Pilot and Flightcrew Procedures Dur-
ing Taxi Operations and Part 135 Sin-
gle-Pilot Operations, is designed for
general aviation operations. AC 120-
74, Part 121, 125, and 135 Flightcrew
Procedures During Taxi Operations, is
the air carrier version.

Both AC’s provide guidelines for
the development and implementation
of standard operating procedures for
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conducting safe aircraft operations
during taxiing. Topics include safe
practices, runway incursion issues,
importance of situational awareness,
and special procedures required dur-
ing low visibility conditions.

Both are available on the FAA's In-
ternet website at <www.faa.gov/
avr/afs/acs/ac-idx.htm>.

AD'S NOW ON THE INTERNET

Aircraft Certification and Flight

Standards Services have announced
that all current Airworthiness Directives
(AD) from the 1940’s to present are
now available in electronic format for
full text searching on the Internet.
They are in the Regulatory and Guid-
ance Library (RGL).

The direct address for the RGL
is <www.airweb. faa.gov/rgl>. It is
also on the FAA’'s home page. You
can find it by clicking on “FAA Orga-
nizations” and then “Aircraft Certifi-
cation Service.”

<www.faa.gov/fsdo/tpa>.
2001 SCHEDULE
9/5 Pilot, Teach Thyself
9/19 Making a Clean Brake
10/4 Hypoxia: Air Apparent
10/11 NO FORUM
10/18 Cross-country Flight

10/25 Aircraft Flight Manual

11/8 Holiday Flying

11/29 Auviation Trivia Contest

12/13 NO FORUM

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 start-
ing 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

9/12 (Pilot’s) Attitude Determines Altitude

9/26 Pilot Proficiency Award (WINGS) Program

11/15 Vision: The Eyes Have It
11/22 NO FORUM - THANKSGIVING
12/6 Maximum Performance Takeoff

12/20 Vital Signs: Engine Instruments
12/27 What Are Your Top Safety Concerns for 20017
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Nature of the Beast

The October 2000 Editor’s Runway got more reaction than any other editorial since we’ve being doing
them in FAA Aviation News. That was where | recounted ditching work back in 1976 to see the Concorde
land for the first time at Dulles International Airport in Northern Virginia. | lamented the horrible accident that
had occurred months before and, while acknowledging the tragic loss of life, hoped that the Concorde would
fly again. After its publication | got calls and e-mails, people stopping by the office, to comment that | had
put their feelings into words. Such is the mission of commentary.

Almost a year after its first fatal accident, a Concorde in British Airways colors made a four-hour test flight
over the North Atlantic. With redesigned wiring, puncture-proof tires, and Kevlar-lined fuel tanks, Concorde
passed the first test flight since the accident. The hopes are for a return to service later this year.

The problem-solving that went into the problem of tire fragments puncturing fuel tanks serves as an ex-
ample of the nature of aviation. Since the first hot-air balloon rose in 1783, pilots, designers, builders of air-
craft have tweeked and tuned and adjusted. In the “old” days, you had to build the redesign to see if it would
fly or if the problem had been taken care of—classic trial and error. Today, a lot of the problem-solving can be
done and tested on computers before the test flight has to occur, and the outcome is a great deal more pre-
dictable than the trial and error method and a lot less costly.

People in aviation seek to solve problems. | believe that it is in the nature of the beast, that we do this
thing that not many others do and that we don’t take it for granted. When a problem occurs, there is a ripple
effect, then a reverse wave when we all put our minds to that problem. Human beings first flew because they
wouldn’t take no for an answer, and “can’t be done” wasn’t part of their vocabulary. In aviation, it seems,
there is always a new frontier to be explored, no problem too difficult to address. Even when an accident re-
veals a problem to be ameliorated, to paraphrase Nike, we just do it. To do less is to demean the human
tragedy involved. The key is that we put our collective aviation minds to the problem and are not satisfied
until it’s solved.

But an accident doesn’t always have to be the impetus. Like the reason for climbing a mountain (it’s
there), sometimes we open our aviation minds simply because we can. Airbus has designed and already has
commitments for the purchase of the world’s largest passenger airplane. Boeing has unveiled the design for
a hypersonic aircraft. The multiple-force fighter aircraft is already in the air—a truly remarkable accomplish-
ment considering each of the U.S. armed forces had different needs which were combined into a single air-
craft, including vertical takeoff and landing capability.

This human ability to solve problems, to think about what might be is why we no longer squat in caves
and why, someday, we will have aircraft that skirt space; we will have spacecraft that flirt with faster-than-light
propulsion. And aviation can take credit for it. From the first human who looked at a bird and wondered to
the myth of Icarus to the drawings of daVinci to Montgolfier and Lillenthal and the Wrights to Yeager and
Cochrane to Collins (Michael and Eileen) to the Skunk Works and the Jet Propulsion Laboratory, an infinite
line of aeronautical genius stretches forward into an unknown but promising future that has its origins in what
we call aviation.

| think; therefore, | fly.

Next issue will be a special ballooning one to coincide with the Albuquerque Balloon Fest and a poem in
this space. I'll apologize now: Poetry, as you’ll see, is not my forte.

‘Til next time.
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