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This article was written pre-
9/11/01, so it was put aside
until thing got back to “normal.”
Now that the holiday season is
upon us again, people are
thinking of family gatherings,
and of course, the pet is part of
the family.

O
kay, so this is not your typical
aviation safety issue, but it’s a
topic which has engendered a
great deal of interest periodi-

cally.  Everyone recalls the incident
where an airline captain diverted to
land his aircraft because he had re-
ceived company information that a
passenger’s personal pet had been
placed in the wrong (unheated) cargo
compartment.  The dog-loving captain
then allowed the shivering, but other-
wise unharmed, dog to stay with his
master in the aircraft’s cabin.  And
there are the horror stories which did
not have happy endings—pets who
died in transit because of mishandling.
These incidents garnered so much at-
tention that the U.S. Congress has de-
bated passing legislation concerning
the safety of pets aboard airline flights.
(I’m not saying a word!)

Actually, there is no FAA regulation
which applies.  The individual airlines
decide how they are going to handle
pets, and that’s basically they’re either
carry-on baggage (if small enough and
in an appropriate pet carrier) or cargo
carried in the hold.  As a frequent trav-
eler, I’ve seen the number of people
traveling with family pets increase over
the past few years, including one trip
where I had to call a gate agent’s at-
tention to a large, moving shoulder
bag carried by a woman on her way to
Florida.  The shoulder bag held her

cat, whom she’d sedated before leav-
ing home, but because the flight was
delayed, the sedation was wearing off.
That was one upset cat, so you can
imagine what could have happened if
it had gotten loose inside the cabin
after takeoff.  After the gate agent se-
cured a loaner pet carrier that f it
under the seat and the indignant
woman proceeded to her seat assign-
ment, he and I looked at each other a
moment and voiced the question si-
multaneously, “How did THIS get past
the security screening?”  Turns out
the cat was still asleep then and, so,
apparently was the screener for not
noticing.

An airline pilot friend of mine re-
counts an incident where a passenger
in the first class section of a 747 re-
fused the flight attendant’s instructions
to put her miniature poodle back in
the pet carrier.  (This airline, as with
most, has the requirement that pets
remain in the carrier at all times.)  After
repeated entreaties, a call was placed
to the cockpit, and, since my friend
was a brand new flight engineer, she
got the duty to go back and discuss
the issue with the passenger.  This
seemed to be going no where as well,
with my friend insisting, the passenger
refusing, and the little dog generally
making a nuisance of itself in the first
class cabin.  Finally, my friend, who is
a former L.A. County Deputy Sheriff as
well, picked up the pooch, pointed to
the catering elevator, and banked on
the passenger not knowing what it
was for.

“That,” she told the passenger, “is
the trash chute which leads to the out-
side of the aircraft.  Either the dog
goes in the carrier or down the chute.
You decide.”

“You can’t do that!” the passenger
insisted, at which point the other pas-
sengers chimed in and alleged that
she could.

The passenger replaced the dog
in the carrier, took my friend’s name,
which she happily gave, and threat-
ened to write a letter to the airline.
Apparently, she never did because
nothing more was heard about the
incident.

Much like “air rage” this was a po-
tential safety problem, not to mention
a huge potential liability for the airline if
an animal loose in the cabin forces the
cockpit crew to become distracted
during a critical phase of flight or if the
animal bites a crewmember or another
passenger.  Even the soft-hearted air-
line captain who diverted to save a
dog’s life might not have been hailed a
hero, as he was, had something oc-
curred during the diversion and
caused an accident.

Another aspect of traveling with
your pet, particularly overseas, can be
health department restrictions.  Some
countries require significant periods of
quarantine before releasing a pet, so
accompanying you for a two-week va-
cation to England, say, might require a
six-month quarantine.  And this is a
situation where ignorance of local reg-
ulations won’t fly:  The pet will be con-
fiscated and quarantined.  There have
also been incidents where quarantined
pets were mistakenly euthanized.

So, if the FAA has no regulations
or suggestions on how to travel has-
sle-free with a pet, who does?

Would you believe, the U.S. De-
partment of Agriculture?  Specifically,
the Animal and Plant Health Inspection
Service (APHIS), which enforces the
Animal Welfare Act (AWA).  APHIS
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sets the regulations for shipping ani-
mals, and their concern is that ship-
pers and handlers deal with these ani-
mals humanely.  APHIS has prepared
some tips to assist people who wish
to travel with their pets, and we’ll sum-
marize them here then tell you where
you can obtain further information.

Getting Ready for 
Air Transportation

APHIS suggests you have a vet
examine your pet before an airline trip
to ensure that i ts health is good
enough for the flight.  Some airlines
and state health officials may actually
require a health certificate from a vet-
erinarian before allowing the animal to
be shipped by air.  The vet’s examina-
tion and issuance of such a certificate
should occur within 10 days before
the trip.

If your pet is due to have any vac-
cinations or boosters or other treat-
ments, get them done before the trip.
Tranquilizers should only be used if a
vet prescribes them and use only the
prescribed dosage.

It will be a good idea, then, to
check with the airline you plan to use
well before your trip to see what re-
quirements they have for shipping
pets by air.  Some require you to bring
your own carrier, but some will only
allow you to use one that they provide.

Trips Outside the U.S.

As mentioned above, overseas
destinations may have quarantine re-
quirements for even domesticated
pets, but don’t assume that because
you’re going to a U.S. destination that
quarantine may not apply.  Because
its agricultural products are very sensi-
tive to any type of parasite, Hawaii has
some very restrictive quarantine and
health requirements for pets.  Your
State Veterinarian’s office should be
able to assist in spelling out these re-
quirements for Hawaii.  For foreign
countries, you should contact either
their embassy or a local consulate for
their regulations and requirements and
at least four weeks in advance of your
trip.

Again, checking with the airline
concerning an international flight and
your pet is a good idea.  There might
be some additional requirements for
an international trip, such as additional
ventilation, labeling, and a shipper’s
certification.

Some Travel Isn’t 
for the Birds

Some birds, particularly U.S.-ori-
gin birds, are exempted from USDA or
foreign quarantine requirements for
imported birds.  The emphasis is
“U.S.-origin.”  Unless your bird comes
with papers much like an AKC dog, it
might be impossible to know if your
bird is imported or U.S. origin.  To be
safe you should contact the USDA
and the U.S. Fish and Wildlife Service
for the appropriate requirements.  That
way, you may not be a candidate for
violating the Convention on Interna-
tional Trade in Endangered Species.
The health certificate required for
some birds can’t be from any veteri-
narian but from a USDA-APHIS veteri-
narian, and a user fee is charged for
this.

Airline Procedures

No airline can guarantee it will ac-
cept an animal its personnel has not
seen.  This is why it’s important to ob-
tain the airline requirements well be-
fore you show up for the flight.  An air-
line may refuse to accept an animal if
it appears to be in bad health, if its
carrier is not marked appropriately, or
if the kennel is not the proper size.
This is a liability issue for them.  If your
pet dies because you crammed it into
a kennel too small for it, the airline
doesn’t want to be held responsible
for your bad planning.  If a pet be-
comes frightened or enraged by its
confinement or because of its poor
health and injures an airline employee,
again, the airline wants to put the re-
sponsibility in the proper place.  USDA
allows airlines to have the final say on
whether or not it will accept an animal
for shipment.

When an airline transports animals
in the cargo hold, the pilots are ad-

vised and detai led manifests are
kept—which is how the captain men-
tioned earlier learned of the incorrect
loading of the dog in an unheated
compartment.  Some airlines will allow
you to “check” your animal at the
ticket counter, some require you to
check them at the gate, and others
still require you to take them to the
cargo area.  Again, finding this out
ahead of time will alleviate some pres-
sure at the airport.  Airlines must also
adhere to USDA-APHIS guidelines for
holding areas (temperature, lighting,
etc.) for animals before and after the
flight.

Interestingly enough, the provi-
sions of the AWA apply only to ani-
mals shipped as cargo and not to ani-
mals carried on board in the cabin.
However, it is still best to consult with
the airl ine even before bringing a
carry-on pet aboard.

Again, airlines don’t have to carry
animals if they so desire, and, even if
they do, they can refuse to carry them
for any reason.

Pet Travel Requirements

APHIS has some requirements for
people who want to travel with their
pets which should make the experi-
ence less traumatic for all involved.

• Age.  Dogs and cats at least
eight weeks old and weaned.

• Kennels.  Meet minimum stan-
dards for size, strength, sanita-
tion, and ventilation.

•Size and Strength.  Enclosed but
allowing enough room for the an-
imal to sit, stand, and lie in a nat-
ural position.  Easy to open,
strong enough to withstand the
normal rigors of transportation,
and free of objects which could
injure the animal.

• Sanitation.  Must have a solid,
leakproof floor covered with litter
or an absorbent lining.  Venti-
lated subfloors are allowed as
long as the floor beneath them
are solid.  Materials like peg-
board are not allowed as kennel
floors.

• Ventilation.  Must be well-venti-
lated with openings that make
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up at least 14% of the total wall
space of the kennel.  One-third
of those openings must be in
the top half of the kennel.  The
kennel must have rims with at
least a three-quarter inch clear-
ance to keep other cargo from
blocking ventilation openings.

• Grips or Markings.  Kennel grips
must be positioned so that a
cargo loader doesn’t have to put
his or her fingers inside the ken-
nel to lift or move it.  Kennel
must be marked either “live ani-
mals” or “wild animals” as ap-
propriate and have directional
arrows to indicate the proper
positioning of the kennel, i.e.,
which way is up.  That lettering
must be at least an inch high.

• Animals per Kennel.  Separate
kennels for each species car-
r ied, unless you’re carrying
compatible cats and dogs of a
similar size.  Otherwise, two
puppies or kittens under six
months old or under 20 pounds
each per kennel—again of a
similar size.  (If you’re interested,
you can put up to 15 guinea
pigs or rabbits per kennel or 50
hamsters!)  Individual airline re-
quirements may be more restric-
tive than these, so check first.

Feeding and Watering

If the trip extends up to and be-
yond 24 hours, you must include in-
structions on feeding and watering
your animal, and those instructions
must be on the kennel.  You might
want to attach such instructions on
the kennel anyway in case your flight
is delayed, or you miss a connection
and your pet travels on without you.
You’ll have to document that you of-
fered the animal food and water
within four hours before the flight.  If
the animal did feed and drink, then
you have to include the time in that
documentation.

One solution is to put food and
watering implements in the kennel it-
self so that the animal can sate itself
when needed.  If you opt to do this,
these dishes or implements must be

securely attached to the kennel and
accessible to airline personnel without
their having to open the kennel.  If kit-
tens or puppies are eight to 16 weeks
old, they need to be fed and watered
every 12 hours.  Adult animals have to
be fed every 24 hours and watered
every 12 hours.

Other Helpful Hints

• At the ticket counter, gate, or
cargo facility is not the place to
find out that the animal refuses
to enter the nice, appropriately
sized and equipped kennel
you’ve just purchased.  Domes-
ticated animals can be finicky,
and I have not-so-fond memo-
ries of loading horses for their
first ride in a trailer.  Well before
your trip, get the animal accus-
tomed to the kennel for increas-
ingly longer intervals until you
work up to the length of the
flight.  Some animals like show
dogs and cats are accustomed
to portable kennels almost from
birth, and they are good travel-
ers, but if this is Spot’s or Kitty’s
first exposure to a kennel, you’ll
need to acclimate the animal.
Helpful in this acclimation is
leaving the kennel open in your
house with a favorite toy inside.

• When you make your trip reser-
vations advise the airline right
then that you’ll have an animal
with you.  Some airlines claim it
is unsafe to transport animals in
hot weather, so they have a
summer pet embargo.  It’s best
to know ahead of time, if Fido
can come with you.  

• Call 24 to 48 hours before the
fl ight to confirm your air l ine
reservation has the animal nota-
tion.  Such notations do get lost.
Even then, mentally prepare
yourself that your animal may
not arrive on the same flight as
you do, depending upon cargo
space.

• Have plenty of time to spare at
the airport, whether you’re
checking the animal as cargo or
carrying it on board.  Last

minute accommodation of an
animal can strain everyone’s
nerves, including the animal’s.
Again, check with the airline
first, particularly if you have to
check the animal at the cargo
terminal.  Find out how long be-
fore your flight you should arrive,
and the earlier the better.

• Use direct flights whenever you
can to avoid accidental transfers
or delays in meeting up with
your pet at the end of the flight.

• Whenever possible, travel on
the same fl ight as your pet.
Again, the airline may make the
decision to ship your animal on
a different flight arriving before
or after yours—unfortunately,
they may not tell you that until
you arrive.

• Boxers and bulldogs with their
pug noses and restr icted
breathing passages are more
susceptible to breathing prob-
lems during transport.

• Early morning or late evening
flights are best in the summer,
and holidays are not the great-
est time to travel with a pet.

• Bring a leash so you can walk
your pet before it’s checked and
after arrival.  Keep the leash
with you.  If you put it in the
kennel i t  could get lost or
chewed up because Fido’s not
happy to be where you’ve put
him.  If you’ve carried the pet
into the cabin as carry-on, at no
time take the pet out of the ken-
nel.  The airline likely prohibits it,
and think about your fellow pas-
sengers.  For the same cour-
tesy, nor should you take your
pet out inside the terminal.

• Your pet should have a sturdy
collar and at least two identifica-
tion tags with your permanent
address and telephone number
plus an address and phone
number where you can be
reached while traveling.  Also
put this information on the exte-
rior of the kennel.

• As part of that pre-f l ight
checkup with a vet, have your
pet’s nails clipped.  This can
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help keep them from getting
snagged in the kennel or ventila-
tion openings.

• Carry a current photo of your
pet, which will help in a search if
the unfortunate happens.

• If you have a complaint about
how the airline treated your pet
in transport, make sure they
know about it, but also contact
USDA-APHIS.

• If your pet gets lost in transit,
immediately report it to airline
personnel.  This can be a very
emotional event, to be sure, but
keep your head about you and
realize that the airline personnel
are just as concerned as you
are—some of them have pets,
too.  I f  your pet has been
checked into cargo holds, the
automatic tracking system will
assist in locating it—you’ll get a
receipt similar to those for your
checked baggage, so hold onto
it.  If the animal is not located at
your point of arrival or if the air-
line’s tracking system cannot lo-
cate it, unfortunately, the rest is
up to you, i.e., contacting local
animal shelters and humane so-
cieties.  Also contact the APHIS
Animal Care regional office clos-
est to you, and always have a
complete description and pho-
tos of your pet available to help
other entities in their search.

Conclusion

Having been raised on a farm and
taught that we humans are ultimately
responsible for the care and feeding of
domesticated animals, I’m not so cer-
tain I would subject my pet, especially
an aged one or one in dubious health,
to lengthy travel, even in a car.  When
you’ve moving from one side of the
country to another, shipping a pet by
air may be your only choice.  Believe
me, I know kennels are expensive
when you’re gone on extended vaca-
tions, and you’ll want to impose on
neighbors only so much.

Of course, none of what we’ve
outlined here affects the carriage of
pets in your own aircraft, although un-

less the animal is thoroughly “aircraft-
broken,” you should consider placing
it in a kennel in the aircraft to avoid its
becoming a safety hazard in flight.
Remember as well to include kennel
and animal in weight and balance cal-
culations.

Also, Seeing Eye™ dogs or other
personal care animals require different
handling, and you’ll need to check
with the airlines to determine how
each one deals with this type of situa-
tion.  Remember, these are usually
working dogs and not pets, so differ-

ent requirements may apply.
Lastly, if you’re shipping a valuable

animal such as a show dog or cat
whose potential breeding fees repre-
sent a substantial loss of income if
something happens to the animal,
take out some insurance on the ani-
mal before the flight.

As with anything in aviation, the
carriage of your pet requires extra
at tent ion and care fu l  p lann ing.
Work with the airline, and everyone
should arrive safe and sound with
tails wagging.
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APHIS Contacts:
World Wide Web:
www.aphis.usda.gov/travel/pets.html

E-Mail:  ace@aphis.usda.gov

Telephone:  1-800-545-USDA (automated, requires a
touch-tone phone to make menu selections)

Mail:
Deputy Administrator
USDA-APHIS-Animal Care
4700 River Road, Unit 84
Riverdale, MD  20737-1234
(301) 734-7833

Regional Offices:
Eastern Region
USDA-APHIS-Animal Care
920 Main Campus Drive
Suite 200
Raleigh, NC  27606-5210
(919) 716-5532

Central Region
USDA-APHIS-Animal Care
P.O. Box 915004
Fort Worth, TX  76115-9104
(817) 885-6923

Western Region
USDA-APHIS-Animal Care
9580 Micron Ave., Suite J
Sacramento, CA  95827-2623
(916) 857-6205



I
f your neighbor walked up to you
and asked, “How’s your wiring?”
You might begin to wonder
about your neighbor’s sanity.

However, if your aircraft’s mechanic
asked the same question, you might
want to stop and answer the question.  

No, this writer has not lost his
mind—although some question if he
ever had one—but all joking aside, this
is an important safety issue for both
general aviation (GA) and air transport
category aircraft.  After reviewing com-
ments about two transport category
aircraft accidents, TWA Flight 800 on
July 17, 1996, and Swiss Air Flight
111 which crashed off Nova Scotia on
September 2, 1998, and then com-
pleting the FAA’s Aircraft Certification
Services online Aircraft Wiring Prac-
tices (Job Aid), this writer believes
owners of GA aircraft need to be
aware of the issues surrounding both
of these accidents and the potential
problems that have been identified as
a result of the accidents that are appli-
cable to general aviation aircraft.

The TWA aircraft broke up in flight
after an explosion believed caused by
the center wing fuel tank.  The aircraft
had just taken off from New York’s
JFK Airport en route to Europe.  The
electrical wiring in the fuel tank is be-
lieved to have been the ignition source
for the explosion.  In the case of the
Swiss Air flight, smoke in the cockpit
and fire damage in the overhead cock-
pit and overhead first class area is be-
lieved to have been caused by an
electrical fire.  

These accidents caused FAA to
take action involving both fuel tank de-
sign and the types of insulation used
in aircraft.

If you think these problems are
limited to aging transport category air-
craft, you need to remember the aver-
age age of the general aviation fleet is
approaching 30 years of age.  My own
aircraft that is being upgraded with
new wiring was made in 1953.  It is
old enough to be a baby boomer.  It
was time to replace the old wiring as it
was undergoing a major equipment

upgrade.  Some of the removed wiring
was original dating back to 1953.  The
question is how old is the wiring in
your aircraft?  

At your next annual inspection,
you might to ask your mechanic to
give you a report about your aircraft’s
wiring condition.  Although I happen to
like reading FAA Advisory Circular (AC)
43.13-1B, I realize not everyone has
read the book or wants to read the
manual.  For those who have never
seen a copy, the AC explains the
FAA’s recognized methods of working
on aircraft.  The value of the AC is it
provides the non-technical aircraft
owner the opportunity to review what
are acceptable aircraft maintenance
techniques.  

For those who have no interest in
reading a detailed maintenance tech-
nique manual, enter the 164 slide
PowerPoint™ presentation titled FAA
Aircraft Certification’s Aircraft Wiring
Practices (Job Aid) at <www.acad-
emy.jccbi.gov/airdl/wiringcourse>.
The job aid was designed for FAA en-
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gineers and aviation safety inspectors.  
According to the site, the job aid

covers applicable 14 Code of Federal
Regulations, policy, industry wiring prac-
tices, primary factors associated with
wire degradation, information on type
certificate/supplemental type certificate
data package requirements, wire selec-
tion and protection, splicing and termi-
nation practices, wiring maintenance
concepts, including how to perform a
wiring general visual inspection, and the
job aid includes numerous actual aircraft
wiring photos and examples.

Briefing notes are included to help
explain the slides.  The briefing notes

are designed to help someone give
the slide presentation to a group of
people.  They also help explain the
slides for those who may not be sub-
ject matter experts in wiring practices.  

I  think the job aid is a good
overview of FAA recognized wiring
practices that can benefit the typical
GA aircraft owner.  Since the slide
show contains examples of recog-
nized good and bad wiring practices,
they provide the non-technical aircraft
owner or pilot a means to recognize
potentially unsafe wiring in an aircraft.  

Are we trying to make a non-quali-
fied person an electrical expert in 164

slides?  No.  Can the 164 slides help a
non-expert identify a possible wiring
problem?  FAA Aviation News thinks so.

Looking at my own aircraft and
looking at similarly aged aircraft, the
tit le of one of my favorite movies
comes to mind, “The Good, The Bad,
and The Ugly.”  As various modifica-
tions have been made to many GA air-
craft over the years, I think it is safe to
say some of the work has been good;
some has been bad, and some is sim-
ply ugly.  I also think it is safe to say
the more complex the aircraft and its
systems and its electrical and elec-
tronic installation and components,
and the more complex its wiring; the
uglier the wiring situation may become
as the aircraft ages.  

If you doubt this observation,
when was the last time you looked be-
hind your instrument panel or behind
the bulkhead panels hiding your air-
craft’s wiring?  You might be surprised
at what you may find.  Does the wiring
meet the guidelines outlined in the
slide show?  

To avoid being surprised, you just
might want to review the Aircraft
Wiring Practices (Job Aid) and then in-
spect your aircraft.  Or you might want
to wait until your next annual inspec-
t ion or whenever your aircraft is
scheduled for maintenance and ask
your mechanic to review your aircraft’s
wiring with you.  After all, you will have
reviewed the recommended ways to
secure wiring through bulkheads, seen
the proper way to secure wiring in
clamps, read how to recognized hot
or burnt wiring, and reviewed the
proper way to check terminal blocks
and other FAA recommended safe
wiring practices.  You might even im-
press your mechanic with your new-
found knowledge.  Just remember
that a little knowledge can be danger-
ous.  So before you decide to rewire
your entire aircraft next weekend by
cutting and slicing your way through
its ugly wiring, you might want to ask
your mechanic for his or her advice
before you start.  However, a wiring
upgrade may be something to add to
your next maintenance check.  

Have a good weekend.  By the
way—how is your wiring?    
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FAA Accident Investigation file photos
of faulty wiring on air carriers. Photo
below shows charred remains.



Y
our young primary student is
struggling with holding alti-
tude and heading. You won-
der if the pain of all those fa-

cial piercings is distracting him,
because he certainly doesn’t seem to
be listening to you. One moment he
exhibits a flash of natural talent, and
the next it’s as if he’s never flown be-
fore. How will he ever make it to the
airlines, like he claims he wants to?

Before you lose your cool, stop
and think for a moment.

In our business, working with the
public means dealing with many differ-
ent personality types. Advertising your
services as a CFI means you accept
the challenge of training any potential
student, including the Top Gun type,
the meek, and the stubborn.

We deal with complex individu-
als—a wide envelope of both dress
and personalities. As flight instructors,
we can be confronted with students
who act indifferent or casual in their
attempt to learn to fly, but perhaps
they are truly gifted once we get them
in the aircraft.

No matter how well we handle the
wide range of personalities, we occa-
sionally find ourselves confronted with
a difficult situation. The resulting clash
is sometimes the reason we lose a
good student. While we could guide
them to another flight instructor, we
should stop and consider why we
wanted to become a professional
flight instructor in the first place. As
such, our goal is to teach our students
the joys and rewards of learning to fly
by using a concerned and patient ap-
proach. That includes dealing with the
challenging students and watching
them progress without giving up.
Often, that takes work on our perform-

ance, too.
As flight instructors we’re paid to

provide quality training with a touch of
diplomacy and a dash of patience
when our difficult students need con-
stant coaxing. So how do we work
and train them without losing our
cool? It takes understanding and con-
centration—and it takes attention to
keeping our attitude under control.

To prevent an explosive event in
the cockpit with a student, never
show a loss of patience that causes
you to raise your voice in anger. A
sense of humor has saved me from
this bottomless pit many times. Most
situations can be made light of, with
the obvious exception of an in-flight
emergency.

When a student is screwing up
and there seems to be no end in sight
to his or her misery of endless mis-
takes, take a breather. Try another
task, just fly for fun, or dig into your
bag of tricks and come up with an-
other angle for teaching the skill. I re-
mind myself the student is not mess-
ing up on purpose, and that helps
diffuse my frustration. Students need
frequent reassurance that they are still
in the learning process and are going
to succeed. It just takes time and
practice. If you show anger in the
cockpit at your student’s lack of un-
derstanding or performance, you are
attacking the student personally. He or
she will avoid the next flight lesson—
and you—like the plague.

Even the best and most patient
flight instructor can come to the end
of his or her rope at times, and I con-
fess I’m not the most understanding
or patient husband or father. However,
when I climb into the cockpit to give
dual instruction, I work on the edges

of the patience envelope. I want to
have fun in this business while provid-
ing quality training. I know that getting
upset in the cockpit with a student
won’t cut it.

Before the days of the ANR (active
noise reduction) headsets and inter-
coms, a flight instructor might yell to
make a point. Those days are gone.
Today, we can’t use the excuse that
we have to speak loudly to be heard
above the engine and sl ipstream
noise. If we are yelling, we are proba-
bly losing our patience, especially in
the eyes of our students.

Nonetheless, a firm voice is still a
required tool of a CFI that is in com-
mand. Indecisiveness has killed many
pilots. Sometimes we need to speak
in a firm voice to let our left-seat
trainee know we mean business. We
should use this as a nudging tool with
the reluctant student when the situa-
tion demands immediate action.

Our personal skills with our stu-
dents are just as important as our fly-
ing skills—those are what make us
professional teachers. By keeping our
cool and controlling our voice, we are
more able to achieve our goals in the
cockpit, even with a frustrating stu-
dent. The next time you feel you are
being stretched to the limits of your
patience, tell your aspiring trainee that
the small airport at the three o’clock
position serves great coffee. A simu-
lated emergency landing setup to the
field might be in order. After all, your
student probably feels like taking a
break, too.

Tom Gilmore is a NAFI Master
CFI. This article is reprinted with per-
mission from the NAFI Mentor.
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S
tress is a normal part of
most folk’s lives.  Most of us
have felt stressed to the limit
at one t ime or another.

Stress can be good or bad depend-
ing on the situation.  Stress plays an
important part when it comes to sort-
ing out priorities.  A temporary loss of
the ability to think out things clearly
and completely can be caused by
stress.  My husband goes through a
stressful, yet thankfully temporary,
mental lapse every time he loses his
car keys.  He starts out calmly look-
ing for the keys, but, when he can’t
f ind them where he thought they
should be, he begins to run around
the house looking for them.  Stress
has taken over and panic is about to
commence. 

Now granted the lost key episode
is just an example of how most of us
act when things don’t go quite as
planned. We have all had stressful
moments in our lives.  Unless, that is,
you live in a closed environment with
no contact from the outside world.  In
the realm of flying, calmness usually
prevails.  Every so often, however,
chaos reigns supreme.  It is said that
flying is hours and hours of absolute
boredom interspersed by moments of
sheer panic. 

If you have ever piloted an aircraft

you can relate to the above.  If outside
stresses are at work when a problem
arises, it becomes difficult to sort out
the correct solution.  Reason and logic
are necessary for a successful out-
come in any situation. 

A while ago a pilot had decided to
take a trip that required flying over
some relatively high mountains.  He
was flying his twin-engine airplane and
so was familiar with the aircraft and
the related systems.  A short period of
time had passed since takeoff and the
pilot was over a series of hills that
were at the base of the mountains.
He had had a restless night with little
or no sleep.  

The flight that day was one of
many that he had taken for his busi-
ness.  He felt that he had to go even
though he was stressed because of
his commitment at the destination.
The stress he was feeling was magni-
fied by his lack of sleep.  He had his
wife on the flight, which also added to
the stress level.  He wanted the flight
to be perfect for her sake.  Encounter-
ing weather, he hesitated to turn back
because of his commitments.  

The plane entered a limited visi-
bility situation and impacted the top
of  a  mounta in  a long the route .
St ress beyond be l ie f  became a
panic attack for the pilot.  His wife

was injured and he had to find help.
He left her alone and went to find a
road and somebody to help her.  By
the t ime he had returned to the
crash site his wife had died as a re-
sult of the accident.  She hadn’t
been wearing a seatbelt and had
impacted the yoke of the airplane.

The stresses that had built up
prior to the flight—lack of sleep and
the drive to make a business commit-
ment—combined to interfere in the
decision making process.  

This pilot had a serious accident,
which resulted in the loss of his wife.
Small stresses had combined to inter-
fere with the orderly construction of
the thought process necessary to
avoid getting into a bad situation.
There are many examples of poor de-
cision making brought on by life’s
stresses.  

Look at yourself carefully for signs
of stress before making any flight.
Have there been any stressful events
in your life that might impact the safety
of your flight.  If you see that there are,
postpone the flight until a time when
life is less stressful.    

Patricia Mattison is the Safety
Program Manager at the Juneau Flight
Standards District Office, AK.
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I
n the southwest corner of
Alaska, centered around the
small town of Bethel, lies one of
the largest laboratories in the

world. This laboratory is not a building
but consists of approximately 40,000
square miles of land and its accompa-
nying airspace [at 58º to 64º N and
155º to 167º W], in an area known as
the Yukon/Kuskokwim (or Y/K) delta. 

Within this laboratory the Federal
Aviation Administration is conducting
an ongoing experiment aimed at test-
ing new avionics technology for gen-
eral aviation (GA) aircraft. Participants
in the experiment, which is called the
Alaska Capstone Program, are pilots
and flight companies in the Y/K delta.
Approximately 187 transport category
and GA aircraft have been equipped
with the advanced avionics equipment.

Capstone’s Objectives

The purpose of this program is
twofold. The first is a test of whether
or not the technology can improve
flight safety in Alaska by providing bet-
ter information to the pilot regarding
terrain, traffic, and weather in the
vicinity of the aircraft. The second is to
test the new avionics in a relatively
controlled environment to aid in the
transition of the technology to the en-

tire country. Both aspects of the ex-
periment are assisted by Human Fac-
tors scientists from the Office of Aero-
space Medicine, at the Civi l
Aerospace Medical Institute (CAMI) in
Oklahoma City. 

Flight Safety in Alaska

A look at some basic facts regard-
ing flight safety in Alaska demon-
strates the need for improved safety.
The following facts were released re-
cently by the Alaska Capstone Pro-
gram Office in Anchorage, Alaska:

• One out of every 58 people in
Alaska is a pilot

• There are six airplanes for every
10 pilots in Alaska

• There was an average of one
aircraft accident every other day
in Alaska during the past 10
years

• There was an average of one
aviation fatality every nine days
in Alaska during the past 10
years

• Of the commercial pilots that
spend their 30-year career flying
in Alaska, more than 11% will
perish in their aircraft, as com-
pared to 2.5% of the pilots in
the other 49 states.

Improving flight safety in Alaska is

of major importance to the FAA. If the
technology being tested under the
Capstone program can accomplish
this goal in Alaska, it will pave the way
for implementation on a nationwide
basis.

Automatic Dependent 
Surveillance – Broadcast

The capabilities being offered to
the GA community under the Cap-
stone Program have only been gener-
ally available before to commercial air-
lines and high-end GA aircraft. The
ability to see traffic and weather on a
cockpit display is usually provided by
expensive onboard detection systems.
To provide such capabilities in a less
expensive manner, a ground- and
satellite-based infrastructure was cre-
ated called Automatic Dependent Sur-
veillance - Broadcast, or ADS-B. Un-
like radar systems, which bounce
radio waves off of airborne targets and
then interpret the reflected signal,
ADS-B relies on position information
that is transmitted by each individual
aircraft based on global positioning
system (GPS) technology. 

Each ADS-B equipped aircraft
broadcasts its precise position in
space via a digital datalink, along with
other data—airspeed, altitude, and

The Alaska Capstone Program:
Increasing Safety Through Technology

By Kevin W. Williams, PhD



whether the aircraft is turning, climb-
ing, or descending. This information
can be transmitted directly from one
aircraft to another, or it can be trans-
mitted to a ground station, combined
with other aircraft data, and re-trans-
mitted back to any aircraft within
range of the ground station. The infor-
mation can also be transmitted by
land lines or other means to air traffic
controllers in distant locations. 

ADS-B allows pilots in the cockpit
and air traffic controllers on the ground
to “see” aircraft traffic with much more
precision than has ever been possible
before. Unlike conventional radar,
ADS-B works at low altitudes and is
effective in remote areas or in moun-
tainous terrain where there is no radar
coverage, or where radar coverage is
limited.

Flight Information Services
– Broadcast

In addition to information related
to other aircraft, other types of infor-
mation can be broadcast from ground
stations to Capstone-equipped air-
planes. Flight information services in-
clude graphical weather depictions, as
well as text-based weather and other
information such as Notices to Airmen

(NOTAM). Since weather plays a major
part in many aircraft accidents in
Alaska, the avai labi l i ty of current
weather conditions, presented in an
easily interpreted graphical format, is
expected to be of great help to
Alaskan pilots. The graphical depiction
of NOTAMS, showing, for instance,
that a runway has been closed at a
particular airport, should also make it
easier for pilots to maintain awareness
of important information both before
and during their flights.

CAMI’s Role

Human Factors scientists from
CAMI have been assisting in the Cap-
stone Program for several years [along
with other FAA and NASA human fac-
tor scientists]. CAMI scientists partici-
pated in the team that selected which
set of avionics would be used in the
Capstone Phase I Program, devel-
oped criterion measures for use in
demonstration flights of the selected
avionics, and developed and assisted
in the administration of performance
measures of the equipment. 

CAMI scientists currently partici-
pate as members of the Safe Flight 21
Human Factors Team in the collection
of data from the Bethel region. Mem-

bers of the team have conducted per-
sonal interviews with Capstone pilots,
administered questionnaires, and
flown on observation flights during ac-
tual day-to-day operations of the Cap-
stone equipment. 

Experiments are also under way to
collect both objective and subjective
data regarding the use of Capstone
equipment under various environmental
and workload conditions. CAMI’s two
flight simulators are being equipped
with Capstone avionics for use in the
conduct of these investigations.

The Future

The second phase of the Cap-
stone Program is about to begin in the
southeast portion of Alaska, centered
around the Alaskan state capitol of
Juneau. Capstone Phase II will include
both a multi-function display and an
optional highway-in-the-sky display as
part of its avionics package. Another
150 GA aircraft, both fixed-wing and
rotary, will be equipped with the Phase
II avionics. 

While the primary focus of the
Capstone Program is on increasing
flight safety in Alaska, the Safe Flight
21 Human Factors Team is looking at
the program as a proving ground for
these new types of avionics. A thor-
ough human factors assessment of
the instrumentation and procedures
will ensure that the pilot/aircraft inter-
face is optimized for safety of flight—
wherever that flight will occur. 

It is expected that, in the near fu-
ture, these avionics systems, as well
as the ground infrastructure to support
them, will be seen in the lower 48
states, and eventually around the
world. What we are seeing in the Cap-
stone Program is the start of a para-
digm shift in general aviation cockpit
displays. The CAMI scientists support-
ing this effort are excited to be a part
of this event.

Dr. Williams is a research scientist
with the FAA Civil Aerospace Medical
Institute’s Human Factors Research
Laboratory.  This article originally ap-
peared in the Spring 2002 issue of the
Federal Air Surgeon’s Medical Bulletin. 
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The multifunctional MX-20 display (MFD) provides enhanced situational awareness
with moving maps depicting terrain, traffic, and weather information.



• Desert Flying

Well done!  That was one of the
most competent and detailed stories
about that subject.  [Referring to the
May/June 2002 article, “Keeping Safe
in the Desert. “]

A. Sutter  (ATPL/Swiss)
Via Internet

Thanks for your kind comments.
Fortunately, the FAA Aviation News
staff was able to work with many
knowledgeable persons who willingly
contributed to this article.  They also
deserve your thanks and ours.

•  Blowing The Whistle

Thank you for including “Blow-
ing The Whist le” in FAA Aviat ion
News, March 2002 Forum, and your
response thereto.  I “dare not” be-
come deeper involved and therefore
must leave it up to you to pursue
this matter further.  The airport ID is
15G, Wadsworth, OH.  Smith =>
Weltzien, Skyport => Skypark, Stick
=> Sal tshaker,  a prominent Si lo
(grain elevator) 

Monitoring CTAF on 123.00 MHz
will confirm the accuracy of my report.

“Joe Friday”
Via email

The above information was for-
warded to the Cleveland (Ohio) Flight
Standards District Office.  The of-
fice’s Safety Program Manager ad-
dressed the group that flies out of
the airport.  According to her, they
are a flying community with a very
active local safety program.  She and
the local designated pilot examiner
(DPE) added segments to safety
meetings regarding the situation.
She said the group in general was
very receptive and the pilots are at-
tempting to make adjustments in
their radio phraseology.  

The airport has just been named
an Ohio Historic Landmark, as one of
the earliest flying communities in the
state.

• RNAV Approaches
With VNAV

The following information was
taken from the FAA newsletter pub-
lished for the examiner, designee, and
instructor communities.  The quarterly
newsletter, Vol. 14, No. 3, was dated
July 2002.

RNAV (GPS) approaches such as
the RNAV (GPS) RWY 6 approach at
Birmingham are becoming very com-
mon today.  Every revision of the in-
strument approach procedure (IAP)

charts has several new RNAV (GPS)
charts included.  Since June, 2001
some of these RNAV (GPS)  ap-
proaches also have vertical naviga-
tion (VNAV) minimums that are sig-
n i f icant ly  lower  than the la tera l
navigation (LNAV) minimums.

The problem is that many pilots
have only started to learn the basic
GPS approach and have never heard
of the VNAV approach that gives true
vertical guidance.  In fact, their GPS
unit may have a VNAV function so why
can’t this be used for the VNAV ap-
proach?  I have visited with 10 profes-
sional pilots and 25 instrument or in-
strument instructor pilot applicants
and only one of the professional pilots
even knew what I was talking about.
The rest assumed they could use the
lower minimums (that actually require
the use of VNAV vertical guidance)
with their basic GPS equipment that
are cert i f ied only for LNAV ap-
proaches.

The RNAV (GPS) RWY 6 ap-
proach at Birmingham is an example
of an approach where you must know
your minimums and the limitations of
your equipment.

The VNAV minimums are 360
feet lower than the LNAV minimums
(MDA) and are 109 feet lower than a
prominent obstruction that is only
about three miles from the end of
the runway.

The only equipment legal and safe
to go down to the 940 foot decision
altitude will have a statement in the
Airplane Flight Manual (AFM) or an
AFM supplement explicitly stating the
RNAV system is certified for IFR VNAV
approaches.  This VNAV equipment
will have glide slope information dis-
played on the HSI much like an ILS
approach.  The VNAV function of a
non-approved VNAV GPS will tell you
the descent rate necessary to go from
where you are to where you want to
go, but it will never tell you that de-
scent rate might take you right into an
obstacle.  It can not show if you are
below the required glide path.
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The FAA Advisory Circular AC
90-97, Use of Barometric Vertical
Navigation (VNAV) for Instrument
Approach Operations Using Deci-
sion Altitude (http://terps.faa.gov/di-
rectiv/AC90-97.pdf), covers the re-
quirements and operation of the
VNAV portion of these approaches.
Briefly, the requirements are:

1) Approved FMS System where
GPS is an active component.

2) RNP system approved for
RNP 0.3 NM Operations in IFR
conditions.

3) Barometric VNAV capability.

4) Database includes the way-
points, VNAV angles and altitudes
that pertain.

5) A temperature below the lim-
its for a particular approach re-
quires that you descend only to
the LNAV MDA.

6) You must select the appropri-
ate VNAV mode - Vertical speed is
not acceptable for VNAV ap-
proaches.

7) A current altimeter setting for

the landing airport is required.

The RNAV (GPS) approaches with
VNAV are marvelous approaches with
great accuracy and lower minimums.
There will be many more of them in
the very near future.  They will be
available in remote areas and require
only a local altimeter setting for equip-
ment on the ground.  Pilots just need
to be absolutely sure that they know
how to do the procedure correctly.

Here is a link to the approach
chart: <http://download.aopa.org/
iap/20020418/se4of4/bhm_rnav_gps_
rwy_6.pdf>.

Editor’s Note: This article was
provided the newsletter from a des-
ignated pi lot examiner from Des
Moines, IA.

•  Taping Radio Traffic

I would like to know if it is legal in
the United States for me, a private citi-
zen, to make tape recordings of radio
communications between aircraft and
ground controllers.

John Zenger
Washington, DC

According to the Federal Commu-
nications Commission (FCC), it is legal

to tape record transmissions between
aircraft and ground controllers be-
cause these are public frequencies

• Desert Survival
Addendum

I read with interest the recent
issue of FAA Aviation News that had
the article on desert safety in it.  There
is an item that was left off the list of
essential survival equipment and res-
cue aids.  That is a roll of toilet paper.
You might think I am kidding you, but I
remember having read here and there
over the years of people who unrolled
a roll of toilet paper on the ground to
make a cross—say about 50 feet
long—which seems to be easily visible
from the air.  It seems that 50 feet
each line of the cross would be promi-
nent feature from say 2,000 feet, or
whatever altitude search and rescue
missions fly at—more visible than
wreckage.  Perhaps you would want
to revise the length of the cross since I
am guessing at this.

Wil Bentley
Occidental, CA

The length would probably de-
pend in the area you want to mark.
Thanks for the suggestion.
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MARION C. BLAKEY
NEW FAA ADMINISTRATOR

Marion Clifton Blakey was sworn
in September 13, 2002 as the 15th
Administrator of the Federal Aviation
Administration. As Administrator,
Blakey is responsible for regulating
and advancing the safety of the na-
tion’s airways as well as operating the
world’s largest air traffic control sys-
tem. Prior to being named FAA Ad-
ministrator, Blakey served as Chair-
man of the National Transportation
Safety Board. 

During her tenure as Chairman,
Blakey managed a number of accident
investigations including the crash of
American Airlines flight 587. Blakey
worked to improve the Board’s acci-
dent reporting process and increased
industry and regulatory responsive-
ness to NTSB safety recommenda-
tions. Additionally, Blakey strength-
ened the Board’s advocacy and
outreach programs to promote safer
travel throughout all modes of trans-
portation. She also furthered develop-
ment of the NTSB Academy as a na-
tional and international resource to
enhance aviation safety and accident
investigations. 

At the FAA, Ms. Blakey, continues
a long career of public service. In ad-
dition to NTSB Chairman, Blakey has
held four previous Presidential ap-
pointments, two of which required
Senate confirmation. From 1992 to
1993, Blakey served as Administrator
of the Department of Transportation’s
National Highway Traffic Safety Ad-
ministration (NHTSA). As the nation’s
leading highway safety official, she
was charged with reducing deaths, in-
juries, and economic losses resulting
from motor vehicle crashes. Prior to
her service at NHTSA, she held key
positions at the Department of Com-
merce, the Department of Education,
the National Endowment for the Hu-
manities, the White House, and the
Department of Transportation. 

From 1993 to 2001,
Blakey was the principal of
Blakey & Associates, a Wash-
ington, D.C. public affairs con-
sulting firm with a particular
focus on transportation issues
and traffic safety. 

Ms. Blakey, born in Gads-
den, Alabama, received her
bachelor’s degree with honors
in international studies from
Mary Washington College of
the University of Virginia. She
also attended Johns Hopkins
University, School of Ad-
vanced International Studies
for graduate work in Middle
East Affairs. 

USDA’S WILDLIFE SER-
VICES APPOINTS FIRST
NATIONAL AIRPORTS
COORDINATOR 

The U.S. Department of
Agriculture’s Animal and Plant
Health Inspection Service, Wildlife Ser-
vices (WS) program has appointed
Richard Dolbeer as its first national air-
ports coordinator to oversee efforts to
reduce the threat of wildlife hazards at
airports across the United States.

In the last 20 years, growing
wildlife populations, faster airplanes,
and an increase in air travel have led
to a dramatic rise in the number of
collisions between aircraft and wildlife
at both civil and military airports.
Wildlife strikes cost civil aviation in the
United States more than $400 million
annually. As a scientist at Wildlife Ser-
vices’ National Wildlife Research Cen-
ter, Dolbeer has spent the last 29
years studying ways to resolve con-
flicts between wildlife and people, fo-
cusing his research during the last 12
years on preventing potentially life-
threatening wildlife strikes. 

In response to this growing threat,
WS has seen a tremendous rise in the
number of requests from airports
seeking assistance in managing

wildlife hazards. Currently, WS airport
specialists are working at approxi-
mately 400 civil and military airports
nationwide to protect public safety by
reducing risks posed by birds, deer,
coyotes, and other wildlife that reside
near airport runways. 

As the national airports coordina-
tor, Dolbeer will work to ensure that all
of WS airport specialists have the lat-
est technology at their disposal and
that all of their recommendations and
actions are based on sound science
and research. In addition, Dolbeer will
work to expand WS hazard manage-
ment activit ies to provide much
needed assistance at smaller airports
that often lack the resources to miti-
gate wildlife threats.

Through his research and as the
current chairperson of Bird Strike
Committee USA, Dolbeer is uniquely
positioned to take on this new and
challenging role for WS, ensuring that
the program will continue to lead the
way in efforts to prevent wildlife colli-
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sions with aircraft.
For more information, you can

contact Mr. Dolbeer’s office at (419)
625-0242.

NEXT GENERATION DOPPLER
WEATHER RADAR FOR ATC

As part of its continuing efforts to
modernize the national airspace sys-
tem, the FAA has installed a system at
air traffic control facilities that will bring
highly accurate weather information
directly to controller displays.  For the
first time ever, advanced Doppler
weather information will be displayed
directly to air traffic controllers on the
same screen as aircraft position data. 

The Weather and Radar Proces-
sor (WARP) will enhance safety by al-
lowing controllers to reroute air traffic
to avoid areas of severe weather. Air
traffic controllers at the Fort Worth, TX,
Center have started to use WARP on
their displays.

FAA recently replaced outdated
controller displays with state-of-the-art
equipment.  The capabilities of the
new display systems enable WARP to
provide real-time aviation weather data
on the same screen as aircraft position
data, using different colors to show
varying intensities of precipitation. 

WARP also shows precipitation at
three different altitudes, allowing con-
trollers to concentrate on the weather
appropriate to the precise location and
altitude of a particular aircraft.  The
weather information is shown as back-
ground graphics to the aircraft data on
the display.  This configuration gives
the controller a more accurate view of
localized precipitation and supports
quicker evaluation of the current
weather’s impact on a particular air-
space sector.

FAA’S ALASKAN WEBCAMS

In an effort to reduce aviation ac-
cidents in Alaska, the FAA has in-
stalled two dozen webcams, with

more planned, to supplement tradi-
tional aviation weather reports.  The
real-time images of mountain passes,
rocky coasts, and remote villages can
be viewed by anyone on the FAA web
site <http://akweathercams.faa.gov/
wxcams/map.php>.  The web site
shows not only the real time cam im-
ages, but also images for the past six
hours, and what the clear day image
is.  In some cases the clear day im-
ages are marked with the elevation of
nearby mountains and distances to

local landmarks to help pilots estimate
visibility.

The weather cams were em-
ployed to help pilots flying in Alaska in
their go/no-go decision-making
process.  According to statistics there
is at least one aviation accident every-
day and one fatal crash every 10 days.
The FAA’s goal is to reduce aviation
accidents in Alaska by 50 percent
over the next 10 years.  The success
of these weather cams may lead to
their use elsewhere in the U.S.
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CALENDAR OF EVENTS
January 17-19, 2003 
Great Lakes International Aviation Conference
East Lansing, MI

A weekend of training sessions for pilots, mechanics, students,
instructors, plus a historical display chronicling the Great Lakes Re-
gion’s contribution to aviation at the Kellogg Hotel and Conference
Center.  Also featured will be an optional one-day IA renewal training.
For more information, call (517) 335-9880 or visit their web site at
<www.greatlakesaviationconference.com>.

March 20-22, 2003 
14th Annual International Women in Aviation Conference
Cincinnati, OH

The theme this year is “Celebration of Flight:  Saluting the Past,
Embracing the Future.” The WIAI Annual Conference includes exciting
educational, networking, and career-enhancement opportunities.  For
more information, visit their web site at <www.wiai.org>.

March 21-22, 2003 
5th Annual Southwest Aviation Trade Show and Symposium
San Antonio, TX

This event will be held at Hallmark Jet Center, Hallmark Institute of
Aeronautics, San Antonio International Airport.  It will feature represen-
tatives of leading aircraft manufacturers, repair stations, engine com-
panies and avionics/instrument manufacturers and a host of other avi-
ation-related businesses.  This program is provided for pilots and
aviation maintenance professionals.  For more information visit the
web site at <www.swaviation.org>.



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

Final Approach
Now that the moment has arrived to put my thoughts in print, I fear that words will fail me.  Those of you

who’ve provided feedback on “Editor’s Runway” or who have read it for the past few years know that I’m seldom
at a loss for words.  Today might be a day to mark on the calendar because putting this in “black and white” makes
it reality.

This is my last Editor’s Runway for FAA Aviation News.  The time has come to move on to another chal-
lenge, one perhaps not so fulfilling and not so much part of my psyche as this magazine is.  FAA General Aviation
News, as it was called back in 1979, was my first job in the FAA and the jumping off point for a 23-year career
(thus far) which has been the most rewarding experience of my life.  Public service was my calling from the cold,
January day in 1961 when I sat on my father’s shoulders to try and see a young man who told me and others to
ask not what my country could do for me, but what I could do for my country.  Serving the aviation public and
specifically general aviation has been my dream job.  I told my father when I got the job back in 1979, “Dad, they’re
going to pay me to write about airplanes.  Can you believe it?”  “This is America,” was his simple and eloquent
reply.

I’ll still be with the FAA, just in another office and doing a job which benefits all of FAA’s Flight Standards’
employees.  I’ll be shepherding the letters people write to their Congressmen through the bureaucratic maze,
assuring that the directives which go out to our inspectors are accurate, and making certain Flight Standards
employees have things like telephones and desks and cubicles.  It may sound boring, but you haven’t seen this
place hop on a Friday afternoon when Senator So-And-So’s response hasn’t been completed yet or when all the
“t’s” haven’t been crossed or the phones go down.

I have loved every single communication from each of the readers or subscribers—even the ones who dis-
agreed with us or who pointed out a typo I missed.  It’s a cliché to say that the readers are the heart of any pub-
lication, and I tried to write to that heart and to produce a magazine which spoke to the heart we shared—avia-
tion.  I wanted to think of myself as one of you, that we had shared experiences we could both relate to.  For the
readers, I wanted to make FAA Aviation News as un-bureaucratic as possible.  I hope I’ve succeeded.

I’ve had an incredible staff these past 11 years I have been the editor.  Louise Oertly is the corporate his-
tory of the magazine and its conscience.  Dean Chamberlain has always had the vision of what we hope to be and
could be, i.e., the future.  Deidria Shaw has helped me in ways immeasurable, pointing things out and saying, “Did
you really mean to say that?”  And Mario Toscano.  More than the magazine’s conscience, future, or vision, Mario
is the person who takes my and others’ words and makes the magazine a feast for the eyes.

I hope that the next editor continues “Editor’s Runway.”  It has sparked conversation and ideas for the
magazine that standard government fare never could.  When we first tried an editorial, I was told that government
magazines couldn’t have opinions.  A lot of “Editor’s Runway” was my opinion but only what I had learned from
pilots and mechanics in the “real world.”  I tried to give you a voice within the Friendly Aviation Agency.

And parting, as the Bard said, is sweet sorrow.  Though I complained about coming up with ideas for this
feature, I will miss “talking” with you.  General aviation became a part of me from the day I saw my first airplane.
Though I’m no longer part of the General Aviation and Commercial Division, I will carry general aviation, FAA
Aviation News, and all of you in my heart wherever I am.  You just have to promise me one thing.  General avia-
tion’s voice must be heard within the halls of the new bureaucracies set up to ensure our security.  Don’t let any-
one keep you on the ground without justification.  That said, I’m lined up on final approach, and it’s been a won-
derful, 11-year flight.  Thank you for letting me be PIC.

Over and out.
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